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This book is dedicated to the life and work
of Sir Peter Hall, a true Pioneer in Science,
who was an intellectual giant, city visionary
and polymath of international renown
with deep roots in both geography
and planning.

Whilst best known by the public
as a spatial planner for most of his career,
he retained a deep interest in and enthusiasm
for urban and transport geography.

The International Geographical Union’s
(IGU) Commission on Transport
and Geography and the IGU Urban
Commission (Urban Challenges in a complex
world) decided to jointly recognise Peter
Hall’s immense contribution to the
understanding of city functions, planning,
structures, regeneration and futures
by inviting a series of expert researchers,
including several of his co-researchers,
to write and reflect on Peter’s key
research themes.
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Chapter 1
Introduction: Professor Sir Peter Hall,
Pioneer in Regional Planning, Transport
and Urban Geography

Richard D. Knowles and Céline Rozenblat

1.1 Life and Academic Career of Peter Hall

Appointed as Professor of Geography at the University of Reading in 1968 at the
early age of 36, Peter developed a unique international dimension to his under-
standing of cities (Box 1.1). He soon recognised the dynamism of Asian cities
through association with the University of Hong Kong in the mid 1970s and of
American cities as Visiting Professor in Planning at University of California,
Berkeley in 1974. For nine years from 1980 he became a transatlantic commuter
simultaneously holding professorships in the UK in Geography at Reading
University, and in the USA in Urban Planning and Regional Studies at the
University of California, Berkeley, continuing the latter role until 1992, before
becoming Professor of Planning at University College London in 1992.

Box 1.1: Sir Peter Geoffrey Hall: Personal Data, Education and Professional
Positions

Personal Data
Born March 19, 1932; London, England.
Died July 30, 2014
Married, no children.
Nationality: British

Richard D. Knowles, Professor, University of Salford, UK, Emeritus Professor of Transport
Geography; r.d.knowles@salford.ac.uk.

Celine Rozenblat, Professor, University of Lausanne, Switzerland, Associate Professor of
Geography; Celine.rozenblat@unil.ch.

© The Author(s) 2016
R.D. Knowles and C. Rozenblat (eds.), Sir Peter Hall: Pioneer
in Regional Planning, Transport and Urban Geography, SpringerBriefs
on Pioneers in Science and Practice 52, DOI 10.1007/978-3-319-28056-1_1
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Education
1943–50 Blackpool Grammar School
1950–56 University of Cambridge (St. Catharine’s College)
1952 Geographical Tripos, Part 1: Class 1 and Philip Lake Prize
1953 B.A., Geographical Tripos, Part 2: Class 1
1957 M.A., University of Cambridge (St. Catharine’s College)
1959 Ph.D., University of Cambridge (St. Catharine’s College).

Thesis entitled:
The Location of Industry in London: 1851–1939

Professional Positions

1957–60 Assistant Lecturer, Birkbeck College, University of
London

1960–65 Lecturer, Birkbeck College, University of London
Main teaching responsibilities: Regional Geography
of Germany; Historical Geography of the British
Isles; Applied Geography

1966–67 Reader in Geography with special reference to
Regional Planning, London School of Economics
and Political Science, University of London
Main teaching responsibilities: Applied
Geography; M.Sc. Regional and Urban Planning
Studies

1968–89 Professor of Geography (Head of Department,
1968–80), University of Reading (Emeritus, 1989)
Main teaching responsibilities: Postgraduate: M.Phil.
Environmental Planning; Supervision of Ph.D. stu-
dents. Undergraduate; Basic Historical Geography;
Basic Population and Urban Geography; Basic
Contemporary Problems; Cities; Development

1971–77 and 1983–6 Chairman, School of Planning Studies, University of
Reading
Main administrative responsibilities: Course
Coordination; Academic Development; Faculty
Liaison; Publicity

1974 Visiting Professor, Department of City and Regional
Planning, College of Environmental Design,
University of California, Berkeley

1975–78 Dean, Faculty of Urban and Regional Studies,
University of Reading

2 R.D. Knowles and C. Rozenblat



1980–92 Professor, Department of City and Regional
Planning, University of California at Berkeley
(Emeritus, 1993)
Main teaching responsibilities: Graduate Courses:
The Planning Process; Metropolitan Planning in the
Developing World; Research Seminar

1980–8 Associate Director, Institute of Urban and Regional
Development, University of California at Berkeley
Main administrative responsibilities: Faculty
Liaison; Grants and Contracts Development

1983–6 Member of Board and of Management Committee,
Joint Centre for Land Development Studies,
University of Reading/College of Estate Management
Main administrative responsibilities: oversight of
research programme; research development; finan-
cial management

1989–92 Director, Institute of Urban and Regional
Development, University of California at Berkeley
Main administrative responsibilities: Overall control
of budget and research program; overall manage-
ment of the day-to-day work of the Institute; coordi-
nation of the Institute’s seminar and publications
programs

1992–2005 Bartlett Professor of Planning, University College
London
Main administrative responsibilities: Direction of
research

2005–14 Bartlett Professor of Planning and Regeneration,
University College London
Main teaching responsibility: M.Sc. course in Urban
Regeneration

Peter Hall’s academic prowess first came to public notice with publication in
1962 of his Cambridge University Doctoral Thesis in Geography on The Industries
of London since 1861 (Hall 1962), an incisive analysis in urban economic and
historical geography. Peter’s sought to understand how cities function and his
enthusiasm for urban planning, interests in transport and new technologies, his
global perspective, and a willingness to embrace the future shone through, starting
with his books on London 2000 (Hall 1963) and his far-seeing The World Cities
(Hall 1966), which established the concept of world city regions 30 years before it
became mainstream. Whilst advocating urban regeneration and post-industrial
urban renaissance, Peter was never hesitant about highlighting planning failures and

1 Introduction: Professor Sir Peter Hall … 3



his book Great Planning Disasters (Hall 1980) predated more recent critiques by
Flyvbjerg, Priemus and others by more than 20 years (Flyvbjerg et al. 2004;
Flyvbjerg 2014; Priemus et al. 2008; Priemus/van Wee 2013).

Peter single authored 13 books, many best sellers with second or more editions and
some also translated into other languages (Hall 1962, 1963, 1966, 1970, 1974, 1977,
1980, 1988, 1989, 1998, 1999, 2007, 2014), and co-authored or edited 38 books,
contributed to more than 160 books, published about 200 articles and research journal
papers (see Chap. 8 for details) and also produced hundreds of other papers and
conference presentations and numerous short contributions to the journals New
Society, The Planner and Town and Country Planning. He was also closely involved
with the editing of seven journals: Built Environment and Regional Studies as Editor,
and Environment & Planning C, Futures, New Society, Planning Perspectives and
Journal of Transport Geography as Editorial Board member.

Peter Hall’s breadth of intellectual curiosity and endeavour was enormous,
reflecting his roots in urban, economic, transport and historical geography, deep
interest in urban and regional planning, and continuing fascination with London.
Tewdwr-Jones et al. (2014) classified Peter’s prodigious research output into five
distinct categories and nineteen themes:

1. History of Cities and Planning. This encompassed Urban and Regional
Planning, Great Planning Disasters, Cities of Tomorrow, and Cities in
Civilization;

2. London’s Growth and Development. This comprised London’s Economy,
London’s future in 2000 and 2001 from a 1960s and 1980s perspective, and
London as a Working Capital;

3. Spatial Planning. This included Regional Planning, the Containment of Urban
England, Sociable Cities, Regeneration—the Inner City in Context, and
‘Non-Plan’ Enterprise Zones;

4. Connectivity and Mobility. This encompassed the Information Age and
Technological change, Technopoles of the World, and Transport and Planning;

5. Globalized Urbanization. This comprised The World Cities, The Polycentric
Vision, Europe 2000 and Urban Futures.

Peter Hall’s hallmark as a polymath and intellectual giant is that he was able to
research and publish in such a diverse range of thematic areas for over 50 years. But
his great genius was his ability to link all these five aspects in a complementary way
to build a holistic comprehension of the dynamic of cities (and mobility as a part of
this dynamic) in the late 20th century and the beginning of the new millennium. He
was able to create original visions of urban society development with precocity and
clear-sightedness, helping planners and decision makers to identify the crucial
tendencies and to evaluate the limits of possible actions.

Through his numerous publications, Peter sought to engage with planners,
politicians and the wider public beyond the narrow confines of the academic world.
This was recognised and rewarded by both Conservative and Labour UK govern-
ment appointments including as a member of the South East Regional Economic
Planning Council 1966–1979, Special Adviser on Strategic Planning 1991–1994,
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member of London Development Agency’s Thames Gateway International Design
Committee, Lord Rogers’ Urban Task Force from 1998–1999, the Planning
Research Network from 2003, the 2006 Barker Review of the planning system and
the Eco-Towns Challenge Panel 2008, and Chair of Blackpool Urban Regeneration
Company 2005–2008 and appointed to undertake an Independent Review on Better
Rail Stations (Green/Hall 2009). He was also appointed to many official committees
in the UK, and in Europe, Germany, Singapore, South Australia and Stockholm
(Box 1.2). Peter also published 30 planning consultancy reports for organisations in
the UK, Spain, Malta, Mexico, South Australia and Stockholm.

Box 1.2: Peter Hall: Other Professional Responsibilities

Membership of Government, Official, and International Committees:

American Academy of Arts and Sciences and Aspen Institute: Committee on
Future of the Automobile (1990–92)

Built Environment journal—Joint Editor (1980–)
Centre for Environmental Studies Governor (1975–80)

Member, Research Committee (1975–80)
City of Stockholm

Adviser, Economic Aspects of the “Dennis Package”, 1994
Commission of the European Communities

Chairman, Information Committee (1977–80);
Member, Study Group on New Tendencies of Socioeconomic
Development (1975–77)
Member, President Delors’ Carrefour on Urban Development (1993–5)

Communities and Local Government
Member, Eco-Towns Challenge Group (2008)

Department of the Environment
Member, Planning and Transport Advisory Council (1971–73)
Member, Environmental Board (1975–79)
Chairman, Subcommittee on Environmental Education (1976–78)
Special Adviser to Secretary of State on Strategic Land Use Planning
(1991–4)

Department of the Environment, Transport and the Regions
Member, Urban Task Force (1998–)

Department of Transport
Member, Advisory Committee on Trunk Road Assessment (1977–79)
Member, Standing Advisory Committee on Trunk Road Assessment
(1979–80)

Federal Republic of Germany
Moderator, Weltkommission on The City in the 21st Century (1998–2000)

Government of South Australia
Adviser on Strategic Review for Metropolitan Adelaide, 1990–2
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H.M. Treasury, Barker Review of Land Use Planning
Member, Expert Advisory Committee, 2006

House of Commons
Organized Special Symposium for Select Committee on Transport,
Berkeley (1988)

European Commission, Interreg IIIB Programme
Director, POLYNET: Sustainable Management of European Polycentric
Mega-City Regions

London Development Agency
Member, Thames Gateway International Design Committee

Ministry of Housing and Local Government
Member, Research Advisory Group (1965–66)

Ministry of Transport (Department of the Environment)
Member, Urban Motorways Committee (1969–72)
Member, Bus Demonstration Projects Committee (1969–73)

Nature Conservancy Council
Member (1966–72)

Office of the Deputy Prime Minister
Member Planning Research Network, 2003–

ReBlackpool (Blackpool Urban Regeneration Company)
Chair, 2005–8

Social Science Research Council
Member (1975–80)
Chairman, Planning Committee (1975–80)
Joint Chairman, Planning and Human Geography Committee (1975–80)
Member, Research Initiatives Board (1975–80)
Chairman, Inner Cities Working Party (1978–80)

South East Regional Economic Planning Council
Member, Council (1966–79)
Chairman, Research Group (1969–79)
Member, Planning and Environment Committee (1972–79)
Chairman, Structure Plans Monitoring Group (1975–79)

South East Region Passenger Transport Coordinating Committee
Chairman (1967–69)

Transport and Road Research Laboratory
Member, Research Committee on Road Traffic (1966–72)
Member, Advisory Committee on Transport (1973–)

Peter Hall was awarded numerous national and international honours and prizes
including the Royal Geographical Society’s Founder’s Medal, George Stephenson
Medal by the Institution of Civil Engineers, London, the Ebenezer HowardMemorial
Medal by the Town and Country Planning Association, Prix Vautrin Lud (“Nobel de
Geographie”), Royal Town Planning Institute’s GoldMedal, the Balzan International
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Prize, the UIA (International Union of Architects) Sir Patrick Abercrombie Prize, as
well as Honorary Doctorate Degrees by 14 universities in Britain, Sweden and
Canada (Box 1.3). Peter was knighted in 1998 to become Sir Peter Hall.

Box 1.3: Sir Peter Hall: Honours and Prizes

1968 Gill Memorial Prize, Royal Geographical Society
1979 Adolph Bentinck Prize
1983 Fellowship of the British Academy
1988 Founder’s Medal, Royal Geographical Society

Honorary Fellowship, St Catharine’s College, Cambridge
1989 Member of the Academia Europaea

Degree of Doctor of Social Science Honoris Causa, University of
Birmingham

1991 George Stephenson Medal, Institution of Civil Engineers, London
1992 Degree of Doctor of Philosophy Honoris Causa, University of Lund,

Sweden
1995 CorrespondingMember,ÖsterreichischesWissenschaftliche Akademie

Degree of Doctor of Letters Honoris Causa, University of Sheffield
Degree of Doctor of Letters Honoris Causa, University of Newcastle
upon Tyne

1996 Degree of Doctor of Engineering Honoris Causa, Technical
University of Nova Scotia

1997 Degree of Doctor of Arts Honoris Causa, Oxford Brookes University
1998 Created Knight Bachelor
1999 Ebenezer Howard Memorial Medal, Town and Country Planning

Association
1999 Degree of Doctor of Law Honoris Causa, University of Reading
2000 Degree of Doctor of Science Honoris Causa, University of the West

of England
2001 Degree of Doctor of Laws Honoris Causa, University of Manchester

Prix Vautrin Lud (“Nobel de Géographie”)
2002 Degree of Doctor of Letters Honoris Causa, Heriot Watt University,

Edinburgh
Degree of Doctor of Letters Honoris Causa, London Guildhall
University

2003 Named by Her Majesty Queen Elizabeth II as a “Pioneer in the Life of
the Nation”
RTPI Gold Medal

2004 Degree of Doctor of Social Sciences Honoris Causa, Queen Mary
University of London
Degree of Doctor of Technology Honoris Causa, University of
Greenwich
Honorary Professor, Tongji University, Shanghai, China
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2005 Deputy Prime Minister’s Lifetime Achievement Award, Urban
Summit, Manchester
Degree of Doctor of Science Honoris Causa, Loughborough
University
Balzan International Prize

2006 Elected President of the Regional Studies Association
2008 UIA (International Union of Architects) Sir Patrick Abercrombie Prize
2014 (posthumous) Alan Hay Award for significant contributions to

Transport Geography, Transport Geography Research Group, Royal
Geographical Society (with the Institute of British Geographers)

Peter had a lifelong interest in transport that developed from his fascination with
London’s Underground train network as a young child growing up in pre-war
Hampstead. He recognised that transport played a critical role in the development of
cities through a process that Knowles (2006) called ‘transport shaping space’. He
returned repeatedly to this relationship and strongly advocated the building of
London’s M25 orbital motorway, an Urban Development Corporation for London’s
disused docklands underpinned by new light rail and underground lines, Stansted as
London’s third airport, the Channel Tunnel between Britain and France and the
Channel Tunnel high speed rail link’s associated Thames Gateway, London
Crossrail, the High Speed 2 rail route between London and Northern England, and
better transport links between England’s northern cities.

Peter was a founder member of the Journal of Transport Geography’s
International Editorial Board in 1993 and served until 2008, continuing to referee
papers thereafter with characteristic but critical enthusiasm. He also published
several papers in the Journal with his doctoral research students (Titheridge/Hall
2006; Chen/Hall 2011, 2012). Peter also supported the Royal Geographical
Society’s Transport Geography Research Group (TGRG) and in August 2014 was
posthumously awarded TGRG’s 2014 ‘Hay Award’ for significant contributions to
Transport Geography.

In urban and regional geography he was also very active. In 1983, he
co-published Changing Development Hierarchies in the Development Process: An
International Comparison for the International Geographical Union (IGU). He
actively participated in numerous regional, national and international appraisals,
especially for London, for the European Union and for several European countries
(see Chap. 8). In the academic field, beside his numerous national responsibilities,
he was elected President of the Regional Studies Association in 2006.
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1.2 Structure of the Book

Following this Introduction, the book is structured into six chapters to reflect Peter
Hall’s main research themes, all of which relate to the spatial organization of human
society.

In Chap. 2, ‘A polymath in city studies’, Peter Taylor explores Peter Hall’s status
as an inter-disciplinary polymath and five different aspects of his lifelong fasci-
nation with cities: geography and planning, cities and state, times and spaces,
town/country and city/region, and London and globalization.

In Chap. 3, ‘Location and Innovation’, Jonathan Reades examines how Peter’s
deep understanding of firm location and technological innovation informed his
views of urban regeneration and regional development. Peter’s research emphasised
the importance of history, chance, clusters, infrastructure and the role of the state.

In Chap. 4, ‘Transport and place-making—a long view’, Chia-Lin Chen explores
Peter’s abiding interest in transport and place making, and his fascination with
transport as a maker and breaker of cities. Peter shaped his vision through the
period where modern London was created and Britain was rebuilt, the transfor-
mative period of the great rail revival and the return to the city, and strategic
planning for polycentric cities and spatial rebalancing.

In Chap. 5, ‘The strategic planning protagonist: Unveiling the global mega-city
region’, Kathy Pain examines Peter’s work as a regional planning protagonist who
foresaw the emergence of global mega-city regions, and focussed on governance
and planning challenges.

In Chap. 6, ‘Creative destruction, long waves and the age of the smart city’,
Michael Batty explores Peter’s research on the impact of technology on cities and
regions, long waves of technological innovation, the creative city, the age of the
‘smart city’ and the technological future.

In Chap. 7, ‘The visionary of World and European cities’, Celine Rozenblat and
Dan O’Donoghue consider reasons for Peter’s status as a visionary of cities and
assess his record of research into universal urban processes and the uniqueness of
cities, urban transformations and technological change, stages in urban develop-
ment, and a multi-scale approach to the study of cities.

References

Batty M. (2014) Obituary—Peter Hall 1932–2014. Environment and Planning A, 46, 2263–2267
Chen C-L. and Hall P. (2011) The impacts of high-speed trains on British economic geography: a

study of the UK’s InterCity 125/225 and its effects. Journal of Transport Geography, 19,
689–704

Chen C-L. and Hall P. (2012) The wider spatial-economic impacts of high-speed trains: a
comparative case study of Manchester and Lille sub-regions. Journal of Transport Geography,
24, 89–110

Flyvbjerg B. (ed.) (2014) Megaproject Planning and Management: Essential Readings Volumes 1
& 2. Cheltenham UK, Edward Elgar

1 Introduction: Professor Sir Peter Hall … 9

http://dx.doi.org/10.1007/978-3-319-28056-1_2
http://dx.doi.org/10.1007/978-3-319-28056-1_3
http://dx.doi.org/10.1007/978-3-319-28056-1_4
http://dx.doi.org/10.1007/978-3-319-28056-1_5
http://dx.doi.org/10.1007/978-3-319-28056-1_6
http://dx.doi.org/10.1007/978-3-319-28056-1_7


Flyvbjerg B., Bruzelius N., and Rothengatter W. (2003) Megaprojects and Risk: an anatomy of
ambition. Cambridge, Cambridge University Press

Green C. and Hall P. (2009) Better Rail Stations: An Independent Review. for Lord Adonis,
Secretary of State for Transport. London, Queen’s Printer and Controller of Her Majesty’s
Stationery.

Hall P. (1962) The Industries of London. London, Hutchinson
Hall P. (1963) London 2000. London, Faber [Italian edition 1965; 2nd edition 1969]
Hall P. (1966) The World Cities. London, Weidenfeld & Nicolson [2nd edition 1977; Chinese

edition 1983; 3rd edition 1984]
Hall P. (1970) Theory and Practice of Regional Planning. London, Pemberton
Hall P. (1974) Urban and Regional Planning. Harmondsworth, Penguin & Newton Abbot, David

and Charles [2nd edition 1983. London, Penguin; 3rd edition 1992. London, Routledge;
Chinese edition 1996. Taipei, Chu Liu Book Company; 4th edition 2002 London, Routledge;
Chinese Edition 2008. Beijing: China Architecture and Building Press; 5th edition with
Tewdwr-Jones M. 2011, London, Routledge]

Hall P. (1977) Europe 2000. London, Duckworth [Chinese edition 1982]
Hall P. (1980) Great Planning Disasters. London, Weidenfeld [paperback edition 1981. London,

Penguin; American edition 1983, Berkeley & Los Angeles, University of California Press]
Hall P. (1988) Cities of Tomorrow: An Intellectual History of Urban Planning and Design in the

Twentieth Century. Oxford, Blackwell [Spanish edition 1996. Barcelona, Ediciones del Serbal;
3rd edition 2002 Oxford, Blackwell]

Hall P. (1989) London 2001. London, Unwin Hyman
Hall P. (1998) Cities in Civilization: Culture, Technology and Urban Order. London, Weidenfeld

and Nicolson
Hall P. (1999) Sustainable Cities or Town Cramming? London, Town and Country Planning

Association
Hall P. (2007) London Voices London Lives: Tales from a Working Capital. Bristol, Policy Press
Hall P. (2014) Good Cities, Better Lives: How Europe Discovered the Lost Art of Urbanism.

London, Routledge
Knowles R.D. (2006) Transport shaping space: differential collapse in time-space. Journal of

Transport Geography, 14, 407–425
Priemus H. and van Wee B. (2013) International Handbook on Mega-Projects. Cheltenham,

Edward Elgar
Priemus H., Flyvbjerg B. and van Wee B. (2008) Decision-making on Mega-projects: Cost-benefit

analysis, planning and innovation. Cheltenham, UK, Edward Elgar
Tewdwr-Jones M., Phelps N.A. and Freestone R. (eds.) (2014) The Planning Imagination: Peter

Hall and the Study of Urban and Regional Planning. London, Routledge
Titheridge H. and Hall P. (2006) Changing Travel to Work Patterns in South East England.

Journal of Transport Geography, 14, 60–75

10 R.D. Knowles and C. Rozenblat



Chapter 2
A Polymath in City Studies

Peter J. Taylor

2.1 On Being a Polymath

I am using the word polymath to describe the remarkable range of Peter Hall’s
scholarship as a means of avoiding popular terminology that promotes disciplinary
thinking through its inter- or multi- or cross-variations. The concept of polymath
long precedes the disciplining of knowledges, which makes it so appropriate as a
descriptor of Peter’s oeuvre. An obvious reason for this failure in intellectually
disciplining Hall is his background in Geography wherein strict disciplinary
thinking does not make sense. But I suggest a more important influence: Peter’s
fascination with cities that has always been at the heart of his work, largely
explicitly, otherwise implicitly. Researching cities straddles social science disci-
plines, fits into none but requires all.

In terms of disciplinary thinking Peter is generally associated with three,
Planning and History being added to Geography (Phelps et al. 2014). Such
‘tri-disciplinarity’ is rare but still it hardly does justice to Peter’s studies. Being
interested in cities meant that economic processes have to have an important role in
Peter’s research and sure enough agglomeration mechanisms and corporate struc-
tures feature prominently in his work. So we might add Economics and Business
Studies to the Hall intellectual mix. We can make exactly the same argument for
Sociology—cities are profoundly ‘social/cultural’. Furthermore the subjects Peter
tackled had weighty political implications which he always tackled head on: add
Political Science. On a personal note, I encountered the latter side of Peter’s
thinking when I was editing Political Geography Quarterly. On launch, we invited
contributions on the nature of Political Geography as a means of charting new
directions. Amongst many responses from well-known political geographers there
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was an offering from Peter (Hall 1982a). It was a surprise to me that he would
appear in the first issue of the journal since I had thought of him at that time as a
‘planner-geographer’, Peter suggested a new political economy frame for our
studies. This discussion has already reached seven disciplines without any mention
of Transport Studies, possibly the subject he cherished most.

The point I am making is that Peter was not a sort of brilliant ‘octo-disciplinarian’
simply because he did not take disciplines seriously in his work. His was a very
practical slant on the way he contributed to our knowledge of cities, most obviously in
Planning. Taking the latter out of the argument for the moment, not for him the
conventional nod to long-dead ‘founding fathers’ providing guidance for defining
current research, rather he used ideas and concepts from cognate disciplines for the
specific purposes of his own understandings. From a disciplinary point of view these
past academic heroes provide intellectual anchors in socializing (i.e. disciplining)
new entrants to a discipline. This is where the benefit of Peter’s academic origins
being in Geography is so relevant since its founding fathers are largely of ‘academic’
interest in the derogatory sense (i.e. how not to do Geography). Interestingly Peter did
edit a translation of a seminal book by an Economics founding father, von Thünen,
but for a Geography audience (Hall 1966a)! But of course, in a curious twist, Peter
contributed to turning Planning from a practice into a discipline by giving this activity
the requisite founding fathers to take it beyond professionalization—‘architecture
writ large’—and making it a respectable social science (Hall 1974),on which more
below. In this case the practical side of Peter’s thinking coincided with a need to
discipline, which is what he provided using critical historical narrative. It is this part
of Hall’s legacy that is particularly celebrated in the volume The Planning
Imagination produced tomark his eightieth birthday (Tewdwr-Jones et al. 2014). Ron
Johnston also assesses Peter as being foremost a planner, more than all the disciplines
mentioned above (Taylor 2014: 226). But I will treat him as a polymath of city
studies.

There is an obvious danger that Peter’s eclectic mix of scholarship results in
superficial thinking, after all it is the purpose of disciplines to insist on ‘depth’ of
understanding. This suspicion might be enhanced by Peter’s journalism, a plethora
of short opinion pieces penned throughout his career. As a young lecturer I read
Peter every week in New Society. In this work Peter expressed his practical side
(and more) in a very up-to-date (and entertaining) manner proving the worth of such
interventions. If you had to pick one word to encompass Hall’s writings, curiosity
and passions I think the term ‘Tomorrow’ is especially suited. It undergirds both his
journalism and his supposedly more scholarly contributions. The former is about
the present but looking forward and it is commonplace to argue that History is as
much about the future as the past (which I would extend to all social science
research) and this is clearly seen in Peter’s research. ‘Tomorrow’ can be treated as
the hinge at the intersection of his journalism and his research and I will deploy this
intersection imagery further to show Peter as polymath was not merely a well-read
collector of a vast array of ideas but that he deployed them interactively to better
understand cities in undisciplined depth.
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2.2 Five Intersections

Choosing scholarly intersections from an oeuvre built over half a century inevitably
must be selective and reflect personal bias: there is no way a comprehensive record
of the innate effervescence in Peter’s work can be provided here. I have selected
five intersections that I think reflect prescience and also enduring relevance.
Readers are invited to elaborate on my short vignettes and think of further inter-
sections. I have ordered my intersections from general issues to more specific
pairings.

2.2.1 Geography and Planning

When I was an undergraduate in the mid-1960s the relationship between
Geography and Planning was seen as being quite straightforward: the latter was a
recognized applied version of the former.1 It was a local government profession
dealing with land use that was a natural career choice for many geography grad-
uates (including me). It was attractive because it was about making better (local)
worlds, but it was also notorious for being rather mechanistic and therefore
unexciting. Peter did not take this career route; he did a Ph.D. in historical geog-
raphy but not following the latter’s traditional predilection for the rural
(Bassin/Berdoulay 2004: 65–72), his focus was industrial London.

Geography was in flux in Hall’s early career with changes emanating from the
USA but with their synthesis produced in the UK by Haggett (1965). Hall was on
the fringes of this transformation; he made what may have been an unintentional
contribution through making von Thünen’s land use model available in English as
mentioned previously. The theoretical basis of the Geography transition consisted
of borrowing a trio of location models from Economics with von Thünen (via Hall)
contributing the primary sector space, Weber the secondary sector space and
Christaller/Lösch the tertiary sector space. Interestingly it was the von Thünen land
use model that proved to be more relevant for Planning through urban land use
modeling. However in Geography it was the Christaller model that was by far the
most influential—for Bunge (1966) it qualified Geography as a science, no less. But
these abstract takes on ‘new’ Geography by Haggett and especially Bunge were not
to Hall’s empirical and practical taste. This was not a suitable ‘pure’ science that
was supposedly twinned with Planning as the applied science.

Instead Hall embarked on making Planning an exciting intellectual pursuit by
providing it with a stimulating biography. Despite, or perhaps because of, Hall’s
Geography background, he provided a lineage of eminent thinkers and practitioners

1Hall (1974, 1988) represent the ideas discussed in this intersection. Their lasting relevance is
indicated by the fact that both books are still in press through multiple editions, five for the former,
and four in the latter case.
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as Planning’s own founding fathers from a wide range of backgrounds. These were
people who engaged with city problems and city opportunities; traditional geog-
raphers were conspicuous by their absence due to their relative neglect of the urban
(Wrigley 1965; Hall 2003; Taylor 2003). In this way Hall provided Planning with
an intellectual grounding in social science. In the process his ‘disciplinary history’
provided an alternative view of the profession, shifting focus from boring
bureaucratic mechanism to meaningful policy interventions. Who wouldn’t want to
be a planner?

This story places Peter in a key role even when the intersection of Geography
and Planning was one of divergence. With Geography’s neglect of cities overcome
as urban geography came to dominate the human side of discipline from the 1970s,
the intersection became more intimate with Hall right at the centre of the intellectual
interactions. These are described in the remaining intersections.

2.2.2 Cities and State

Peter’s practical approach to understanding cities and the state was firmly set in the
reformist tradition of centre-left politics.2 This had triumphed in creating the wel-
fare state after 1945 of which physical planning was an integral part. In this way of
thinking, society’s problem could be and should be solved by state actions. In effect
this nationalized a wide range of non-state radical traditions not least in Planning:
this is made clear in Hall’s planning history where, for instance, private-sponsored
garden cities at the beginning of the twentieth century become transformed into a
state programme of new towns at mid-century (Hall 1974). Such treatment of past
radicalisms feeds into the suspicion that state actions on society are not the only
solutions and are not inevitably benevolent.

Peter turned such suspicion into a critical assessment of state actions in three main
contributions. First, he led a large-scale investigation into the effects of city con-
tainment policies instituted after 1945 to prevent ‘urban sprawl’. Although the
intention had been to support viable separate communities in terms of work/home
balances, the results were very different. Cities were indeed contained but at the
expense of increased social segregation, longer distance commuting, and rising costs
of property and land. Thus for most people, there was a net material loss, while a few
benefitted immensely. Second, Peter identified a set of large-scale projects instigated
and implemented by the state that were seen as necessary but unobtainable through
private sector funding. These large projects, such as London’s third airport, were
subject to planning procedures in a context where they cannot be disentangled from
myriad outside effects and consequences. Dubbing them ‘great planning disasters’,
with their inevitable cost overruns due to inherent, unpredictable uncertainties, Hall
was discovering a societal complexity centred on the demands of dynamic cities.

2Hall et al. (1973) and Hall (1980, 1982b) are the main works underpinning this intersection.
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Hall shared this reaction to the post-1945 state overreaching its capability with other
1970s critics (e.g. Adams 1970; Brooks 1974) and the issue of state profligacy
remains relevant down to the present (e.g. Flyvbjerg et al. 2003; Shepard 2015).
Third, Hall’s appreciation that planning purposes and planning outcomes could
significantly diverge culminated in his controversial promotion of ‘non-plan’. This
was an attack on top-down bureaucratic obstacles to local economic development.
Noticing that it was Pacific Asian cities without national development plans that
were experiencing dynamic growth rather than so-called Third World ‘developing
states’ with their surfeit of such plans, Peter suggested that the persistence of urban
poverty in British cities might be better tackled through local withdrawal from
planning restrictions rather than inventing more area-based anti-poverty policy
‘solutions’. Coming from a leading authority on planning this was seen by many as
astonishing, even more so when taken up by a right-wing government as ‘enterprise
zones’ and thereafter seen as an integral part of the political movement to
neo-liberalism. But you do not have to be a neo-liberal to understand that state
intervention is not the automatic answer to all social ills.

This intersection between complex cities and state policies—Scott (1998) has
subsequently shown how states inherently simplify complex reality—derives from
Peter’s practical and empirical imperative: what works? It places him in a long
radical tradition that is not state-centric.

2.2.3 Times and Spaces

Peter’s initial Ph.D. research in historical geography and his subsequent focus on
planning studies are both fundamentally about relations between time/period and
space/place.3 Over a wide range of publications, these dimensional framings,
treated as social constructs, are deployed by Hall in a variety of resourceful ways.

I have already suggested ‘Tomorrow’ as Hall’s single word descriptor and it is
noteworthy that this signal to the future is used in the title of one of his historical
books. Although I began with History as one of his three most obvious disciplines,
Peter’s temporal studies are as much about the future as about the past.
Contemporary concepts of how cities work are applied to cities both across his-
torical periods and through scenarios for the future. But the imaginative treatment
of temporal structures comes with his contributions to the work on long
waves/cycles that became popular in social science from the 1980s. Often used as
changing contexts in broad overviews, Peter’s emphasized their specificities as
‘carrier waves’ of innovations. This directly links to spatial agglomerations in cities
as the loci of innovations. These are special places of economic and cultural change
with distinctive characteristics—latterly identified as technopoles for viewing or

3This intersection covers a prolific amount of Peter’s work represented by Hall (1988, 1998),
Hall/Preston (1988), Castells/Hall (1994).
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making the future. But this is not simply a case of exceptional spaces of places;
these are entwined in ever changing spaces of flows. Here the intersection is with
Peter’s lifelong interest in transport, such as modal travel models in cities, and later
with aspects of the communications revolution restructuring cities and their
inter-relations. The time-space frames of innovation and technology both enabling
as expected, and shifting in unpredictable ways, were plainly one of Peter’s
intellectual passions.

Clearly Hall’s later collaborations with Manuel Castells are important in this
intersection but there is a practical and powerful methodology that is very much
Peter’s. This is the thought pattern that takes a general process within which
specific mechanisms are revealed: each carrier wave is a unique period within a
general temporal repetition; each agglomeration is a unique place within a general
spatial repetition.

2.2.4 Town/Country and City/Region

What is the spatial setting for human organization?4 Should this setting provide the
areal basis for planning activities? Answers to these questions in post-1945 Britain
were answered in the reverse order. This produced a political-administrative
framing for land use planning as required by the state: local governments became
‘planning authorities’ in law. In Peter’s work this is where concern for practice and
theory come together.5

The idea for the containment of British cities referred to earlier derives from late
Victorian social reform movements that treated industrial cities as severely prob-
lematic places in need of solution. Rural/urban contrasts were embedded in local
government organization and this was transferred over to statutory planning as
‘Town and Country Planning’. The imagery implicit in this terminology is not one
of large industrial cities but rather of small self-contained communities like garden
cities.6 But modern society is not organized through myriad small separate com-
munities; the latter are functionally integrated into much larger city-based units.
This was understood in the USA where ‘City Planning’ was recognized and
Standard Metropolitan Statistical Areas were defined in the 1960 census by com-
bining counties using commuting data. This idea of functional urban regions has
subsequently been copied across the world including Britain. Thus Hall’s termi-
nology for his planning was functional and not divisive: ‘Urban and Regional
Planning’. Although regional planning in Britain was originally conceived in terms

4Peter’s work in this intersection is specifically represented by Hall/Pain (2006).
5Peter was a central figure in both the Town and Country Planning Association and the Regional
Studies Association through his career.
6The Garden City Association was formed in 1899, became the Garden City and Town Planning
Association and then the Town and Country Planning Association; the statutory basis of UK
planning was set out in the Town and Country Planning Act of 1947.

16 P.J. Taylor



of large ‘standard regions’, with Peter active for the South East England region,
only the latter had a city-region identity as London’s region. But ultimately such
regional planning fell by the wayside due to lack of political will, formal politics
and government remained primarily organized at national and local levels. However
with the rise of economic globalization articulated through world cities, city regions
have made a return as global city regions (Scott 2001). With London as a classic
case, Peter has been at the forefront of this movement with his POLYNET project
describing and analyzing seven such regions in North West Europe. This work is
notable for recognition of the innate spatial complexity of these emerging spatial
structures as multi-nodal mega-city regions.

Still, despite their globality, they are defined within states so that they remain
in-between national and local policy; theory with limited practice. But they are
central to a different intersection in Hall’s oeuvre.

2.2.5 London and Globalization

One city, London, is woven into Hall’s research through all the decades of his
studies.7 In these works Peter illustrates how what goes on in London has resonance
far beyond the city. In this way he shows an appreciation of scalar relations; Peter
wrote about world cities long before the massive literature on globalization had
even begun.

Although borrowing the term ‘world city’ from one of his Planning founding
fathers, the prescient timing of his elaboration of the idea in the mid-1960s is quite
remarkable. Seven world cities were originally identified and included New York
and Tokyo along with London, which were to form the ‘global trio’ central to the
seminal works of Friedmann (1986) and Sassen (2001) two decades later. But two
other quite different ‘world cities’ were also identified: Randstad Holland and
Rhine-Ruhr, multi-nodal regions that reappear in Hall’s own POLYNET research
three decades later. Peter is able to locate these different spatial structures under a
single umbrella term because of his functional definition. His world cities were
foremost great economic centres accounting for a relative large amount of the
world’s business. But they were at the same time more than this in two ways. First,
they encompassed a broad range of vital ‘metropolitan’ functions that made them
stand out politically and culturally in myriad ways. This comprehensive treatment
of world cities has hardly ever been matched in later voluminous studies of such
cities. Second, there is an important relational aspect to his world cities (i.e. why
they are ‘world’). These cities are key transport centres (great ports, road and rail
nodes, and with international airports) and communication centres (publishing,
media, universities) all currently researched as inter-city relations. This approach

7This intersection covers a large proportion of Peter’s work, here represented by Hall (1966b,
2001), and Hall/Pain (2006).
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continues in POLYNET but with more emphasis on intra-regional transport and
communication. In this way his ideas are revised so that even the most primate of
regions are found to be multi-nodal in contemporary globalization; for instance,
London’s region includes Cambridge, Milton Keynes, Reading and Southampton.

Both the initial world cities study and POLYNET combine a geographical
analysis of place followed by a discussion of the planning issues, thus illustrating
my first intersection Geography/Planning. But the key point in this intersection is
the continuity in this research thrust combined with a critical revision of theoretical
concept derived from empirical evidence and practical needs.

2.3 An Optimistic Legacy

From these five intersections we find a scholar who has maintained a resonance and
relevance for over half a century. In a previous discussion of Hall’s work, I have
likened his immense contribution to those of Jane Jacobs and Jean Gottmann
(Taylor 2014). Like Peter they had a focus on cities with cognizance of political
context, using a strong empirical approach casting into the past and with an eye on
the future. In the 1960s each produced a seminal book on cities upon which a
current literature is still building: alongside Peter’s The World Cities (1966b) and
contemporary global cities literature (Sassen 2001; Brenner/Keil 2006), there is
Gottmann’s (1961) Megalopolis and contemporary megaregions literature (Florida
et al. 2008; Harrison/Hoyler 2015), and Jacobs’ (1969) Economy of Cities and
contemporary literature on agglomeration and network externalities (Glaeser 2011;
Taylor 2013).

One common characteristic of these three polymaths in urban studies was their
optimism for cities in a decade when cities were beginning to be seen as ominous
portends for a worrying future. Not for them ‘cities as problem’ but rather cities
were to be seen as places where society can find solutions to its ills. This optimistic
attitude meant that all three recognized and promoted the practical implications of
their works. However neither Gottmann nor Jacobs engaged with the policy side of
urban studies with the intensity and passion that marks Hall’s work, and which
continued throughout his career. The decades of Hall’s writings were times of
immense societal change and these have been grist to his empirical and practical
approach. By concentrating on his contributions to understanding the past and the
future, his role—both journalistic and academic—as an inquisitive chronicler of an
ever-shifting present for over half a century can easily be undervalued. When a
biography of Peter appears, as surely it must, I think it is the latter that will be the
added ingredient derived from assessment of his life in comparison to specialist
academic assessments of his research.
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Chapter 3
Location and Innovation

Jonathan Reades

3.1 Introduction

Peter Hall’s views of urban regeneration and regional development were informed
by a deep appreciation of the importance of firm location and the impact that
technological change—especially in communications—were having on corporate
location preferences and patterns.1 Witness to the decline of manufacturing in
Britain, to the rise of new industry in Silicon Valley, and to the resurgence of a
services-based London, Hall’s research tracked a wider preoccupation with inno-
vation in the ‘high tech’ and ‘knowledge-intensive’ sectors. Although some of his
writing on these topics is now more than fifty years old, Peter Hall’s mastery of
both the detail and the context gives his work continued relevance: he was almost
unique in being able to build a ‘big picture’ vision from many, many books’ worth
of facts.

However, the breadth of Hall’s writing—and the tendency for his research in one
area to inform his thinking in another—presents something of a problem: it is,
frankly, impossible to prise apart his views on location and innovation from those
on cities and regions. Peter was, as the second chapter of this book notes, a
polymath, and so his thinking on industrial location and innovation was informed as
much by his love of cities, transport, and nearly-forgotten Russian economists as by
his education as a geographer at Cambridge (Batty 2014). To his diverse interests
Hall married a passion for what Llewelyn-Davies called ‘academic journalism’
(Hall 2014: 271); it is the resulting clarity of communication that gave Peter’s
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wide-ranging books impact beyond academe and which also now enable us to make
sense of the many cross-cutting links between trains of thought on the decline and
renaissance of cities and industries, the evolution of urban form and function, and
location and innovation.

So although I had originally intended to tackle this chapter in a broadly
chronological manner, charting the evolution of his writing from an early focus on
traditional industrial districts, through the emergence of ICT technopoles, and
ultimately to the Advanced Producer Services of the mega-city region, that
approach proved unworkable: it was impossible to sensibly discuss ideas that were
latent in Peter Hall’s early writing without needing to skip ahead to texts where he
was much more explicit in his thinking. However, the more I read—or re-read—of
Peter Hall’s work, the more I was struck not so much by the sea changes he had
observed, as by the underlying continuity of his ideas. Fortunately, this new
appreciation of his body of work presented a new way to give my own text some
shape: this chapter will focus on how key themes in Hall’s first book, The Industries
of London since 1861 (1962), reappear in various guises across a publication record
spanning fully fifty years.

To help contextualise these themes, I will be drawing heavily on two Apologia
Pro Vita Sua written towards the end of Peter Hall’s career: the first was given to
the Balzan Prize Committee in 2005, and the second appeared in The Planning
Imagination (2014). In these apologiae Peter gave his own perspective on his
contributions and I see no reason not to let him speak in his own voice wherever
possible.

3.2 The Importance of History 1

Peter Hall is perhaps best known outside of the planning community for the
massive work of historical scholarship that is Cities in Civilization (1998), but his
magnum opus didn’t spring, Athena-like from a newfound interest in two thousand
years’ worth of urban invention, it was the culmination of a series of publications
that roped in ever-greater swathes of industrial and urban history. And the very first
link in this chain of works was The Industries of London since 1861 (1962), a book
adapted from his geography Ph.D. thesis at Cambridge, which set out “to try to
understand why industry located in London, and particularly in certain parts of
London, over the previous 100 years” (Hall 2005).

Briskly setting the tone for the rest of the work, Peter Hall begins: “This book is
a study in economic geography, treated historically” (Hall 1962: 9). But in what
may come as a surprise for readers familiar with Hall’s later work on the polycentric
metropolis and used to thinking about London from a 21st Century perspective is
that the book focusses primarily on manufacturing—both the ‘older’ sorts of
clothing, furniture, printing, and the then ‘newer’ endeavours of general engi-
neering, electrical engineering and vehicles—while the role of services is addressed
principally in the introduction and conclusion. In fact, the book’s chief purpose is to
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counter the received wisdom London had become a manufacturing centre with the
onset of mass industrialisation in the Victorian era by noting the extent to which it
had always been such a centre. The Industries of London since 1861 therefore has
as its principal interest how ‘the industrial geography of London at the present
time…is related to the evolutionary process which has produced it’ (Hall 1962: 9).
So although Peter Hall’s more recent publications (e.g. Hall/Pain 2006) attached a
great deal of importance to ‘Advanced Producer Services’, he also recognised the
vital importance of less glamorous supporting players, such as hospitality and
logistics, to the success of today’s urban areas.

3.3 The Importance of Chance

Supporting his argument on the evolution of these industries is an extensive—nay,
exhaustive—analysis of the available secondary data. In spite of the significant
technical constraints of the day, the book is full of tables generated without the
benefit of a computer and of maps created without access to a GIS. This approach
established a pattern that Peter continued to use throughout his career: the blend of
historical sources and secondary data to illustrate how a confluence of big trends
and seemingly minor events which have produced specific spatio-industrial out-
comes. These are then tied together in a wider synthesis from which spatial and
policy implications can be abstracted.

To give you a sense of the expanse of Hall’s industrial interests: The Carrier
Wave (Hall/Preston 1988) examines the histories of the telegraph, telephone, radio,
and electrical engineering since 1846; the introduction to Cities of the 21st Century
(Hall 1991) covers in some detail the origins of faxes in the 1930s and email in the
1980s; while The Rise of the Gunbelt (Markusen et al. 1991) and Western Sunrise
(Hall 1987) trace the importance of military contracting from the 1920s to the late
1980s to innovation. Having spent my early years in technology consulting and,
consequently, knowing little of Peter’s work prior to my foray into planning at UCL
in 2006, I was rather shocked when—without notes—he delivered a detailed, and
more importantly to me, insightful lecture on the computer industry.

Of course, for many of the topics he examined, there simply isn’t any long-run
data on which to draw. In seeking to cover off one hundred years of London’s
history, The Industries of London since 1861 is forced to devote several pages (Hall
1962: 12–19) to an examination of ‘Source Materials and Their Problems’: clas-
sifications change, sampling methods change, and what is reported changes as well.
Nonetheless, he actively set his Ph.D. students, from John Goddard to Chia-Lin
Chen, collection tasks nearly as insurmountable as the one he had set himself (see
comment in Hall 2005): I was tasked with finding a telecoms operator willing to
share usage data on communications flows (see, for example, the results presented
in Reades/Smith 2014), while Ozkul (2014) was set to work on trying to infer
changes to commuting behaviour by socioeconomic class from wildly incompatible
Census data.
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So Peter was quite happy to engage with data, but in subsequent works he tended
to draw more heavily on the full extent of his historical knowledge—buttressed by a
seemingly limitless and nearly photographic memory—to provide the rich detail
that could bring to life a long passage on, say, the reasons for the emergence of a
German telegraph industry with a brief, potted biography of Werner Siemens
(Hall/Preston 1988: 41–42). I’m half-inclined to call these insertions ‘telling
anecdotes’, but I think that for Peter facts and data readily came together in the
service of a larger argument; they are not just ‘colour’ to liven up a long passage,
but integral elements of the outcomes he observed. Ultimately, Hall was not a
‘researcher’ in the sense that he conducted a great deal of primary research on novel
data sets that he himself had collected; rather, he was particularly adept at drawing
together disjoint findings into a whole that was somehow greater than its constituent
parts (see, for example, Batty 2014: 2265); Peter himself would have been the first
to admit this, writing of The Carrier Wave that it is “a work of scholarly compi-
lation rather than of original research” (Hall/Preston 1988: 33).

I would also argue that the memory for detail is what gave Peter his deep
appreciation of the contribution of happenstance—‘time and chance’ (Hall 2000:
648)—to today’s industries and conglomerations. Crucially, this meant that he
never lost sight of how the inexorable march of a line or bar chart could conceal
many ‘near misses’ or, worse, ‘near hits’ along the way (see, for example, Hall
1997: 302–304). Peter Hall’s books overflow with the details that make it clear just
how accidental—the illness and unlooked-for return to Stanford of legendary dean
of Electrical Engineering, Fred Terman, for instance—some of today’s seemingly
inevitable successes truly are. This, in a nutshell, was Peter Hall’s approach to the
study of industrial location and innovation: to dive deep into the specific histories
and trajectories of inventions, or groups of related inventions, ranging from radios
to guns, electricity to servers, and then to assemble these pieces into a broader,
synthetic theory that nonetheless left room for both chance and history.

3.4 The Importance of History 2

The Industries of London since 1861 also emphasises the importance of external
economies: that the industries of London are “clustered in dense industrial quarters
where many small workshops could specialise and gain economies of scale” (Hall
2005). Peter Hall is here openly “borrowing theory from Marshall” (Hall 2014) on
the importance of the ‘in the air’ quality of small, densely-packed industrial districts
to long-run innovation, particularly in the face of a shift to large,
vertically-integrated Fordist production methods. And he was not slow to note the
‘great irony of his long career’ that the Marshallian or neo-Marshallian district
should prove so resilient in “such dynamic regions of the world as Northern Italy
and California’s Silicon Valley” (Hall 2005).

Hall was also not shy of noting that Marshall “invented the New Economic
Geography in 1890 only for his fellow-economists to forget all about it”
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(Hall 2014: 270). Peter did not, I think, have a lot of time for purely econometric
reasoning; it was relevant principally insomuch as businesspeople and planners
thought it was when taking decisions (Hall 1962: 169). In particular, my sense is that
Peter felt that the mathematical models advanced by modern micro- and
macro-economists were not very good at dealing with the dynamic forces ‘that cause
industries to expand or decline at different times and in different places’ (Hall 1998:
292). And since it was these dynamics and the spatial impacts that these had on cities
and regions thatwerehisprincipal interest, equationswere thereforeprimarilyuseful as
evidence, not explanation: aside from the formula for the Location Quotient (Hall
1962:16) I amhard-pressed to recall a single instanceofanything statistical inanywork
that he sole-authored.

Peter Hall’s interest in the history of the geographical and planning disciplines
was consequently not purely academic, if you will, as it’s rather clear the he felt that
many of the ‘great books’ were still profoundly relevant as tools for thinking, given
the right context (see, for example, Ozkul 2015). In the course of my own Ph.D., it
was a rare doctoral supervisory meeting that didn’t result in a list of at least three
more books (not to mention the endless articles) to read. At Peter’s gentle insti-
gation I often found myself—as he once did—in the British Library Reading Room
and scouring secondhand bookshops for copies of neglected classics: Weber (1909
[1969]) especially, but also Von Thünen (1826 [1966], for which Peter wrote the
introduction to the English translation), Haig (1926a, b), Coase (1937), and Lösch
(1954 [1973]). For Peter, theory was useful inasmuch as it enabled us to see wider
patterns in the challenges facing real, unique cities and regions. Theory was
therefore a useful tool for thinking more deeply about the particularities of a given
place and the kinds of interventions that might be deployed, but at the end of the
day it ‘will not take us all the way’ (Hall 2000: 643).

I think that the limitations he observed in contemporary models—and his
voratious reading habits—encouraged him to look back to the foundational thinkers
in the discipline, many of whom were less concerned with formal mathematical
rigour than in debating causes and consequences across discplinary boundaries. In
the introduction to Cities of the 21st Century (Hall 1991), for instance, the growth
of information economy framed in terms of ‘links to the growth of the highest order
centres’ (Hall 1991: 5) which connects his analysis to earlier Christallerian models
of how systems of cities, towns, and hinterlands might operate in relation to one
another. Christaller, like Hall after him, was interested in how the interactions
between cities and transportation affected the availability of goods and services.
Figure 3.1 shows in schematic form Christaller’s well-known functional urban
hierarchy, but it is less well-known that he envisioned technological change in
infrastructure not only changing a market’s ‘orientation’ (Christaller 1933 [1966]:
72–77), but also bringing about the rise and fall of competing urban areas (1933
[1966]: 99–114).

Peter Hall notes, of course, that Christaller’s neat, hierarchically nested ‘tree’
cannot hold in an environment (Hall 1997: 312) informed by the supra-national
context of the links between ‘world cities’ and the polycentric structures of
‘mega-city regions’ (Hall/Pain 2006). However, this does not mean that the concept
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of ‘centrality’—by which a higher order centre draws in customers to consume the
complete set of goods and services that only it can provide—is obsolete; I think it’s
clear that for Hall this approach has relevance to our understanding of the locational
patterns of many industries, especially consumer-oriented ones. Taylor et al.
broadly concur, arguing that Christaller shouldn’t be consigned to the ‘dustbin of
history’ when what was missing was a complementary mirror-view of flows which
properly captured the dynamics between cities in a network: “in central place
theory, places make flows; in central flow theory, flows make places” (Taylor et al.
2010: 2815). But in many ways Peter Hall was there first, having already identified
the need for a ‘new theory of location’ that would “…start with a neo-Weberian
model of the informational economy, on top of which would be superimposed a
Christaller-Lösch system of central places, modified to take account of changes
since they wrote…” (Hall 2003: 148).

So although recent retrospectives (see, for example, Tewdwr-Jones et al. 2014)
have tended to focus on Peter’s obvious penchant for Marshall and, to a lesser
extent, Christaller, I think there are other lines of thought in play here that call for
our attention. In particular, I think that it is important to note the extent to which
The Industries of London since 1861 takes an unmistakably Weberian view of
industrial location: Weber’s analysis has sometimes been dismissed as mere
‘geometrical reasoning’ using the concept of the ton mile—which is the cost of

Fig. 3.1 Christaller’s functional urban hierarchy. Source After Christaller (1933)
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shipping one tonne of a good over one mile—to find the location that minimises the
total cost of moving inputs from source to factory and of moving outputs from
factory to market. The argument here is that transport-cost decisions by firms help
give rise to both the dense industrial districts observed by Marshall and the dis-
persed factories and foundries of Weber’s Germany. Figure 3.2 illustrates this using
Weber’s ‘locational triangle’ for three scenarios: when the costs of moving inputs
are high, when the cost of moving outputs is high, and when skilled labour (see, for
example, Weber 1909 [1969]: 107–108) is integral to the production process.

Hall hews quite closely to Weber’s model in discussing how the cumulative
costs of materials (cloth and power, as well as specialist subcontracting), taking
outputs to market, and the availability and suitability of labour (especially in terms
of the depth of the market) shaped the location of the clothing industry in London
(Hall 1962: 50–66). A similarly Weberian world view colours Hall’s discussion of
the furniture trade and its inputs and outputs (1962: 82–93). Over time, the spatial
structures of cooperation and competition between diverse firms interact with urban
form and function to dramatic effect (1991: xii).

We can trace this terminology through Hall’s subsequent work, with explicit
reference in Cities of the 21st Century to the ‘Weberian triangle’ of inputs and
outputs as married to “…the costs of information transfer, whether in the form of
packages, or electronic impulses, or the physical movement of brains and the rather
weightier bodies that unfortunately have to travel with them” (Hall 1991: 3). I can
find no indication beyond a comment in Cities in Civilization (Hall 1998: 282) that
Peter further formalised his thinking here and so I will have to fill in some gaps
myself, but on the surface of things we face quite a challenge in translating Weber’s
locational theory for use with contemporary services and digital products where the
cost of transport is effectively zero. This is where a return to the Weber’s urtext—a
return to foundational works of the sort that Peter often advocated to his students—is
so useful: first, because it quickly becomes obvious that it is possible to dispense
with the ton-mile costs of raw data entirely if we treat it as a ‘ubiquitous resource’
(Weber 1909 [1969]: 51); and, second, because it also becomes clear that the

Fig. 3.2 Weber’s locational triangle: 3 scenarios—high input costs, high output costs and skilled
labour. Source After Weber (1909)
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removal of one dependency merely increases the relative ‘weight’ of the remaining
ones.

Though often overlooked in summaries of Weber’s work, ubiquitous com-
modities are “so extensively available within the region that, wherever a place of
consumption is located, there are either deposits of the commodity or opportunities
for producing it in the vicinity” (Weber 1909 [1969]: 51). In other words, they are
available in such abundance, either in absolute terms or relative to other possible
sites of production, that their use by firms is both non-rivalrous and non-exclusive.
Historically, the physicality of data in the form of written or printed reports—not to
mention the many indirect types of information generated by, for instance, the
docking of a particular boat in a port—gave a competitive advantage to traders in
information who were close to transport nodes (see, for example, Vance 1970); as
Hall observed: “London has an advantage as the greatest national focus of both
internal and external lines of trade” (1962: 114). But digital data in its myriad forms
is uniquely placeless: obviously, the geography of advanced telecoms services and
hardware is far from uniform, but the barriers to shipping gigabytes’ or terabytes’
worth of data keep falling year-on-year. In theory, a data-dependent firm could now
locate anywhere, but take away this spatial constraint and we are left with just one
dependency: skilled people. Paradoxically, the range of locations available to a firm
therefore hasn’t widened at all since the local advantage of being ‘close’ to the data
has been largely superseded by the global availability of labour!

I use the term ‘data’ above deliberately since it is manifestly not the same as
knowledge. We could subsume knowledge under Weber’s ‘labour index’ and make
it a function of, for instance, the creative people who populate Soho’s advertising
agencies or East London’s art studios; however, in as much as knowledge evidently
can be transmitted between individuals and firms we clearly need to flesh out this
sketch a little further. But if we are willing to place these on a continuum of
mobility then we can not only cope with the differing informational demands of
different industries, but we can also subsume much of the more recent literature on
tacit and codified knowledge flowing from Polanyi (1967) within a wider locational
framework. A less narrowly physical view of such networks makes it even easier to
understand how the relative mobility of 1s and 0s, and the relative immobility of
‘gifted men who refuse to migrate’ (Lösch 1954 [1973]: 23), sets up an ongoing
tension between the fact that “(1) the movement of information is a substitute for
the movement of people; (2) it is an imperfect substitute and may be of poorer
quality or quantity” (Hall 1991: 4).

In the kind of insight that Peter would have liked, Andrew Tanenbaum
admonished that we should “[never] underestimate the bandwidth of a station
wagon full of tapes hurtling down the highway” (Tanenbaum 1996: 91), but Peter
clearly believed that the densest information storage and processing device
remained the human brain. And this, in turn, leads us back to the kinds of inno-
vation that seem to characterise both industrial districts and, in more complex ways,
leading world cities.
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3.5 The Importance of Clusters

These points about the imperfect substitution of data for people and of the resulting
benefits from agglomeration hardly sound revolutionary today, but they were rather
less taken-for-granted in the 1990s (Malecki 2014: 181). Indeed, Peter Hall made
these points well in advance of the much-maligned ‘death of distance’ argument
(Cairncross 1997),2 but a surprising number of policymakers seem not to have
grasped that this implies some serious thinking is needed around incentives: North
Carolina’s tax subsidies for tech firms have attracted server farms, but little in the
way of employment, while San Francisco’s offering to the Valley’s tech firms has
gone down as the ‘Twitter Tax Break’. The necessity, and success, of either pro-
gramme is very much open to debate. Whilst acknowledging that it was an outdated
analogy even when he wrote it, Hall illustrated the informational benefits of clus-
tering with the example of a library: the density of information embodied in a major
store of knowledge such as a world-class library—or skilled set of individuals—
creates a steep ‘informational gradient’ which effectively shuts out anyone at any
meaningful distance. Leaving this library also means losing access to the critical
‘unprogrammed’ interactions around the water cooler or in a trendy bar which can
lead to novel insights (Hall 1991: 4).

One of Peter Hall’s first doctoral students, John Goddard, researched this issue in
some detail (see, for instance, Goddard 1973; Goddard/Morris 1976), finding that it
was the most routine functions that were most amenable to electronic substitution.
Innovation, in other words, requires a large number of ‘external’ interactions
(Goddard 1975: 50). But in The Industries of London since 1861, Hall had already
linked the growth of clusters to ‘self-generating’ growth stimulated by spin-off
‘swarming’ (Hall 1962: 162).

In the mythos of Silicon Valley, the innovative explosion that gave us a swarm
of household names arose from informal exchanges at meetings of the Homebrew
Computer Club and over drinks in Walker’s Wagon Wheel tavern. Coming from
Britain, however, Hall noted a second dynamic in play: a way of thinking that he
described as a ‘frontier’ mentality, which developed in ‘cities with high net
immigration, predominantly young, experimental and non-traditional, strong but
informal mechanisms for exchanging information, barriers to diffusion are low, the
search for novel ideas is foremost, and synergies between individuals and groups
are high’ (1998: 302). In other words, we need environments that are fundamentally
open and, not coincidentally, this period saw fruitful collaborations with Ann
Markusen (Hall/Markusen 1985; Hall et al. 1983; Markusen et al. 1986), Manuel
Castells, and AnnaLee Saxenian. Castells himself traces the origins of The Network
Society back to “…a series of exchanges [in the early 1980s], in Berkeley, between

2This is a good example of a book that few have actually read but may are happy to disparage:
Cairncross’ argument that cities would become important as sites for the leisure and entertainment
is hardly as wide of the mark as many would imagine from the title of the book itself (see
especially Cairncross 1997: Chap. 9).
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Peter Hall, the late Philippe Aydalot, and myself” (Castells 1996 [2000], footnote
on p. 419).

The front-row seats held by Peter and Manuel for the rise, and rise again, of
Silicon Valley led to Technopoles of the World (Castells/Hall 1994) in which they
wondered if the successes of California could be replicated elsewhere; their con-
clusion: “it isn’t at all easy; it takes a long time; and you’d better be realistic about
what you can hope to achieve” (Hall 2005). But Hall has argued, compellingly I
think, that the industrialisation of research by universities and the R&D spending of
governments and corporations has played a critical role in generating this ‘silicon
landscape’. Integrating all of these new ideas was the definitive history to be found
in Cities in Civilization (Hall 1998) about which, though not normally considered a
work on industrial location, Hall nonetheless wrote that it “was to be an extension
on to a much larger canvas of the basic ideas that had been developing in all those
books on innovation. Now however the theme was to extend…into artistic cre-
ativity and also…urban innovation” (Hall 2014: 279). What gives this work con-
tinued relevance is the wide-ranging view that it takes of ‘creativity’, placing
cultural, technical, and even political innovation on an even footing, and high-
lighting how these underpin ‘golden ages’ for the cities where they unfold. In other
words, innovation is not just about patents in the natural sciences and commer-
cialisation, it is about models and processes, theatres and factories. So while Peter
believed that the next wave of industrial innovation would “[come] out of scientific
research and so was associated with strong universities” (Hall 2005), he nonethe-
less, I think, recognised the importance of the many different ways in which cities
and regions could foster and cultivate individual and corporate creativity.

3.6 The Importance of Infrastructure

I noted above that it is very difficult to prise industrial location apart from Hall’s
many other interests, and the importance of infrastructure to the quasi-Weberian
network model I have been advancing makes this issue obvious: to Peter’s way of
thinking, infrastructure plays a critical role in shaping the extent to which firms find
locations to be attractive. I will not go into more detail here as this topic is being
covered in greater depth elsewhere in this book, but the importance of infrastructure
is explicit in both Weber’s and Christaller’s models: good roads bring places closer
together, while poor ones push them apart. This is not to suggest that smaller town
and cities necessarily stand to benefit from propinquity: the Christallerian view is
that they may end up being bypassed altogether as jobs and consumption are
hoovered up by more central places; or, as Hall noted: speed increases may reduce
the importance of secondary cities (Hall 1991: 12).

What Peter’s lifelong advocacy of transport—and particularly of High Speed
Rail—pointed towards is the idea that infrastructure investment could ‘bend the
curve’ (Hall 1997: 307), but only if it came in the right place, at the right time, and
in the right amount. Given the spatial and economic impacts of rail
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developments/redevelopments such as Amsterdam’s Zuidas, the ‘Knowledge
Quarter’ at King’s Cross, and France’s many TGV-led projects, it is clear that
transport infrastructure can have an enormous impact on industrial and urban
geography. I think it is fair to say that he found the British transport planning model
somewhat lacking when stood alongside the French and German ones.

Peter Hall’s later works tended to focus on generic functions, particularly in the
context of increasingly complex specialisation at the regional level (e.g. Hall/Pain
2006) and the trend towards ‘concentrated deconcentration’. This approach can
sometimes seem quite removed from the more mundane reality on the ground, but I
think that makes it easy to overlook the fact that he was attuned to the importance of
the actual premises on offer. In The Industries of London since 1861 this can been
seen in the reference to the utility of “low-rent slum premises” (Hall 1962: 179)
where returns are unpredictable and flexibility is essential. These premises are
integral to innovation because they lower the barriers to entry by permitting the
entrepreneur to think: “I will have a shot” (1962: 167). In contrast to ‘planned’
spaces such as research parks or newly-produced ‘artists’ quarters’, the Old Street
area of London has been home to clusters of one sort or another since Booth and
Potter (Hall 2014: 270). The endless adaptability of older industrial spaces is a
crucial element in the revitalisation of the inner city economy (see, for example,
Hutton 2004, 2006, 2008), and this neatly ties together Hall’s interests in industry
with his outputs in the realms of transport and the built environment.

3.7 The Role of the State

To the extent that government can make these sorts of spatial and economic
transitions feasible policy has an important role to play in urban and regional
development (Hall 1991: 13). At the time Hall wrote The Industries of London since
1861, the government’s Board of Trade had in place a policy designed to restrict the
growth of London’s manufacturing industries by constraining their ability to adapt
existing factories or move to larger premises (Hall 1962: 176). We could argue that
this policy might not have been the right one since it merely accelerated the decline
of skilled and semi-skilled manufacturing within the metro region—a process that
seems to be reaching its apogee at the start of the 21st Century—but we cannot
pretend that it had no effect at all.

Of course, big projects call for a big government with, at the very least, a deep
wallet and Castells and Hall wrote approvingly of Japan’s willingness to take a long
view of investment (1994: 75). There is abundant evidence in Hall’s writing that he
saw a vital role for public ownership of, or at least very strong regulation to do with,
major communications and transport infrastructure: in the UK, widening use of the
telegraph—and resulting innovations in dependent industries—was clearly stimu-
lated by nationalisation, which fostered interoperability and vastly expanded the
market (Hall/Preston 1988: 43). In a contemporary context, decisions made by the
EU about the standardisation of mobile telecommunications created a wave of
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European ‘winners’ in the first major growth industry of the 21st Century. The
subsequent fall of many first-wave consumer-facing brands, such as Nokia, is a
salutary reminder of the speed with which the dynamics in play in contemporary
industrial sectors can throw an industry into disequilibrium. And so even if the
importance of the ‘Gunbelt’ (Markusen et al. 1991)—which Peter Hall considered
his ‘most insightful’ work (Hall 2014)—is not quite as overwhelming as sometimes
suggested (see review in Bury 1992), government policy has clearly played a
crucial role in the industrialisation of research and innovation.

Translating his understanding of the military’s role in regional development to
the British context, Hall discerned the outlines of an emerging ‘M4 motorway
corridor’ to the west of London in Western Sunrise (1987). But in the British case,
the heavy hand of military spending skewed investment away from both funda-
mental research and civilian commercialisation (Hall/Preston 1988: 236–252) with
the result that British technology firms simply could not keep pace with the
explosive growth of Silicon Valley. However inadvertently, American policy
established a space for ‘creative excess’ from which early Valley firms could benefit
in the pre-commercialisation phase, while British spending constraints and the
absence of secondary demand simply led to wastefulness; too little money of the
wrong sort (Hall/Preston 1988: 279). Without the competitive pressures generated
by a mix of government and private R&D (Castells/Hall 1994: 82), dependency on
a small number of state champions causes no small number of problems for industry
and government (Hall 1997: 306).

Cumulatively, the evidence of this group of works—The Carrier Wave, Cities of
the 21st Century, and The Rise of the Gunbelt (Hall/Preston 1988; Hall 1991;
Markusen et al. 1991)—is that while military money and government-mandated or
managed infrastructure are often necessary, innovative users or consumers on a
larger scale are required before products can find their way to a mass market
(Hall/Preston 1988: 281). This, again, is the frontier mentality: in the ferment
enabled by the meeting of so many different minds with so many divergent world
views, some cities find themselves at the vanguard of a new wave of innovation in
which ideas are opportunistically cobbled together to create new industries one after
another. The challenge that this poses for the state is that it is, by its nature,
conservative and poorly equipped to cope with the socio-spatial impacts of periods
of ‘creative destruction’.

3.8 Conclusion

At the IinteR-La+b conference in Lugano (2014) Peter sought to envision the
‘growth businesses’ of the 21st Century, settling on ‘eco-tech’ for managing
environmental impacts, the marriage of art and technology in new cultural-technical
forms, and the birth of sectors for which the Internet is a utility like any other.
I would suggest that, in the context of the themes set out in this chapter, these are
industries uniquely suited to real cities, and not to manufactured technopoles or
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‘science cities’. It is real, messy, historical cities that: (a) face the severest eco-
logical tests from a mix of internally-generated and externally-generated factors;
(b) are most dependent on technology to manage increasingly complex and flexible
patterns of use; (c) are the most conducive environment in which new sectors,
calling for disparate expertise, can be incubated; and (d) retain a significant lead in
terms of the breadth and depth of their communications and transport infrastructure.

This takes us a long way from the London of 1861, and some of the technologies
at our disposal today would have defied even Peter’s inventive imagination as a
newly-minted Ph.D. in 1960. But his work displays an active appreciation of the
ways in which technology and locational preferences interact with cities and
infrastructures to generate complex feedback effects; a particularly nice illustration
of this integrative approach can be found in Cities of the 21st century: new tech-
nologies and spatial systems:

The fortunes of these world cities, and those that depend on them at lower levels in their
local hierarchy, will clearly be determined by both their traditional and new roles as hubs or
central nodes shaping the trunk lines of these networks… Cities themselves will become
increasingly multi-centred around information-based industries, and the development of
local centres will help to shorten travel generally and commuting distances in particular.
And recreational facilities may be expected to be increasingly important components in
(and between) these centres, as the quality of life increases in important in the hierarchy of
human need (Hall 1991: xii).

In one paragraph Hall draws together world cities, firm location, the modern
polycentric city, and the role of information and ICT in urban and regional
development. This is, quite simply, the ongoing agenda of a good proportion of
regional studies, and they are the ideas to which I find myself turning with growing
appreciation as I try to make sense of my own research on business location and
innovation, and its often ambiguous results. However, in spite of the distance
travelled in this chapter it seems somehow natural to bring this work to its con-
clusion with the closing sentence of Peter’s first book: “Only by the study of what
has been, and what is, can we legitimately proceed together to the study of what
might be” (Hall 1962: 181). I cannot say it any better than that.
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Chapter 4
Transport and Place-Making: A Long
View

Chia-Lin Chen

4.1 Introduction

Professor Sir Peter Hall was one of the most influential planners in modern Britain
and highly respected worldwide. With his foresight and long-term vision—a
holistic approach towards urban planning and development—transport was always
an inseparably structural part of spatial planning strategies in his analysis of cities
and regions. He often alluded to great transport heroes who transformed the world
in different epochs. For example, the great Victorian engineer, Isambard Kingdom
Brunel, the creator of the new London Underground, Frank Pick (with Albert
Stanley and Lord Ashfield), and the father of the British motorway system, Sir
James Drake. Furthermore, Peter Hall regularly referred to the renowned British
economist Colin Clark’s celebrated aphorism (1958) “Transport: Maker and
Breaker of Cities” that traced the role of transport from early urban civilisation to
the end of the 1950s to highlight the importance of transport for territorial devel-
opment. Clark argued that the growth of cities have been shaped by the develop-
ment of transport facilities that are dependent on the evolution of transport
technologies. The relationship between transport technologies and cities is more
complex—the transport system shapes the growth of the city while the previous
development in cities constrains the availability of transport alternatives. Taking a
long-term perspective, Peter Hall had been constantly revisiting this Clarkian path
with new meanings to capture the symbiotic relationship between transport and
cities and to seek innovative solutions for urban problems encountered from the
1960s up to the 21st century.

Throughout his prolific academic career spanning 55 years, Peter Hall was not
only a forward-looking thinker and academic but also a knowledgeable historian of
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planning ideas for urban development. He actively engaged in national debates and
contributed to public policy and strategic plans. His influence has been wide-ranging
and profound both domestically and globally. It is not the intention of this chapter to
embrace all of Peter Hall’s contributions to transport research. Instead, it focuses on
the evolution of his thinking regarding the relationship between transport and the
city—how the wider contexts, unexpected big events, and his personal experience
had closely interacted to shape his thinking and contributions.

4.2 A Unique Generation: The Making of Modern London
and Rebuilding Britain

Professor Hall was born in March 1932 and lived through a remarkable generation
that shaped his vision for the future in three ways. Firstly, during his childhood, Peter
Hall witnessed the “The Making of Modern London” (1919–1939) captured by
Weightman/Humphries (1983). Tube stations at that time were symbols of moder-
nity. These “modern palaces” were characterised by “huge, brilliantly lit entrance
halls, the extraordinary indirect lighting on the escalators, the clean lines of the
station platforms, the rivers of people flowing through the system” (Hall 2015: 1).

Peter Hall explained this childhood fascination with the London Underground in
his inaugural lecture at UCL in 1994.

…I must have been about two and a half when my father lifted me up to peep over the wall
[…] to see the Piccadilly line trains coming out of the tunnel […] I became instantly
fascinated by the tube, and in particular by H. C. Beck’s legendary map, which had made its
first public appearance that very year, 1934. […] at the age of about five, I spent many
obsessed hours with coloured crayons, copying it out. I suppose that in 1938, I must have
been the only six-year-old in London who knew all the tube stations by heart (ibid.).

Secondly, Peter Hall’s family relocated to Blackpool in 1938, the celebrated
Lancashire seaside resort town, and during his post-war exile there, he received an
“Etonian-quality” education. There always existed a revolutionary spirit deep in his
mind captured well by this Marxist maxim: “the point was not merely to understand
the world but to change it” (Hall 2014a: 270). Furthermore, in his adolescence he
was immersed in “the extraordinary spirit, among everyone, to fight the war and
then to rebuild a better world” (Hall 2015: 3). This special association with
Blackpool during this extraordinary period might explain well why he was devoted
to finding a strategic solution for Blackpool’s revival in his last EU project—
SINTROPHER (discussed later in this chapter).

Thirdly, while at the Geography Department at the University of Cambridge,
Peter Hall was taught to believe that “geography could be actively applied to
change the world” (Hall 2015: 6). Under the circumstance of these three main
forces, one can begin to understand why the importance of strategic planning that
underlies his vision and ambition was natural for him.

It can be said that transport had not been singled out as a professional subject
until the early 1960s when traffic congestion was perceived as a problem to be
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solved within urban policy. In the wake of unprecedented increases in car owner-
ship, mathematical models were drawn on to deal with the laws of traffic genera-
tion, distribution, modal split, and assignment, which regards traffic as a function of
land use (Mitchell/Rapkin 1954). Underlying this modelling assumption is that with
an analysis of socio-economic characteristics and activity patterns, future traffic
demand could be estimated without doubt. Instead of producing estimated figures,
what interested Peter Hall, or rather puzzled him, was the mutual relationship
between transport and place-making—specifically, how the patterns of urban
development and urban structure have been shaped by the transport networks and
how this influenced human activities. Professor David Banister, a well-known
expert in transport and planning and a very good friend of Hall’s noted that Peter
was not directly involved in the development of transport planning models or the
transport planning process (Banister 2014). In Hall’s terms,

During my life, I have spent a lot of time thinking about how cities are structured through
their networks, through their transport, and through ways in which innovation, enterprise
and segregation are all influenced by such connectivities (Hall 2015: 20).

Set against this background, this chapter1 focuses on the evolution of Hall’s
thinking and his profound contributions to the enhancement of the link between
transport and urban development. Four major stages of his trajectory can be
identified, namely his early contributions in the 1960s/1970s, the transformative
period in the 1980s, revisiting the Clarkian paradox in the 1990s, and a synthesised
period of strategic planning for polycentricity and addressing spatial inequality in
the 2000s up to his passing.

4.3 Early Contributions

The first British motorway, the Preston bypass, opened in 1958, soon followed by a
network of motorways in the 1960s. The consequent rise of car ownership had
dreadful effects on urban traffic. Colin Buchanan’s “Traffic in Towns” (1963)
vividly reflected the public awareness of urban traffic congestion problems that
were not yet foreseen by Clark (1958). Instead, Clark envisaged the impacts of
private car transport on uniform urban sprawl and the decentralisation of homes and
jobs, which led to him suggesting manageable sizes of community settlements in
order to avoid “an ugly and planless dispersal of population” (Clark 1958: 250).

With the aim of tracing the influence of Clark’s celebrated paper on Peter Hall’s
thinking, within the available literature, it can be seen that as early as in the
mid-1960s, in the first edition of “TheWorld Cities” (Hall 1966), Clark’s “Transport:
Maker and Breaker of Cities” (1958) and Gilmore’s “Transportation and the Growth
of Cities” (1953) were both cited in the final chapter “The Future of Metropolis”.

1For Hall’s contribution to transport and planning, Banister (2014) gives a concise review and
summary.
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Saying this, however they were not elaborated on in the main texts. The 1960s was a
decade when large-scale/comprehensive planning was seen in terms of the task of
renewing London’s urban fabric for the motorway age. As Peter Hall described,

all the long-term strategic planning of activities and traffic, has just become a major issue,
perhaps the major issue, of the day; the newspapers and television screens were full of it
(Hall 1969: 28).

Thanks to the encouragement of John Vaizey who “turned [Hall] from geog-
raphy into planning”, Hall’s first planning book “London 2000”—a planning
manifesto was published in 1963, imagining nearly 40 years ahead about what the
future held for London, in terms of planning housing, jobs, transport and gover-
nance for growth.

Peter Hall regarded transport as a derived demand, arguing that “transport is not
a primary problem: it only arises from the patterns of living, working and playing
within the region. To reach an adequate solution, we need to go beyond transport, to
the causes that bring it about” (ibid: 129). He investigated the metropolitan
explosion by empirically analysing the growth patterns of the London metropolitan
area, looking at jobs, population, homes, and travel. These formed the basis for
building a New London and renewing the urban fabric. The key issue of trans-
portation was said to solve the severe congestion caused by the increase of motor
vehicles in large metropolitan areas. For this, he argued, “our urban reconstruction
must be based on this fact” (ibid: 206).

Hence, one can argue that rising car ownership as well as building roads were
the orthodoxy of the time. Hall’s thinking about transport in the 1960s very much
followed the trend, focusing on problem-solving rather than abstract ideals. “The
solution we should be applying in these areas depends on the amount of traffic
generated by land use” (ibid: 208). Furthermore, he highlighted the necessity of
‘segregation’ in order to accommodate cars.

You need to keep vehicles away from where people eat and sleep and work and think and
talk and shop; and put them where they belong, in pipes sealed off from the rest of the
system, like bottled genies ready to perform the miracles we ask of them. At present, in an
Aladdinesque nightmare, they have run amok (ibid: 206).

In the second edition of “London 2000” published in 1969, Hall made a bal-
anced verdict on Buchanan’s influential report, arguing that it was “over-praised
and over-attacked” (ibid: 217). He recognised the critical value of the Buchanan
Report lay in its assertion that the capacity of a city to take traffic should not be the
traffic flow capacity but the environmental capacity—noise, smell, accidents and
visual intrusion—whereas the report fell short in three aspects e.g. failing to pro-
duce a comprehensive guide to address the traffic problems, a confusing distinction
between ‘essential’ and ‘optional’ traffic, and a very technical viewpoint that
ignored other policy measures such as decentralisation. Hence, as ever, he was a
fluent communicator and stressed two methods of segregation, a P (precinctual)-
solution for where the traffic generation was light and a V (vertical)-solution for
other occasions where pedestrians could navigate without distraction above while
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road traffic passed below. Meanwhile, Hall warned that a V-solution needed to be
applied with great caution:

The vertical solution will never be suitable everywhere; it is merely an element in an
eclectic solution for London. The art of central planning will be the art of applying it
sensitively; which will prove one of the major responsibilities of the next generation of
planners (ibid: 151).

His first book chapter on transport and urban forms, entitled ‘Transportation’
(Hall 1970) was published in 1970 for an edited book, “Developing Patterns of
Urbanisation”, where his analyses critically dismantled the complexity of urban
forms by adopting a fundamental distinction between intra-urban and inter-urban
transportation. At the time, although he was aware of the limitations of car transport
for inter-city journeys, he justified using a single mode such as car for intra-urban
transport. The central issue for urban and transport planners was the trade-off for
future development up to 2000. He examined the possibility of allowing private
transport in the growing outer peripheries of the greater metropolitan regions.

…As city regions disperse on the regional scale, are they to reconcentrate on a local scale?
How far should localised high density nodes of activity, linked to high density public
transport but with inevitable congestion limiting private transport, be permitted and even
encouraged in the growing outer peripheries of our great metropolitan regions? This, above
all, is the central question for urban organisation in Britain, and in Europe, for the years up
to 2000 (ibid: 156).

However, the increase of car ownership was not a manageable, constant rise;
rather, it was taking place rapidly and in unprecedented terms. The reconstruction
of major urban centres with new urban motorway networks did not effectively
alleviate large-scale congestion; instead, the situation worsened progressively.
Around the end of the 1960s and the beginning of the 1970s, in line with social and
environmental concerns, a series of protests and campaigns organised by the
political movement—“Homes before Roads”—brought about a subsequent policy
change against building motorways and in favour of public transport and traffic
management instead. These developments dramatically gave rise to the end of
large-scale comprehensive planning through urban motorways. Hall recalled the
moment when popular attitudes towards cars had fundamentally shifted.

…From a belief in the whole-sale construction of cities around the car to a belief in
conservation/preservation of existing cities limiting the impact of cars on cities to the
maximum extent possible. It was one of the biggest and the most sudden psychological
changes I have probably observed that ever occurred in the history of the 20th century.2

2Source BBC Documentary: “The Secret Life of The Motorway” Part 3, 14 min:28 s–15 min:05 s.
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4.4 A Transformative Period: The Great Rail Revival
and Return to the City

The late 1970s and the early 1980s—the end of the post-war era “Les Trente
Glorieuses”—was a critical watershed in planning attitudes in many West European
countries, moving from comprehensive planning towards small-scale, more sensi-
tive approaches to planning. A few major planning decisions such as UK’s third
airport and the freeway package were controversially suspended. These big debates
were analysed at the time and regarded as “Great Planning Disasters” (Hall 1980a,
1982). In it, Peter Hall defined two types of disasters, namely positive and negative
disasters. Positive disasters are those “big, discrete, single-shot” projects that were
implemented but were then felt to have been wrong, whereas “negative disasters”
are those plans that were abandoned and not yet realised (Hall 1982: xix).

The aforementioned wider context and different circumstances played a key role
in shaping Peter Hall’s planning ideas. In response to the two controversial projects
“London Ring Road” and “London Third Airport” and to make changes possible
instead of endless debates, the approaches he adopted were incremental and avoi-
ded bulldozing, based on practicality and necessity. As he argued,

…The right way to have built ring ways in London […] might have been not through a
347-mile, £200,000,000-plus package, but through gradually upgrading the old road and
building stretches of new road […]. Similarly, […] for airport capacity […] [upgrading] an
existing airport to the limits of its capacity […] That idea […] was very much a reaction to
the euphoric, expansionist planning style that characterized the 1960s, and to the big
projects that resulted. The peril in the 1980s, to judge from the experience of the similarly
constrained 1970s, is almost the opposite: it is of doing nothing, or almost nothing at all
(Hall 1982: xx).

Peter Hall extensively reviewed the uncertainty and irrationality of
decision-making processes and questioned the role of different actors (the com-
munity, the bureaucracy, and the politicians) who were involved. Taking into
account the fact that the state was not able to make any decisions without
encountering controversial situations, he stressed that the “do nothing solution is
destined to be the mistake of the 1980s” and represented “the disease we should be
fighting” (Hall 1982: xx). Evidently, Peter Hall reflected closely on these contro-
versial events; In “London 2001”, published 25 years after “London 2000” was first
published, he looked back at these urban discontents and admitted the political
complications of the time:

…The fact is that to achieve real and lasting improvement in London’s traffic environment,
someone has to be sacrificial victim; there is no way around it. When it came to the crunch,
the politicians’ nerves failed them, again and again. Thus does local democracy lead to a
state of stalemate, where all suffer because no one may ever lose … I must confess that,
much older and, I think, wiser, I have no easy solution to this dilemma (Hall 1989: 160).

Due to the severe congestion caused by the unprecedented increase of car
ownership, the period from the 1980s onwards was an era of public transport
revival that addressed the problematic externalities of private car transport.
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Meanwhile, gradually, in addition to the large World Capital Cities, Peter Hall
directed his concerns toward non-capital, regional cities and their transport patterns.
In the edited book—“The Future of the British Conurbations Policy and
Prescriptions for Change” (Hall 1980b)—he contributed the chapter “Transport in
the Conurbations,” looking at seven British post-industrial conurbations (London,
Birmingham, Manchester, Glasgow, Leeds, Liverpool and Newcastle). Given the
policy shifts taking place, first from road to rail, then from rail to more modest
piecemeal improvements in “public transport,” Peter Hall pondered what this meant
to the transport policy in varying conurbations and whether transport should be a
focus of public policy. He argued that the role of transport for cities had moved
away from urban efficiency to urban equity, referring specifically to the transport
problem for inner-city residents who did not own cars noting that they might be
disadvantaged with the loss of jobs in the inner city jobs and the new jobs created
were further away. As is typical, Peter Hall suggested viable alternatives—“perhaps
subsidising reverse-commuting, or whether jobs can be re-created in the inner city”
(ibid: 169–170).

It was gradually evident that Peter Hall had located a key issue that required
addressing; without intervention, through the creation of jobs and homes through
urban regeneration policies, improvements in transport on its own could not solve
the problem.

…How far the battle to improve public transport can ever be won in the face of rising car
ownership… For one point is certain: that as long as the dispersal of homes and jobs
continues, so will conventional public transport fight a losing battle against the flexibility of
the private car (ibid: 170).

Similarly, Hall went on to highlight the disconnection between transport
authorities and local authorities regarding the role of transport investment. This is
alluded to in his case study on London’s Jubilee Underground line through the
Docklands, which while presented with a negative rate of return, the Greater London
Council claimed it was vital to increase job opportunities by extending local labour
markets (ibid). In retrospect, as recent research (Jones 2015) has shown, one can
confidently argue that the Jubilee Line extension and London Dockland Light Rail
have successfully functioned as catalysts for the regeneration of the London
Docklands beyond transport-related benefits. This case demonstrated that transport
appraisal approaches which are narrowly focused on particular criteria failed to take
wider benefits into account. However, this also raised another question about dif-
ferent characters of different places—particularly in the context of widened
inequality between places such as London compared to other core cities in the UK.

4.4.1 “Can Rail Save the City?”

In the 1980s, Peter Hall’s attitude towards transport also gradually shifted from car
to public transport due to the influence of Professor Carmen Hass-Klau, who was
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initially one of Hall’s master’s students and then research assistant and one of his
Ph.D. students at the University of Reading. As Hall acknowledged in the sym-
posium on 25/26 June 2012 in UCL that, “…She (Carmen) did have some quite
fundamental influences on my thinking, demonstrating to me the value of positive
public transport investment in especially German and other continental cities that
did make the shift evident in London 2001” (Chen 2015: 115). Indeed, when
“London 2001” was published in 1989, urban transit systems had returned to be a
key player as a few new rail schemes were being implemented (Thameslink opened
in 1988 and Docklands Light Railway in 1987) in line with the rail plan produced
by a committee under Sir David Barran in 1974 (Greater London and Department of
the Environment 1974). In addition, unlike “London 2000” where US examples
were mainly referred to, in “London 2001”, Hall studied good examples from
continental European countries and beyond. For instance, Hall recommended the
Paris regional express rail system (RER) as an outstanding example for London
(Hall 1989).

Professor Hass-Klau’s personal experience with public transport in the child-
hood helped her develop a positive attitude towards it. In her words,

…At this time, I already thought that I like cities without cars and I experienced in
Germany large-scale pedestrianisation which started in Munich and was copied in many
other German towns and I also had positive relationships to the public transport from my
childhood. We didn’t have a car. I had to use buses and trams to go to school. I love trams.
That’s my part of my adolescence and my adulthood. So I could not understand that
somebody is so negative about public transport… (interview, 24 April 2015).

Professor Hass-Klau also recalls that it was with the book “Can Rail Save the
City?” (Hall/Hass-Klau 1985) that Hall developed a change in attitude. However, it
was a slow process geared towards the understanding of the value of public
transport. When the book was finished, she had been convinced by the importance
of public transport. Hall was still not convinced, which is revealed in the
conclusions.

The background of this book was a major shift in transport planning policies for
both Germany and the UK from planning for free car usage towards the promotion
of public transport. At that time, German cities—relatively medium-sized—were
building new transit systems (21) generously while British cities (3) had built
relatively little. Meanwhile, almost all German cities pedestrianised central shop-
ping streets with a whole network of streets in contrast to largely fragmented
pedestrian shopping precincts created in British cities.

The combination of the two policies i.e. public transport and pedestrianisation
did seem to work in concert to enable German cities to create car-less/high quality
city centres. Coincidentally, German cities had more successfully retained cities’
positions as employment centres than British ones. Therefore, Hall and Hass-Klau
wanted to know whether transport policies had helped local economies.
Interestingly, the findings showed that increases in passenger levels were not fol-
lowed by increases in economic activity in Germany. Similarly, a significant impact
in the UK was unable to be established. Saying this, it is true that it is very difficult
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to isolate the effects of transit from other causes. The importance of transport on
economic impacts has only been recognised very recently through theories related
to agglomeration economies. Evidently, his conclusion showed his reserved attitude
towards the value of public transit investment.

… the processes of urban growth and decline […] so far imperfectly understood. Transit
investment is in large measure irrelevant to these processes, though it may affect some of
them at the margin. Rail cannot save the city […] because the forces that are taking it down
are far wider and far deeper than mere questions of accessibility. That is not to deny the
potential importance of transport investment to the regeneration of a city’s economy. It is to
say that they would need to be planned in the context of a far better understanding of that
city’s malaise (ibid: 169).

To this conclusion, Professor Hass-Klau indicated that “We could not establish
an increase in the economic activities because there was no small scale data
available at that urban level. The only way we could have proved that would have
been by interviewing retailers” (email exchange, 31 August 2015). In her new book
“The Pedestrian and the City” (Hass-Klau 2015), the overwhelmingly positive
impact of pedestrianization on retailing was evidently presented. She further
stressed a holistic approach that “The issue was not only investment in public
transport but also investment in urban design and the combination of both was (and
still is) the key to success” (email exchange, 31 August 2015).

Peter Hall’s personal experience also played a key role in changes in attitude. As
Carmen Hass-Klau suggested that the early 1980s was a particular point in Peter
Hall’s life when he worked in UCL, and first starting using a Travel Card. Hall
thought this was brilliant and became a totally convinced public transport user. This
is in sharp contrast to the life he experienced in the US where he drove up to 10 h a
day in 1987. While in London, using cars is simply not a good idea for people
working in central London unless one lives outside and wants to go from outside to
outside (interview, 24 April 2015).

4.5 Revisiting the Clarkian Paradox

In the early 1980s, Peter Hall joined UC Berkeley, a move that brought him
extraordinary experience. With close proximity to the power house of information
technology in Silicon Valley, he was intellectually inspired and his planning ideas
were enriched as he was fascinated by the role that technology played in urban
planning theories, going on to collaborate closely with a group of international
researchers for nearly 15 years on a number of projects related to technology and
the city (Brotchie et al. 1985, 1987, 1995, 1999; Brotchie 1991).

The notion of long waves in history—economic fluctuations every 50–60 years—
explains cyclical patterns of capitalism through external technological change and
subsequent commercialised innovations. He was particularly drawn by
Schumpeter’s theory of innovations that advanced Kondratieff’s long wave theory
by making a distinction between the role of innovations and inventions in the
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propulsion of economic restructuring (Schumpeter 1964, 1982 [1939]). These
innovations, the engine of “creative destructions” result from “new men”, entre-
preneurs’ innovative commercialisation of technological inventions in all aspects of
the economic realm constantly applying technological advances for new methods
of production, new products, transport, newly created markets and new forms
of industrial organization.

This period represented a highly productive and inspirational part of Peter Hall’s
academic trajectory. “Silicon Landscapes” (Hall/Markusen 1985), “Western
Sunrise: The Genesis and Growth of Britain’s Major High Tech Corridor London”
(Hall et al. 1987), “High-Tech America” (Markusen et al. 1986), and “The Rise of
the Gunbelt” (Markusen et al. 1991) were his key intellectual contributions during
this period. How Hall’s thinking regarding technology and cities contributed to the
concept of smart cities is examined in more detail by Professor Mike Batty (2016)
in this volume.

These inspirational experiences sparked a renewed appreciation and innovative
understanding of Clark’s aphorism. The combination of the long-wave theories and
his revisiting of Clark’s “Transport: Maker and Breaker of Cities” (1958) was an
innovative idea. Peter Hall found resonance in Professor Brian Berry’s work (Berry
1991) that attributed cycles of urban development to advances in transport or
communication technologies. He exemplified his point with three key historical
events, namely the first railways of the 1830s appearing at the beginning of
Middlemarch; the surge of modern urban metro and underground systems around
1900—when the third Kondratieff just took off; the escalation of motorway con-
struction in the late 1950s signifying the starting point of the fourth (Hall 2015).

Since then, Hall often quoted Clark’s classic paradox to highlight the symbiotic
but complex relationship between transport and the city—“[T]he two could get out
of step, and indeed very often did so” (Hall 1994: s79). By conducting a historical
review, he identified that cities in the developed countries have experienced four
successive crises of transport technology and urban form with the fourth is still in
progress.

A paper published in 1992 entitled “Transport: Maker and Breaker of Cities”
(Hall 1992) was the first of his serial contributions to the topic (Hall 1994, 2014b).
Over these years, Peter Hall’s analyses of urban forms and solutions implemented
in many cities had been refined with sensible responses to the shifting opportunities
and the wider context within which he was situated. He traced how nearly 200 years
of urban forms were shaped by transport technologies from pre-public transport
date up to the present day. By 1850, pre-public transport cities that developed
essentially on foot experienced their first crisis: cities could not grow further. Horse
trams and steam-hauled commuter railways were developed to create streetcar
suburbs that gave rise to “early public transport cities” around 1890. Soon after, a
second crisis arose due to limitations on further growth in the large cities. Then a
new phase around 1890–1900 began to shape “late public transport cities”—
through electrified trams, commuter trains, underground electric railways, and then
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radial line extensions above ground to serve wider catchments of new suburban
rings by the 1920s and 1930s. The third crisis took place in most cities in developed
countries around the 1960s (in Los Angeles, it was as early as the 1920s) when the
rise of cars conflicted with the existing urban fabric.

Peter Hall concluded that three kinds of cities were formed to react to this
development. The first kind, and the most well-known, was Los Angeles’ answer to
the crisis, deliberately letting public transport decline thus resulting in an
auto-oriented city. Such a model was also followed by other US cities. He drew on
Thomson’s (1977) classifications to stress another two kinds of urban forms in the
North American and European cities, namely strong and weak centre cities. Strong
centre cities were New York, Paris, London and Tokyo that were extremely rail
dependent whereas weak centre cities referred to regional cities in US and Europe
with limited commuter rail services. Strong and weak centre cities, as Peter Hall
reminded us, were hybrids—places outside their dense cores were car-dependent
and there always existed a mixture of other public transport modes, buses, trams,
light rail, bus rapid transit (BRT) etc. As a result, existing public transport radial
systems could not adequately cater for the cross-flows because the decentralisation
of homes and jobs was followed by a shift to cross-commuting dominated by
private cars (Hall et al. 1993). What is more, Peter Hall accentuated two contem-
porary contradictions, namely relating to congestion and energy consumption and
argued these constitute a fourth crisis in the organisation of urban transport.

This fourth crisis was faced by many cities worldwide. He reviewed a wide
range of studies (completed and in progress) with three major aspects of measures
in practice to address nonconventional (suburb-to-suburb) and polycentric “spread
city” patterns underlaid by car dependency, namely traffic restraint, road pricing,
and combining transport and land use policies (Hall 1994). In addition, he high-
lighted that integrated transport and land use planning policies should be imple-
mented on multiple spatial scales that are interlinked. At the local level, he raised
examples of experiments associated with pedestrian-friendly communities that took
place in the Californian cities of Sacramento and San Jose. At the metropolitan
level, Peter Hall noticed the development of new orbital rail systems (RER) in Paris
whereas elsewhere some were experimenting with Bus Rapid Transit systems or
paratransit systems which proved more appropriate and effective in their contexts as
good alternatives to cars. However, based on limited evidence, he stressed that ‘it is
not clear…. how to develop effective sustainable urban forms at larger sub-regional
and regional scales’ (Hall 1994: 92). At the inter-urban level, high-speed rail
including the Maglev was mentioned as potentially revolutionary for inter-urban
transportation over high volume traffic corridors.

Twenty years on, many more cities have been very much following these
solutions. Crossrail in London, taking a French RER model, finally got approved
and expects to be completed by 2018. The network of High Speed Rail
(HSR) routes continues to grow worldwide. The development of the Tokyo-Osaka
Maglev system has continued to be developed. In April 2015, a new speed record
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was set at 603 km/h. In 2045, the train time between Tokyo and Nagoya will be
reduced to 1 h 7 min from the current 2 h 25 min (McCurry 2015). However, more
research will be needed to understand how effective these solutions are in different
contexts.

By the early 1990s, inspired by the long-wave theories, Peter Hall pondered that
“cities change under the influence of their transport systems and that these change
under the impact of technological change, it would be expected that some dramatic
shifts in technology might occur” (Hall 1992: 274). Saying this, he consistently
urged for new transport technological innovations and their application in cities. He
expected that a 21st century metropolitan transport system would see the injection
of information technology into the operation of various modes of transportation,
alluding to the possibility of full or partial automation. Possible alternatives include
“small van-like vehicles, rather like the airport shuttles over either ordinary streets
or an automated guide-way system” (ibid). Additionally, he also estimated that
there will be a more collective or shared modes such as vans and car pools in the
future. Many of these ideas indeed have been implemented in many cities and
occasions and assuming prevalence.

4.6 The Synthesised Period: Strategic Planning
for Polycentricity and Addressing Spatial Rebalancing

From the 1990s until his death, Peter Hall was able to synthesise his knowledge,
wisdom and experience gained over his previous 30 years, With the advanced
development of informational communication technology and the improvement in
transport connectivity, processes of decentralisation and re-concentration operate
within increasingly expanding city-regions to place limits on the process of
decentralisation, especially regarding critical time limits to and from the central
city. The POLYNET study (Hall/Pain 2006) suggested that improved accessibility
of both ‘e-’ and physical links between major centres and secondary centres could
crucially assist a monocentric region to develop into a better-integrated Mega-city
Region (MCR).

Therefore, Peter Hall demonstrated to us how planning a poly-centric urban form
that addresses spatial rebalance was a key problem to be addressed for cities and
regions at both inter- and intra-regional levels in the 21st century and how the
opportunities for transport technologies should be seized to assist this process.

In compliance with this thinking, he was closely involved in planning and
designing inter-city high-speed rail (HSR) links both in the UK and the US, and
intra-regional rail transport links within mega city-regions such as London
Overground and for smaller peripheral sub-regions such as tram-trains. The latter,
though financially expensive, was an innovative solution through the improvement
of the South Fylde Line to regenerate Blackpool which had been suffering from
structural changes and poor transport connectivity.
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4.6.1 High-Speed Rail as One of Two Driving Forces
Shaping Urban Form

Peter Hall had been looking for new transport technologies that could drive urban
change. Although there had been a general lack of major technological progress, his
answer to this was that “there will be high-speed trains, information technology”
were quite evident through his belief and passion for HSR development. He
described his intuitive feeling of an electric moment that reminded him of
Stockholm in 1955 or Los Angeles in 1966 or Hong Kong in 1975 while riding on
the TGV Atlantique from Paris to Le Mans

…[W]hen the train emerges from a long tunnel and begins to run parallel to the motorway.
Suddenly, you see a line of broken-down trucks. But they aren’t broken down: they are
travelling at 60 mph. And then you pass the cars, travelling at 80 or 85, at two and a half
times their speed, leaving them somehow suspended weirdly on the highway ….The point
is this: when you actually experience this, you absolutely know […] here is something
new and definitively different, that is going to change our world beyond any possibility of
doubt.

From this experience, he was totally convinced that this kind of key events that
will lead to a structural change should be well appreciated and planned for the
future (Hall 2015).

Not only an inspirational academic, Peter Hall was also a strategic,
forward-looking planner and campaigner. In California, instead of purely debating
the possibility of creating a HSR system, he led a group of students working on the
layout of HSR plans. As Teitz asserted “it was an example of Hall’s ability, not
only to see, but also to do what others only imagined” (Teitz 2014: 439). In
addition, Hall organised a research team in Berkeley working on reviewing the
developmental impacts of HSR through empirical case studies generating lessons
for California in the process (Sands 1993). It was in 2014 after thirty years had
passed that the California HSR system was approved and the construction of the
first section had begun. Teitz described a particular encounter:

One day in the 1980s, as I was going to my office in Wurster Hall, which required walking
through a busy studio, I noticed that the drafting tables were covered with large maps of
Central California, overlaid with lines in various directions. Intrigued, I asked the students
what they were doing. They answered that they were designing a high-speed rail
(HSR) system for California.… Characteristically, Hall saw that it needed substance, so he
and his students designed the layout of the system virtually as it would appear in the
subsequent decades (Teitz 2014: 439)

After Peter Hall returned to the UK and began his professorship at UCL, he was
critically involved in a series of strategic planning initiatives responding to HSR
opportunities for urban and regional development. In the early 1990s, as a policy
advisor to Secretaries of State for the Environment (1993–1994), Hall developed
the strategy for the Thames Gateway sub-region, with the proposed Channel Tunnel
Rail Link (later High Speed One or HS1) as its centrepiece. In addition, potential
sub-growth poles—Stratford and Ebbsfleet—were suggested to trigger economic
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regeneration in the Thames Gateway region and to offer attractive connections to
Central London, Southeast England and Northern Europe. The effects were sig-
nificant. Owing to the concerns for sub-regional regeneration, the existence of HS1
and Stratford station, then under construction, was a principal consideration in the
International Olympic Committee’s choice of London, announced in 2005, as the
location for the 2012 Olympic Games (Faith 2007). During 1994–1995, he advised
the London and Continental Railways Consortium (LCRC) on planning and
regeneration aspects of the Channel Tunnel HSR Link, however, the process was
not straightforward or free of controversy and straightforward. Eventually, “The
Right Line” (ibid) was selected thus LCRC was able to build and operate it. As he
described himself, with these projects on track being realised, this period in some
ways was the most satisfying of all (Hall 2015).

Peter Hall regarded the HSR investment “far more than just a transport engi-
neering question critically, it’s a strategic planning question” (Hall 2005: 46). In the
paper reviewing the demonstrated effects of HSR in Europe and other countries
(Hall 1995), he highlighted the developmental effects—a substantial CBD has been
established on a green field over a period of 30 years since the arrival of HSR in
1964. Having said that, he was acutely aware of the uncertainty. He raised examples
of Heathrow airport in 1943 and London Docklands in the 1980s to illustrate the
difficulty of predicting the long-term development potential—in contrast to a
modest appraisal the change of land use change and value lift is apparent. He
argued that it was not surprising to see the estimates of the developmental potential
of HSR stations had differed profoundly. He maintained that involving in a new
technology and public-private partnership, “any forecasting exercise is likely to
approach the limits of the possible” (Hall 1995: 85), which reflected his belief in
interventions and strategies of HSR despite its uncertain nature.

Before HS1 was completed, the idea for future High-Speed Two (HS2) was in
the making, with Peter Hall actively engaged to seize the next HSR opportunity. In
the key article (Hall 2005), he developed the argument that planning strategies
should be based on the distinction between “Regional Metro” high-speed services
and “Very High-Speed” services. Given that the growth of rail use that has taken
place since 1994, he proposed that bypassing these development corridors to
connect directly to regional core cities in the Midlands and North would free space
on the existing lines to accommodate traffic growth without congestion.

In parallel, findings from Hall’s EU Polynet project (Hall/Pain 2006) provided
vital theoretical and practical evidence to making the case for HS2. Later, he
sketched an outline for a future HS2 network using the old trackbed of the Great
Central Railway (Hall 2005). In addition to this he joined the Advisory Group to
Greengauge 21, a non-profit advocacy group that published its Manifesto for a
future HS2 network in January 2006, attracting widespread media coverage and
stimulating major national debate.

Following these active campaigns, a series of follow-up government reactions
and national transport policies took off. The HS2 Ltd was established by the
Department for Transport in 2009 to examine the case and present a potential route,
and in March 2010, the Labour government published a HS2 White Paper.
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Similarly, in January 2012, the then incoming Coalition Government announced the
decision to proceed with the construction of the line. There are two phases to the
development, namely Phase 1 from London to the West Midlands in operation by
2026 with Phase 2 London to Manchester (and other northern cities) by 2032.

Although HS2 investment received cross-party support, it is very controversial.
Given the existence of polarisation among supporters and opponents for mega
infrastructure planning, similar to the time of the “Great Planning Disasters,” Peter
Hall closely examined the great debate and major points of contention of the HS2
proposal (Hall 2013). In response to the worsening issues related to widening inter-
and intra-regional inequality, Hall’s research and analyses continued to provide
important evidence in response to issues related to “rebalance north-south divide”
and Pierre Veltz’s notion of the archipelago economy (Veltz 1996), through his
recent research with the present author. They focused their analysis on the 30-year
experience of InterCity 125/225 for inter-regional impacts (Chen/Hall 2011) and the
positive economic impacts of HSR on the Lille Métropole sub-region (Chen/Hall
2012). In addition, Hall actively collaborated with local experts to propose High
Speed North, a development that would connects cities in post-industrial cities of
Northern England (Hall et al. 2014). This proposal was later adopted by the central
government, lending their support to High-Speed Three for linking together the
Northern powerhouse. This concept of a “Northern Powerhouse” with a dedicated
minister appointed was announced by the Coalition British Government to boost
the northern economy for addressing the widening regional inequality “north-south
divide”. Strengthening the transport links across the northern core-cities from
Liverpool to Hull (including Manchester, Leeds, Sheffield, and Newcastle) is
expected to enable a more balanced economy—the northern regions vs. London
and the South East. This is especially critical since because Transpennine rail
services between these northern cities have been inadequate and very slow and
there is a critical need for better services in terms of reliability, speed, and direct
service patterns. However, this commitment from the government is subject to the
financial uncertainty. The electrification of the key rail route Manchester-Leeds was
paused in summer 2015 (Pidd 2015).

4.6.2 Planning a Poly-centric Urban Form for London
and South East England

Apart from HSR that would serve inter-urban travel, in order to address the issue of
cross-commuting outside the radial rail network, Peter Hall contributed to the
concept of growth corridors in extended mega-city regions (Hall 1989, 1995) and
developed the “Regional Metro” concept. Further, in a report for the RTPI in 1999,
in order to address the issue of unbalanced development, against a backdrop of the
growth of advanced service employment in the central area (Zone 1), and stagnation
in middle and outer ring sub-centres, leading to increased strain on radial rail
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services into the centre, Hall developed the concept of a polycentric London, based
on completion of an Orbirail system (now London Overground) through the cap-
ital’s middle ring (Hall et al. 1999). This plan was not straightforward. Initially, it
was embodied in the first drafts of the Mayor’s 2004 London Plan when Hall was
the chairman in a Mayoral Advisory Committee. Once it was subsequently aban-
doned by the then Mayor and was revised by Boris Johnson after his 2008 election;
Orbirail fully opened in December 2012, London Overground proved to be a big
success. In 2012, London Overground carried 120 million passengers—nearly four
times the number carried when it launched in 2007. Including the Orbirail exten-
sions, demand has increased 280 %, quadrupling from 2.57 to 9.83 m journeys per
four-weekly period. A £320 m programme of introducing 5 car trains to increase
capacity by 25 % was implemented to satisfy the growing demand (Fig. 4.1).

4.6.3 Improving Transport Connectivity for Peripheral
Sub-regions and Regeneration

In his later years, uneven urban and regional development widened, generating
serious socio-economic problems, while issues surrounding uneven infrastructure
investment and other financial challenges loomed large. Meanwhile, a wide range

Fig. 4.1 Note New 5-car trains introduced in November 2014 and an Overground train was
named after Professor Sir Hall to recognise his valuable work and contribution on 30 April 2015
held by Transport for London (photo credit Chia-Lin Chen)
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of transport technologies (conventional rail/high-speed rail, electronic suburban
tram, car, metro, light rail) have progressively developed up to the point that a mega
polycentric urban structure had evidently emerged relating to both forces of spatial
decentralisation and centralisation. This is especially the case in the Mega-city
region developing around London but a similar pattern can also be applied to other
cities worldwide. Therefore, beyond a single dominant mode, the issue lies in how
different transport modes can exploit their own strength and collectively shape
dynamic urban territories engendering more just and sustainable development.

The POLYNET project has demonstrated that urban structures in the UK and
Europe have become increasingly polycentric, both physically (morphologically)
and functionally, with individual towns and cities linked by fast, high-quality public
transport which encourage agglomeration, networking and clustering. However, in
practice this process has limits: too easily, high-speed networks can encourage the
growth of larger cities and their regions at the expense of other urban locations,
particularly those experiencing painful adjustment from a manufacturing
(goods-handling) economy to a knowledge based (cognitive/cultural) economy.
Peter Hall typically responded to this development, advocating the case for
improved transport connectivity both between and—increasingly—within regions,
leading to regional and local transport investment in North West Europe in two
major ways.

First, further work in the UK by Green/Hall (2009) systematically examined the
provision of station services in a wide range of rail interchanges and accordingly
produced a priority list for station hub investment for the Secretary of State for
Transport, which led to an investment programme most notably of £44 million at
Manchester Victoria station (see Fig. 4.2).

Secondly, the EU INTERREG IVB project—SINTROPHER3—consisting of
five major partner countries and costing €23 million addresses the issues of
transport connectivities of peripheral regions by investing in intra-regional net-
works which link peripheral regions with their (sub-)regional centre so as to spread
the benefits of accessibility from successful core city hubs into surrounding regions
(Hall 2014b: 282). Although the final research output of this 6-year project is yet to
be published (expected in September 2015), these studies have proved extraordi-
narily instructive in understanding how transport investments can be co-ordinated
to produce spatial benefits—and, equally important, how difficult it can be to extend
best practice from a few pioneering European places to the other places whose
economies may be struggling due to their structural problems in addition to their
poor transport connecivities. For instance, a parallel comparative case study of two
regions—Manchester and its sub-regions in North West England (UK) and Lille
and its sub-regions in Nord-Pas-de-Calais (France)—showed that, although in both
cases faster train connections with the national capital did provide economic benefit

3SINTROPHER (Sustainable Integrated Tram-Based Transport Options for Peripheral European
Regions) and SYNAPTIC (Synergy of New Advanced Public Transport Solutions Improving
Connectivity in North–West Europe).
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to two regional capitals, the same was not true for some other sub-regions around,
especially those post-industrial sub-regions (Chen/Hall 2012). That said, it
demonstrated the need for positive public intervention in new transport links to
‘irrigate’—that wonderful French word—those languishing regions (Hall 2014b:
282). Concerning responses to new transport opportunities, the contrast between the
British and French cases in multi-level public interventions was manifest through a
qualitative investigation—closely examining the developmental processes at dif-
ferent levels that critically addressed spatial inequalities (Chen/Hall 2013, 2015 and
Hall/Chen 2013).

4.7 Conclusions

Sixty years have passed, but what Clark had predicted about the anti-urban impact
of motorisation in the end of the 1950s,—“the complete disintegration of the city,
even of the conurbation” (Clark 1958: 250) did not happen in reality. Clark did not
anticipate location theories of agglomeration economies and the prevailing division
of labour that are characterized in the post-industrial society. In the era of knowl-
edge economy, instead of uniform urban sprawl, a polycentric urban form has been
reinforced through forces of decentralisation and centralization. Understanding this
complex relationship was characterised and captured well in Peter Hall’s work.

Fig. 4.2 The newly renovated Manchester Victoria Station in July 2015 (Photo credits Chia-Lin
Chen)
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Under the banner of Clark’s “Transport: Maker and Breaker of Cities”, Professor
Hall had closely analysed patterns of urban change from the 1960s onwards up until
his passing, greatly contributing to a better understanding of the relationship
between transport and the city. Tracking his evolution, his thinking on the role of
transport evolved from the initial focus on urban efficiency and urban equity at the
metropolitan level, to a planning-led approach focused on spatial strategies at both
inter-regional and intra-regional level. At the same time, his research focus shifted
from mainly large metropolitan areas to much wider regional territories (both
conurbations and peripheral areas). Throughout his life, Hall persuasively
demonstrated that new opportunities need to be seized, proactive actions needed to
be taken, and new meanings need to be invested according to the societal change,
economic restructuring, and technological breakthrough.

For Peter Hall, the relationship between transport and development is interwo-
ven and inseparable in creating an overall vision of good cities for better lives. In
practice, integrating transport and urban planning has been difficult to achieve.
London, the capital of the UK, a large metropolitan area, was the first city that Peter
Hall’s major academic contributions focused on. His enthusiasm and self-driven
sense of mission led him to study many more places domestically and interna-
tionally. He constantly looked for new inspiration and better practice that offered
potential solutions to urban issues emerging in his deep-loved British soil. By
comparison, his research on good practice from different parts of the world pro-
vided critical insights into the complexity of urban development, enabling a deeper
understanding of the real world wherein a variety of underlying factors interact to
shape different paths of development i.e. political climate, leadership, technological
changes, regulations, value systems, historical events, economic trajectories etc.

He reminded policy-makers of the continuous challenges and widened inequality
many cities were facing. A better understanding of this, he believed, enables real
action and progressive improvements. As he wrote in his recent article Apologia pro
Vita Sua,

“Good cities for better lives are not a distant or impossible dream. But we need to
find out how, from those places and those people who have learned how and can
show us how. That’s what real research, in and on real cities, is all about. To return to
that long-ago saying of Marx, the point is indeed to understand the world—but then
to use that understanding, however modestly, to improve it” (Hall 2014b: 282–283).

At present, facing unabated urban challenges as well as new opportunities, the
mission is greater than ever. We, the young academics, should keep his spirit in
mind and take actions. As Peter Hall accentuated, through better understanding and
good intentions, we can make a better future world for our and future generations.
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Chapter 5
The Strategic Planning Protagonist:
Unveiling the Global Mega-City Region

Kathy Pain

5.1 Introduction

When Peter Hall first brought The World Cities to international attention in 1966, his
analytical focus was to predate that of Scott’s (2001) ‘global city-region’ by three
decades. Drawing on Geddes’ (1915) earlier treatise on the metamorphosis of ‘world
city’ regional landscapes, Peter described the rise to prominence in the competitive
international economy of certain physically extensive and supremely well-connected
world city regions. In addition to London, New York, Tokyo (Saskia Sassen’s three
leading 1991 ‘global cities’), Paris and Moscow, he included the Randstad,
Netherlands, and the German Rhine-Ruhr regions amongst his world cities, later
referred to by Friedmann (1986) as a West European world city sub-system.

Decades ahead of other writers, Peter foresaw the importance of the role of new
economy specialised global financial, business and professional services in the
generation of internationally competitive urban regions. His interest in the evolution
of this inherently global development phenomenon never waned but was transposed
to the rapidly changing late twentieth century landscapes of East Asia (Hall 1999)
and new millennium globalizing polycentric ‘mega-city regions’ in North West
Europe (Hall/Pain 2006). His focus on the governance and planning challenges
posed by the spread of ‘global city work’, city consumption patterns and individual
travel by car, across enlarging functionally networked mega-city regions in Eastern
and Western contexts is of ever growing world significance.

The North West European ‘mega-city region’ later identified by Peter Hall and
his co-researchers in a 2003–2006 study, ‘POLYNET: Sustainable Management of
European Polycentric Mega-City Regions’, was, he claimed, an unprecedented
urban form (Hall/Pain 2006). But the urban processes underpinning this global
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development phenomenon have in reality been in evolution for centuries, albeit the
changes with which they are associated have gathered great pace in recent decades
and continue to do so. Furthermore it can be argued that the conceptual and ana-
lytical framing of the mega-city region today has been informed substantially by
Peter’s own thinking since the early 1960s. In consequence, the first and primary
intention in writing this essay has been to research the emergence of the contem-
porary mega-city region as observed and understood by Peter whose analytical lens
was focused obsessively on the spatial form and functioning of cities for more than
half a century. Selected works from his voluminous list of contributions to the
urban and regional studies literature are referred to.

Peter’s passion for trains and railways, since his childhood, is well known. By
the age of six when his family moved to Blackpool from Hampstead in North
London, he had formed an obsessive interest in the London Underground, which
led to his faultless knowledge of the geography of the entire network in later years.
Ultimately trains, trams and modal transportation interchanges became the final
focus of his active research. In 2009, he co-authored a report for the then UK
Secretary of State for Transport on the future of railway stations and he subse-
quently developed major European studies promoting new transport technologies
for five regions of North West Europe: ‘SINTROPHER—Sustainable Integrated
Tram-based Transport Options for Peripheral European Regions’, and later,
‘SYNAPTIC—Synergy of New Advanced Public Transport Solutions Improving
Connectivity in North-West Europe’.

Working with Peter intensively as his Co-Director on the POLYNET study in
the preceding years, I was struck by his enduring leviathon energy both as a student
of rail networks and as a rail traveller. But looking back over events in the process
of writing this essay, led me to speculate that his later very specific research focus
on the development of European advanced public transportation systems was
motivated not only by his lifelong attraction to trains and railways but also by fresh
understanding of mega-city region processes and sustainability challenges that had
come from the POLYNET study. A second intention in the essay therefore, is to
trace how a critical relationship between Peter’s two great passions, cities on the
one hand and railways on the other, ultimately allowed him to inform a new, spatial
vision for more sustainable mega-city regions.

But my familiarity with Peter’s work dates from much earlier in his career when
he was my Ph.D. supervisor in the Department of Geography at the University of
Reading in 1973, just a decade after the publication of his own Ph.D. Some of the
books and articles I have referred to in writing this essay have been in my personal
collection (still marked with my study notes) since 1969 when I began by studying
urban planning prior to my Ph.D. research with Peter. Over time, Peter’s work has
come to be widely seen as primarily focused on planning but in the 1970s he was
highly active in contributing to critical debates in urban economic geography.
His interests and knowledge were broad and interdisciplinary, going far beyond
the Royal Town Planning Institute (RTPI) syllabus that I had studied as an
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undergraduate. Thus a third intention is to draw attention to the part played by the
breadth of Peter’s disciplinary positioning, first and foremost in geography, that
allowed him to contribute critical insights to planning practice.

5.2 The Champion of Regional Planning

In the September 2014 issue of The Planner (the professional planning journal to
which Peter had contributed frequently for much of his career) in a tribute to his
work following his death aged 82 on July 30th of that year, Martin Read asked
“does today’s planning profession provide the right environment to attract and
engage future Peter Halls?” (Read 2014: 5). Having worked with Peter close to both
the beginning and the end of his career, I think that Read was asking the wrong
question. My sense is that the reason that the planning profession was able to
benefit greatly from Peter’s insights was precisely because he was not himself
trained as a practising planner. As a geographer with a doctorate on London’s
1851–1939 historical-economic industrial location geography (Hall 1962), his
pursuit of knowledge and understanding had been unconstrained by the require-
ments imposed by a practitioner’s professional accreditation framework. Based on
my experience of working with Peter, I would conjecture that it was his ‘outsider’
perspective as a non-practitioner and his primary focus on understanding cities that
led the planning profession to be so attracted to and engaged with Peter. From 1992,
he was a Professor in the Bartlett School of Planning at University College London.
The knighthood for his services to the Town & Country Planning Association
awarded in 1998 and the RTPI Gold Medal awarded to Peter in 2003 were
recognition of his contribution to the profession.

Peter Hall’s interest in the historical evolution of cities, and ‘world cities’ in
particular, and their spatial form, always had obvious relevance for planning.
Peter’s supervision of my doctorate on housing markets and urban policy in the
early 1970s demonstrated his interest in the critical evaluation of urban governance
and planning practices. Following my Ph.D. studies with Peter, he chaired the new
School of Planning Studies at the University of Reading that he had helped to
launch. Titles of his book publications at that time illustrate his contribution to the
state of knowledge on ‘how to do’ planning better, for example, Theory and
Practice of Regional Planning (1970) and Urban and Regional Planning (1975). In
London 2001 (1989) Peter predicted the diverse consequences of the demise of
strategic regional planning and the abolition of the Greater London Council in
1986, urban congestion, economic collapse, and social deprivation which he later
documented in London Voices, London Lives (2007). He has been a longstanding
champion of planning but generally from the standpoint of a ‘critical friend’ who
wanted to make planning more strategic and effective in order to create better cities
and better lives.

As early as 1963 in London 2000, Peter had argued for a new scale of strategic
planning for London and its surrounding region to allow London to grow and to
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spread. This led to important South East studies and plans that Peter contributed to,
for London’s development as a multi-centred region. When these plans were later
scrapped in 1983 by a Conservative Government, Peter’s dismay was self-evident
from his press commentaries. However it was in the two-volume book, The
Containment of Urban England (Hall et al. 1973) that his deep concerns about the
British planning system in the early 1970s are most apparent. With his co-authors,
Peter sought to establish that by seeking to protect the countryside by enclosing
London and other English cities with ‘green belts’, places for work and places for
people had been separated from each other and, at the same time, land prices had
risen. It was his long-held view that ‘new towns’ set in the countryside surrounding
London, modelled on Howard’s (1902) ‘Garden City’ or more accurately ‘Social
City’ model, were a more sustainable arrangement for urban living and working
because they created self-contained communities that did not require the need for
commuting. As it was to later transpire, this analysis was faulty as demonstrated by
the case of Milton Keynes in South East England (Pain/Hall 2006) though, curi-
ously, ten years earlier in London 2000 and in The World Cities (1966), Peter had
foreseen the socio-economic changes that would lead to intense cross-commuting
and leisure travel that would eventually give rise to the unsustainable living patterns
(travel by car) in multi-centre or ‘polycentric’ regions worldwide. How this came
about will be returned to in due course.

Peter later recalled that when he had served on the South East Regional
Economic Council in 1967 helping to produce The Strategy for the South East, the
document published (South East Economic Planning Council 1967, 1970) had
‘caused a storm, not least because the chartered planners thought we were stealing
their jobs’. And it is clear from his numerous periodical commentaries published at
the time in for example, Town & Country Planning and The Planner and Regional
Studies, that Peter lamented what he saw as the impoverishment and finally the
abandonment of regional planning in England that was to follow (see also
Tewdwr-Jones et al. 2014; Hall 2014a: 114–117, 2014b: 317–325). His strongly
held views on the subject were repeated in many of his publications in the late
1980s such as ‘The Anatomy of Job Creation: Nations, Regions and Cities’ in the
1960s and 1970s (Hall 1987: 95–106) and in London 2001 (1989) which chal-
lenged established regional planning thinking. In addition to his critique of the
politically orchestrated demise of strategic planning, in Good Cities, Better Lives
(Hall 2013a) he expressed his view that “…British planners have lost the art of
urbanism” (p. 306).

5.3 From the Unsocial City to Regional Zones of Hope

As a politically engaged urban geographer, Peter had the ability to see beyond the
limited sights imposed on spatial planning by its political context. His work has
become associated in the minds of some critical geographers with the built envi-
ronment and traditional ‘physical’ planning yet, ironically, his Sixth JR James
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Memorial Lecture in 1986, the ‘Unsocial City’ (From the Unsocial City to the
Social City reproduced in The Planner, 1986: 17–24) was critiqued by urban
sociologist Ray Pahl for looking to “economic theories to explain social facts” (Pahl
1986: 10).

This was a time when the major geographical consequences of industrial decline
and structural unemployment experienced since the 1970s in British cities that had
once been manufacturing workshops of the world became evident. Critical con-
tributions to geo-political debate in the 1980s by authors such as Massey (1983) and
Peter drew attention to the scale of the challenge to spatially rebalance the economy
of England that still persists today. The JR James Memorial Lecture demonstrates
the ability Peter then had to introduce insights from urban geography and eruditely
critique and inform urban policy. Going against the grain of ‘area planning’ policy
wisdom of the time, he specified the real causes of the urban problem thus:

…we are again obsessed by an inner-city crisis. But the real problem is not an urban one at
all: it is a bundle of economic and social problems that happen to impact with especial force
in some parts of cities. These problems are very deep and intractable; they have their roots
in the development of our economies and of our societies – not just herein Britain, but also
in other western countries – over the last 30 years (1986: 17).

His observation that contemporary economy and society and the relationships
between them, have “urban expression” (1986: 17) also signaled the need to look
beyond city metropolitan boundaries to find urban planning solutions.

In ‘The People: Where will they go?’ (Hall 1985: 3–12; Breheny/Hall 1996)
Peter had called for planning to address the problems of “a massively unsocial
city”—specifically, London’s major housing deficit. And in the JR James Memorial
Lecture he claimed that new towns offered “attractive terms for groups of the
[urban] disadvantaged to move” (Hall 1986: 23). He identified Japanese style
‘Technopolises’ or “new towns deliberately constructed as the homes of the new
industries” (1986: 23) as a means to secure the ‘genius’ of Howard’s Social City of
some ninety years before. Peter’s Social City vision for late twentieth century
England, was the creation of one or more clusters of “information technology, space
exploration and exploitation, and biotechnology… built by a combination of public
and private capital” (1986: 23). These clusters would be interlinked by ‘corridors’,
for example the M11 motorway extended to Hackney (daring to breach the “green
belt”) connecting deprived inner-city areas and the new Technopolises and “pro-
gressively achieve a dispersal of the ghettoes of disadvantage into the new
[city-region] zones of hope” (1986: 24).

His call for radical rethinking of regional planning policy was reiterated in the
1988 article ‘The Industrial Revolution in Reverse’ (Hall 1988: 15–19). Here Peter
used the example of the “Golden Belt” of population increase in South East
England to argue that “many kinds of economic and social activity may be carried
out more efficiently, and often more pleasantly, outside the inner cities than within
them” (1988: 18). This view was later to be expanded in 1998 in ‘Sociable Cities:
Legacy of Ebenezer Howard’ (1998) with Colin Ward.
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Peter’s enthusiasm for the development of the Technopolis in Britain had been
inspired by an academic post in the Department of City and Regional Planning at the
University of California, Berkeley in the 1980s. This position brought him into close
contact with ‘Silicon Valley’ and with sociologist Manuel Castells (author of The
Network Society, 1996), leading to the co-authored book, Technopoles of the World:
The making of 21st Century Industrial Complexes (1994). Fast-forwarding to 2014,
Peter and colleagues would be presented with a special Wolfson Economics Prize
Competition award for a proposal to take his Garden or Social City vision of the
1980s forward in a plan to develop twenty first century clusters of new and existing
towns with names that evoke Patrick Geddes’ call for civics, civic statesmanship and
citizenship for “colossal city-groups” in Britain (Geddes 1915: 25)—for example,
the ‘City of Mercia’ in the West Midlands, the ‘City of Palatine’ in Lancashire and
the ‘City of Kent’ in the South East. For Peter, regional space was the place for the
growth of new kinds of advanced work and a means of human escape from the
‘Unsocial City’. He realized that to make this vision for social living a reality,
progressive strategic planning was essential.

In an address to a Government organized South East conference on the SERPLAN
(London and South East Regional Planning Conference)ANew Strategy for the South
East on 6thMarch 1991 (reproduced inThe Planner, 22March, 1991: 6–9), PeterHall
stated that hewas “doubly sure” that the revival ofBritain’s cities “will provide the key
to the revival of the regions”. He expanded upon his vision of new transport ‘corridors’
holding the key to this regional revival (Hall 1991: 9) predicting that an ‘M1’
motorway link then under construction, and a new eastern corridor would “provide a
major new line of force in the geography of Britain”. He anticipated the shrinkage of
time-distance travel with the roll-out of new motorways and high speed rail linking
London to other major English cities such as Manchester and Birmingham (1991: 9).
But he made it clear that this would require a transport corridors’ ‘strategy’ to allow
co-operation between district councils and the county councils who controlled the two
main English growth corridors (1991: 9).

In the 1998 edition of Sociable Cities Peter proposed that to rebalance England,
his clusters modelled on Howard should be developed along rail, tram and bus
routes, public transport routes following the English West Coast, Midland and East
Coast railway ‘mainlines’ and the high speed Channel Tunnel Rail Link (CTRL). It
was an ambitious strategy that was echoed in the Office of the Deputy Prime
Minister strategy for ‘Sustainable Communities’ (ODPM 2003, 2004) and the
European Spatial Development Perspective which set out to address Europe-wide
uneven development (EC 1999; Pain/Van Hamme 2015). But although develop-
ments such as the expansion of Ashford, Ebbsfleet and Bicester were eventually to
be approved, Peter’s aspirational vision for the implementation of a strategic
development plan for the “Greater South East” was not to be realised within his
lifetime.

64 K. Pain



5.4 The European Mega-City Region

The mega-city region identified and analysed in European research between 2003
and 2006, was inspired by Peter’s longstanding study of London and South East
England on the one hand and on the other hand by a fortuitous event that occurred
in 2002.

As a then Senior Researcher in the Globalization and World Cities Research
Network (GaWC) at Loughborough University I had invited Peter to chair a focus
group meeting of senior government officials and business actors in a Corporation
of London/Economic and Social Research Council (ESRC) study of advanced
business services clustering in the City of London. Immediately after that meeting,
Peter proposed that we put our heads together to design a South East England
‘mega-city-region’ study. This would bring together Peter’s experience functional
urban region (FUR), otherwise known as functional urban area (FUA) analysis,
based on commuting flows and GaWC experience of analysing the flows associated
with city-based global advanced business services networks. The project would be
based at the Institute of Community Studies in London where Peter was then the
Director from 2001 to 2004.

A first proposal submitted by us to the UK funding council, the ESRC, was
rejected: ‘Deconstructing the Mega-City-Region: A case study of South-East
England’. However there was enthusiastic interest in our research idea when I
attended a European Commission INTERREG IIIB Programme ‘Spark-off’ project
networking event in Paris. The proposal we subsequently submitted to the Programme
was successful, winning us EUR 2.4 million European Union and member state
funding to undertake a three year study of eight regions of North West Europe:
‘POLYNET: SustainableManagement of European PolycentricMega-City Regions’.
The project team comprised researchers fromGaWC at Loughborough and from each
of the eight mega-city regions: South East England; The Randstad, Netherlands; the
German Rhine Ruhr and Rhine Main; Central Belgium; Paris; Northern Switzerland;
and Dublin. A bonus was that members of the Netherlands and Rhine-Main research
teams brought to the study experience of ‘polycentric urban region’ (PURs) analysis
which had also informed the City of London business cluster study.

The term ‘megacity’ had long been used to refer to very large cities for example
in research by Janice Perlman’s Mega-Cities Project (www.megacitiesproject.org)
and especially in describing mushrooming cities in the global South. However the
urban phenomenon that had long held Peter’s interest was not simply about size, it
was an interconnected regional entity. This phenomenon had been proposed in
1961 by Jean Gottman in his notion of the ‘Megalopolis’ located the urbanized
North Eastern Seaboard of the United States of America. And at the turn of the
century in the United States and in Eastern Asia, a variety of terminologies were
beginning to be used to describe very large regions comprising multiple urban
centres and interconnected by traffic flows.

Gottmann’s Megalopolis (1961) had described the process by which the towns
and cities proximate to world city New York, were becoming functionally

5 The Strategic Planning Protagonist … 65

http://www.megacitiesproject.org


interconnected to a degree that together they could be seen as being effectively one
urbanised entity spanning a large geographical area. When Peter observed the
apparently similar process that was occurring in the rapidly urbanizing Pearl River
Delta and Yangtze River Delta coastal areas of China, he had seen an analogy with
South East England. But by introducing GaWC analysis to the study of such
regions in the POLYNET study it became possible to gain understanding of how
the global connections of ‘The World Cities’ (1966) at the heart of some regions
might spread to a wider city-region scale. The project idea recognized that urban
processes are subject to metamorphosis and can also spill out over extensive
landscapes that cross administrative city and regional boundaries. Thus, the
mega-city region studied in North West Europe is described in the Polycentric
Metropolis as, …a series of anything between ten and 50 cities and towns, phys-
ically separate but functionally networked, clustered around one or more larger
central cities, and drawing enormous economic strength from a new functional
division of labour. These places exist both as separate entities, in which most
residents work locally and most workers are local residents, and as parts of a wider
functional urban region (FUR) connected by dense flows of people and information
carried along motorways, high-speed rail lines and telecommunications cables: the
‘space of flows’ (Castells 1996: 376–428) with major implications for sustainable
development (Blowers/Pain 1999). It is no exaggeration to say that this is the
emerging urban form at the start of the 21st Century (Hall/Pain 2006: 3).

5.5 The Global Mega-City Region Unveiled

So the megacity region studied in Europe was not simply a highly interconnected
urbanised space, it was a potential landscape of the competitive international
economy. Decades earlier Peter Hall had foreseen the importance of the role of new
economy specialised global financial, business and professional services in the
generation of internationally competitive urban regions. The rapidly changing new
millennium regional landscapes of world cities in the US, Europe and East Asia
were not only distinguished by intensifying movement into, out of, and within
them, but by the apparent spreading out, spatially, of global city work and lifestyles.

Functionally networked both globally and locally, in an integrating world
economy, these extensive mega-city regions were becoming globalized phenomena.
The mega-city region concept used in POLYNET therefore resonated with Scott’s
(2001) global city-region however a notable distinction was the inclusion of Hall’s
1966 ‘world city regions’, the Randstad and the Rhine-Ruhr, and other urban
regions not given prominence in the ‘global cities’ literature (Sassen 2001) in
addition to London and Paris.

Global or globalizing mega-city regions are networked by complex flows of
people, goods and information. The research therefore attempted ambitiously to
map the complex flows that characterize the eight mega-city regions not only of
people such as in physical commuting and business travel, but of ideas that travel
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through business networks in the form of face-to-face and virtual communications
of all kinds (Pain/Hall 2008). The results are reported in a book, The Polycentric
Metropolis: Learning from Mega-City Regions in Europe published by Earthscan
(Hall/Pain 2006) and in numerous articles written since the completion of the study.

5.6 Two Types of Region—Two Types of Mega-City
Region?

Peter’s past thinking was to prove highly relevant to issues of regional definition
and analysis. In 1970, in Chap. 2 of his text book Theory and Practice of Regional
Planning, Peter had considered the ideas of the French writer Boudeville (1966)
who defined two different types of region. This distinction was to have strong
resonance with a critical difference between two types of mega-city region identi-
fied in the POLYNET study (Hall/Pain 2006; Pain et al. 2006; Taylor/Pain 2007;
Pain 2008).

Boudeville’s first regional type was called a ‘homogenous’ or “statistically
uniform” or “static region” which exhibited statistical uniformity within a certain
range based on a particular criterion, for example, population density. A “contiguity
constraint” was imposed, in other words, for a homogenous region to be statistically
uniform, its component areas must be homogenous and contiguous with each other
for the same criterion (1970: 14–15). Principal components analysis was then used
to define “real natural regions” on the basis of statistical variations and areas of
similarity for more than one criterion (1970: 15). His second regional type was
called a ‘nodal’ or “dynamic flow region”. This type of region reflected patterns of
movement in geographical space, for example commuting.

In 1970, Peter had noted the potential for these regional ‘types’ to inform
analysis. For example he referred to the potential use of data on periodic or regular
trips such as “business men travelling on their regular routes” (1970: 15) as applied,
together with commuting and other flow data in the POLYNET study. He also
foresaw that flow analysis could be applied to larger scale commodity movements
which have been the focus of subsequent US ‘megaregion’ studies, for example
Catherine Ross’s research on megaregion freight and commodity flows and their
economic and environmental impacts (Ross 2009; http://www.coa.gatech.edu/
people/catherine-ross).

A characteristic of Boudeville’s flow regions was their ‘nodal’ or “hierarchic
structure” whereby “flows out of smaller centres converge and coalesce in bigger
ones; in turn, the bigger flows from these bigger centres, together with flows of
smaller centres, may flow into a bigger centre still” (1970: 15–16). This concep-
tualization of the network architecture of a flow region was later illustrated by
patterns of daily commuting in the POLYNET study which referred to the conti-
guity of daily travel to work areas, or FURs, to describe the functional mega-city
region (see Figs. 5.1, 5.2 and 5.3).
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Making reference to the 1930s work of Walter Christaller, Peter saw in 1970 that
the systems offlow described by Boudeville could potentially also correspond, “…in
a systematic way in many cases to levels of economic activity which are associated
with the centres or nodes themselves. They form, therefore, a sensitive guide to the
functioning of the local economy.” (1970: 16). He referred specifically to the eco-
nomic significance of flows of population engaged in ‘non-primary’ industries that
were later to be the critical focus of the POLYNET research.

Although Peter never referred directly to Boudeville’s work, or to his Theory
and Practice of Regional Planning analysis when we designed the POLYNET
project, the two regional types that Boudeville had described can be seen in ret-
rospect to have common reference points with mega-city region distinctions that
were later identified. Boudeville’s flow region corresponds to what was termed in
POLYNET a ‘functionally polycentric’ mega-city region. This mega-city region
type is interconnected by networks and flows at multiple global to local scales.
Significantly, the more global the networks and the flows of a city are, the more
global is its mega-city region. Boudeville’s homogenous region corresponds to
what was termed a ‘morphologically polycentric’ mega-city region in POLYNET,
for example the Rhine-Ruhr and the Randstad. This mega-city regional type has a
profile of statistical similarity, for example the population size of the urban centres
in a mega-city region, giving an impression of spatially balanced development, for

Fig. 5.3 The Randstad Mega-City Region: Constituent FURs. Source Werff et al. (2005: 3)
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example, the Rhine-Ruhr, Germany, and the Randstad, Netherlands, compared to
South East England (see Figs. 5.1, 5.2 and 5.3). Notably, this type of mega-city
region was found to be less ‘global’ and more ‘static’ than the ‘functionally
polycentric’ mega-city region, South East England (Pain 2006, 2008, 2011b).

Of significance is what the study revealed about the importance of different roles
and functions of the global or world cities that generate mega-city regions. The two
different types of mega-city region identified—functionally polycentric regions,
versus morphologically polycentric regions—are being used differently by advanced
business services networks as part of their global, European and national strategy.
Regions that are more morphologically polycentric, containing an even distribution
of cities of a similar population size, are less well functionally integrated and less
well connected to global advanced business services networks, for example the
Randstad, Netherlands and the Rhine-Ruhr, Germany. On the other hand, high
global network connectivity of one city was associated with a distinctive mega-city
region expansion process whereby global functions also become concentrated in
proximate centres leading to real functional polycentricity, exemplified in South East
England. Furthermore the contribution of morphological polycentricity to regional
sustainable development priorities was shown to be highly questionable. The rising
level of cross-cutting travel has unsustainable environmental effects. In the Randstad
for example, the urban concentration and critical mass required to support efficient
public transportation was missing and planning policies for the containment of urban
areas were found to be failing. Meanwhile the Randstad was shown not to have a
balanced economic structure even though it exhibits morphological polycentricity.
Reflecting on Boudeville’s terminologies cited by Peter in 1970, the regional dis-
tinction made in POLYNET can therefore usefully in retrospect be specified as: I—A
dynamic flow/nodal mega-city region (for example, South East England) and II—A
static/homogenous mega-city region (for example, the Randstad, Netherlands).

5.7 Two Mega-City Region Processes

A dynamic flow/nodal versus static/homogenous conceptualization of the two
mega-city region types has resonance with later reflection on the POLYNET results
which drew on Jacobs (1969) and Castells (1996) to inform a programme of US
‘megaregion’ research. In Taylor/Pain (2007), a distinction is drawn between two
mega-city region processes ‘Process A—Mega-city region expansion’ and ‘Process
B—Construction of mega-regions of proximate cities’.

Process A—‘Mega-city region expansion’ is that identified in South East
England where mega-city region expansion is occurring in spite of the primacy of
London. London’s expansion is enveloping previously proximate cities and towns
(for example Reading, Berkshire) that exhibit multi-sector advanced business ser-
vices clustering and a strong presence of international networks and connectivity.
This process is one of a diffusion of urban functions envisaged by Jacobs, but at a
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much larger geographical scale creating a functionally polycentric ‘global
mega-city region’ structure with multiple connections to the world economy (Pain
et al. 2006).

Process B—‘Construction of mega-regions of proximate cities’ is identified in
mega-city regions exhibiting varying degrees of lesser primacy than London. Of
note, these regions showed sectoral specialisation between their cities (for example
banking/advertising in Amsterdam, architecture/logistics in Rotterdam, manage-
ment consultancy in Utrecht-Amersfoort) and a functional differentiation in terms of
the scale of their business network connections with one leading city (for example,
Amsterdam and Düsseldorf) which are dominant for global connectivities. The
result is a primate centre functionally surrounded by a homogenous or static region
that is functionally disconnected from the primate city. As Taylor and Pain put it,
“Thus rather than creating a Jacobsean city-region, process B is about constructing
mega-regions of proximate cities [or] an urban region with holes in it” (2007).

Returning to 1970, in Peter’s discussion of the difficulties arising from the
application of Boudeville’s regional distinction in British situations, he illustrated
the kernel of future debates in spatial analysis in relation to questions of scale and
governance. In considering the question of scale, he notes that,

…whole sets of regions can in fact be observed at different levels … there is a nesting
principle, so to speak, in which larger numbers of smaller regions fit inside smaller numbers
of larger regions … therefore the pattern of nodal regions which one produces in any one
area is not a single pattern of regions. There is no unique set of nodal regions; there are a
number of possible sets of nodal regions depending on the level of activity one is speci-
fying. Then again, we have just been talking about a single function … but if we look at
different functions the set of regions and their boundaries may in fact vary (Hall 1970: 16).

Furthermore he saw that,

…there is a problem greater than this. It is that by definition, there is no necessary cor-
respondence between homogenous regions and nodal regions, or between sets of
homogenous regions and sets of nodal regions. Indeed if one thinks about this for a little
while, there is a good reason why this should not be. The homogenous regions may be
defined as homogenous according to any number of statistical characteristics … there may
be a relationship between homogenous regions and nodal regions [where common causes
exist], but on the other hand, there may not be (1970: 17).

He therefore drew attention to the contested nature of ‘the region’, its scale and its
definition, that would come to be subjects of urgent critical debate in the 2000s
(Harrison/Pain 2012; Pain/Van Hamme 2014). The POLYNET research revealed
polycentrism to be a scale-sensitive phenomenon. The globalization of advanced
business services activity is generating functional polycentricities at global to
local scales, including the mega-city region scale and an emerging transnational,
‘metacity’ scale (Pain 2010). This finding has important implications for policy and
planning as illustrated in England by Government priorities introduced in 2014 for a
‘Northern Powerhouse’ comprising the Liverpool, Manchester, Leeds, Sheffield,
Hull and Newcastle city regions, which is effectively one multi-centred mega-city
region. An advantage of understanding mega-city regions as a process is that
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overlapping scales and the likely reality that different processes coincide in the same
space can be taken into account. The issues arising for mega-city regions planning
and governance will be considered shortly.

5.8 Mega-City Region Zones of Hope—How Sustainable?

Returning briefly to the year 1963, in London 2000 Peter had foretold part of this
futuremega-city region reality in his vision of London’s evolution into amulti-centred
region. It was here that he identified the coming of a “mega-city-region” that would be
120mileswide and contain no less than 28 new towns. Afictional family, theDumills,
were living in a future compact new town to be called Hamstreet near Ashford in Kent
built in 1973. The story was lighthearted but, importantly, it predicted a South East
England society that was to prove incredibly accurate. Sophisticated city consumption
behaviours had spread across the London region.

Hamstreet had been designed to have a target population of 95,000 and that
target was under revision to cater for next generation families. 70,000 of that target
population would be able to walk to the town centre shopping area. But despite its
design as a self-contained community, three of the four members of the Dumill
family do not work in Hamstreet. As an ex-city dweller, Mr. Dumill commutes
daily to work in London. Moreover, while Hamstreet’s fictional planners were
alarmed at growing violation of the new town enclosed community ideal, they came
to accept it as an inevitable consequence of increasing personal mobility:
Hamstreeters “thought as little of going 25 miles to work as of driving 50 miles in
the evening to see friends, or going over to Brittany for a weekend” (London 2000
(1963), reproduced in Hall (2000: 44) The Dumills—Londoners 2000, Town &
Country Planning).

Furthermore, for the Londoners of 2000, “distance is no longer an object. They
learned to do without cars for much of their working day, but for living their own
lives the car has become part of themselves. Just as they no longer can work in
isolated communities, so they can no longer form their friendships and their social
lives within bounds of space. For them Hammersmith to Dover has no more sig-
nificance than would Hammersmith to Hampstead in 1960” (2000: 60). The sce-
nario of the spread of city consumption patterns and individual travel by car across
an enlarging functionally networked mega-city region was also discussed in relation
to ‘The World Cities’ specifically by Peter in 1966, where he also foresaw the
governance and planning challenges that would arise in South East England four
decades later.

As a reverse commuting resident of West London driving his Citroen Deux
Chevaux car some 40 miles daily down the M4 to work at the University of Reading
in the 1970s, Peter would not have been unfamiliar with the reality of complex
patterns of mobility that would be generated by the residents of a multi-centred
region with a world city at its centre. Yet, in the year 2000, reflecting on how his
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1963 vision had turned out, he spoke of his failure to spot the development of Milton
Keynes but did not discuss the implication of ‘The Dumills’ lifestyle, i.e. that new
towns scattered across a regional landscape close to London might be less
self-contained than Howard could ever have predicted in writing Tomorrow in 1898
(reprinted in 1902 as Garden Cities of Tomorrow). Peter commented optimistically
in ‘The 1963 view from 2000’ (Hall 2000) that Many things in this prediction have
come out nearly right… others have not, but the reason is interesting and saddening:
the system has been too slow to anticipate and to react, so that events I predicted to
happen 30 years ago may happen—with luck—in the next ten. Hamstreet did not
become a new town (a pity), because it was pure sustainable development
2000-style… (2000: 46).

His continued vision of a polycentric Howard-style London region populated by
more new towns by the year 2000 imitated the Dutch Randstad development model.
But this was shortly prior to the POLYNET study that was to identify the unsus-
tainable environmental impacts associated with morphological polycentricity due to
intense cross-cutting personal mobility by car (see Fig. 5.4).

But, as will be seen, by the year 2014 at the end of Peter’s life, he began to see
how Howard’s Social City might be applied more sustainably in contemporary
European mega-city regions.

Fig. 5.4 The Randstad Mega-City Region: Commuting, 2002. Source Werff et al. (2005: 14) and
Hall/Pain (2006: 38)
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5.9 Two Types of Regional Planning: Two Types
of Mega-City Region Planning?

Returning once more to Theory and Practice of Regional Planning (1970), in what
ways can Peter’s consideration of a distinction between two types of British
regional governance inform the mega-city region planning challenges of today?

Drawing heavily on Self (1967), he identified two types of regional planning, the
first deriving from an economics or regional science discipline approach and the
second from ecology, design and land economics. The first type of regional plan-
ning referred to as ‘national/regional’ concerned national investment allocation
planning in which policy aims to steer economic growth spatially by introducing
measures by using development incentives and steering resource allocation. Peter
argued that this type of regional planning was the one that had become the dom-
inant European model (Pain 2011a). The second type of regional planning referred
to as “regional/local” concerned the planning of the city and city-region. Here Peter
pointed to the blend of resource, land use and design policies that relate to this scale
which he referred to as an intermixing of “non-physical planning and physical
planning” (1970: 23).

Peter made the interesting point that these two types of British regional planning
had historically rarely appeared to “run together” and that when they had done so it
could be argued that “the marriage was a forced one” (1970: 24). The POLYNET
results suggest that the two types of mega-city region demand that there be two
types of regional planning which need to run together.

He went on to identify the problem that the definition of regional and city-region
boundaries is entirely dependent on the criteria used. Thus “the regional scale” will
be variable and moreover “whole sets of regions can be observed at different levels”
(p. 16). He identifies “the greater difficulty”, “that by definition, there is no nec-
essary correspondence between homogenous regions and nodal regions” (p. 17).
These issues clearly had important implications for planning and regional gover-
nance structures and agendas which had not been explored in depth before the
POLYNET study.

Coordinated planning was found to be compromised by governance challenges
in all of the mega-city regions studied. Halbert and co-authors (Halbert et al. 2006:
206–218) emphasise that planning approaches at European Union, member state
and sub-national levels need to, but do not, engage with the sustainability chal-
lenges posed by contemporary mega-city region development,

The vague and ill-defined concept of polycentricity, as a morphological state, in current
documents is hard for policy-makers to apply and, even if it were possible, this form of
polycentricity at a regional scale has no association with increased economic competi-
tiveness, environmental sustainability or territorial equity (p. 214).

The authors go on to give examples of the lack of appropriate governance
structures in mega-city regions that are identified in the study as having, “a
prevalent soft and shifting functional geography” (p. 208):
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In the Zürich-Basel case Swiss policymakers,

…remain preoccupied with small-scale territorial governance issues and do not adapt the
political framework to emerging issues that will be – and even already are – crucial for
Swiss integration into the global economy.” And the boundaries of its institutional struc-
tures are problematic with an “underlying incapacity to define and implement policies at the
MCR scale” (p. 208).

In the case of Paris,

…the fact that the 1994–1999 Contrat de Plan Interregional du Bassin Parisien (CPIBP)
was not prolonged in a successive period, like all other Regional Contrats de Plan
(2000–2006), was a clear sign in the Paris Region of the inability of various policymakers
(national and regional) to work hand-in-hand to develop coherent policies at the MCR scale
(p. 208).

In South East England, in spite of growing recognition that city-region bound-
aries are ‘fuzzy’,

…the extent and significance of inter-urban functional linkages is not reflected in either
spatial policy advice or institutional and administrative arrangements … the structures,
powers and resources required to manage intensive MCR processes are currently lacking,
resulting in an institutional ‘thinness’ in the area of urban interaction where significant
changes are occurring (p. 208).

Since advanced business services networks operate in and connect multiple cities
functionally, territorial competition between cities is unhelpful especially since
cities do not fit neatly into ‘regional boxes’. As Peter pointed out in 1970, “Whole
sets of city regions can be defined depending on the criterion you choose for the
nodal region” and the space of flows in the contemporary global service economy is
agile, the specification of mega-city region boundaries has ultimately proved a
fruitless and dangerous exercise (see Harrison/Pain 2012). Taylor/Pain (2007)
conclude that,

The reason why this identification of different processes is important is because policy
should be built upon process: two processes require two different policies. The main policy
weakness identified in Europe has been a failure to conceptualise spatial relations in this
way, hence the need to support dynamic and fluid mega-city regions has not been addressed
… the materialist approach adopted in the research reported highlights the need to obtain
evidence for the veracity of regional concepts in the work carried on in cities: planning
should not be carried out separate from the practice of current economic actors (firms) that
use cities.

5.10 The Regional Planning Protagonist—Final
Reflections

In introducing this chapter, I made reference to three intentions that have proved to
be interlinked: First, to research the emergence of the contemporary mega-city
region as observed and understood by Peter whose analytical lens was focused
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obsessively on the spatial form and functioning of cities for more than half a
century; second, to trace how a critical relationship between Peter’s two great
passions, cities on the one hand and railways on the other, ultimately allowed him
to inform a new, spatial vision for more sustainable mega-city regions; and third, to
draw attention to the part played by the breadth of Peter’s disciplinary positioning,
first and foremost in geography, that allowed him to contribute critical insights to
planning practice.

The short trawl through a selection of Peter’s publications has highlighted how
his early interest in the historical-economic geography of London during his Ph.D.,
was to evolve over time, introducing an interdisciplinary spatial perspective to
urban policy and planning debate. His early ideas for the roll-out of Social City new
towns across South East England can be viewed in retrospect as having been
destined (had they been realised) to contribute to a regional development pattern in
North West Europe that is now recognised as generating unsustainable intense,
cross-cutting physical flows of people by car.

Howard’s Social City model, upon which Peter’s new towns vision was based,
was formulated years before the advent of mass car ownership. The ideal Garden
City of 1902 was predicated on a totally different model of mobility needs,
expectations and means to that of today, i.e. the use of feet, and even horses, instead
of cars. Thus the sustainability of Howard’s model clearly requires critical
re-evaluation and re-working (Adams et al. 2015). Moreover, although ‘urban
containment’ had become a planning objective when London 2000 was written, this
was years before the societal changes that would present new challenges to con-
tainment policy and before widespread recognition of linked climate change and
environmental sustainability imperatives.

Ultimately, Peter’s two great passions were to come together in his pursuit of a
model for the future sustainable development of mature polycentric mega-city
regions. He came to realise the need to review his regional vision post-POLYNET,
and in the same year that Good Cities, Better Lives (2013a) was published, he
addressed the crucial question that had eluded attention in his earlier work in
‘Refreshing the parts that other transport cannot reach’ (Hall 2013b):

But the big question still remains: can tram-trains and BRT services perform the miracle of
extending good public transport into wider and wider peripheral areas? The answer is
probably not… (2013b: 130).
…the area west of London is turning into a complex mega-city region of its own; but as
well as being dependent increasingly on long trips to London, it is also developing what
one could call a life of its own. The growth in these long ‘inter-unit’ journeys is itself very
worrying (2013b: 131).

In Sociable Cities … (Hall/Ward 2014), recognising the increasing urgency of
the challenge to address the present and future housing needs of London’s growing
population beyond its boundaries, post-SINTROPHER, Peter saw the virtue of the
European model for the development of transit-linked ‘urban extensions’ within
short distances of existing town centres. Because UK densities of dispersed smaller
urban centres potentially suitable for expansion would prohibit tram links, he
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proposed rapid bus transit to connect the new settlements to high-speed train
stations.

However to achieve such a vision in England, a strategic plan to succeed the
ODPM (2003, 2004) strategy for ‘Sustainable Communities’ would need to be
reinstated and local communities and authorities would need to cooperate to deliver
it. Peter’s long held view was that Britain was in need of a radical new interven-
tionist approach to planning and governance at the two levels he had discussed in
Theory & Practice of Regional Planning in 1970: first strong state engagement with
national/regional level priorities and central policies for infrastructure investment
throughout the country and, second, devolution of financial levers to empower
regional/local level planning and governance for real functional city-regions.

Writing in 1975, Peter had mourned the loss of joined up regional planning after
the demise of the 1950s Ministry of Town and Country Planning regional offices in
each of Britain’s main provincial cities,

…at this point the idea of coordinating the various local plans seems to have been more or
less abandoned. The almost inevitable result was that the various local planning authorities,
left to their own devices, pursued a defensive and negative policy (Hall 1975: 123–124).

And following the demise of the regional planning system that had eventually
been introduced in England by a Labour Government, there are no longer any real
vehicles for the development of long term, coordinated spatial strategies and
co-operation between Local Authorities, Local Enterprise Partnerships (LEPs) and
cities with combined authorities and City Mayors across England. Peter was a
strong advocate for strategic planning however it can be argued that it was his
disciplinary positioning as a planning ‘outsider’ that allowed him to make his most
important contribution to good cities, better lives and better planning, a fearlessness
in remorselessly questioning the status quo.

Given his longstanding contributions to debate on a strategic planning vision for
London, it is no surprise that he came to study the global mega-city region in South
East England that had been emerging throughout his career in what proved to be its
final decade. Looking back, the mega-city region he identified in England and
researched with colleagues across North West Europe seems to have been a natural
development from everything in Peter’s career that had gone before. Significantly,
the culmination of that research has ongoing relevance for the sustainable man-
agement of urbanization worldwide.
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Chapter 6
Creative Destruction, Long Waves
and the Age of the Smart City

Michael Batty

6.1 Introduction

One of Peter Hall’s main themes in his research was the impact of technology on
cities and regions. Although his early work was largely about the form and function
of cities, particularly world cities, and how the planning system in Britain and
America was changing the shape of cities, his first visits to the Far East energised
his interest in the way cities were crucibles of creativity and innovation. From this,
his interest in how long waves of technological innovation since the onset of the
industrial revolution have impacted on cities led to an exploration of the geography
of Kondratieff cycles and with this, the way in which new technologies destroy the
old in the manner first articulated by Joseph Schumpeter. This essay reviews these
ideas and Peter’s contribution to them but also speculates that the Sixth Kondratieff
wave which has just begun will be a culmination of the previous ones in that new
information technologies will lead to massively decentralised devices implanted in
ourselves and in our cities. In terms of our interest here, the Sixth Kondratieff will
be the Age of the Smart City, something that Peter Hall was directing us towards.

Peter, to my knowledge, never wrote about smart cities per se although he was
clearly aware of the rise of the movement that had become quite distinct and popular
by the time he passed on in 2014. But what he did pursue as a major theme in his
research throughout his academic life was the impact of technological change on
cities that in many senses was one of his major preoccupations in charting the
evolution of cities and the changing face of planning from his first writings in the
1960s. In his autobiographical essay (Hall 2015), he acknowledges several origins of
this interest. From his schoolboy days, the library at his secondary school in
Blackpool, England, contained Schumpeter’s (1939) massive work on Business
Cycles and his appreciation of the works of the early 20th century economic theorists
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such as Keynes gave him a deep understanding of the importance of innovation and
technological change on contemporary as well as past societies. These ideas
remained, however, quite dormant in his research and writings in the 1960s and early
1970s but they positively exploded on his first visit to the Far East—Hong Kong—in
the mid 1970s.

He was amazed by the dynamism of these new Tiger economies that had sud-
denly sprouted up, overnight almost, and were in clear evidence by the late 1960s.
No one had ever thought that British colonies such as Hong Kong and the newly
independent Singapore would become incubators for the world’s high tech,
financial services and automated manufacturing that they subsequently have
become and no one ever thought that the new global economy would be fashioned,
not around America, but around China. Japan was ‘number one’ in those days
(Vogel 1979) but this was predicated on their attention to detail, and their continual
scrutiny of quality at every level of their products. Japan was still a closed society in
many ways and their specialisms in manufacturing were very focussed, with many
areas of their economy rather backwards in terms of automated practices and
business ethics.

Perhaps the best way to communicate Peter Hall’s surprise at what he saw in
Hong Kong is to quote him from his essay (Hall 2015) where he says: “I was totally
mesmerised by the energy, the power, the achievement of the place. Most surprising
for me was the achievement: expecting a third world sort of country, I found a city
that in many ways was more advanced than London. And Singapore, to which I
paid a flying visit, was even more impressive: it was a kind of 1960s planners’
dream, a British city that never was.” He continues a little later in that essay to say:
“Reflecting for days and weeks after that first trip, I came to an insight that later I
found reflected in the writings of Schumpeter: that the reason these societies were
so successful was that they gave scope for enterprise, that is for innovation, …”.

To an extent, Peter Hall’s contribution to this debate is clustered around his
writings about high tech and cities, particularly in Europe and North America. He
did not write or research much about the Far East for one of his long term quests
was to make sense of the changing economic geography of cities, particularly in
Europe and the west in general. But the series of books that he wrote between 1980
and the mid-1990s reflected this interest in growth, technology, and communica-
tions that were based on ideas about innovation and creative pursuits in cities. His
contributions followed three subthemes in this wider domain: books relating to
growth poles which in some senses were the drivers of urban change such as
Growth Centres in the European Urban System (Hall/Hay 1980), and those relating
to high tech concentrations, science parks and science cities such as High Tech
America: The What, How, Where and Why of the Sunrise Industries (Markusen
et al. 1986) and the comparator volume in the UK called Western Sunrise: Genesis
and Growth of Britain’s High Tech Corridor (Hall et al. 1987), edited books in the
series on urban form and technological change such as Cities of the 21st Century:
New Technologies and Spatial Systems (Brotchie et al. 1992), and last but by no
means least his writings on the wider theory of technological change relating to how
cities evolve as reflected in his book The Carrier Wave: New Information
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Technology and the Geography of Innovation, 1846–2003 (Hall/Preston 1988). In
fact a late entrant to this grouping which did include the Far East, was his book
Technopoles of the World: The Making of 21st-Century Industrial Complexes
(Castells/Hall 1994) which went well beyond science parks, written with Manual
Castells at the end of their Berkeley days. We will reflect on these writings in our
appreciation which follows but before we do so, let us outline the theories asso-
ciated with Schumpeter which so fascinated Hall and which drove his interest in
this area particularly in the 1980s but more generally throughout his intellectual
lifetime, studying and speculating on the future of cities.

6.2 Long Waves in the Urban Economy

The idea that history is cyclical betrays a highly deterministic view of evolution that
is not much in accord with the empirical evidence, apart from the fact that cycles do
exist although perhaps not in so simplistic a form. Nested economic cycles with
different periods and amplitudes can be clearly discerned and can be measured
fairly unambiguously using various economic indices but whether or not they form
any long-term pattern is arguable. However business cycles can be disaggregated
and focussed on cities and regions as much as they can on national and international
economies. Building booms and busts, for example, which characterise the growth
of all cities, provide excellent examples of one of these cycles and the question that
Hall asked himself was whether or not the structure of cities and the growth of the
an urban economic milieu was reflected in such cycles, particularly those which
related to technology. It was Schumpeter (1939), however, who had picked up on
long cycles that reflected changes in technology. He popularised the work of
Nikolai Kondratieff, a Soviet economist who had argued in a series of publications
in the early 20th century which were collected in his book The Major Economic
Cycles (Kondratieff 1925, 1984), that there appeared to be long waves or super
cycles of approximately 50 years in length which mirrored the rise and fall of new
technologies, with the particular notion that one cycle led to another; in other
words, that once a cycle had worked its way through from its inception to appli-
cation (in the case of major technologies), another would begin on the tail end of the
previous one. The Politburo however did not like this notion because it suggested
that capitalism would always adapt and transform itself away from any long term
collapse, Consequently Kondratieff who was quite high profile in the Soviet gov-
ernment service, was quickly dispatched to the Gulag where he died in 1938 but not
before his work had been translated and picked up in the west, first by Schumpeter.

Kondratieff’s and Schumpeter’s discussion of long waves was put into per-
spective by Kuznets (1953) who massaged these ideas into a fourfold temporal
structure. Each wave that began when the technology entered the market place, was
a period of intense innovation and growth. The wave then entered a second phase
called recession (but not our current usage of the term, more like a drawing-in of
the previous boom); this was actually a kind of consolidation of the impact of the
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technology. This then turned through stagflation into depression, which finally
bottomed out into a fourth phase of revival or recovery. Various terminologies have
been used to define this four-fold structure and the terminology remains somewhat
obscure. But essentially these waves were not only technological but primarily of
wider import in that they describe the economy as passing through inflation and
growth, stagflation, deflation-depression, and then improvement only for the cycle
to begin again. In fact Mensch (1975, 1979) mapped the diffusion of technologies
that follow the usual logistic curve in the way they grow and penetrate the market
onto these long waves, thus providing a somewhat richer and more complete
portrayal of these theories of innovation.

There are many other cycles that differ from these long waves as well as from the
standard business cycle. Rostow (1960) in his book The Stages of Economic
Growth proposed that shorter waves were subsumed within a series of much longer
waves that mirrored the way industrial society emerged through traditional
pre-modern, then an era where conditions for technological take-off were set, then
leading to the take-off itself which leads to mass consumption (and production). In
fact Rostow’s model is now quite dated although the notion of these stages
occurring as much longer waves is attractive and possible relevant to the devel-
opment of post-industrial society. Inside these stages can fit Kondratieff cycles
while other forms of urban evolution in terms of the morphological structure of
cities and regions such as that due to Vance (1990) are also consistent with the
waves.

A casual interpretation of Kondratieff waves (K-waves), which is also one that is
widely held, is that we are now at the end of the Fifth Kondratieff. With a period of
about 50 years, this interpretation suggests the first one began around 1800, perhaps
a little before and encapsulated the age of steam with cotton manufacture being the
major technological improvement. The second wave began between 1830 and 1850
lasting to 1880, which was the age of railways and steel, while the third wave from
1880 to 1940 was the age of electricity and the automobile. The fourth Kondratieff,
which started at the end of World War 2, was the age of information technology and
the computer while the fifth wave which in started with the invention of the PC
(personal computer) and networking in the late 1970s is the age of the internet and
widespread application of information technologies about the person. The sixth
wave which some argue is about to begin, might be termed the age of the smart city
although I have never heard anyone describe it as such. Undoubtedly the tech-
nologies involved are those of the computer and communications but in many
senses, this is a new wireless age where computers are able to communicate with
each other through any one at any time in any place. What we call it, of course, will
only make sense when we see this period of social history in hindsight.

Peter Hall himself first wrote about the Fifth Kondratieff in his frequently
published commentaries in the weekly magazine New Society in 1981 and 1983. In
fact you have to remember that the transistor invented in 1948 at Bell Labs, the
integrated circuit in 1959 at Intel and Texas Instruments and the microprocessor or
computer on a chip in 1971 at Intel, had only just led to the development of the
personal computer and it was very unclear at the time as to the extent to which the
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computer as a universal machine would come to dominate the world as it has done.
Although Peter Hall like several before him defined the Fifth Kondratieff in terms of
information technologies, the sheer scale of what has happened in the last 40 or
more years was barely anticipated, although by then he was living in San Francisco
and must have known of the Home Brew Computer Club and all else that was
happening in the Valley. His two articles in the magazine focussed our collective
interest not on Kondratieff waves per se but on their geography. In his autobio-
graphical essay, Peter Hall says of his emerging and burning interest in innovation
in cities and Schumpeter’s contribution:

The result was an article in New Society, The Geography of the Fifth Kondratieff Cycle
published in 1981 and a short piece on the 100th anniversary of Schumpeter’s birth, which
came out in 1983. I suppose that just as parents secretly have favourite children, so authors
have favourite works: these two articles, in particular the second, are my own personal
favourites. I think that in the three pages that Paul Barker1 allowed me, I said a lot about
what anyone needs to know about the career and work of this extraordinarily exotic and
brilliant man, … (Hall 2015: 17)

Every interpretation of Kondratieff long wave theory suggests a slightly different
timing and focus of each of the five waves defined since the industrial revolution
began. Indeed there are those who consider that these waves go back before the turn
of the 19th century, indeed back to the Renaissance and medieval times. Indeed one
suspects that one might be able to find evidence of such cycles in the classical era,
in China and elsewhere although any data disappears into the mists of time.
A recent and much more up to date interpretation of the Sixth Wave has been
developed by Naumer et al. (2010). To do this, they define the previous five waves
more generically as temporal intervals from 1780–1830 as the era of machine
manufacture of clothing, 1830–1880 as the era of mass transportation, 1880–1930
as mass production, 1930–1970 as the time of individual mobility, and from 1970
to 2010 as the era of information and communications technology. Already the
waves are out of synch with previous interpretations, such is the ambiguity of this
kind of chartism. Kondratieff’s waves are often shown as an idealised time series of
related waves and Naumer et al. (2010) produce a rather a good and evocative
diagram of our current understanding that we reproduce as Fig. 6.1.

The sixth period, which we have just entered, is focused on miniaturization of
information and biochemical technologies, which are being used in social and
medical applications in the context of institutional change, which will deal with
aging, climate change and newly polarized economic structures. In some senses, I
would depart from this by suggesting that the internet is increasingly dominant in
this sixth wave where devices are disseminated and implanted in virtual everything
that we have a concern about including ourselves and that the era of medical
advance will really come into its own in the seventh Kondratieff which will
probably occur somewhat faster than those in the past. In this sense, the periodicity
of the cycles or waves is shortening and eventually they may collapse into each

1The Editor of New Society.
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other, creating a singularity that is frankly beyond our understanding (Kurzweil
2005). But this is an area we will avoid as it remains in the realms of speculation, no
matter however fascinating. Peter never wrote about this and I do not know if he
was aware of its import in terms of futurologies, yet it is closely related to ideas
about long waves.

There are several features of Kondratieff waves but four main characteristics
stand out. Once a technology is developed, it is exploited remorselessly and
eventually it peaks, ultimately dying of exhaustion or at least being incorporated
into the conventional wisdom and practice of the economy of that time. Human
ingenuity as it is however usually advances by beginning to exploit a new tech-
nology which is often contained in the genes of the old—just as new scientific
theories and paradigms emerge from the limits of that which is pre-existing. The
cycle is often dominated in its early stages by an excess of finance capital which
again tends to peak as the technology matures usually leading to the third feature
which is a severe recession/depression2 which precedes the upswing in which a new
technology is invented and established. During this period, considerable social and
institutional transformations can take place as new technologies usually require new
organisational structures.

In terms of the fifth and latest Kondratieff for which we might have a complete
record and which many agree began around 1970 with the invention of the
microprocessor and ended with the invention of the internet, the rapid growth and
dissemination of personal computers and networking has dominated the upswing
which has also led to the development of the internet in the later growth period.
This was widely established in the late 1990s and this led first to the dot.com boom

Fig. 6.1 An Interpretation of Kondratieff Waves from Naumer et al. (2010). Source Datastream
and Allianz Global Investors Capital Market Analysis 2010

2Enormous confusion reigns about these two words especially in Long Wave Theory. Essentially
my own interpretation is that they are loose equivalents of one another.
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and bust, equivalent to the period of recession (in the old language of the
Kondratieff) and stagflation. In fact this was followed by the great recession which,
in Kondratieff terms, is depression from which the world is slowly emerging on a
new upswing with very different new technologies in personal lifestyles such as
smart phones and apps and early innovations in medical technologies, AI,
self-driving cars and so on. This is the food for the sixth Kondratieff that I argue
here is the smart city. Or at least some part of this wave is composed of the smart
city which is the development of large-scale, all pervasive and invasive computing
in personal, public, and private domains and spaces.

Before we conclude this section on the approach to innovation and creativity in
technologies that are reflected in cities, we need to examine in a little more detail
the way we create, transform and then destroy technologies that are most clearly
reflected in the built environment. Schumpeter (1939) argued that not only do long
waves start with the creation of new technologies, the very act of creation contains
within it the seeds of destruction of the technologies that are replaced or displaced
or both. Some technologies, of course, simply become part of the background and
are absorbed quickly and often painlessly although their value tends to fall. New
technologies sometimes compete directly with old and the process of transformation
from old to new depends on strong and fierce, often bitter competition that results in
the old being destroyed often with much value within them remaining. Asset
stripping is the popular phrase used in mergers and acquisitions. This is particularly
true in terms of capital from whichever more value might be extracted even though
it contains much intrinsic value in its current form. The best examples tend to be in
areas where old technologies become automated and the amount of labour drops
dramatically, as processes are computerised: iron and steel, car manufacture and
such like are classic examples. These industries do not disappear but simply
become leaner, smaller and more competitive, and provide space in the labour
market for new technologies to thrive. So the process of destruction is always
paralleled or coordinated with processes of creation.

In cities in their built environments, this is even clearer. For example the city of
London—the financial quarter—has been rebuilt at least three times since the
second world war in times of boom shorter than the Kondratieff for much of this has
happened within the fifth wave. It is possible to see perfectly serviceable buildings
being pulled down and replaced by ones which embody higher tech but also exploit
densities more intensively and thus add value to the stock, reflecting the rapid
changes in land values as population continues to rise and place pressure on these
most accessible and attractive locations (Batty 2007). In some senses, these changes
reflect changing technologies and can be locked onto the long waves that reflect
technological change at a macro level. But there are many elaborations of tech-
nology that take place on much more rapid cycles and we will note these a little
later for they do cast some doubt on the length of the most significant waves in the
economy. However it is in the genesis of creation and destruction that lies at the
heart of these long waves. Schumpeter himself drew his inspiration from Marx who
argued that capitalism is so essentially competitive that new entrants wage war on
those who control the current means of production and their competitive instinct is
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to destroy the old in the creation of the new. In short, those with new ideas always
seek to displace and destroy the conventional or received wisdom. This in fact is a
truism across society in the construction of knowledge as well as human institu-
tions. It was Max Plank who said that a new generation of science is born only
when the old dies out for the old will never accept the new.3 Old paradigms remain
until those who identify with them move on.

There is one last qualification we must make about long waves. There is con-
siderable ambiguity about the beginning and end of each of the waves in modern
industrial society, which began in the late 18th century. Technologies can be easily
identified in their innovation and development, but how these map onto the busi-
ness cycle is harder to determine. Schumpeter (1939), like many after him, had a go
at this, defining three or more cycles which nested into each other with different
periodicities but when we come to look at new information technologies the picture
is much less clear. Since the inception of miniaturisation of electronic circuitry that
began with the discovery of the transistor in 1948, the rate at which memory and
speed has increased has followed the remorseless curve called Moore’s (1965)
Law.4 Every 18 months or so, memory and speed double while the cost of such
fabrication reduces by half and this has gone on since 1948, which is now some-
what longer than the fifth Kondratieff. Despite the dot.com boom and the great
recession, all of which are consistent with the fifth Kondratieff cycle, the power of
IT has increased regardless and it shows no sign of stopping. It could be argued too
that the emergence of the web and now of highly decentralised devices and apps
which are intrinsic to the idea of the smart city, defy the Kondratieff and are not
affected by the cycle of creation and destruction which is more of a continuous
force rather than a cyclic wave. We will follow these ideas more explicitly below
but first we will return to Peter Hall’s application of the Kondratieff to geography
and to cities.

6.3 The Creative City: Crucibles of Innovation
and Incubation

Creativity and innovation go hand in hand in contemporary societies and in the last
30 years, cities have begun to be defined by their ability to foster such creativity and
innovation. One of the greatest proponents of this view was Jacobs (1961) who in
her seminal work—which was superficially a denunciation of the top-down US
planning system which she argued was destroying the American city—explained

3Strictly he said: “A new scientific truth does not triumph by convincing its opponents and making
them see the light, but rather its opponents eventually die, and a new generation grows up that is
familiar with it” (Planck 1950, Scientific Autobiography and Other Papers, London, Williams and
Norgate, p. 33).
4See at: http://spectrum.ieee.org/semiconductors/processors/the-multiple-lives-of-moores-law.
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that cities brought together and focussed incredible diversity of talent. It was this
variety that led to much greater innovation and creativity than could be assumed to
take place in lower density, more rural and possibly poorer agrarian settings, and
thus she argued that the quality of life was considerably richer in cities than outside
of them. A modern rendition of Jacobs’ argument has recently been presented by
Glaeser (2012) who takes the argument further implying that the larger the city, the
greater the diversity and the better the quality of life for its inhabitants.

Like all polemics, there is a grain of truth in this but there is also considerable
disquiet in its argument. Bettencourt et al. (2007) drawing inspiration from Marshall
and his definition of agglomeration economies, present evidence that the bigger the
city, the greater the per capita wealth but so too is the greater the inequality within
their urban populations and it is entirely possible that the extreme wealth associated
with a very small number of persons dominates the much lesser wealth associated
with a much larger number of poor people. In short, the picture concerning big
cities and their agglomeration economies and diseconomies is quite confused but
what does seem to be clear is that the number of creative activities grows more than
proportionately as cities get bigger, especially in employment which can be mea-
sured in terms of their productivity by patents, in entertainment and highly creative
pursuits in the arts, indeed in any occupation or activity that depends on highly
creative talent.

Creativity is an intensely personal act and if cities represent the crucibles of
invention and innovation, they are essentially mechanisms for bringing people
together from which sparks will fly. It is density and connectivity then that raises
the stakes in cities and it was this that Peter Hall first saw in Hong Kong in 1975.
Cities are built from the bottom up and in the last 30 years, this has been widely
articulated as part of complexity theory (Batty 2005). In fact economic cycles are
clearly determined from bottom up action as there is no central control guiding the
economy to produce such waves. Such waves are the product of an invisible hand—
the product of individual creative and competitive actions that generate optimism
and pessimism in the economy, and the fact that there are upswings and down-
swings is entirely consistent with the notion that new inventions are spurred on by
positive feedback between those working on them while when the technology
matures, the market adapts to their presence, assimilates them and their early
promise becomes widely accepted with the initial enthusiasm and added value
wearing off. This sets off recession and thence depression as things overshoot and
the early promise disappears. This of course drives individual inventors and
entrepreneurs to try to renew their technological edge and the search for new
technologies and new markets starts the cycle over again. Positive feedbacks kick in
at every stage.

Peter Hall’s most significant book on the Kondratieff written in 1988 with Paschal
Preston is called The Carrier Wave (Hall/Preston 1988) and is really a history
of ‘New Information Technology and the Geography of Innovation, 1846–2003’
which is the subtitle of this work. In fact, his book is not really focussed on cities and
regions but more on the forces of information technology from the telegraph to the
personal computer that have driven the third, fourth and fifth Kondratieffs. In one
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sense, Peter needed to write this book before his last significant text on these new
technologies, namely his Technopoles of the World (Castells/Hall 1994), which does
in fact focus on the geography of where such technology is produced or rather
invented. What Peter’s work on the Kondratieff really shows is something that others
have not really focussed upon: the waves can be quite uneven geographically and
this of course blurs their temporal coincidence. Hall and Preston argue that by the
end of the third Kondratieff, Britain as an industrial nation was lagging in com-
parison to its economic counterparts. This is a hard argument to demonstrate
unequivocally for the radio, TV, and then the digital computer were much in evi-
dence in terms of British inventions during the fourth Kondratieff. Yet during the
fifth, the British economy lost whatever advantage it had in new information tech-
nologies. What other nation could invent one of the world’s first digital computers
The Colossus to crack the German U-boat codes only for the ten that were on order
for Bletchley Park to be broken up for scrap at the end of the Second World War
before they had been delivered to the code breakers. Turing’s message that such
machines were universal—that they could be used to do anything that could be
reduced to binary digital code and most things can—has taken a long time to take
sink in. This more than anything else defined the fact that the fifth Kondratieff would
barely happen in Britain as its economy headed downwards to de-industrialisation
although the sixth wave shows every sign of restoring the balance.

A geography of innovation of a kind was produced by Castells/Hall (1994) that
in some respects is the obvious complement to The Carrier Wave. This is not really
a geography of how new information technology is being used as it develops during
the fourth and fifth Kondratieffs but a geography of the places where new infor-
mation technologies are produced—or rather invented and then produced which are
often in different locations. They argue that the focal points where new IT has been
invented have been in planned rather than spontaneously evolving locations but I
doubt this very much and find it a strange argument. In fact, where these new
technologies are produced is not in the core or inner areas of cities where earlier
technologies were located. Indeed new industrial zones have been created, the
classic example being in Silicon Valley, which has evolved from the bottom up, a
product of massive path dependence due to a succession of historical accidents
accompanied by positive feedbacks that have built many of the world’s most
prominent computer companies. Some nations have identified science parks and
subsidised these while others have identified entire science cities but once begun
perhaps with some seed funding a little like new towns and garden cities before,
these initiatives have become self-sustaining. In fact what constitutes planned and
what constitutes organically evolving spatial structures can be quite blurred as most
development is a combination of both, neither entirely bottom up or top down.

There is nothing very specific about the locations where the most innovative
ideas are produced. In fact the most basic of ideas tend to be produced almost
randomly in space and time. Clusters of innovations do tend to occur in high
density situations in and around the core of large cities but these tend to cluster
around universities too which tend to be quite central in their location. Innovative
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ideas are also generated in suburban locations, in the sprawl as well as in these
dense clusters and regionally such locations tend to depend more on the general
economic milieu than on specific fine scale locations per se. So for example most
new IT has been produced in the south of Britain or in its biggest cities and
universities, and the same is true in the United States. Insofar as these patterns are
not borne out, then it is historical accidents that are the determining factors.

Peter Hall never really discussed how we use information technologies in
working and living in cities and to an extent the smart cities movement is much
more concerned with these kinds of issue. It matters little where such technologies
are produced but how they are used and how they change our behaviour and in
terms of the way cities are organised and develop, this is all-important. In Peter’s
quest to explain technologies and their role in structuring and enhancing the quality
of life in cities, his focus was mainly on how such technologies inform and enhance
the economic quality of life in cities. In fact, technologies also divide the population
and some of the wider issues concerned with populations which are segregated into
information rich or poor, relate to how cities are structured spatially. Peter’s work is
mainly on the supply of technology, on its production not on the demand for
technology and they way it is used.

What I will do in the rest of this chapter is speculate a little about how I think
Peter Hall might have reacted to the smart cities movement had he lived longer.
I think that the movement is so profound and deep-seated, in many senses so
misguided and so all embracing, that he would have begun to react and comment on
its importance and impact. In one sense, he had already begun to embrace its effects
in his focus on communications technologies. Reades (2016) in this volume
explored many of these questions in his doctoral thesis and he was one of Peter’s
last students who stood astride the divide between substantive issues of technology
in cities and the way those same technologies are used by ourselves to understand
cities. In his chapter here, Reades articulates Peter’s key approach to cities and
technology when he says: “Peter did not, I think, have a lot of time for purely
econometric reasoning; it was relevant principally insomuch as businesspeople and
planners thought it was when taking decisions” (see Hall 1962: 169). It was, in
other words, generally better to look to history for both the bigger trends and
recurring patterns, as well as for the details. So history as recounted here in terms of
the Kondratieff is the key and the more pragmatic usage of technology with respect
to the way it alters human behaviour which is what big data and the smart city is all
about is something that Peter would only have commented on when much more
evidence of its meaning had become available. Just as he commented on the British
planning system in his volumes on The Containment of Urban England (Hall et al.
1973) from a historical perspective, he would have begun the same on the smart
cities movement in the near future. The fact that he did not live long enough to be
able to do this, gives me a chance to make my interpretations of what he might have
said with respect to the current development and applications of this technology
which define what many speculate is the sixth Kondratieff.
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6.4 The Sixth Kondratieff: The Age of the Smart City

In fact, Peter did talk a little about smart cities in a more popular way, although this
can hardly be called research. He was well aware that computers were continually
entering all facets of daily life and in this sense automating the city beyond anything
that had been speculated upon in the 20th century—beyond Fordism, beyond
automation (which is now a somewhat dated term pertaining to the industrial era),
beyond mass production, even beyond niche manufacturing. He saw this particu-
larly in new forms of behaviour pertaining to transport which in some senses is the
heartland of the smart cities movement. In his popular journalism, he referred
extensively to such technologies talking about how families of the near future will
juggle travel and job locations using smart phones which are programmed to keep
them on track, literally as well as metaphorically (Hall 2010). To an extent what
Hall and others perceived is that these kinds of technology are really part of a
seamless array of technologies that we as planners and geographers need to con-
sider in a more integrated way than we have in the past: thinking not only about the
production and consumption of technologies but how we use them to understand
that same production and consumption.

It is worth emphasising this point. Peter’s work on technology was very much in
the spirit of economic and industrial geography, the geography of why, where and
how different technologies were located with respect to their production. In this
sense his work is in the tradition of location theory, which tended to deal with
production and supply rather than consumption and demand. This latter focus on
consumption and demand is more evident in analysis of the information economy
with respect to the way we as individuals are using new technologies. As in any
study of the geography and structure of the economy, there is an asymmetry
between the way we study production and consumption, demand and supply with
these two foci being poles of study that define our knowledge of how new tech-
nologies are invented, disseminated and consumed.

In terms of cities, there are two other dimensions that pertain to technology. In
fact new information technologies first made their appearance not in the study of
automation in cities or in the geography of automated products but in the use of
computers for planning cities. In fact, my own work is very much in this domain
and only touches on the notion of the geography of production insofar as our
models reach out to include such geography in the models that we are using to
simulate such form and function. While this dimension has been progressing with
ever more sophisticated, ever faster models, with better and better visualisations,
computer technologies are now finally being embedded into the fabric of cities.
Computers began in the scientific lab, moved quickly to organisations in the 1950s
for transactions processing, hit the personal and entertainment market in the 1980s,
while all the time being networked in terms of remote processing and storage. Now
computers have begun to be embedded into the public domain and that is where we
see the advances in transportation technologies and the demand for them so
cogently described by Peter Hall in 2010 in his thinking about the near future.
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This is essentially our third domain with respect to geography and planning—the
smart city which essentially is this embedding of computation and communications
into the city so that it might be made more efficient and possibly more equitable
although this is hardly guaranteed. In terms of its definition and scope, the smart
city also includes questions about urban data—big data—and it extends to ana-
lytics, which at a push might include urban models of the kind that pertain to
forecasting and impact analysis. The key dilemma that my own field is facing is the
extent to which time frames are changing in terms of our understanding of the city
due to a focus in the smart city on more routine, real time change—not a bad thing
and long overdue—but something that is taxing our abilities to explain and sim-
ulate. There are also strange inversions about how we can use our technologies to
study the same technologies we are trying to explain and thus in how they are
changing the system of interest, the city. This new technological milieu in cities,
their planning and their geography is now the focus.

The main feature that is changing our world and the world of cities that Peter
wrote about is the fact that cities are becoming more complex as they evolve. In
short, the subject of our interest is forever shifting and this means we have to run to
stand still. This of course is social change but there is little doubt that material
wealth as well as new communications technologies is massively broadening our
personal and collective horizons and this is making cities harder to understand,
more heterogeneous, with more complicated order and pattern as well as a multi-
plicity of new ways of production and consumption. The smart city is just one
manifestation of this increasing complexity. What new information technologies are
doing is that when embedded into the public domain—in transport, energy, and
related utilities as well as the ways we access them and control them—they are
generating massive amounts of data about the functioning of the city which is the
‘exhaust’ of real time processing. The big data that comes as part of this exhaust is
highly unstructured, some of it is noise but it is giving us a temporal perspective on
the city that we have never had before. Peter did not have the opportunity to rely for
any of his research on the big data that comes from such real time technologies but
he was aware of what was possible and what he himself needed to make sense of
the future form of cities.

To a large extent, Peter’s focus on future cities was related to the creative cities,
to cities which were being built around new media drawing on the work of a variety
of ideas from those associated with Florida (2002) to Landry (2008). In fact since
these ideas began, the entire world of cities has been revolutionised by social media
mainly associated with smart phones where access to all of use (who have such
devices) has produced new layers of complexity in the form of social networks,
either directly as through media such as Twitter or through web site such as
Facebook. Peter did not write anything about this kind of media as far as I know for
we are all still getting to grips with its meaning with respect to how cities form and
function. Vast new data sets are available in real time that tell us where and what we
are engaging with using this media but our understanding of their meaning is
extremely primitive. There are many open questions as to what such media means
with respect to the organisation and planning of cities and we stand at a threshold
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with respect to how the future city will embrace such new technologies. It is this as
much as anything else that marks the beginning of a new Kondratieff, the Sixth,
which we have penned as The Age of the Smart City.

In the lecture he gave to the Balzan Foundation (Hall 2005) where he received
the prize for his book Cities in Civilization (Hall 1998), Peter Hall ends by saying
that what he wants to do is to supplement and extend his work on urban poly-
centricity called POLYNET that had occupied him in his last decade (Hall/Pain
2006). He wished to compile and interpret much better and more complete data on
information flows. He says: “There is a parallel research agenda, impelled by the
one piece of the POLYNET research that proved a relative failure. This was the
attempt directly to measure the flows of information between firms and between
places in such polycentric regions, by measuring both business travel and
telecommunication flows—telephone calls, email messages…. Since completion of
the study, however, I have discovered a rich potential source: the geography of
mobile telephone traffic” (Hall 2005). It was this that Reades (2016, this volume)
worked on for his doctorate and indeed this propelled Peter towards smart city ideas
for Jon worked with ourselves in CASA on these issues and now has taken up a part
of Peter’s research agenda. I think that in a way this might have drawn my own
group back towards Peter as it was slowly doing and it is to my eternal regret that
our busy lives in the last few years did not provide us with the opportunity to talk
about the smart city, about social media, about new forms of network and net-
working and the future of the city more generally. All I can do in concluding this
essay on Peter’s contribution to the geography of technology and innovation is
speculate on what might have been.

We did in fact write (only) one paper together (Batty et al. 1974) when the idea
of fares-free public transport was much in evidence and we were working at
Reading University. I cannot remember the wider context but it involved the West
Midlands where this idea was very much in the air. It was David Starkie who
brought us together. I developed the land use transport model which essentially
reduced transport costs to zero for a simple public-private two mode model of
Birmingham and we engaged in some predictive modelling, not a million miles
away from what we are still doing with much more detailed data pertaining to fares
on public transport systems in London using RFID data, big data from the Oyster
card smart card data set that we have. Our 1974 paper was hardly in the tradition of
the smart city for in those days even the idea of the PC was unknown and this was
still the era of interacting with computers using a deck of punched cards. But if you
look back to what we did, then you will find some ideas that relate technology to
model building to new policies about public transport that anticipate the smart city
and its analytics (Batty et al. 1974). Clearly Peter had thought hard and long about
the implications of all this for many years.

One of the key features of the role of technology on and in cities involves the
ever changing influence of distance and its translation into the costs incurred to
moving in time and space. Once the fifth Kondratieff really hit the modern world by
the 1990s with the widespread dissemination of the PC and the development of the
internet, the prospect of the ‘death of distance’ as popularly articulated by
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Cairncross (1997) and the rebirth of Toffler’s (1970) electronic cottage where
everyone worked from home began to tie all these approaches to the new tech-
nologies together. What has not happened is the explosion of the city into far-flung
bits but the global networks that now tie everyone together in a myriad of ways
have made the world infinitely more complex as we implied above. It is this that
complicates the notion that the smart city will become a seamless set of interfaces
between a multitude of information technologies. In fact we can no longer discuss
the production of information technologies without recourse to examining global
locations, nor can we explore the behaviour of people in large cities without looking
at their global connections and the costs of their interacting with others at a dis-
tance. Physical travel is as costly as ever relative to income and job type but ethereal
travel—which is a shorthand for the way we interact through information—email,
Skype, the web, all kinds of social media/networking—confuses the geography of
the future city dramatically. In fact to study cities in the future, we will need every
one of these different approaches to technology that we have identified in this
section. This is something that Peter Hall would have signed up to, of that there is
little doubt, and this what makes his contributions through his many books and
articles of enduring value.

6.5 The Technological Future

Several commentators have argued that the sixth Kondratieff is likely to be marked
by rapid technological advances in the biosciences—in medical technologies that
will be key to expanding our life limits, and curing long standing diseases. But this
will be built on the back of new information technologies developed during the fifth
and in this sense one might think of the smart city as being just another way of
characterising this change. Biotechnologies and nanotechnologies will doubtless be
key to these developments and so will social media but in principle, these devel-
opments have the power to change the entire nature of the Kondratieff itself. As we
have implied the periodicity of the typical cycle itself may well be shortening but in
one sense, the wave is so long that it embraces several shorter cycles and in one
sense, we might simply abandon the notion of the long waves and focus on merged
continuous shorter ones. But at the end of the day, there can be no disputing that
fact that the industrial revolution itself divides into early and late and the
post-industrial and the Kondratieffs coincide to a degree with these long historical
periods.

One feature of this technological future is the changing structure of demand and
supply. Much of our past understanding of the geography of technology pursued by
Peter Hall was focused on production rather than consumption. Increasingly the
technologies of the future will be individual rather than collective; health is clearly a
case in point. Already education has increased dramatically in modern cities and
now the geography of education is significant—this still tends to be concentrated
but increasingly education and health will be decentralised and this has profound
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implications for the smart city. To an extent, the geography of future cities which
Peter Hall was so much involved in will be very different, much more decentralised
and heterogeneous than the cities of the industrial past. Indeed it is worth con-
cluding with his opening remarks in his address for his Balzan prize. When talking
of the mysterious nature of life, he said: “I’ve spent my academic life asking “How
do cities work?” and I don’t think that I’ve yet cracked my mystery either”. That is
as maybe but for what he has done, we are all a lot wiser of about a path best
followed and we owe him thanks for the directions to the future that he left us with.
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Chapter 7
The Visionary of World and European
Cities

Céline Rozenblat and Daniel O’Donoghue

7.1 Introduction

Sir Peter Hall was one of the outstanding urban geographers of the latter half of the
twentieth century. His name is synonymous with cities and urban planning. One can
only marvel at the depth and breadth of his contributions to the understanding of
cities that, for 50 years have enlightened our thoughts of cities past, present and
future. We never worked directly with Sir Peter Hall, but as custodians of the
Commission for Urban Geography of the International Geographical Union
(IGU) we owe a huge collective debt to Sir Peter on behalf of our Commission and
all urban geographers for the direction his life’s work on cities and systems has
taken us. As far as we know, Peter Hall never frequented the IGU Urban
Commission’s meetings, yet he inspired many of the Commission’s discussions and
orientations. In return, a part of his inspiration derived from some of the major
contributors to the Urban Commission during the 1970s and 1980s, for example the
Canadian geographers Larry Bourne and Jim Simmons. The 1960s witnessed Brian
Berry and Richard Preston, among many others, become leaders of a newly
emerging “quantitative urban geography” that would nourish the reflections of both
Peter Hall and the Urban Commission’s members.

Peter Hall was a pioneer and visionary in the comparative approach he adopted
to the study of cities around the world, and in particular, European cities. His
approach was quite holistic, linking the dynamism of cities to their economies, their
technologies, their governance, their culture and art (civilization) and their
well-being. We have left a detailed review of his work to the specialists he worked
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with and those who knew him best. However, we must appreciate the nature of the
common themes and threads that were interwoven throughout his works. Many of
his visions became reality and to understand better why his visions of cities were so
relevant, we must recognise that:

1. He acknowledged the unique nature and role of place yet continuously searched
for universal urban processes that could unify our understanding of all places.
He particularly managed to achieve this goal through a comparative approach;

2. Using a variety of regional, national, continental and international samples of
cities, he explored the ever increasing linkages between urban transformations
and technological change;

3. He assumed urban development was an incremental or staged process and thus
recognised the role of history in urban evolution, studying long and short term
transformations;

4. He adopted a multi-scale approach to the study of cities contextualizing urban
trends giving high importance to the impact of exogenous regional, national and
global forces and influences, but also a multi-level approach that consistently
linked intra and inter-urban processes.

Sir Peter Hall clearly understood the complexities involved in any attempt to
understand what made cities ‘tick’ but what separated him from most other
researchers was his ability to use his knowledge to create policy that could address
real world problems. He had the ability to evaluate the possible impacts of urban
and economic policy and it could be argued that his ideas have transformed
planning and urban landscapes around the world. The remainder of this chapter will
explore the four persistent themes, identified above, that underpin his body or work.

7.2 Universal Urban Processes and the Uniqueness
of Cities: Comparative Approaches

His first aim, one that remained subjacent to most of his work, was to understand
and identify the forces behind metropolitan growth and the political responses
produced by local and national governments. To address these central questions, he
developed a range of different strategies in his numerous books, however one of
these strategies appeared with regular frequency: the comparative approach. When
he explored World Cities (Hall 1977), with chapters dedicated to each city, his main
interest was to reduce the range of forces for all of the cities to some common
denominators thus isolating general forces that might be developed into a vision of
‘the future metropolis’ in the final chapter. Through an analysis of seven metro-
polises (New York, London, Tokyo, Paris, Moscow, Randstad, Rhine-Ruhr) he
aimed to identify forces, even allowing for contextual deformations that would
converge and result in some comprehensive general model. This model could be
adapted to the irregularities of each city yet allow the underlying driving forces to
continue to concentrate people in these metropolises.
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The seven metropolises he chose did not form some comprehensive or
exhaustive list, these were not the only places that could be considered as World
Cities, but they served as a set of diverse examples of urbanity that when studied
and compared collectively, permitted a better understanding of the likely future
direction development might take in many other cities. He also adopted the com-
parative approach in Cities in Civilization (Hall 1998) where in different sections
(books) he explored: ‘the city as a cultural crucible’; ‘the city as an innovative
milieu’; ‘the marriage of art and technology’, and; ‘the establishment of an urban
order’. In these sections he compared various attributes that made these urban
places, but he complicated the approach by not just comparing these attributions
over time, but by comparing different locations from across the world over different
time spans. Thus the great ages of Athens, Florence, London, Vienna, Paris and
Berlin are explored in a cultural setting while Manchester, Glasgow, Detroit,
Silicon Valley and Tokyo are placed in a technological paradigm. Los Angeles,
Memphis, Rome, New York and Stockholm also find themselves examined in other
contexts. All the comparisons combined to provide insights into the diverse and
often time specific forces that lead to the emergence of each unique place, while
also identifying the common qualities, e.g. culture or technology that explains the
emergence and expansion of all of these cities. He systemized this method, applying
his knowledge of each set of forces across a range of places to ultimately expressing
his optimism in the fifth and final section of the book (Hall 1998), entitled The
Union of Art, Technology and Organization, where he wrote of ‘the Coming of the
Golden Age’.

In order to pursue more systematic comparative studies Peter Hall recognised
there could be some major problems, particularly with the different nature of cities’
functions.

For every major country of the world it should be possible, with the aid of the original
metropolitan area definitions from International Urban Research, to distinguish a distinct
metropolitan region: a single dominant metropolitan area, surrounding and growing out
from a world city. Sometimes, indeed, in some highly centralised states of Western Europe,
this is perfectly simple (…). But difficulties emerge when the administrative capital is
separated from the commercial and financial capital… (Hall 1977: 13–15).

Moreover, in order to rigorously compare metropolises, he pointed out the limits
to direct comparisons of urban regions if appropriate and consistent data were not
available thus leading to potentially misleading conclusions.

He went further with Hay for the study of Growth Centres in the European
Urban System (1980), giving a special attention to the comparable delineation of
cities. Here, the third chapter (‘The Technical Building Blocks’ [pp. 32–83]) is
entirely dedicated to the make up of the Urban Systems Regions, detailing country
by country how each census considers the population, how employment and
commuting are relevant, and the problems of temporal comparisons (important for
longitudinal and for international comparisons). Their work encountered many
problems in both defining urban regions and their surrounding areas and when the
lack of comparative data put limitations to results, it seems to have frustrated the
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two authors immensely thus leading to a plea for better cooperation for data at the
European scale (p. 233). This is still an issue for urban geographers today, and the
comparative approach has become embedded to the extent that agencies around
Europe have worked hard to improve this still unsolved urban data problem for
modern researchers.

The Polycentric Metropolis (Hall/Pain 2006) was another systematic compara-
tive piece of work on European cities, a quarter of a century after the book with Hay
in 1980. The comparison of 8 European mega-city regions was also based on a deep
and rigorous reflection on the issue of urban delineations. Dissatisfaction with a
lack of consistent urban definitions and boundaries was still evident when the
authors note in the conclusion,

Polycentricity depends on scale: the concept of polycentricity is scale dependent and cannot
be simply mapped on to fixed Mega City Region configurations, such as the ones used in
the study (p. 198).

However, the scaling dependence here is not only a methodological problem.
Rather, it introduces a larger conceptual question regarding cities whereby urban
functions are uneven across space and place and where their reach, range and
influence over both distance and time varies significantly. Ironically, the search for
common features is more difficult due to the very individuality of cities and their
specific functions that create the size and delineation problems that prevent easy
comparison.

Perhaps it is stating the obvious to say that data and definitions for cities, regions
and nations needs to be standardised across cities if direct and objective compar-
isons are to be made between places. In Hall/Tewdwr-Jones (2010) the associated
problem of complexity and comparability within and between cities, is dealt with
succinctly. With particular reference to planning, and by implication cities, the
authors point to the complexity of planning. The recognition that there may be
dozens of objectives in any one plan with many of those either not readily com-
parable or even contradictory, demonstrates the problem of comparative approa-
ches. Given the complexity, and lack of certainty often found in the physical
sciences, Hall/Tewdwr-Jones (2010) relate the study of cities and spatial planning
to the other social sciences whereby ‘we have to work with laws of statistical
tendency rather than the laws which are constantly reliable in producing experi-
mental results’ (p. 12). By introducing probabilities to the mix one must beware of
the quagmire that might emerge as one goes deeper and deeper into the data in
search of answers.

Yet, Peter Hall seemed to know intuitively that the more information you could
find for more places, the stronger the statistical evidence, and the more likely it
would be to identify universal urban processes in the face of the incredible diversity
and uniqueness of places. It is the attempt to try to reconcile all the disparate
dimensions and objectives across a network of places that is the essence of urban
and regional planning. Unless there is recognition that individual places are anal-
ysed along certain dimensions vis a vis other locations, it is impossible to plan. It is
implicit in Hall’s work therefore that a comparative approach is a minimum
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requirement for any attempt to understand the identity, role, function and perfor-
mance of cities and regions.

7.3 Urban Transformations and Technological Change

Peter Hall identified and considered cities not just by their population, but more
importantly by the functions and activities undertaken in those places. These were
places where production, consumption, trade and innovation, took place within a
wider network of linked places. Cities are places where technological change occurs
with a strong link to innovation (Hall 1985). This approach is evident throughout
his canon of work but it is more deeply developed in The spatial impact of tech-
nological change (Brotchie et al. 1987) and in Urban Future 21 (Hall/Pfeiffer
2000): “Everywhere, cities are great engines of economic growth. Their share of
national output, in almost every country, is much higher than their share of labour
force. Cities make their people productive” (p. 51). He explains this by the “system
of global competition” where cities permit accumulation in market economies,
combining global and local markets. In this process, the succession of technological
waves (see also Batty in this volume) took a large part of Peter Hall’s attention
(Hall 1985). It is clear at this stage that Hall was well aware that technology itself
was changing and its transformative capacity was about to change radically as an
informational economy would require more and more informational technologies,
with their concomitant impact on social organisation and space.

Peter Hall specified the nature and the order of magnitude of the substitution of
manufacturing production by services, insisting on the new forms of activities and
organizations and their spatial implications. In this way, he identified earlier than
Sassen (1991), the potential effects of the substitution of services organizing pro-
duction in the big metropolitan centres and their increasing concentration (Hall
1987a). His approach highlighted economic and planning effects of this concen-
tration, whereas Saskia Sassen insisted more on the social and financial aspects.
Comparing the geography of High Tech in Great Britain and USA, he interpreted
the gap between USA and Great Britain and their technological evolution con-
textualizing them thus,

The difference in essence is this: in the United States, high tech contributed 87% of an
impressive 1,250,000 gain in manufacturing jobs over the decade; in Britain, high tech
actually contributed to a catastrophic loss of 1,963,000 manufacturing jobs—almost exactly
one-quarter of the 1971 total. The best that can be said is that high tech helped a little to
reduce the overall rate of decline (Hall 1987b: 144).

Trying to explain concentration, he mobilized agglomeration economies as a
process that may be highly significant for small firms in the early stage of an
industry’s development. In particular, the concentration is due to the sharing of
services, information, or skilled labour.
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This, however, still leaves the critical question: why, apparently, does high-tech industry
now reject older central cities, thus denying the seedbed function once thought critical for
places? This suggests a central weakness of the traditional theories (Hall 1987b: 151).

Exploring Great Britain and the USA and the role of military and defence
establishments after the World War II, he concludes:

The development of high Tech Industry in the new industrial regions is not a random
process. It arises from conscious decisions to locate R&D and related procurement facilities
at certain times, often under military stress in time of war or defensive preparation, and with
a strong strategic component in the locational decision (Hall 1987b: 153).

Forces shaping Urban Europe (Hall 1993) is another example of his awareness
of the integrative and comparative approach to understanding cities especially
regarding the role played by technology within an urban system’s context. Unlike
many authors of the era still obsessed with production, Hall clearly understood very
early the transformative role of technology within the service sector of the econ-
omy, particularly with reference to the informational economy. Amongst the many
forces he identified in that paper, he paid particular attention to the centralizing
power of high level services brought about by a shift towards employment in the
informational sector.

Working with Castells a year later (Castells/Hall 1994) the role of technology is
to the forefront of his thinking. Once again, a comparative approach is in evidence
exploring disparate types of places across a range of cities and countries. They
explored different High Technology in Silicon Valley, Boston’s Highway 128,
Science Cities in Akademgorodok in Siberia, Taedok in South Korea and Tsukuba
and Kansai in Japan, Technology Parks in Sophia-Antipolis, France, Cambridge in
England and Hsinchu in Taiwan (note the change of scale), Innovative Milieu in
London, Paris and Tokyo, Metropoles in Munich and Southern California, amongst
many other places. They then integrated all of the information in an attempt to distil
the lessons from all of these places in the implied hope of developing appropriate
strategies that might create the successful Technopoles of the future. In fact one
could argue that along with other well-known researchers like Krugman or Porter,
Hall’s work was a significant contribution in establishing high technology clusters
as the ‘Holy Grail’ for a generation of urban and regional planners.

7.4 Stages in Urban Development

Despite acknowledging the specificity of historical events and political decisions in
the urban dynamic, Peter Hall continuously searched for regularities in Urban
Systems development. One of his best demonstrations, is the study of the European
Urban system with Hay (1980), where they evaluate stages of urban development
following examples from the USA and Canada (Berry 1976; Bourne 1978;
Bourne/Simmons 1978). They consider that after two stages of growth and con-
centration, then comes the critical ‘pivotal point’, characteristic of the mature
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industrial-urban society (p. 184). It is characterized by a ‘relative decentralisation’,
when growth in the suburban-exurban rings exceeds that of the central city. Finally
comes the later stage of ‘absolute decentralisation’ when the central city starts to
decline.

The empirical evidence from 215 urban areas and their surrounding regions in
Europe shows that 62 % were in the second stage during the period 1960–1970.
They then wonder if the European Urban system would follow a ‘clean break’ like
that observed in the USA and Canada or whether they must consider it as a ‘wave
motion’ for Europe rather than a clean break (Gordon 1980), meaning an increasing
concentration except in the core (stages of growth with de-concentration).

Deploring the lack of clear result on Europe, compared with US and Canada,
they explained it by two sets of factors:

• Some national uniformities induce some structural or proportionality effects
inside each country;

• Particularities of regions create differential or local-factor effects for specific
sectors.

In order to test these two effects, they applied another sophisticated technique:
Shift-Share Analysis. Shift-Share isolates the structural component (SC) representing
the effect of industrial structure (strictly, employment) at the start of the period from
the differential component (DC) representing the residual, that is the effect of dif-
ferent rates of growth in an industry in that region compared to the national average
growth. As urban quantitative geographers, we would like to testify here to the great
ability of Peter Hall to introduce strong and new visions of urban processes based
mainly on a very subtle mix of quantitative treatments and qualitative information.
Being interested overall by understanding the factors influencing the dynamics of
cities, quantitative techniques allowed him to develop an extensive, large and
ambitious research agenda, leading to the discovery of some very deep specific
processes that he managed to explain with qualitative information.

Once completed, the results were very satisfying and highlighted some very
uneven stages of urban development for cities in Europe, particularly in a national
context that remained very strong for each country. This national effect remained
strong 25 years later when Peter Hall and Kathy Pain deplore in the POLYNET
project that:

The analysis is complicated by the existence of national boundaries. In fact, despite major
advances in integration, Europe is still a system of separated nation states, with separated
languages and cultures (Hall/Pain 2006: 7).

It is clear that cities do not follow the same stages or same trajectory in their
development. However, what Hall was most likely trying to imply through these
analyses was that there is no specific path dependency a city must follow and that
transitions are not smooth. Indeed, evidence from the previous section highlights
why some cities might be more advanced than others based on their technological
sophistication and speed of uptake. What perhaps is more important than some very
generalised model of urban transformation is the recognition that cities or networks
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of cities must go through some stages or meet some requirements before a sub-
sequent stage can be considered. This may be interpreted as technological depen-
dency rather than path dependency. Peter Hall knew this inherently and provided us
with an excellent example in the ‘Forces Shaping Urban Europe’ paper (1993). In
trying to identify the potential impacts on the spatial structure of Urban Europe he
identifies transport technology as a key driver of urban change. It should be no
surprise given his love of trains, identified many places elsewhere in this volume,
that while he talks about all kinds of transport technologies, he specifically points
out a new urban form—‘garopolis’—whereby towns and cities might emerge as a
result of TGV (high-speed train) stations built at strategic locations at substantial
distances from Paris, (greater than 200 km) but clearly within commuting time of
Paris given the speeds possible (300 km/h). Even if these garopolis are already
explained per se by other testimonies in this volume, we are more sensible to his
vision of how these ‘garopolis’ and subsequent changes to the urban system were
made possible not only when the technology is available but also when other urban
steps or stages are in place. In this way he highlighted how an urban hierarchy as a
whole might be transformed, with each place being the sum of its adaptations in a
multi-staged process. In a guest lecture he gave to a first year undergraduate class of
British geographers at Canterbury Christ Church University in 2010 he did
something quite similar. Using examples those students could all understand, he
crafted a crystal clear argument where he demonstrated how the morphology of
London, its network of sub-centres, and emergence of its first suburbs were the
direct consequence of the expanding London underground network.

7.5 Multi-scale and Multi-level Approaches to the Study
of Cities

The Cities/Regions/Nations approach undertaken in this European Urban System
study with Hay (1980) remained a constant in his work and he always paid attention
to the contextualization with multi-scale approach. He explicitly recognised glob-
alisation and the emergence of trade blocs (in particular the EU) as exogenous
forces that would affect places at all levels within any urban hierarchy (Hall 1993).
Similarly, he was quick to produce work once major change was evident. What is
so significant about the 1993 paper is his very early consideration of the likely
spatial impacts the fall of the Berlin Wall would have on Eastern Europe. While he
said it would be “foolhardy to speculate” on the future he made some modest
predictions. Looking back now, much of the essence of what he postulated is there
for all to see—the growth of multinationals, movement towards EU membership,
migration into larger cities and the emergence of new nodes in a European transport
network. None of these visions would be possible without the ability to take a
holistic view of things induced through a multi-scale approach to urban Europe.

More recently, and also in the context of European cities, the POLYNET project
endeavoured to explore the association between information flows and polycentric
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development at a regional scale (Hall/Pain 2006). Here they not only adopt a
multi-scale approach but also a multi-level one. Indeed, one needs to distinguish
between a multi-scale approach, that allows one to understand the close relations
between cities and states or regional/continental blocks, with a multi-level approach
that considers the feed-back loop effects between the inner organization of cities
(meso level) and their general competitiveness (macro-level) (Fig. 7.1).

This multi-level approach always remained subjacent in his oeuvre, especially
when his analyses and interpretations shift from the micro level of actors’ beha-
viours, to the urban functioning of communities, local activities and urban fabric

Fig. 7.1 Multi-level processes of urban systems. Source Rozenblat (2010)
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(meso-level), to the national, continental or global competitiveness of cities
(macro-level). But this multi-level framework appears much more explicitly in the
POLYNET project (Hall/Pain 2006). Here, their main assumption claims that

the degree of interrelationship among cities is a reflection of the concentration of advanced
services within them; but conversely, this concentration reflects the degree of actual and
potential connectivity between them; the process is circular and cumulative (Hall/Pain
2006: 7).

Hall/Pain (2006) concentrate on services beginning again to define them and
determine their role in urban processes:

All these are service industries processing information in a variety of ways (…) so strong
agglomeration tendencies apply not only within each sector, but also between them
(Hall/Pain 2006: 7).

They evaluated local polycentrism by multi-locations of APS firms inside urban
areas, travels, telephone calls, internet… These activities interact all together
locally, in close proximities, or activities are concentrated in different poles forming
polycentric areas that interact through multiple economic, social and political
exchanges.

The POLYNET project hoped to find that ‘local polycentricity’ was associated
with increased global ‘competition’ or ‘sustainability’, but the differences amongst
the eight mega-city regions analyses, embedded in their national settings, were too
large for either property to be demonstrated. Intra and inter-urban dynamics are
interlinked but the demonstration of this evidence has not been achieved here, so
much the eight mega-city regions were different in their national contexts and in
their local forms. The higher level of competitiveness or the sustainable properties
of polycentrism, are neither demonstrated. In conclusion, they recognized that “The
Polynet results strongly suggest that these propositions are not self-evident”
(p. 209). However, the project managed to suggest key policies, which was a
constant aspect of Peter Hall’s long career as university lecturer and applied
researcher.

When dealing with the topic of multi-scale and multi-level approaches to cities it
would be negligent not to look at examples of how Peter Hall seamlessly crafted
arguments and discussions using these approaches but also noticing the simultaneous
use of the multi-dimensional and comparative approaches discussed earlier in the
chapter. In Urban and Regional Planning (2010) co-authored with Tewdwr-Jones
there are a series of chapters that highlight all of the approaches already described. In
a chapter entitled “The seers: pioneer thinkers in urban planning, from 1880–1945”
we are taken on a journey that looks at some of the great names in urban design. The
work in of Howard, Unwin, Parker are explored in the context of ‘Garden Cities’,
‘Letchworth’ and the ‘parkway principle’. Next, Perry, Stein and Tripp’s contribu-
tion to planning and cities introduces the reader to the ‘neighbourhood unit princi-
ple’, ‘Radburn’, New Jersey and the ‘precinctual’ approach to traffic management in
the city. Geddes recognised the wider importance of the ‘natural region’ and
Abercrombie produced the ‘Greater London Plan’ of 1944, while Frank Lloyd
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Wright presented us with ‘Broad Acre City’. Moving away from those in the
Anglo-American tradition, Hall and Tewdwr-Jones look to Europe for more devel-
opments in the urban realm. Soria y Mata’s ‘Linear City’, Garnier’s ‘Cite indus-
trielle’, May’s ‘Trabantenstädte’ (or satellite towns) and Le Corbusier’s ‘City of
tomorrow’ highlight alternative approaches to urban change in continental Europe.

What is truly inspirational here is the way in which these different icons of
urbanism all worked at different scales—ranging from the street, to the precinct, to
the neighbourhood, to the Garden City and New Towns, to suburban sprawl and
finally to the metropolis and wider city region. It is with ease that such disparate
scales and complex ideas are all brought together in a seemingly simple and
straightforward manner—perhaps this was the secret to Peter Hall’s success—the
ability to distil vast amounts of information and knowledge into a straightforward,
jargon-free, message.

In a similar vein to the use of multiple scales in the analysis of the principles of
urban planning a chapter of the same book of Hall/Tewdwr-Jones (2010) is entitled,
‘Planning in Western Europe since 1945’. Here Peter Hall highlights a multi-scalar,
multi-level approach to the study of urban places, looking at all of Europe on a
continental scale drawing on data from across the whole European Union in 2006
(Hall/Tewdwr-Jones 2010: 171). The focus then shifts to what would essentially be
recognised by most as the EC12 scale (or Western Europe) where the symbolic
imagery of ‘Blue Banana’ and ‘Pentagon’ as core regions of European dynamism
are explored (p. 175). The chapter then turns its attention to France, its adminis-
trative and transport systems before zooming into focus on the Paris region and
ultimately districts within the city, e.g. La Defense. The chapter continues by
looking at Germany on a national scale and the Ruhr region, the Mezzogiorno
region of Southern Italy, Scandinavian city-region planning with examples from
Copenhagen’s Regional Plan right down to the suburban/neighbourhood planning
level in Stockholm, with the final destination of the chapter being the Randstad
Holland Conurbation. The final section of the chapter tries to draw all the lessons
learned from a huge range of processes (multi-dimensional or multi-level approach)
at all geographical scales (multi-scale approach) across all of Europe (comparative
approach).

Virtually the whole of Urban Europe is explored in the final section of the
chapter, which updates and reconsiders much of Hall’s earlier work on urban
Europe as well as aspects of his later work on polycentricity. It is the dexterity with
which so many places and so many ideas are synthesized, always with an eye on the
policy perspective that is the hallmark of so much of Peter Hall’s work. It is a skill
which seems lacking in so many of today’s younger researchers who tend to get too
intimately involved with individual places at the expense of breadth of knowledge
and relativity compared to other places.

What marks urban Europe today is increasing competition between all places up
and down of the urban hierarchy and this often played out in the way cities promote
themselves. Ironically, almost every city uses similar strategies to try to establish
themselves as ‘different’. Hall (1993) identified this promotion and marketing of
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cities, also known as ‘boosterism’, in Europe as a future source of competition
between cities. He wrote of cities bidding to host major events, e.g. the Olympic
Games, in the early 1990s in the hope of gaining competitive advantage. How
appropriate when one considers it is unlikely London would ever have been
awarded the 2012 Olympic Games were it not for ideas and policies promoted by
Peter Hall in the 1970s and 1980s that led to the regeneration and transformation of
the East End of London over the past 35 years.

7.6 Conclusion

The research Peter Hall produced whether in collaborations or on his own, has
always remained faithful to clear objectives: understanding the driving forces
behind urban development and being able to make predictions on possible futures
for cities. The methods he developed had to be very strong and rigorous to tackle an
organism as complex as a city with all its dimensions. His methods had to be suited
to local scale analysis of the internal structures of individual cities yet flexible
enough to explore the thousands of cities and associated data in a systemic analysis
of a global hierarchy of urban systems. The methods had to be multi-dimensional
taking into account linkages between different economic activities, between social
and economic dimensions, between infrastructures and identities, between growth
and sustainability. In a way he really contributed to the development of geography
as a real ‘complex science’ even before ‘complex science’ was recognized at an
institutional level. But most importantly his contributions helped decision makers at
national and international level to understand better the urban phenomena.
Moreover, he defined with a great honesty and optimism the spatial conditions for
actions in cities, evaluating the ‘degrees of freedom’ required for planners and
policies actions, while recognising the limitations: “The planner’s range of possi-
bilities is limited” (Hall 2000: 241).

As urban quantitative geographers, we would like to give testimony to Peter
Hall’s proven ability to provide strong and evocative new visions of urban pro-
cesses of transformation, portraying complexities in such a way as to make them
easily understandable. While much of his research was based on some fairly
heavy-duty data gathering and statistical analysis his concise use of quantitative
treatments and subtle thought provoking qualitative information, along with the
excellent writing style, never left the impression you had read something other than
interesting and inspirational. His research was often applied, always ambitious yet
unassuming and he has done as much as anyone in the field to advance our
knowledge of cities. If ever a British geographer and planner deserved a
Knighthood it was Sir Peter Hall. He truly was a visionary.
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About this Book

Sir Peter Hall’s immense contribution to the understanding of city functions,
planning, structures, regeneration and futures was built upon inter-disciplinary
research of the highest international quality, rooted in his training, reading and
experience in geography and planning. This book offers a unique insight into
Professor Peter Hall’s pioneering ideas, vision and inter-disciplinary methods to
practitioners, policy makers and academic researchers in regional planning, trans-
port and urban geography, and urban regeneration, throughout the world.

This book specifically offers:

• Deep insights into a range of Peter Hall’s historical, contemporary and on-going
global and UK research projects

• an excellent summary of Peter Hall main visions of urban futures and his
contributions

• current major researchers of international renown in urban and transport
geography, planning and real estate explaining their research and their link to
Peter Hall’s visions

• joint research between Peter Hall and five of his research collaborators, three of
whom he supervised for doctoral research

• a complete bibliography of Peter Hall’s immense output of published research
sustained for 55 years from 1960 to 2015 in hundreds of books, journal papers
and articles.

The International Geographical Union’s (IGU) Commission on Transport and
Geography together with the IGU Urban Commission have produced this book to
both commemorate and further publicise Sir Peter Hall’s immense contribution to
knowledge. Specialists of both geography and planning disciplines testify to Peter
Hall’s multiple contributions, essentially in regional and urban planning, urban
geography and transport geography.

After an Introduction to Peter Hall’s immensely successful international career
by Richard Knowles and Celine Rozenblat, Peter Taylor presents Peter Hall’s
high-level contribution as “a polymath in city studies”. Jonathan Reades investi-
gates Peter Hall’s research into “Location and Innovation”. Peter Hall’s research
into “Transport and Place-Making: a Long View” is examined by Chia-Lin Chen.
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Kathy Pain explains her global research with Peter Hall entitled “The Strategic
Planning Protagonist: Unveiling the Global Mega-City Region”, whilst Michael
Batty recalls how he collaborated with Peter Hall on research into “Creative
Destruction, Long Waves and the Age of the Smart City”. Celine Rozenblat and
Dan O’Donoghue conclude by examining Peter Hall’s standing as “The Visionary
of World and European cities”.

More on this book is at: http://afes-press-books.de/html/SpringerBriefs_PSP_
SirPeterHall.htm.
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