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Abstract 

Alternative Approaches to 
Development Regulation in Calgary 

Patrick Mark Churchman 

September 2000 

Prepared in partial fulfilment of the requirements of the 
M.E.Des. (Planning) degree in the Faculty of Environmental 

Design, The University of Calgary 

Supervisor: Dr. Sasha Tsenkova 

The present and future form of urban development finds its 
roots in the policies enacted by local government. The implementation 
of these policies may be assisted or hindered by the supporting rules 
and regulations governing development. Only by providing effective 
development regulations, designed to assist the achievement of the 
objectives of established policies, will substantial implementation of 
these policy objectives be realized. 

Calgary's Land Use Bylaw, the major development regulation 
tool, works with other regulations to allow for controlled growth within 
the municipality. Recent changes in planning policies and the 
development environment prompted this re-evaluation of the existing 
development regulations. 

Developers encounter obstacles when proposing 
development projects that do not allow for maximizing the use of land. 
According to the users of development regulations, the majority of 
issues fall into three categories -- density, land use, and 
transportation. The research explored systematically these three 
areas to identify possible improvements in Calgary's development 
regulations. Key recommendations target minimum and maximum 
densities, the range of permitted and discretionary uses, 
transportation modal mix, land servicing, and incentives to stimulate 
efficient land use. These recommendations are intended to contribute 
to future reviews of development regulations and associated planning 
policies. 

Key Words: Development Control, Development Regulations, Urban 
Planning, Land Use Controls, Development Incentives, Urban Growth, 
Cities, Infrastructure, Long Range Planning, Urban Growth 
Management. 
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Preface 

One might question the value of a discussion 
regarding a topic comprehensively understood by 

only a few hundred people in the local 
municipality. But it is the future form of urban 

development in the City of Calgary that is at stake 
when these discussions take place. 

The "wisdom" of these few hundred builders, 
developers, planners, and policy makers will 

determine the direction of applicable regulatory 
practices that will determine the mix and intensity 

of use of the land within the 
municipality of Calgary. 

We will all have to live with the results. 
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Introduction 

The City of Calgary is presently exploring the suitability 

of the present Land Use Bylaw 2P80 for use in the twenty-first 

century. The Bylaw, adopted in March of 1980, has been 

revised and amended numerous times in the past twenty years. 

The administration is in the process of determining if a 

comprehensive review of 2P80 is appropriate. The goal of this 

master's degree project is to examine the existing land use 

bylaw regulatory processes and to make recommendations 

regarding possible revisions of the land use bylaw. 

In an effort to provide guidance and a supportive legal 

framework through which the development of the city can be 

managed, the province has allocated powers governing this 

development to the municipalities. These powers are intended 

to allow for an orderly and democratic process within which 

developers of real estate are required to function. As each city 

has its unique context, each city's development regulations are 

designed to accommodate context dependent characteristics. 

The legal framework and process, which Calgary uses 

to attend to these responsibilities, falls under The Calgary Plan 

(Municipal Development Plan). This plan encompasses 

strategic, city wide policies, and detailed plans to form the basis 

of the direction of future development. The policy is intended to 

assist in growth management, healthy environments, and 

healthy communities. The Calgary Plan incorporates and is 

based on the UniCity concept. (The Calgary Plan 1998) The 

linking of the use of land with the development of the 

transportation system and infrastructure improvements are 

essential elements of the plan. This interwoven set of policies 

are supported in their application by a series of regulations 

intended to encourage the objectives contained within the 

existing adopted policies. These regulations include 
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documents to govern land use, density, safety, and 

development; the Land Use Bylaw, the Alberta Building Code 

and the National Fire Code, amongst others. 

It is the Land Use Bylaw governing development 

regulations that lie within the jurisdiction of The City of Calgary 

and is the document that this master's degree project will 

explore in more detail. 

The land use bylaw is the package of rules that 

influence the built form of the housing in which we live. They 

provide protection against undesirable impacts of development 

of an incompatible nature. Their intent also assists the 

government in predicting the nature of growth and its general 

direction thus assisting in the long term strategic planning of 

future community, transportation and infrastructure needs and 

networks. 

Development regulations are established to reflect the 

significant efforts which have gone into the development of the 

established policies. Development regulations do not question 

the policies' originating premise or the validity of the research 

assumptions made within, but instead they establish methods 

of encouraging the objectives of those policies to be 

implemented until future policy revision directs otherwise. 

Objectives of the Municipal Development Plan are taken as a 

given. 

The key problem with the present development 

regulation bylaw is that it does not support the established 

planning policy objectives to their best advantage. The present 

Bylaw 2P80 was written twenty years ago and without the 

benefit of an understanding of the present day strategies of 

planning implementation. A comprehensive overview has not 

been recently undertaken, and is now due. 
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The study of development regulations for the City of 

Calgary and their continuation is the specific area of 

concentration for this master's degree project. The objectives of 

this masters degree project (MDP) include: 

1) The investigation of the range of regulatory tools used in 

Calgary's municipal development regulations. 

2) The examination of Calgary's approach to land use controls 

and innovative development proposals. 

3) The exploration of Calgary stakeholders' concerns with the 

present land use regulations and perceptions of potential 

regulatory changes. 

4) The development of recommendations on possible revision 

of Calgary's approach to land use regulations. 

The methodology to achieve these objectives includes: 

1) A literature review of books, journal articles, and public 

documents focusing on issues related to municipal regulatory 

approaches and tools used in development regulation. 

Emphasis will be placed on land use, development density and 

transportation. 

2) Calgary's existing development regulatory framework will be 

the focus of an in-depth study to explore regulatory options. 

3) Key informant interviews will be conducted with 

representatives from the development industry and planning 

professionals in the municipal environment. The questions will 

concentrate on their attitudes towards approaches to 

development regulation and suggestions on possible 

regulatory changes. 

4) Analysis will be undertaken of the data collected in steps 1-3 

to determine regulatory options. 

5) Recommendations will be formulated based on the analysis 

conducted in step 4. 
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The MDP begins with a historic overview of the subject, 

analysis and comparison of pertinent data and information, and 

provides conclusions and recommendations for regulatory 

changes. It is hoped that this work may provide practical 

recommendations to either improve the existing Land Use 

Bylaw or contribute to the background work needed for its 

replacement. 

The MDP will start with a historical overview of 

development regulations in the city and will describe their 

relationship with the established policy framework. 

Understanding these underpinnings will then lead to 

observations about the context of the development rules and 

their applications. Survey results regarding the shortcomings of 

the existing rules will be interpreted to provide 

recommendations on the future amendments to the regulatory 

system. 

The background of the existing regulations in effect will 

be explored in chapter one. It will provide necessary 

information on the history of Calgary's development and the 

general context and the origins of our development regulatory 

framework. Chapter two will inform us about Calgary's methods 

of regulating development activity. These regulations have a 

small but significant role when it comes to the form realized by ( 

development projects. It will also show how these regulations 

tie directly to associated policies, guidelines and objectives, as 

well as interests of different stakeholders. In addition, to 

appreciate the interconnection between regulatory documents 

governing the directions of the growth of urban environments, a 

review of how these forms of regulations relate will be 

described. Chapter three will present some of the attitudes of 

stakeholders toward the established development regulations. 

These attitudes are primarily based upon the rationale for their 

involvement in the development process. A survey was 

4 



administered to identify these attitudes, which are market 

driven by the perception that the regulatory process either 

helps or hinders their own objectives. Development 

regulations, to some, seem to be a myriad of obstacles 

individuals encounter when entering the development arena. 

To others they are an all encompassing umbrella intended to 

protect the status quo. The barriers or encouragements cover 

many topics including economic, social, environmental, urban 

form and community atmosphere. As the stakeholders attitudes 

are revealed, many will find that they have common allies and 

unexpected foes. Chapter four will describe the major issues of 

land use and urban density. These major issues encompass 

many minor ones and they overlap in many ways. Each major 

issue will be explored from the following perspectives: 

1) Background information. 

2) Policy context. 

3) Statistical analysis of data to provide further detail. 

4) Analysis of the shortcomings of the established 

method of applying the regulations. 

5) An overview of the options available to assist in 

implementing policy in a more effective manner. 

It will become clear that the need to have associated 

regulations support each other is imperative. In isolation each 

regulation is weak and sometimes unclear as to its purpose. 

Only when applied in a coordinated, coherent manner do the 

overall objectives become attainable. 

Chapter five will cover the intricacies of the 

transportation connection and their ties to land use and 

density. Each issue will be examined and evaluated into the 

overall development context. 

As many issues are closely connected to others, the 

options will be summarized in chapter six in a series of 
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recommendations for a comprehensive alternative approach to 

development regulations. Some recommendations may be 

able to stand alone, while others need to be adopted as a set to 

achieve the implementation of overriding policy objectives. 

Chapter six also offers a summary of the problems faced 

by users of the development regulatory process. An informed 

view of these problems will assist the City of Calgary in 

determining the direction of growth in the coming years. This 

direction will draw on the city's past experience, inputs from 

professional planners, developers and, to a degree, 

governments. 

A list of abbreviations has been provided and a glossary 

will assist in the familiarization with terms used in the planning 

field. As well, an index is provided after the references to assist 

in the location of specific issues by subject. 
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Chapter One 
Background 

1.1 Preamble 

Long ago, prior to the adoption of modern municipal 

administration practices, land use was determined by those 

who owned and/or controlled it. Adjacent landowners 

sometimes agreed between themselves what uses to put their 

land to. When agreements on such things were formalized, 

they were in the form of restrictive covenants registered on the 

land in question. The purpose of these covenants was to 

guarantee continuity of character of areas or locations with 

respect to density and use of the land was concerned. 

(McLoughlin, 1973, p 14) Covenants, generally, were restrictive 

rather than prescriptive. This is to say, rather than describing 

what a person could do with his property, they described what 

he may not do. The idea was to prevent negative impacts, not 

to generate positive ones. These restrictive covenants also had 

the effect of categorizing social classes and regulating the built 

mass and position of development on the land. In most part 

these agreements were intended to be beneficial to both 

parties, however limitations on use could and did have 

negative impacts on the value and usefulness of the land. This 

process has parallels in today's system of land use designation 

and will be detailed later, under the land use redesignation 

process. 

Provincial legislation Chapter M26.1 empowers the 

municipalities to enact Bylaws to govern the use of land within 

the boundaries of their jurisdiction. (Municipal Government Act, 

1996, pp 255, 256) Development regulations are intended to 

provide a level playing field for those interested in land use and 

development. These regulations are intended to support and 

make effective the established policies of the municipality of the 

City of Calgary. This governmental legislation has effectively 
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removed the role of deciding on the appropriateness of land 

use from the land holders of a parcel and the surrounding 

owners affected, and placed it with the municipality, with input 

from the landowner considered. The complexity of determining 

the degree of impact and the distribution of that impact now lies 

with the planners employed by the municipality, having 

consideration for the desires of the property owners. 

The Calgary Plan is the overriding and primary planning 

policy document and was enacted on July 20, 1998 by City 

Council with the adoption of Bylaw 10P98. This plan references 

many other policies as supportive policy documents and 

together they are to be considered as parts of a whole. The 

intent of such plans is to have some control over "the health of 

the individual, the family and the community, but also to some 

extent they were concerned with the orderly physical 

development in its own right and with traffic circulation, access, 

safety from fire hazards and so on." (McLoughlin, 1973, p 14) 

The existing development regulations, Land Use Bylaw 

2P80 enacted March 3, 1980, refer to these policies, which in 

addition to The Calgary Plan include; Low Density Residential 

Housing Guidelines for Established Communities, the 

Sustainable Suburb Study, the Short-Term Growth 

Management Strategy, Residential Information Update 1999-

2003, the Employment Centres Strategy, the Calgary Growth 

Area Management Plan and the Comprehensive Annexation. 

Each of these policies are an integral part of the system 

through which Calgary attempts to effect desired development 

forms. 

In addition to these city wide policy initiatives, many 

community specific policies exist in the form of Area 

Redevelopment Plans, (ARPs) Area Structure Plans, (ASPs) 

Design Briefs, and Policy Reports. Although these policies will 

be discussed briefly to assist in the clarification of development 
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regulation, they are not part of the in depth evaluation of this 

study. 

1.2 Development Regulation History 

To better understand the effect development regulations 

have on the use of land, one must first recognize the reasons 

for their inception. Earlier in the city's history, development 

regulations substituted for other forms of regulation. Health, 

safety and socioeconomic reasons often initiated the 

regulations prior to a parallel action in a more appropriate 

venue. 

The following narrative is a compilation of many bylaws 

adopted in Calgary and their effects over time. It draws on a 

study by I.R. Fawcett, (1992) describing the transition between 

the legislations. 

1.2.1 Bylaw 1090 (1910) 

The history of Calgary's land use bylaws can be traced 

back to early last century where in September 1910, bylaw 

1090 was enacted primarily to deal with the issue of erection 

and removal of buildings and the prevention of fires. This was 

really more of a building code and predates the first Alberta 

planning act. Control of building was implemented with the 

issuance of building permits and the means of their 

administration. The office of the building inspector and the 

definition of related responsibilities were created. Time frames 

for the validity of permits and penalties for non-compliance 

were established. 

Concurrently, fire classes were established and 

development was divided into three categories. The inclusion 

of use definitions and risk assessment accompanied these 

classifications and behaved much like the present day Uniform 

Building Standards Act. It was at this time the concept first 
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arose to restrict the height of wood frame construction to 36 

feet, a height that has remained remarkably similar to this day 

for the majority of low density residential development. (City of 

Calgary Bylaw 1090, 1910) 

1.2.2 Bylaw 1366 (1912) 

Bylaw 1090 was superseded with the adoption of Bylaw 

1366 in October 1912. This bylaw largely refined and 

expanded the scope of the 1910 bylaw. The demolition of 

structures was now included in the range of controls, as were 

restrictions and rules for the construction of signs and 

billboards. Residential lot size minimums and rules respecting 

setbacks, minimum room dimensions and light availability to 

those rooms were instituted. In the future, issues regarding 

construction standards and living spaces would be governed 

under the Alberta Building Code. (City of Calgary Bylaw 1366, 

1912) 

1.2.3 Bylaw 2666 (1933) 

Twenty-one years later, Bylaw 2666 replaced Bylaw 

1366 in March of 1933. Major changes included the formation 

of an appeal process to deal with disputes. Along with these 

changes came increasingly stringent sign controls, and fee and ( 

penalty structures. Even as early as this, signs were a 

controversial issue. More importantly, increasingly specific 

building dimension regulation came into play. Maximum 

heights were established at 75 feet at mid block with additions 

allowed when setbacks were included in the designs. A Floor 

Area Ratio (FAR) maximum, the permitted multiples of the lot 

area a development could be built to, was set at 9. This form of 

development control had become prevalent in the east where 

tall buildings had become the predominant form of downtown 

development. 
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With respect to residential development, many forms of 

controls were initiated and covered subjects such as minimum 

building values, minimum lot widths, design and construction 

quality, setback from front, side and rear yards and garage 

placement. (City of Calgary Bylaw 1066, 1933) 

Although some of these issues may not appear as 

planning issues, local governments felt, in the absence of other 

legislation, it was beneficial to control these elements. Later, 

when appropriate legislation was introduced, references to 

these non planning issues were dropped. It should be noted 

that some of these rules formed the basis of planning policy 

and sometimes remained. Examples include side yard 

setbacks, which when first introduced were for fire safety, and 

later remained for spatial separation of building masses. 

Another example of this transition rule is the maximum building 

height for low density residential housing originally set at 36 

feet in 1910, continues to be the standard with little change and 

is set at 10 m or 32' 10". 

1.2.4 Bylaw 2835 (1934) 

This bylaw was revisited within Bylaw 2835 and came 

into force in July 1934, only 16 months later. It broke the use of 

land into nine districts including residential, commercial and 

industrial districts. These separations are similar to the 

structure the land use bylaws contain in today's development 

control regulations. In addition to the districts, an added feature 

of Bylaw 2835 were sections dealing with definitions, general 

rules, uses for each district, special conditions, appeal 

provisions, and penalty provisions. Time frames, limitations, 

appeals, and penalties were specified and the development 

process was becoming quite a rules-driven operation. (City of 

Calgary Bylaw 2835, 1934) 
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1.2.5 Bylaw 4271 (1952) 

Bylaw 2835 satisfied the needs of developers until the 

adoption of Bylaw 4271 in May of 1952. The Town and Rural 

Planning Act of 1951 enabled the city to begin the preparation 

of the general plan for the development of the city. To provide 

for this transition, the city passed Bylaw 4271. This bylaw set up 

the Technical Planning Board whose role it was to review 

development permits which were now required prior to the 

issuance of a building permit. This was now, essentially, a 

development review committee. The committee, comprised of 

the city engineer, the city assessor, the town planner, two 

members of the AAA selected by the town planner and a 

member of the Calgary Real Estate Association who provided 

advice and / or moderated disputes regarding development. 

(City of Calgary Bylaw 4271, 1952) 

1.2.6 Bylaw 4916 (1958) and 7330 (1968) 

June 1958 brought the replacement of Bylaw 4271 with 

Bylaw 4916. Published in nine parts, each dealing with its own 

issues, it established the city's role in the details of 

development control. Highly ordered, each of its parts dealt 

with specific issues. This was the first time the bylaw was 

separated out into this many sections and resulted in a very 

structured method of dealing with individual issues. (City of 

Calgary Bylaws 4916, 1958 and 7330, 1968) 

Bylaw 4916 served well and in conjunction with Bylaw 

5997, which approved the General Plan, was augmented by 

Bylaw 7330 which was passed to deal specifically with the 

issue of downtown development. Discretion was the basis of 

the review process of proposed downtown developments and 

most proposals had to pass review by the Architectural Review 

Board. The ARB was comprised of three architects outside the 
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Calgary area, whose role was to review all projects over 2 FAR 

or any other issue referred to them by the development officer. 

They also reviewed civic projects including malls and plazas 

and made recommendations to the CPC and DO. 

1.2.7 Bylaw 7500 (1969) 

Bylaw 7330 also granted powers to the DAB and 

provided the power of entry to private property by bylaw 

enforcement officers. This bylaw was abandoned and replaced 

by the February 1969 Bylaw 7500 which superseded Bylaw 

4916. Bylaw 7500 covered much the same territory as previous 

bylaws and incorporated some specific changes. The addition 

of special development areas allowed for special rules to 

govern what were felt to be unique circumstances. Many of the 

otherwise standard categories received some revision and 

provided continuity in the process. This bylaw was thrown out 

by the courts as it was found to be ultra virus as a result of legal 

action taken by members of the public. (City of Calgary Bylaw 

7500, 1969) 

1.2.8 Bylaw 7839 (1970) and 8600 (1972) 

Bylaw 7839 adopted by council in March 1970 to 

replace the invalid bylaw as an interim step while the 

preparation of Bylaw 8600 took place. 7839 was valid for 39 

months and broken into three sections administrative 

provisions, rules respecting the use of land, and land use 

classifications guide and schedule of permitted land use. This 

breakdown of sections was a common format between Bylaws 

7839 and 8600. In addition they both referred to a series of 

maps which formed part of the bylaw. The practice of 

referencing maps continues to this day as need for specific 

clarification remains an integral part of the present land use 

designation practices. (City of Calgary Bylaws 7839, 1970 and 
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8600, 1972) 
These revisions moved away from general purpose 

guidelines and have become more focused on specific issues 

based on observation of the discrepancies in the existing 

system and the steps taken to improve the regulatory process. 

1.2.9 Bylaw 2P80 (1980) 

Lastly, Bylaw 8600 was replaced in March 1980 by 

Bylaw 2P80 and has lasted in good stead for the last twenty 

years. 2P80 has been supplemented by amendments and 

additional bylaws to allow for variations when a comprehensive 

revisit is not necessary. These supplements are revisions to the 

Land Use Bylaw 2P80 and have been adopted by Council no 

less than 80 times for various reasons. 

Observations regarding the proper function of the bylaw 

are generally the impetus of change. Gradual shifts in the 

attitudes of society also contribute to modifications in the rules 

of development. Political lobbyists press for change to benefit 

special interest groups. Technical advancements in materials, 

procedures, and products used in the construction of buildings 

initiates the need for changes in standards. Changes in 

transportation trends, employment goals and objectives, social 

attitudes, and political pressures are all factors which affect the 

rules regarding policies and therefore development 

regulations. 

In addition to the revisions to the bylaw itself, direct 

control bylaws, site specific bylaws that allow for uses and 

intensity of uses beyond the present scope of the 2P80, are 

applied for when the proposed use for a site cannot fit into a 

pre-defined category in the established bylaw. 

This chronology helps describe the range of interests 

involved in the regulatory process of development. Many of the 

issues have been adopted by other more specific legislative 
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categories, and thus have become less significant in the 

present regulatory framework. Other obsolete, (not useful for 

their original purpose or in their original context), controls have 

retained a place in the present day LUB because they still offer 

value in the planning context. (City of Calgary Bylaw 2P80, 

1980) 

Because of the age of the existing land use bylaw, 

maintaining its effectiveness through periodic revision is 

becoming increasingly more difficult. New approaches in 

development practices and their associated economic 

pressures require new methods in processing and evaluating 

development proposals. Shifts in the social behaviour and 

expectations of society also come into play. 

1.3 Other Regulatory Frameworks 

The current enacted bylaw works with other regulations, 

policies, studies, and briefs. The regulations include the 

following: 

1) The Alberta Building Code - which governs common 

construction practices in the province of Alberta. 

2) Transportation regulations - which govern the size 

and classification of roadways and their capacities, their 

method of interconnection and design. Bylaw 41M95 was 

adopted July 11, 1995 and approved by the Lieutenant 

Governor in Council September 27, 1995. 

3) Engineering Standards - controlling the design of 

infrastructure intended to serve the present and future needs of 

the municipality. 
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4) AVPA Noise Exposure Forecasts - established to 

indicate to what degree a given site will be exposed to noise 

from the Calgary International Airport. 

5) Floodway/Floodplain regulations - which indicates the 

requirements involved in constructions built within the 

boundaries of the one in one hundred flood levels. 

6) BRZ regulations - regulations developed to assist the 

revitalization of lagging local commercial districts in the inner 

city. 

The goals of each of these regulatory documents are 

very specific and are considered in land use applications. 

1.4 The Present Land Use Bylaw 

The Land Use Bylaw governs many issues and these 

issues vary in their importance depending on the 

circumstances involved. The range of powers held by the 

approving authority are defined by the category a development 

proposal falls into. The two main categories found within Bylaw 

2P80 are permitted and discretionary uses. When the use is 

deemed to be of an acceptable type for the land use 

designation in question, the use is called a permitted use. The 

proposed development cannot be refused on the basis of use. 

The only recourse the planning authority has is to approve the 

application with conditions attached. Very few uses in the City 

of Calgary fall into this category. 

The great majority of uses fall in the discretionary use 

category. This allows for the input from a great many affected 

parties to be heard from and considered prior to decision being 

rendered. Within the discretionary listing of uses, the available 

uses are further split up into a number of other groupings. 

Groupings range from least restrictive to the most restrictive 
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and include: certainty of use no notice posting, certainty of use 

with notice posting, non certainty of use no notice posting, and 

non certainty of use with notice posting. (City of Calgary Bylaw 

2P80, 1980) 

1.4.1 Certainty of Use 

Certainty of use is a category in which the proposed 

development cannot be refused for reasons of use. Proposed 

projects are still subject to the physical restraints of the limits of 

built form by the rules applicable to the land use designation 

the project is to be built within. (City of Calgary Bylaw 2P80, 

1980) 

1.4.2 No Notice Posting 

The no notice posting is a category in which the 

proposed development can be refused for reasons of use. The 

project is subject to the physical restraints of the limits of built 

form by the rules applicable to the land use designation the 

project is to be built within. However, the need to advise the 

public of the existence of the proposal is not warranted. (City of 

Calgary Bylaw 2P80, 1980) 

1.4.3 Notice Posting 

In the most restrictive category, one in which the 

proposed development can be refused for reasons of use, 

proposals continue to be subject to the physical restraints of the 

limits of built form by the rules applicable to the land use 

designation the project is to be built within. Furthermore, the 

need to advise the public of the existence of the proposal is 

deemed to be in the best interests of the public. 

The City of Calgary's Land Use and Mobility 

department's present position is that the use of discretion has 

significant standing in the development approval process. 
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Traditionally, the types of issues attended to within the 

scope of development regulations are determined by the 

context in which they occur. The degree to which attention is 

paid to each of these issues is dependent upon the district, type 

of use, intensity of use, and policy governing these issues in its 

specific location. (City of Calgary Bylaw 2P80, 1980) 

1.5 Major Land Use Designation Categories 

The objective of the major categories in the land use 

bylaw is to accommodate different uses and their respective 

needs, tolerances, functions, and infrastructure requirements. 

The major land use categories are: 

RESIDENTIAL 

COMMERCIAL 

INDUSTRIAL 

SPECIAL 

In the past, little consideration was given to the concept of 

mixed-use. Some combination of mixed use has been allowed 

within the most dense residential LUDs (RM-7) and within the 

CM-1 and CM-2 LUDs, primarily within the downtown core. No 

residential development, with the exception of caretakers' 

accommodation, has been allowed within industrial LUDs. 

1.5.1 Direct Control 

Direct control land use designations are requested 

when the proposal does not fit within a standard LUD. This is 

sometimes as a result of a request by the developer, the 

community association or politicians. Various reasons are cited 

for these requests for direct control. The developer sometimes 

wishes to "lock in" a relaxation or variance, the community 
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sometimes wishes to guarantee a concession from a developer 

and sometimes a politician wishes to record a negotiated 

settlement between the developer and the community or 

affected adjacent landowner. 

The rigidity of these traditionally restrictive LUDs is now 

being challenged by both the policy makers and the 

development industry. The growing tendency for land owners 

to apply for land use redesignations to direct control, with 

guidelines that do not fit the traditional categories, is now 

becoming the norm rather than the exception. Policy makers 

are attempting to encourage forms of development in locations 

that would have been unheard of a decade ago. Even with 

these desires to change the existing traditional modes of 

development, implementation encounters a stiff resistance 

socially, economically, politically and strategically from many, 

sometimes unexpected sources. The fact that most land use 

redesignations are to direct control indicates that the present 

day land use designation categories cannot accommodate the 

proposed designs submitted by developers. 

1.5.2 Residential Land Use Designations 

Each of these major categories are broken down into 

LUDs by reason of use and intensity of that use. 

Residential Land Use Designations: 

District Name 

RR-1 Restricted Residential Single-Detached District 

R-1 Residential Single-Detached District 

RS-1 Residential Small Lot District 

RS-2 Residential Small Lot District 

R-1 A Residential Narrow Lot Single-Detached District 

R-2 Residential Low Density District 
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Residential Land Use Designations: 

District Name 

R2-A Residential Low Density District 

R-MH Residential Mobile Home District 

RM-1 Residential Low Density Multi-Dwelling District 

RM-2 Residential Low Density Multi-Dwelling District 

RM-3 Residential Medium Density Multi-Dwelling District 

RM-4 Residential Medium Density Multi-Dwelling District 

RM-5 Residential Medium Density Multi-Dwelling District 

RM-6 Residential High Density Multi-Dwelling District 

RM-7 Residential High Density Multi-Dwelling District 

Source: Bylaw 2P80 

The uses above are all residential. However, the 

intensity of use ranges from 3.68 units per net developable 

acre in RR-1 to 395 units per net developable acre in RM-7 

sites over 4000 square metres in area. This translates to a 

range with a factor of 107. Although this sounds like a huge 

range, we still have one of the lowest development densities in 

North America. (Appendix A, Table A-1) 
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Chapter Two 
Calgary's Approach to Land Use Regulation 

2.1 Background 

The existing development regulation process is in place 

to implement policy objectives, which in turn reflect the political, 

social and economic aspirations of society. Planning 

authorities recognize "two-fold planning function: first the 

determination of policies, social, economic and strategic; and 

second, the making of land use and development plans in 

conformity with those policies." (McLoughlin, 1973, p18) 

McLoughlin goes on with reference to Keeble to describe a 

desirable end result 

"...for the notion that the whole is greater than 
the sum of the parts. But he quickly goes on to 
become very much more specific in what he admits 
is a personal 'vision': an unviolated countryside, 
largely devoted to agriculture and having well 
designed and sited buildings; wild country should 
remain wild; an adequate, well-designed system of 
rural roads, settlements with with 'clear clean 
edges... and interesting silhouettes'; uncongested 
urban roads; a balance of population and 
employment avoid mass journeys to work; a clear 
urban structure i.e. a pattern of land uses and 
communications which maximized accessibility and 
minimized congestion and danger; pedestrian 
shopping precincts; playing fields and other open 
spaces accessible to all who want them; well 
designed industrial areas;the widest possible 
choice of house-types in residential areas with 
private outdoor space if possible; 'proper design 
and integration' of a multitude of natural features 
and artifacts in the urban scene." (McLoughlin, 
1973, p21) 

If this describes, in an idealistic way, the objectives of a 

whole group of policies and their effect on the formation of 

urban development, the ability to put 'on the ground' that result 

will depend on the utilization of a strong and effective 
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regulatory system. Without an effective development regulation 

in force to implement the desired policies, a municipality might 

as well stop writing policies. Many policies written by the policy 

arm of Calgary's Planning Department do not come to fruition 

due to ineffective follow through in the regulatory phase. 

For example, commercial development in the Crowfoot 

Centre project, although in compliance with all policy and 

regulatory guidelines, was turned down at Subdivision and 

Development Appeal Board due to the political sensitivity the 

board expressed towards adjacent landowners. The site, which 

was designated employment centre and had future Light Rail 

Transit proximity was direct control designated to allow multi

story commercial (offices) development. The developer 

submitted plans for development at densities well under the 

maximum allowed and the development, quite correctly, was 

approved by the file manager in charge. During the appeal 

period adjacent residential land owners appealed the decision 

and the SDAB overturned the decision and withdrew planning 

permission for the development. This not only contradicted all 

established policies with regard to the site, but exposed the city 

to potential law suits as the withdrawal of approval was not on 

planning grounds. 

This apparent conflict between policy and approval 

decisions is not as uncommon as one might think. Planners 

often inflict requirements of "guidelines" on developers, who 

strictly speaking, are not required to provide them. Only 

statutory plans have absolute standing in the development 

regulation enforcement arena, other guidelines are 

discretionary in their application. The introduction of a higher 

degree of discretion within policy guidelines is desirable to 

accommodate site specific issues. 
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2.1.1 Development Permit Application 

As stated in the foregoing and as stated by Hodge "Most 

planners would argue that, while it is important to prepare a 

plan, it is equally important to design and apply appropriate 

tools for guiding the decisions of participants so that the plan is 

achieved or implemented. Certainly, the two are 

interdependent: a plan without tools for implementation is 

probably destined to gather dust on the shelf; such tools 

without a plan are meaningless or arbitrary regulation." (Hodge 

1991, p217) 

Consistency in the regulatory approval process is 

paramount in order to satisfy the applicants for development 

permits that there is a predictable process, which will apply to 

them when an application for development is made. This 

chapter will take you through the present application process 

and will illustrate the predictable route an application for 

development will take. Experienced developers become 

familiar enough with this system, so they can predict which 

aspects of their application will give them trouble. Various 

strategies have been formulated to circumvent the system, and 

due to the discretionary nature of the decision process, often 

they 'get away' with relaxations which would otherwise defeat 

an application. Favourite strategies include the following: 

1) Omitting crucial information, hoping that no one will 

ask or notice the omission. 

2) Presenting information in a conveniently biased 

fashion, such as out of scale or in two different ways and then 

later choosing the most beneficial interpretation. 

3) Mislabelling information such as "up and dn" for the 

terms up and down, (when inverted up and dn are the same) 

4) Bait and switch ... the act of providing a known 

acceptable finish and then during the construction of the 
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building providing an alternate finish and expecting a revised 

plan to be approved without question. 

5) Drawing streetscapes with a misrepresentation in the 

degree of grade slope or building height or both. 

6) Lowering a roof line by artificial means through 

applied false roofs to side walls and then using a literal 

definition in the bylaw as an out. 

7) Blaming contractors for inaccuracies during the 

construction process. 

Source: authors observations 

Examples of deception are endless and thus the need 

for a tightly written bylaw is essential to facilitate meaningful 

development control. 

The significance of the ability to enforce development 

decisions has a decreasing effect on the overall quality of a 

district's development as it reaches the end of the community's 

build out. This is to say if the initial development of a district is 

on the right foot, then less is left to go astray as the community 

reaches full build out. This is not to say that one may ignore the 

finishing details as these may be the details that are initially 

obvious to the uninitiated. "Planners have found through 

experience that success in plan implementation involves 

attention being paid to two facets of the process: 

(1) Assiduous application of planning tools in a manner 

consistent with the policies of the community plan; and 

(2) Strategic programming of capital investments by the 

community to promote the community plan. 

In other words, in guiding the continuous physical 

development of the community, planners can and do have a 

major influence on the outcome of the plan's initiatives by 

concentrating on the two facets in which they have a direct 

role." (Hodge, 1991 p. 220) 
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To better define the relationship between the policies 

and the development regulation refer to Figure 1 below. 
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Figure 1: Relationship Between the Municipal 

Government Act, Statutory Plans and the Land Use 

Bylaw. 

Source: City of Calgary, Municipal Development Plan, 1998, 
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2.1.2 The Development Permit Application Submission 

Quality standards have been established for documents 

submitted for planning approval at the City of Calgary. Each 

different type of application has different requirements based 

on the land use designation for the land parcel in question, and 

is dependent on the circulation distribution that particular type 
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of application is expected to be exposed to. 

Multiple packages are reviewed by different referees 

simultaneously to provide a faster turn around. A variety of fees 

are charged to offset the average cost of permit processing. 

The more complex the application, the higher the fee. 

Information pamphlets outlining these requirements are 

available for any application type or combination of types to 

ensure that an applicant has the most current and up-to-date 

information possible. (Figure 2) 

2.1.2.1 The Initial Review 

Upon receipt of an application, the file is assigned to the 

Corporate Planning Applications Group responsible for that 

area of the city the application affects. A screening process is 

executed upon receipt of the application to ensure that all of the 

required information has been included. Insufficient information 

is the single most common reason for delays in the processing 

of applications. After the file number assignment, the 

application is assigned to a file manager and is reviewed by 

the CPAG team for initial reactions. As each team member is 

intimately familiar with the local context of the proposed 

application and its immediate surroundings, obvious 

discrepancies are identified and additional requirements may 

be identified and this information relayed back to the applicant. 

2.1.2.2 The Bylaw Check 

The application is then forwarded to a bylaw check 

specialist who examines the application in detail for technical 

conformance to the existing land use rules applicable to the 

specific site. The findings of this review assist the CPAG team 

members in their analysis of the suitability of the application in 

its specific context. 

26 



DEVELOPMENT PERMIT APPROVAL PROCESS 
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Figure 2: The Development Permit Process Flow 

Chart. 

Source: City of Calgary, 2000. 
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2.1.2.3 The Team Process 

Each member of the review team then takes a package 

to their respective departments and reviews the application 

specifically for its effects on their long term plans and identifies 

any requirements it deems necessary for the proper function 

and integration of the proposed development, if approved. Any 

issues raised at this time can be "deal busters". This is the 

stage in which many as yet unknown issues may arise. If the 

application survives this stage, the item identified may become 

prior to approval or prior to release conditions or permanent 

conditions of a development permit. 

2.1.2.3.1 Planning 

The planning representative on the CPAG team is the 

lead professional on the team. Responsibilities include 

providing research pertaining to any policy issues that arise 

from the analysis to the other team members. Identifying the 

appropriate applicable policy documents, and interpreting their 

meaning in the context of the application, is their primary 

function. Their detailed review of the bylaw check and any 

relaxations required by the application will either support or 

hinder the application through the next steps in the planning 

processes. These relaxations may make or break an 

application as the planner may see justifiable reasons to allow 

a relaxation. The most common reason for a decision to be 

overturned at SDAB or CPC is an argument regarding such 

relaxations. Occasionally an applicant wishes to be rejected by 

a file manager on what the file manager may see as too 

significant a relaxation. This will allow the applicant to appeal 

the decision to the SDAB for a reversal on the decision. It is 

common to have better luck swaying the mood of the SDAB 

than to ask the planner to make a decision contrary to the 

wishes of a community association or other affected party. 
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Community associations are quickly becoming the most 

significant opposition to development as development is seen 

as an unknown and a risk. Politicians react quickly to 

community associations because the citizens vote. The SDAB 

is made up of a maximum of 50% politicians who often make 

political decisions, as previously indicated in the Crowfoot 

Centre example, and hence, decide against policy in favour of 

a politically astute alternative. (Municipal Government Act, 

1996, p256) 

As one observes, consistency of the SDAB decision 

results are not predictable, and developers are placing their 

projects at high risk if they are counting on this course of action 

for development approvals. 

2.1.2.3.2 Parks 

The Parks Department representative investigates how 

the proposed development would interact with the surrounding 

environment. Emphasis is given to proximity to parks and 

school grounds, ties to the bigger picture such as bicycle paths, 

tree canopies, foliage development and minimum planting 

requirements. Different types of developments require differing 

intensities of provision of these parks requirements. The Parks 

Department is also a quickly growing influential player in the 

development of new communities and the redevelopment of 

established ones. The new environmentalism is a movement 

with growing momentum and the Parks Department is 

increasing its role in the planning process. Recognizing that 

once park space is lost, it is commonly unrecoverable, is one of 

the driving factors in this trend. 
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2.1.2.3.3 Engineering 

Representatives from the Engineering Department 

review applications for technical requirements pertaining to 

water supply, storm water drainage and management, curb 

cuts, street slopes, lowest top of footing elevations, 

infrastructure impacts and implications along with long term 

capacity requirements and infrastructure oversupply stock. 

Requirements for the Engineering Department commonly are 

satisfied with payments for the costs of supplying the relevant 

service at a prescribed rate that reflects the average costs for 

that particular service. The reasoning behind this practice is 

that through averaging the costs no developable lot will go 

undeveloped simply due to an exorbitantly high cost of site 

servicing. 

2.1.2.3.4 Transportation 

Members of the CPAG team from the Transportation 

Department review the application for impacts on the existing 

and planned transportation network systems. Issues that come 

to the forefront include service loads of residential and collector 

roads and their feeds to major and freeway systems, access 

locations and minimum dimensional sizes of drive aisles and 

parking stalls. In addition, safety issues such as acceleration 

and deceleration lanes and merging situations come into focus. 

Longer term issues like transit modal mix and alternative 

transportation modes stated in long term policy documents are 

encouraged. Occasionally, developments are denied when the 

negative effects of transportation issues override the benefits of 

increased development. 
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2.1.2.3.5 Police 

Specialists from the Police Department comment on the 

physical arrangement of the proposed development with 

regard to possible contributing factors encouraging or 

discouraging crime. CPTED is the Crime Prevention Through 

Environmental Design section of the Police Department and 

their representatives sit in on regular CPAG review meetings. 

2.1.2.4 Circulations 

The plans of the proposed development are also 

circulated to various departments for comments and these are 

incorporated into the analysis. Departments that do not have a 

representative on the CPAG team but affect the outcome 

include fire, emergency medical services, community 

associations, and school boards amongst others. This is to 

ensure that comments from departments who do not have a 

representative in CPAG are fully considered in the decision 

process. 

2.1.2.4.1 Referees 

The referees from all interested parties return the 

circulated plans with comments, contributing to the decision 

making process. Another role of the file manager is to compile 

these comments and approach the applicant with 

recommended or required changes to the proposed 

development and indicate the reasoning behind the 

requirements. The applicant is requested to respond to the 

referees' comments and may at this time indicate a willingness 

not to accommodate the requested or required changes. The 

applicant's response to these changes may help the planners 

in their decision for approval or refusal of the development 

permit. 
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2.1.2.4.2 Input 

All input is considered. Some referees' concerns weigh 

more heavily than others. Seven referees' positive comments 

may be outweighed by one referee's negative observations. 

2.1.2.5 The Decision 

The file manager is then charged with the responsibility 

of rendering the decision. The decision can range from outright 

refusal, through approval with prior to release conditions 

including relaxations of the bylaw, progressing to more 

favourable approvals with conditions but with no relaxations, 

continuing to approval with only minor conditions. All of these 

decisions are subject to the advertising period and possible 

appeal. Balanced in this decision are the desire of the city to 

broaden the tax base, to continue the status quo, to improve the 

city's economy, to take into account community associations' 

concerns regarding the application and numerous other factors 

depending on the context of the application. 

2.1.2.6 Advertising 

The advertising period is usually two weeks. During this 

period the decision the planner has made on the development 

permit is advertised in the local papers. An invitation is made 

to any affected party who wishes to appeal the decision if they 

can produce evidence that it materially affects the use and 

enjoyment of their property. If the advertising attracts appeals, 

or if the applicant appeals the decision to disallow the 

development or conditions of development, then an appeal 

date is set. Further negotiations may proceed while the permit 

is pending in order to resolve any unresolved differences. This 

sometimes results in a deal being brokered, and the appeal 

being withdrawn. 
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2.1.2.7 The Appeal Process 

If the appeal is not dispensed with before the appeal 

date, then the interested parties are allowed to present their 

cases to the board. The planner, who had made the decision 

on the file, presents the facts as they occurred to the board. In 

addition he/she describes the negotiation process and the 

decision which followed. The appellant presents their case to 

the panel members and answers any questions the panel may 

have for the applicant. This is followed by any objectors to the 

appeal. After all interested parties have been heard, the board 

renders a decision. The decision may take one of several 

forms. Those forms include refusal of the appeal and upholding 

the planners approval or refusal, the board may allow the 

appeal and overturn the planners approval or refusal, or the 

board may table the item to allow time for the parties from the 

differing points of view to agree to a solution. 

2.1.3 Subdivision Application 

The subdivision process follows forms used in the 

development process with some simplifications. The breadth of 

referees is broader and includes utility providers Atco Gas, 

Enmax, Telus, Cable TV and other service providers to alert 

them to address changes that will occur if the subdivision is 

approved. A special group at the City of Calgary allocates 

addresses following naming convention consistent with 

established practices. This allows the public and emergency 

services logical means to locate desired addresses. (Figure 3) 
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Figure 3: The Subdivision Permit Process Flow Chart 

Source: City of Calgary, 2000. 
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2.1.3.1 The Application Submission 

Similar to the development permit process, defined 

requirements for subdivision applications of different types are 

provided. Due to the broader circulation, a larger number of 

copies are required. 

2.1.3.2 The Initial Review 

Subdivision applications are reviewed in the same 

fashion as development permits except construction designs 

are not required to accompany the application. The review of a 

subdivision hinges on the existing land use designation and is 

acceptable if it complies with all the rules of subdivision. The 

rules of subdivision include an evaluation of the Area Structure 

Plan or Area Redevelopment Plan for compliance with the 

established policy for the district in question. The review 

includes determination of infrastructure supply and forecast 

demand by the proposal. Dedication for schools, roads, parks 

as required by the Municipal Government Act. 

2.1.3.3 The Bylaw Check 

The bylaw check for subdivisions includes a review to 

determine if the minimum standards for the applicable land use 

designation concerned. Different "zonings" have different 

minimum standards. Samples of the minimum standards and 

their differences may be observed in the following examples. 
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LUD j Lot Area [Lot Width ~. Lot Depth 

.3-1- 330 Square M M 2 M 122.75 M 

f.RM-4 1279 Square M i_7.5 M J none 

j l - 4 j 1.6 Ha j none jnone 

C-6 inone J45 M none 

UR 1 Ac | none none 

Table 1: Minimum Standards of Lot Configurations 

by Type. 

Source: City of Calgary, Land Use Bylaw 2P80, 1980. 

If the application fails to meet the required minimums in 

any way the file manager has grounds for refusal. The next 

possible option is to redesign the subdivision, or perhaps to 

apply for a land use redesignation. 

2.1.3.4 The Team Process 

The file manager then takes the application for a team 

review. As subdivisions may occur anywhere in the city, some 

applications have a more significant impact than others. 

Subdivisions in already built out areas attract more attention as 

there are existing residents who will have a say in the approval 

process. Those individuals owning adjacent properties are 

informed by letter that a subdivision of a property adjacent to 

them is under subdivision application. 
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2.1.3.4.1 Planning 

Problem issues are dealt with in the same fashion as 

development permits. Negotiations take place in an effort to 

achieve a consensus. However, if an application meets all the 

relevant requirements, the application is granted. Appeals may 

be launched only if the proper process had not been followed. 

2.1.4 Land Use Redesignation 

When the development permit process and / or the 

subdivision process does not yield the desired result for a land 

owner, then the next option available to the owner is a land use 

redesignation. A successful land use redesignation changes 

the permitted and discretionary uses allowed on a parcel of 

land. (Figure 4) 

2.1.4.1 The Application Submission 

The applicant submits the plans of subdivision, if any, 

and the plans of development for the parcel in question. The 

application, if successful, may take the place of a development 

permit and a subdivision application, and has the possibility of 

being approved, tied to plans, by the Calgary Planning 

Commission (CPC). 
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Figure 4: The Land Use Amendment Application Flow 

Chart 

Source: City of Calgary, 2000. 
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2.1.4.2 The Initial Review 

Applications for Land Use Redesignations undergo the 

same scrutiny as developments and subdivisions. The file 

manager applies the same review process as for development 

permits and includes the process for subdivisions, if applicable. 

Often the applications are political in nature and sometimes 

deal with uses that are unique. 

2.1.4.3 The Bylaw Check 

The bylaw review follows the technical route that 

accompanies any other development application and is 

submitted to the CPAG team for information. It is utilized in a 

similar fashion as in the other applications. 

2.1.4.4 The Team Process 

The team review coordinates the development and 

subdivision portions of the land use redesignation. Planning, 

Parks, Engineering, Transportation and the other circulation 

referees take care of their respective reviews. 

2.1.4.5 Circulations 

Circulations follow an even wider distribution including 

the alderman for the district containing the parcel under review. 

This process often takes six months and may have substantive 

financial costs to the developer. Large scale land use 

redesignations will, as part of the requirements of approval, 

require large cash payments for infrastructure improvements 

caused by the future construction and occupation of the 

proposed development. 
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2.1.4.5.1 Referees 

The referees grow with the scale of the development 

and subsequently the complexity of the decision process. 

Public and private interests are balanced and the political 

implications come into play. The perceived receptiveness of the 

city to accommodate new development has national 

implications. Calgary has, for the last few decades, fostered an 

impression that the city administration is receptive to the 

movement of large scale offices and industrial developments to 

the city. Refusals of such developments, without grounds, may 

send the business community incorrect and unintentional 

signals regarding future development proposals in the City of 

Calgary, (author's observations of actual application reviews) 

2.1.4.5.2 Input 

Inputs into the land use redesignation procedures have 

broader implications than those made into the development 

permit and the subdivision processes independently. 

Subdivisions on their own do not alter the uses 

available within an established land use designation and 

therefore offer affected parties some continuity in the ultimate 

use a parcel of land will be put to. 

Development permits applied for independently of land 

use redesignations also do not alter the possibilities available 

to the land owner in terms of use or intensity of use. 

Land use amendments have the possibility of altering 

not only the use but also the intensity of use and possible 

parcel sizes. This compounding of changes to possible uses 

and intensity of use makes the end result of potential changes 

more varied and possibly unpredictable. This is one of the 

reasons that, often, land use amendments are tied to specific 

plans submitted at the Calgary Planning Commission hearings 

with little tolerance for alterations. Anything other than very 
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minor alterations to a tied-to-plans application approval will 

result in a requirement to reapply for an alternate land use 

redesignation. 

2.1.4.5.3 Advertising 

Because of the large scale implications of land use 

applications on the surrounding communities, an extra effort is 

made in the notification of adjacent owners. The Municipal 

Governments Act requires a public notice to be posted on the 

property and notices to be advertised in the local newspapers 

two weeks running. To be certain of full disclosure and 

because practice, in the past, has been to notify the owners 

directly by mail, the City continues to do so. 

2.1.4.6 The Recommendation 

As the implications of decisions regarding land use 

redesignations are wide ranging, the decision on the process 

lies not with the Planning Department but with the CPC. The 

Planning Department does make a recommendation on the 

application based on the procedures, which guide the 

development permit and subdivision processes, but the final 

decision remains with the CPC. 

2.1.4.7 The Decision 

The decision takes into account the proposal's effects on 

long term strategic planning desired by politicians, developers, 

the public, adjacent neighbours, and established policy 

documents pertaining to the specific district. 

2.1.4.8 The Integration of Land Use Redesignations into 

Existing Policy 

DGCisions on land use redesignations, by their very 

nature, are contradictory to established policy governing a 

41 



specific parcel of land. With the approval and subsequent 

development of a parcel, with a newly modified land use 

designation, an automatic revision to the applicable ASP or 

ARP is generated. The logic in this approach is that the ASP or 

ARP must reflect the existing approved land use policies within 

the district represented by that particular ASP or ARP. To 

achieve this continuity, ASP's and ARPs are under constant 

revision to stay current with the approved land uses. 

2.1.4.9 Similarities and Differences in the Development Permit, 

Subdivision and Land Use Designation Processes 

Each of the aforementioned processes has similarities 

and differences. The common features of the processes hinge 

on the use of land within the city limits and recognize the need 

for varied inputs in the decision making phase. The system 

recognizes the right of affected parties to have a venue to voice 

their concerns. The inputs, in each approval process, are 

heard, given weight in their context, and utilized to come to a 

conclusion in each application. The differences occur in the 

scale of the application and the balancing of the rights of the 

individual as opposed to the rights and greater good of the 

community at large. This involves the use of wide reflective 

equilibrium in the decision process. 

2.2.1 Political Involvement 

The public is increasingly being asked to be involved in 

the approvals process for multiple reasons, some of them 

stated and some not. The planners are interested in the 

opinions of affected parties to gather input regarding the 

existing conditions in an environment to be developed. They 

also wish to head off potentially controversial issues, which 

may arise during the application process. Planners also 
answer to politicians and politicians, in turn, answer to the 
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electorate. These relationships affect the decision process to 

the extent the system has come to expect. The degree of effect 

varies with people and issues involved. Presently, the city is 

having little luck with transportation issues as the public is 

unwilling to accept the wishes of the politicians with regard to 

several objectives the city has in developing the transportation 

network. 

Some of these controversial issues and/or concepts are listed 

below: 

1) LRT station development at Canyon Meadows 
community. 
2) Ratio of spending in the transit/auto modal mix. 

3) Elbow Drive's status as a minor collector being 
upgraded to a major or a full collector status. 
4) Method of service delivery and the ratio of user pays. 
5) The actual dedication of the 22x to Highway 8 
transportation utility corridor. 

Politicians are increasingly reluctant to put the good of the 

entire community ahead of a few citizens. Whether this result is 

due to possible negative political fallout, or just a loyalty toward 

their specific ward, rather than the city in general, is unclear. 

2.2.1.1 Subdivision and Development Appeal Board 

The SDAB is a body appointed from interested parties 

and makes decisions on the fate of subdivisions and 

development approvals. These applications are generally of a 

lesser scale than those decisions made at CPC and involve 

site specific issues. Issues may vary with the site decisions on 

two seemingly similar situations and may have distinctly 

different outcomes. The degree of impact is often the deciding 

factor at the SDAB. The SDAB has the power to overrule the 

file manager's decision and is supposed to take all pertinent 

inputs into account in rendering their decisions. Shifts in the 
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planning policy directions may be observed here first as more 

stringent or discretionary posture toward certain issues 

predominate. These appointments are made by politicians and 

are sensitive to political pressures. 

2.2.1.2 Calgary Planning Commission 

The CPC is formed of elected officials and municipal 

administrators and generally deals with larger issues than the 

SDAB. These are often larger than single site or single 

development scales and generally affect larger groups of the 

public than single site developments. As this is a higher 

authority than the Planning Department, or the SDAB, its 

decisions are generally more political than the aforementioned. 

The CPC generally places more emphasis on the established 

policy directives, as the larger scale developments will 

generally have a distinct tendency to either assist or undermine 

the long term objectives of the desired direction and form of 

growth of Calgary in the future. Again, these elected 

representatives are sensitive to political pressures and 

responsible to the public. 

2.3.1 The Public's Involvement 

The degree of knowledge in the average member of the 

public is increasing and becoming progressively more 

sophisticated. This is becoming more apparent to both the 

planning community and the politicians. To smooth the waters 

and to allow the public to assist in the determination of its own 

fate, public participation has increased substantially. This has 

not always worked to the advantage of obtaining good results 

in planning decisions. Much of the public is lax in expressing 

their opinion unless they are directly affected by the issue at 

hand. Sometimes they do not realize they are affected by a 

policy. The vocal minority is louder than the silent majority in 
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many cases. Locally affected citizens are defeating 

improvements intended for the good of the whole and because 

the whole does not speak up, the issues are being defeated. 

Local politicians are not supporting city wide initiatives 

because they are unpopular in their ward. Typical of this is the 

TUC west of Woodlands, Cedarbrae, Oakridge and Lakeview. 

The city has, for thirty years, attempted to reach an agreement 

with the now Tsuu T'ina Nation, and, at the present moment, no 

agreement is in place. Citizens of these districts have known for 

decades that the TUC corridor was located to the west of their 

district and now when the city actually wants to construct the 

infrastructure development to the benefit of the city as a whole, 

they complain about the impact on their community. No 

consideration is accorded to others who neighbour them to the 

south. No consideration has been given to the city's ability to 

accommodate new development. People in these areas give 

no heed for the ramifications, if the road is not developed. The 

city may need to impose minimum development densities in 

established areas because of the inability to develop new 

ones. 

Discussion on this topic will be elaborated in Chapter 

Three in conjunction with a discussion of stakeholders attitudes 

on land use regulation. 

2.4.1 Policy Interaction and Effectiveness 

For policies to be interactive and effective, the bigger 

picture has to be considered. If the relationship between 

politicians, the public, planners and developers is to be 

cooperative, consideration and equity need to be in the 

forefront when negotiations and mediations occur regarding 

the future development of the City of Calgary. Established 

policy documGnts -- area structure plans, area redevelopment 
plans, general municipal plans, transportation plans, 
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intermunicipal development plans and growth area 

management plans -- all require cooperation to be adopted 

and executed in order to have any hope of being effective. 

The purpose of these descriptions is to demonstrate the 

importance of joint and coordinated efforts in the establishment 

of plans and their implementation. Often the emphasis is 

placed on the theory of planning, and the social and economic 

justifications and ramifications. If the effort stops at this stage, 

then no matter how well intentioned the policies may be, they 

will have little chance of success. Several areas, where the 

implementation of policy is failing, relate to lack of commitment 

on behalf of the policy writers and politicians to support the 

intent of the plans. Policies that are not supported in reality 

should be withdrawn and replaced with policies with more 

support behind their implementation. 

In addition, established policies deserve to be defended 

publicly from the NIMBY and NIMW attitudes from individuals 

and alderman who hold their small scale interests above the 

interests of the city as a whole. These selfish attitudes hinder 

the implementation of city wide initiatives essential to the city's 

ability to support both short and long term infrastructure 

improvements intended for the good of the majority. This may 

only be possible with the adoption of a neutral board that is not 

affected by public opinion. The issue is reflected in one of the 

recommendations within chapter six. 
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Chapter Three 
Stakeholders Perceptions of the 

Development Process 

3.1 Preamble 

To clarify the position taken with regard to the 

stakeholders' attitudes toward land use regulation, some 

explanation about existing information is necessary. Indicators 

found in other research are a valuable source, if relevant to the 

study, and, as source data for policies that development 

regulations are intended to support, GoPlan and the MDP 

qualify in this regard. 

The following is a summary of three major studies with 

large public participation rates. Calculated standard errors are 

low; and the information is considered reliable. (IBI Group 

Report November 1992) 

3.2 GoPlan Supporting Documents 

Three documents, aenerated for the GoPlan, summarize 

significant public participation with regard to land use, urban 

form, and transportation. These documents are: 

1) Calgary GoPlan - Evaluating Core Values Regarding 
Transportation and Urban Form in Calgary - BGS no. 22-10-94 

2) Calgary GoPlan - Auto and Transit Mix: Report of the 
Auto and Transit Issue Sub-Group - WPS no. 14-05-94 

3) Calgary GoPlan - Focus Group Study on Land Use 
Scenarios - WPS no. 20-05-94 

The above three papers draw on results from extensive 

interviews with the general public regarding these important 

issues. The next section summarized most important findings. 

In addition, Appendix C illustrates relevant data from this study 

in Figures C-1 to C-6. 
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3.2.1 Evaluating Core Values Regarding Transportation and 

Urban Form in Calgary 

Evaluating Core Values Regarding Transportation and 

Urban Form in Calgary deals specifically with the issues of 

urban form. 

Figures C-1 to C-5 (Appendix C) report results of the 

interviews with 961 households in the following categories: the 

full sample group, $0 to $20,000 income range, over $100,000 

income level, households with children under 18 years old and 

households with retired individuals. Predominant concerns 

across all sample groups were building form, taxes, and air 

quality. By far building form was the major issue. "The 

preference for single family dwellings is very strong and 

consistent across almost all of the sub-groups of households 

considered." (BGS no. 22-10-94) The report goes on to further 

emphasize this issue with the statement, "The typical Calgarian 

household is willing to endure large increases in auto travel 

time to work, significant increases in municipal taxes and the 

development of major roads in environmentally significant 

areas in order to stay in a single family dwelling." 

These studies were used in the formulation of the 

GoPlan, a policy document reflected in the Municipal 

Development Plan. Since the land use bylaw is the 

development regulation implementation arm of the Municipal 

Plan, then any revision to land use regulations should also 

support the GoPlan and its supporting research papers. 

Therefore, it is appropriate to use these background papers to 

reflect the public's position on land use, built form, and 

transportation. Since the quantity of interviews done for these 

studies is large, it is unnecessary to gather more information in 

this area. 

Data presented in Figure C-6 (Appendix C) describes 
the most influential factors for individual households. This 
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clearly indicates that housing type, and therefore density, and 

taxes are the two most significant issues. Air quality followed up 

in third place. 

The 961 interviews in this study represent approximately 

.32762% of the 293,326 households in Calgary in 1994. (City 

of Calgary, Civic Census, 1997, p40) This amounted to roughly 

one in three hundred and five. Patterns in the answers are 

consistent in all groups, and the standard error, shown as a 

black line in the graph, is between 3% and 15 % for most 

samples. Those samples with larger percentage errors are due 

to neutral position, neither positive nor negative on answers to 

specific questions. 

3.2.2 Auto and Transit Mix: Report of the Auto and Transit Issue 

Sub-Group 

452 responses were garnered from the public on the 

issues of auto transit issue. These 452 samples represents 

approximately .14507% of the 293,326 households in Calgary 

in 1994. This amounted to roughly one in six hundred and fifty. 

The study dealt with the transportation modal mix between 

autos and transit. Key findings on this subject included 

concerns with availability, comfort, convenience, and 

practicality of each mode of transportation to complete a 

particular journey. (WPS no. 14-05-94) The study focused, 

again, on the public's needs and desires. 

The results had a margin of error of 3.6% at the 95% 

confidence interval, or 19 times out of 20. 

The key issue identified was the development and 

operation levels of public transit. Second and third issues were 

auto mode of travel and the road network, respectively. (WPS 

no. 14-05-94) Other issues were mentioned by small portions 

of the respondents, and were not considered to be primary 

concerns. 
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Key in these findings is the fact that the behaviour of the 

public contradicted their opinion on many issues. Many people 

mentioned alternate modes of transport, but few actually 

practised it. Virtually all participants were champions of the 

environment but, as observed in the previously mentioned 

study, few considered it a priority in their practices. 

With regard to density "Considerable resistance was 

noted to the concept of increasing housing densities to improve 

transportation system efficiencies." (WPS no. 14-05-94) This 

finding concurred with the findings within BGS no. 22-10-94. 

"Improvements in convenience of the use of the public 

transit system is seen as a powerful motivator for changing 

transportation behaviour." This statement is seconded by 

incentives to use transit rather than autos. To improve the 

transit modal mix in favour of public transit, attractiveness of 

use is paramount. 

3.2.3 Focus Group Study on Land Use Scenarios 

38 participants, representing different communities, 

were included in the study of land use scenarios. The key 

findings of this study indicate that: 

1) Most people favour the lifestyle that they have 

adopted and few expressed any interest in changing it. 

2) Mobility was a key issue. Most people wanted to keep 

the flexibility they had with their autos. No one wanted to give 

up their car, given that the alternative was, in their opinion, an 

inefficient and inconvenient public transit system. 

3) When asked about built form, some of the comments 

received included: "The major difficulty I see with this 

redevelopment is that it is not a viable place for families to live" 

and "I'm not sure it would appeal to people of my age group 

(35); at least not in my social circle. People like their privacy. 

When we can, we like to be in our yard to entertain and when 
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we are in our house, we don't want to hear people through the 

walls." 

Considering the quantity of households represented by 

these surveys, and their calculated error rate, I believe that the 

general public opinion is well represented by these studies 

with regard to areas considered most important. These areas 

are urban form, land use, and transportation. 

3.3 Objectives of the Stakeholder Questionnaire 

A survey was carried out as part of this MDP to solicit 

input from key stakeholders in the development process.These 

actors were under-represented in the public consultation 

process, however, their views on development regulations are 

critical to define the need and the scope of necessary changes. 

Objectives included: 

1) Determine the effectiveness of existing development 

regulations. 

2) Identify concerns specifically with respect to density, land 

use, and transportation. 

3) Solicit input/recommendations on possible changes. 

A focus on qualitative approach seemed appropriate for 

the small group of key stakeholders interviewed. This allowed 

specific issues to be explored in more detail and to be 

considered in the process of evaluating development 

regulations. 

3.4 The Results of the Stakeholder Questionnaire 

Responses from a number of planners, developers, and 

planning technicians ensured representation of varied points of 

view. Response rate by occupation is as follows: 
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Occupation 

Number of i Number of 
i 

responses: people 
provided asked to 

participate 

Response 1 Number of Response 
rate of those; people rate of j 
asked to i employed people in the; 
participate in the field i occupation 

Development Planner 6 12 0.5 30i 0.2 i 

Developer 

Policy Planner 

t 
5 _ 

4 

8 0.63 

9] 0.44 

55] 0.091 

3 1 : 0.13 ; 

Subdivision Planner h 3j 0.33 

13! 0.38 

9 0.11 

Development Technician 5 

3j 0.33 

13! 0.38 41 0.12 
i 

Total 

C\J 45 0.47 166 0.1265 

Table 2: Stakeholder Questionnaire Response Rate. 

Due to a reduced total potential sample as compared to the 

public participation study, the rate of participation must increase to 

reach similar accuracy and confidence rates. 

In the public participation studies an average of .16488% 

response rate was achieved. This survey's response rate was 

12.65%. If the sampling of the subject group was random, then this 

response rate is considered representative. The only prerequisite for 

participation in the survey was to be interested in the study. This drew 

input from a broad range of individuals which appears to be 

reasonably representative of the people working in the planning field. 

Appendix B includes materials related to the survey including a list of 

participants, the cover letter for the questionnaire, the questionnaire, a 

summary of questionnaire data, and the methodology behind the 

process. 

3.4.1 Preliminary Questions 

The first four questions in the survey were general 

questions related to participant's involvement in the planning 

process and general opinion on the development regulations. 

The respondents occupation was taken for reporting purposes 

and to determine if any patterns arose from the participants role 
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in planning. Different occupation types were distributed 

proportionally. (Table 2 and 3) Responses were received from 

development planners, developers, policy planners, 

subdivision planners and planning technicians. The response 

rate was 47% of those asked and responses were well 

distributed. 

Number of Percent of 

responses I total 

Occupation recieved 

Development Planner 6 28 

Developer 5 

4 

24 

19 Policy Planner 
5 

4 

24 

19 

Subdivision Planner 1 5 

Development Technician! 5 24 
1 

Total 21 ioo 

Table 3: Stakeholder Questionnaire Response 

Distribution. 

The next set of questions referred to participants position 

on policy issues and development regulation effectiveness. 

The purpose was to obtain information regarding how the 

process of development control yielded effective results. 

Ranking regarding the effectiveness of development 

regulations presently in place ranged from 6/10 to 8/10 

averaging 7.35. While this indicated a relatively good 

perception on the effectiveness, it also suggests opportunity for 

improvement. 

Further questions inquired into the basis of development 

regulations by exploring which policies within the Municipal 

Development Plan need to be supported by development 
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regulations. The majority of respondents agree or strongly 

agree with the objectives of the Calgary Municipal Plan. No 

respondents disagreed with the plan's objectives. This argues 

for development regulations that will support the objectives of 

the plan and facilitate its implementation. Having determined 

the degree of support for the MDP, the questionnaire focused 

on the degree of support from the regulatory process. 

Responses indicated that the development regulatory process 

could be improved in its effectiveness. This is a predictable 

result as the revised planning policies contained within the 

MDP were written after the regulatory bylaw. The fact that only 

one respondent thought the bylaw did not support the new 

policies speaks well of the foresight of the bylaw's authors. In 

addition, ongoing revisions kept it close to the effectiveness it 

originally possessed. 

3.4.2 Specific Questions 

Questions five to nine explored specific issues regarding 

areas of the existing land use bylaw. These questions identified 

specific rules requiring reevaluation or modification. 

Responses to question five are graphically presented in 

Figures 5 through 8 to demonstrate the different concerns 

voiced by survey participants. Response categories were { 

specified in accordance with the land use bylaw. 
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Figure 5: Stakeholder Questionnaire Responses, 
Questions 5-1 to 5-10. 
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Figure 6: Stakeholder Questionnaire Responses, 
Questions 5-11 to 5-20. 
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Figure 7: Stakeholder Questionnaire Responses, 

Questions 5-21 to 5-30. 
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Figure 8: Stakeholder Questionnaire Responses, 
Questions 5-31 to 5-37. 
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Those issues identified as major concerns for 65% or 

more of the respondents include: 

Issue 

Allowable land use 
Density Land Use 

X 
Transportation. 

; Landscaping 

X 

X 1— i 

Lot coverage, metres sq. X 

X 

X 

Lot coverage, percent X _ 
X Parking required 

_ 
X 

Right-of-way setback X 
: Front yard setback x 

Table 4: Stakeholder Questionnaire Major Concern 

Categories. 

Those issues identified as minor concerns by 50 % to 

64% of respondents include: 

Issue Density Land Use Transportation 

Amenity space X J 
Buildinq height, storeys X J 
Building height, metres X j 
Lot area X 

Lot width X 
i! 

| 
Parking, visitors X 
Side yard setback X 1 1 Rear yard setback X i 

Table 5: Stakeholder Questionnaire Minor Concern 

Categories. 

Most of the issues listed as major or minor have as their 

basis density, land use, or transportation. As a result of these 
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findings and the GoPlan survey documents, the issues of 

density, land use and transportation will be the focus of further 

investigation in this research project. Survey question five was 

used to bring the focus onto specific areas of development 

control. Generally, those using the bylaw in their daily work see 

recurrent problem areas in its application. These repeat 

problems reflect the lack of agreement between affected parties 

on development scenarios. Focusing attention and research on 

these issues may bring about new ways of evaluating or 

considering development applications. 

Asking users of the bylaw to state their opinion of the 

dividing line between discretionary and permitted uses aids in 

the determination of use categorization. The general opinion of 

the participants in this study is that the Permitted / Discretionary 

line is appropriately placed. This opinion could be used to 

justify the discretionary nature of the existing bylaw. Some 

respondents thought the division was not appropriately 

positioned. This implies the need to evaluate some of the 

borderline uses on the discretionary/permitted continuum. 

Question seven asked the direction of any potential shift 

in the balance between discretionary and permitted uses. 

Those favouring a shift toward discretionary rules were 

balanced by those favouring a shift toward permitted rules. This 

neutral response overall does not imply reluctance to change, 

rather it reflects the complex nature of the development process 

and its context specific rules. 

The question regarding whether the intensity of use was 

utilized effectively was a draw with about equal respondents 

agreeing and disagreeing with the statement. Slightly more 

respondents disagreed with the bylaw and its effective use of 

intensity. This implies that this area needs some attention in the 

research on density which will be addressed in the chapter on 
density. 
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Obvious discrepancies in the bylaw regarding density 

are exposed in LUDs that do not allow the full density build-out 

even with optimum site conditions. Other shortfalls occur when 

developers do not wish to fully utilize the densities permitted 

within their LUD. This condition precipitates a wide spread 

under-utilization of entire infrastructure systems and highlights 

improper long term utility and infrastructure estimates. 

3.4.3 Question Regarding Future Direction in Regulations 

Question nine was intended to extract opinions 

regarding which general LUDs require the most attention. 

These results will coincide with those LUDs, which have 

undergone the largest change in types and styles of uses 

developers put land to. The majority of respondents believe 

that all general use areas require minor or major changes to 

reflect the established policy goals. Residential and 

commercial categories received more change votes than the 

industrial and special categories. This reflects that users 

expectations of these two categories have changed. 

Opinions regarding the key issue of intensity of use 

assisted in determining how well focused the present 

regulations are in accommodating proposed development 

scenarios. Identification of the specific land use designations 

best suited for intensification or reduction of density are 

identified here. By weighting the responses, the districts 

believed best for intensification are: R-2, R-2a, RM-2, RM-4, 

RM-5, RM-6, C-2, C-5, C-6, 1-2 and 1-4, primarily most multi-

family residential LUDs. 

Further, the respondents felt that any specific land use 

designation was imposing high density targets. Any districts 

identified by some for a reduction of intensity were identified by 

others for intensification. 
The general trend was toward intensification, with 64 votes for 
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and 15 against. Refer to Figures 9 to 12 for questionnaire 

results related to the intensification issue. 

New land use designations were suggested for the 

following uses: employment centres, live / work areas, heritage 

districts and mixed use districts. This question was intended to 

determine if some solutions regarding density and land use 

could be presented in an alternate fashion. For example, 

intensification in a commercial district may not include more 

commercial, it might be a request to include residential uses. 

Possibilities for new categories of land use are validated 

through these responses and include new land use categories. 

Examples of this idea exist in the recently redesignated area 

outlined in Bylaw 1Z98. This land use redesignation identified 

Upper Mount Royal as a district with unique characteristics. In 

order to maintain this character minimum front yard depths 

were defined to prevent inappropriate redevelopment. As 

heritage districts are identified, different aspects of the districts 

character could be preserved by the application of such context 

related restrictions. 
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Figure 9: Stakeholder Questionnaire Results 

Regarding Low Density Residential Land Use 

Designation District Intensifications. 
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Figure 10: Stakeholder Questionnaire Results 

Regarding Medium and High Density Residential 

Land Use Designation District Intensifications. 
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Figure 11: Stakeholder Questionnaire Results 

Regarding Commercial Land Use Designation District 
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3.4.4 Further Research Questions 

Additional questions were asked to determine the 

availability for participation in additional research, as well as 

method of contact, desire to continue the discussion further on 

these topics. 

3.5 Elaboration on the Survey Findings 

The survey was intended to define more explicitly the 

direction of research for this master's degree project. Upon 

reviewing the data, I believe it to be representative of the 

opinions I have heard in casual conversation in the past. As 

such, I believe them to be an appropriate basis for further 

research, and during the following chapters many of these 

findings will be discussed in greater detail, with an emphasis 

on the underlying causes and effects of this preliminary 

research affecting the debate on density, land use mix, and 

transportation. 

The fact that developers and planners in the Calgary 

market have only been exposed to a development control 

method of development regulations, may limit the imagination 

of some of the responses. Developers and planners who have 

also worked in zoning environments, have a broader base to 

compare and evaluate the development regulatory process. 

Key findings of this survey are summarized in section 

3.6. Correspondingly, the chapters to follow will focus on 

density, land use, and transportation and the implications for 

the development process in Calgary. 
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3.5 Summary of Kev Findings 

i Key Issue 

Allowable Land Use-Broaden the range of uses in 
some types of LUD's. Look to improve 
employment mix. 

Amenity Space-Improve the privacy and improve 
the quality of space. 

Building Height in Stories-Keep the building mass 
in keeping with surrounding buildings. Consider 

: alternate built form options. 
Building Height in Metres-Keep the building mass 
in keeping with surrounding buildings. Consider 
alternate built form options. 

Density-Allowances require adjustment in order 
to accommodate policy objectives. Intensify in 
appropriate conditions. Leave well established 

• residential districts alone. 
Landscaping-lmprove the quality and maintenance 
level of existing landscaping. Rather than deal 

• with specific areas allow for a fulfilment of the 
| intent of public and private space. 

Lot Area-Allow of lot areas to be adjusted for 
building scale. Wasted side yards would be better 

i used as functional space in the front or rear of a 
j property. 

I Lot Coverage in Square Metres-Allow of lot 
areas to be adjusted for building scale. 

Lot Coverage in Square Metres-Allow of lot 
areas to be adjusted for building scale. 

Lot Width-Reconsider commensurate with 
building design. Use new building technology, and 
some old. to use 1 00 % of the lot width instead 
of only 68% as in 7.62 m residential 
development. 

Parking Required-Adjust requirements for site 
specific conditions encountered. 

Right-of-Way Setback-Reevaluate based on 
transportation systems real needs and best value 

: for the district in question 

Yard, Front-Adjust for street atmosphere and 
desired effect. Consider shadowing in decisions. 

Yard, Front-Adjust for street atmosphere and 
desired effect. Consider shadowing in decisions. 

;New York brownstones with small front yards 
^are a building type to consider. 
| 
Yard, Front-Adjust for street atmosphere and 

I desired effect. Consider shadowing in decisions. 

Focus LUD's Q no. 

Commercial and 
high density 
residential. 5 •3 

Residential 

5 4 

Residential and 
high profile 
commercial. 5 7 
Residential and 
high profile 
commercial. 5 8 

Almost all key 
LUD's 

5 -12 

Primarily 
residential and 
street front 
presentations. 5 •19 

All general LUD's 

|.5 -21 

All general LUD's 

5 •22 

All general LUD's 
5 •23 

All general LUD's 

Commercial, high 
density residential 

i_oc3i commercial, 
transportation 
corr idors. 

Residential and 
local commercial. 

Residential and 
local commercial. 

Residential and 
local commercial. 

5-25 

5-32 

5-34 

5-3 5 

5-36 

5-37 
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3.5 Summary of Key Findinc 

R-1 A 

R-2 

R-2A 

Key Issue Focus LUD's 

Continued lot size perpetuates sprawl as 68% R-1 
of new dwellings are low density residential. 

Allows for R-1 style of development but 
subverts the intended yard requirements and 
therefore allows higher density. 

More affordable and, with todays building 
technology, a quieter and safer environment 
than in earlier years. 

Allows for R-Z style of development but 
subverts the intended yard requirements and 
therefore allows higher density. 

Key to inner city redevelopment. 

Grouped with R-M5 and R-M6 key to lower 
cost and higher densities in the newer 
suburban areas. With good quality 
architecture can be quite pleasing to the living 
environment. 

Grouped with R-M4 and R-M6 key to lower R-M5 
cost and higher densities in the newer 
suburban areas. With good quality 
architecture can be quite pleasing to the living 
environment. 

Grouped with R-M4 and R-M5 key to lower R-M6 
cost and higher densities in the newer 
suburban areas. With good quality 
architecture can be quite pleasing to the living 
environment. 

Key to local employment and the relief of C-2 
pressure on the transportation network. 

i '•• 

Highway commercial, being key to the major C-6 
road network can provide linear employment 
centres at high density. 

Used for everything form industrial to 1-2 
churches and schools, in the broadest of use 
destinations in the industrial land use family. 

Substantial pressure to develop this LUD into 1-4 
1-2 uses. Limitations on servicing will hamper 
these efforts. 

Qno. 

10-2 

10-5 

10-6 

10-7 
R-M2 10-1 
R-M4 

10-12 

10-13 

10-14 

10-18 

10-22 

10-27 

10-29 

69 



Chapter Four 
Density 

4.1 The Issues 

This chapter deals specifically with density as one of the 

most important element of urban development today. Historic 

and analytical documents and statistics will be explored in 

detail to demonstrate some of the limitations of the existing 

policies and their effectiveness. Finally conclusions regarding 

the existing regulatory framework with respect to density will be 

summarized. 

The primary regulatory areas of concentration attended 

to in the Land Use Bylaw, presently Bylaw 2P80, are land use 

and intensity of use, generally referred to as density. 

Density... 

A measure of the compactness or proximity of 

elements in a given area or volume. 

typically recognized as 

p = U / Ac 

Where U = units and Ac = acres 

Chapter three described, through the summary of a 

stakeholder survey, (Appendix B) the major concerns related to 

development regulations for stakeholders most familiar with the 

application of those regulations. Those are development 

planners, policy planners, residential developers, commercial 

developers and industrial developers. Each interest group has 

common areas of concern, and those areas are based on how 

the regulations affect their ability to use and profit by the rules, 

and the degree that their livelihood depends on the use of the 

rules. 

70 



Survey results identified intensity of use or density as 

one of the key concerns in development regulations. 

Effects of this factor are obvious for each group but for 

quite different reasons. So acute are the effects of density 

consideration that it deserves an overview for each group 

concerned. The effects of this factor, after consideration by the 

developer and the authority, go on to affect the end user in the 

form of available option restrictions in housing choice and in 

commercial and industrial space available and its cost. 

4.1.1 The Residential Developer 

Residential developers may be divided into two groups, 

those who deal in the infill market, primarily in the inner city, 

and those who market new residential development in the 

outlying communities. 

The major difference is the scale in which they develop 

and market their product. Infill developers do not benefit from 

the economies of scale that new community developers are 

afforded. Each application for inner city development involves a 

political negotiation, compliance with technical requirements, 

and site specific architectural decisions to be evaluated. Often 

confined access for construction, and an Area Redevelopment 

Plan specific to the district, and sometimes the site, are in effect 

and have to be considered. 

The scrutiny of the development planner, community 

association, engineering department, streets division, parks 

department, subdivision authority and others makes the 

process a detail oriented exercise. To result in a profitable 

venture, the economics of the venture usually must yield a high 

profit margin as the risk for potential complications and permit 

refusal is high. 

Profitability for inner city redevelopment usually relies on 
the concept of purchasing older underdeveloped sites and 
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redeveloping them to near their theoretical maximum densities. 

Commonly, this takes the form of the purchase of a single 

detached dwelling on two or three lots, removing the existing 

dwelling, and constructing two or three infill dwellings. The 

economics hinge on paying no more than basic lot values for 

the existing development, usually due to the poor condition of 

the existing housing, and profiting on the construction value of 

the infills. To maximize profit, usually the highest value infills 

are proposed (i.e.: massive bulky developments which use the 

maximum building envelope), The result of this strategy is that 

the proposals usually require development with the maximum 

lot area coverage possible. This is the reasoning why density is 

the major issue for infill housing developers. 

Developers of outlying residential communities must 

supply all pertinent services to the proposed development. In 

addition, they are required to contribute to the incremental 

infrastructure development fund that their proposal adds load 

to. Off site charges for transportation infrastructure, land 

donations for park space, and municipal reserve for purposes 

such as schools all add to the expense of green field 

residential development. 

Density in the newly developed communities must 

include development in a suitable dwelling density to distribute 

these expenses over, or the end product will be prohibitively 

expensive. Balancing these financial objectives with the market 

demands of housing preference and form is a risky business, 

and developers, once in possession of formulas that work, are 

less likely to stray from them unless the rewards outweigh the 

risks. Developers of new residential tracts have not strayed far 

from historic density levels, and continue to be resistant to 

propose developments that do so. 
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4.1.2 The Commercial and Industrial Developer 

The commercial and industrial developers' attitude is 

similar but for differing reasons. Density for these developers is 

measured in FAR, the ratio of floor area to lot area. 

Floor Area Ratio = Gross Floor Area / Gross Lot Area 

Their strategy hinges on leasable floor area which 

drives the economics of development. Due to the scale of these 

developments, parking becomes the predominant hurdle as the 

need for parking is directly proportional to the developed 

space. Limitations on site access and transportation routes will 

make or break a development's viability. Relaxation to the rules 

plays a large part in many parcels' development viability. 

Below a certain size, parcels are not developable. Parcel 

acquisition and consolidations are crucial to exceed these 

critical minimum developable limits. Differing density ranges 

move these limits around. For example, a particular parcel at a 

C-2 LUD may not be developable where the same parcel with 

a land use designation of C-3 may be. 

4.1.3 The Development Planner 

The development planner's job is to assist development 

applicants and affected parties in coming to an acceptable 

project description that benefits both the developer and the 

surrounding community. The trouble for the planner is the act of 

balancing the interests of all, and inevitably, the diversity of all 

interest groups cannot be satisfied. As the major concern of the 

developer is to maximize profit and the efficiency of land use, 

and the goals of many others is to minimize the impact of 

development in their immediate vicinity, brings these sides into 

direct opposition. The developer has the right to develop his 

property to the limit of the rules applicable to the developers 
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property, and the planner may assist the developer in that goal. 

The planner, however, also has an obligation to the community 

and the adjacent owners to obtain the best development for the 

site while minimizing adverse impacts on them. 

Often the largest impact is the physical bulk of the 

building and the requirement for functional features such as 

parking, garbage, servicing, shadow, and other necessary 

aspects of the development. As these conflicting interests come 

into play, the intensity of use often is the battle ground and the 

main area of contention. 

4.1.4 The Policy Planner 

Policy dictates the use and intensity of use for any given 

land use designation. Municipal development plan objectives 

include the densification of development in established areas, 

and while this policy is good for tax revenue and infrastructure 

efficiency, it is consistently opposed by the population of the 

communities in which development occurs. Studies for the 

GoPlan indicate the single most unwanted feature of these 

policies was intensification of established communities. (City of 

Calgary, BGS no. 22-10-94) So ineffective is this intensification 

policy, that the net result in population growth in the inner city 

with this intensification effort is negative. (City of Calgary, The 

Calgary Plan, 1998, p. 37) The reason for this ineffectiveness is 

the lack of political support for its implementation. Worded 

weakly as "Encourage sensitive intensification of housing in all 

neighbourhoods, in accordance with local plan, (if no local plan 

exists, then an appropriate plan or study should be 

undertaken)" (City of Calgary, The Calgary Plan, 1998, p. 40) 

This leaves the likelihood of intensification open to the whims 

of any interpretation one wishes to make. As a result, virtually 

no net intensification occurs. 

Density is such a controversial issue and the vagueness 
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with which it is referenced demonstrates the political sensitivity, 

it is accorded and thus confirms its crucial role in the policy 

planner's agenda. 

4.1.4.1 Overview Commentary 

The development environment we live in and in which 

all those concerned; developers, planners, industry operators, 

homeowners, businessmen, land holders, government 

agencies, transportation designers, and the general public, are 

required to comply to the rules of, is the product of the 

application of regulatory frameworks stated above. In which 

direction density modifications in development regulations 

move will have a large impact on the environment in which 

everyone functions. 

4.2 Background 

The word density conjures up differing connotations for 

different individuals. To a developer, it defines his ability to 

enhance profit and efficiency. To a member of an established 

community, who has enjoyed decades of uninterrupted 

enjoyment from his property, it represents the beginning of the 

end of what has been his way of life. To a municipal engineer, it 

represents a number of persons per hectare, which he needs to 

provide services for. For a politician, it represents a storm 

brewing on the horizon. Regardless of how one views the word, 

the issue is a pressing one in today's society. 

If one term can extract underlying emotions from those 

people affected by the development and redevelopment of the 

cityscape, that term is density. Density may be beneficial. 

When a local commercial venture finally achieves enough 

population located in its proximity to become a thriving, viable 

entity, this is beneficial to the proprietor in business terms, and 

beneficial to the community in the form of a convenient local 
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service. There are density thresholds where a public 

transportation system becomes viable, or systems, like the 

public education system, where without a minimum density the 

school would cease to be operated. These are simple 

examples of density increase with positive effects. 

Higher density also has a downside.The neighbour 

directly adjacent to the local commercial site experiences 

increased traffic and audible intrusions on his peace and quiet. 

Density changes the form of social interaction and the ways 

those interactions occur. Perhaps there is no truly objective 

way to balance these perspectives, but to say improving the 

benefits to the public sometimes comes at a cost to the 

individual. 

It may not be possible for everyone to conceive of 

density in a common fashion. Many differing understandings of 

density come into discussion when reviewing this topic. In 

order to appreciate the differences, the analysis explores 

variations on the theme. 

Gross Residential Density = All Members of the Population 
GRS All Lands Developable 

Net Residential Density = All Members of the Population 
NRS Net Developable Lands 

Site Area Density = Population of a Site 
SAD Area of a Site 

Personal Living Space = Population 
PLS Hectare of living space 

Source: Fouchier and Merlin (1994) 

Each of these indicators could have the numerator 

replaced by dwelling units and the density could read units per 

hectare instead of persons per hectare. Each of these 
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measures can, in their own way, be deceptive. 

Take the example of a single high rise with 300 dwelling 

units developed on a twenty acre site with ten of those acres 

being environmental reserve, and each apartment housing 3 

people in 240 square metres of living space (context 1). 

Alternately, (context 2) is comprised of 300 single detached 

houses at 3 persons per unit with a dwelling size of 90 square 

metres each located on 20 acres with 3 acres environmental 

reserve and 2 acres of roadway. (Table 7) 

Density type Context 1 
apartment 
high rise 

Context 2 
single houses 
suburban 

Relative 
density 

Density 
ratio 

GRD 9 0 0 / 2 0 9 0 0 / 2 0 4 5 / 4 5 1:1 

NRD 9 0 0 / 1 0 900 /15 9 0 / 6 0 1.5:1 

SAD 9 0 0 / 1 900 /15 9 0 0 / 6 0 15:1 

PLS 125 /1 333.3 /1 ! 125/333.3 | l : 2 . 6 6 

Table 7: Density Examples by Definition 

Source: Authors example 

Each measure above accurately reflects the actual 

density in the given example, but expresses it in differing terms. 

The range of description shows at some levels the density is 

equal (gross residential density). At another level, the density 

for the apartment example is 15 times higher compared to the 

single detached example (site residential density). And yet a 

third indicator (personal living space) shows the single 

detached example to be 2.66 times as dense as the apartment 

example. These results indicate the lack of clarity with respect 

to density measurement. Furthermore, differing spatial 

arrangements yield different or identical numerical values 
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without providing any information on the feel of the 

development itself. People connote the term density with a 

negative effect without knowing its terms of reference. Hence 

the saying which deals with statistics without context reference 

Lies, Dammed Lies and Statistics. 

4.2.1 Policy Context 

The Municipal Development Plan, the present policy 

document governing the direction and form of the growth within 

city, states "One of the most important tools for implementing 

the policies of this plan is the Land Use Bylaw 2P80." It furthers 

goes on to state "In addition to determining land use, the Bylaw 

establishes densities and rules for development" (City of 

Calgary, The Calgary Plan, 1998, pg. 4) 

As the role of the development regulations is to support 

the goals and objectives of the policies of the municipality, we 

should first look at what those goals and objectives are. The 

City of Calgary's Municipal Development Plan assumes a 

growth scenario. Having a history of growth in the past and 

due to its economic vitality, Calgary continues to be one of two 

major migration destinations for people who are willing to move 

in order to obtain employment and to advance their career 

opportunities. The density objectives of this plan reinforce the 

belief that the accommodation of growth will be one of the most 

challenging issues in the years to come. One of those 

challenges will be balancing interests of those participants 

previously discussed with the long term and best interests of 

the population as a whole. 

4.2.2 Goals of the Calgary Plan 

To refresh from the earlier policy chapter some of the 

stated objectives of the Calgary Municipal Plan include the 

issues listed below: 
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-Locate new jobs closer to where people live and 
provide opportunities for housing development 
closer to where lobs are located. 

-Concentrate employment in the Downtown and 
in several "centres" that provide a mix of 
complementary uses and attract enough people 
to support transit service. 

-Encourage more people to live in existing 
neighbourhoods in housing that is compatible 
with the surrounding area. 

-Increase population densities and the range of 
housing choices to be provided in new 
neighbourhoods. 

-Design new neighbourhoods so that the public 
systems and the mix of land uses are transit-
supportive 

These objectives clearly define the direction of the 

Calgary Plan with respect to future growth of the city. This set of 

objectives may be easier said than done. Trends in family size, 

non-traditional family units, occupancy rate per dwelling unit, 

dwelling units per acre, public perception and community life 

cycle patterns all work strongly against the achievement of 

these goals. An exploration of these trends is important to 

comprehend the significance of the impact the development 

regulations can have on the ability to implement these goals of 

established policies. 

4.2.3 Statistical Data 

To determine to what degree these objectives are being 

met with the present Land Use Bylaw, let us look at the present 

situation and some past historical data. Density was initially 

measured in persons per acre. Through time, this measure was 

converted into units per acre based on the average of persons 
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occupying a typical home, townhouse or apartment. Time 

series data is presented in figure 13 and portrays a clear 

picture of the density trend over time. 

Calgary's present development follows patterns similar 

in economic and social form to those in place since the end of 

World War II. Analysis will be restricted to information gathered 

from the end of the Second World War to the year 2000. Even 

though many of the technical issues remain unchanged such 

as water, natural gas and electrical distribution techniques, 

some other technical requirements have evolved including 

satellite television, cellular telephone, and internet services. In 

addition, consumer preferences evolve as the society grows 

and redefines itself. The supply and demand cycles in the 

development industry will naturally adjust for some of these 

factors, while for others the impetus must be legislated in order 

to achieve change. Governments rarely interfere in the 

marketplace. Examples of areas of intervention include 

competition within utility provision such as the telephone, 

natural gas, and electrical provision industry each of which has 

been 'deregulated' in order to provide some competition based 

stabilization and pricing. 

4.2.3.1 Land Requirements 

Residential population densities in the city of Calgary 

have remained remarkably constant over time. Differences 

occur because of relatively constant increases in population, 

as compared to the rather sporadic annexation of land to 

augment the land supply within the municipality. (Figure 13). 

The success rate with annexation is questionable as the 

municipalities affected are both rich (on a per capita basis) and 

politically influential. This combination makes their lobby at the 

Provincial level a powerful one. The result is that invariably the 

city rarely gets the annexation lands that are asked for. The 
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process becomes a little like buying a used car from a car 

dealer. We ask for more than we need in order to achieve, after 

a negotiated settlement, something in the ballpark of what we 

want and always leave with an uncertainty about what kind of 

deal we ended up with. 

19501955196019651970197519801985199019952000 

Figure 13: Population Density 1950-2000 

Source: City of Calgary Civic Census and Municipal 

Handbook, 1967 and 1979. 
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4.2.3.1.1 Population Projections 

City Council's response to a reduction of land supply 

less than 30 years worth within the municipal boundary was to 

annex more. Today's policy continues to be when the land 

base available for development falls below this 30 year supply 

threshold, annexation will take place. 

Initially, after each annexation, a theoretical 30 year 

supply of land would be available. Political pressure from the 

surrounding municipalities force the province to reject the full 

annexation and allow a portion of it. The reason for this 

resistance is that the municipality gathers most of its tax 

revenue from the industrial base developed within its 

boundaries. Losing this revenue to the city would require a tax 

increase to the remaining constituents of the municipality to 

maintain services. This is politically unpalatable. The result is 

Calgary never really has a thirty year supply of land and we 

always consume this supply at a more rapid rate than the 

conservative estimates portray. 

Increased attention to environmental issues will cut into 

the utilization rate of the land, as more and more land is being 

set aside as environmentally sensitive areas. 

To observe this annexation pattern refer to figure 14. 

The figure presents projected population growth to the year 

2030 as compared to the land area of the city with a 

distribution of 3000 persons per square mile. (Beck, 1999, pg. 

12) 

82 



19501955 1960 1965 19701975 1980 1985 1990 1995 2000 2005 2010 2015 2020 2025 2030 
D 

Figure 14: Population Projections against a Constant 

Density of 3000 Persons per Square Mile. 

Source: Beck, 1999 and City of Calgary, 1979 
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This is the 30 year population growth scenario to be 

accommodated by annexation. When the floating 50 year 

average population density is applied, the land requirement is 

calculated as follows: 

FPd Future Population Density 

PPd Present Population Density = variable 

Lt Total Land Required = Pf/FPd 

At Annexation Requirement to Meet 30 Year Supply Policy 

Pf 30 Year Population Forecast 

Pp Present Population 

At = Lt-(Pp/PPd)) 

At = ((Pf/FPd)-(Pp/PPd)) 

At = (1518755 / 2745) - (842010 / 3156) 

At = 553 - 267 

At = 286 Square Miles 

Therefore an annexation, or series of annexations, to provide 

286 square miles of land will ensure the land required in 2030. 

This calculation does not take into account unutilized, 

developable land already within the City of Calgary. This 

adjustment becomes a little more complicated. 

As one may observe from Figure 6, Calgary has a land 

shortage to meet the goal of 30 year land reserve. The 

aforementioned calculation adjusts for this discrepancy with the 

factors representing present and future densities. To determine 

if this adjustment is adequate, a review of this calculation is 

necessary. 
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Rpa Reserve Present Acreage (Short Term Growth 1999) 

FPd Future Population Density 

PPd Present Population Density = variable 

Lt Total Land Required = Pf/FPd 

At Annexation Requirement to Meet 30 Year Supply Policy 

Pf 30 Year Population Forecast 

Pp Present Population 

At = Lt-(Pp/Ppd)) 

At = ((Pf /FPd) - (Pp - (Rpa x PPd)) /PPd) 

At = (1518755 / 2745) - (842010 + ( 27 x 3156)) / 3156) 

At = 553 - 294 (actual capacity of existing city area) 

At = 259 Square Miles (adjusted for existing vacant land) 

Source: author's calculations based on published statistics 

4.2.3.1.2 Community Density Considerations 

Proponents of increased density would argue that we 

will intensify the density of the new districts, where admittedly 

99% of the additional growth will be accommodated. This 

hypothesis, however, has some strongly opposing factors. A 

review of these factors will challenge the viability of this 

scenario. 

Family size has been falling over the last five decades 

and only recently has shown signs of slowing this decline. 

Combine this fact with the marginal increase in dwelling units 

per acre (Table 8 and Figure 15) 
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DISTRICT !DATE OF 
!DEVELOPMENT 

U / Ac 

j West HillI hurst 

Parkdaje 

Dover 

1945 

1948 

1972^ 

6.08 

4.81 

6.49] 
Silver Springs 

Ogden 

1975 

1975^ 

4.41 

5.07! 

Pineridge 1977^ 5.93! 
Rundle 1977 j 5.481 

Cedarbrae 1978 5.865 

Whitehorn 1979 _ 5.8 
Coach Hill 
Temple 

1979 

1980 

6.36» 

5^75J 

Woodlands 1980 5.39! 
Palliser 1982 7.14| 
Castleridge 1982 5.5 

Mil lr ise 1985 5.12 

Hawkwood 1985 4.54 

Sandstone 1986 5.09' 

Sundance 1986 4.52 

Shawnessy 1987 5.21 

McKenzie Lake 1987 4.99 

Riverbend 1987 5.26 

Sundance 1987 ^ L 5 3 j 

Douqlasdale 1990 4.74 

Harvest Hills 1991 5.17 

Monterey Park 1992 5.48 

; Applewood Park 1993 5.36] 

Hidden Valley 1993 5.541 

TABLE 8: Communities Date of Development and 

Density 

Source: City of Calgary Civic Census, 1999. (illustrated in 

Figure 15) 
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EH Units per Acre 

Figure 15: Communities Date of Development and 

Density 

Source: City of Calgary Civic Census, 1999. 

The number of units per acre is increasing but not 

uniformly and not to the degree recommended in the Municipal 

Development Plan. As density (people per unit area) is a 

product of family size and the number of families per unit (= to 

the number of units), the reduction in the family size has 

outweighed the increase in dwelling units per acre. Gains in 

dwelling density have been offset by reductions in average 

family unit size. This affects the ability of established 

communities to make any contribution to the absorption rate of 

a growing population. (Figure 16) The result is that the new 

communities must accommodate all the new population 

growth. 
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Figure 16: Density of Persons per Acre vs Time, 

1960-2010. 

Source: City of Calgary averages from census data, 

1960,1965, 1970, 1975, 1980, 1985, 1990, and projections 

interpolated from Beck 1999. 

4.2.3.1.3 Intensification ? 

The proportion of new single-detached dwelling units, 

as a percentage of the housing supply, has been consistent in 

the mid-sixties and since the early eighties has been rising. 
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Year I Percent of 
I housing in the \ 
! single detached! 

! form 
1970 
1975 

63.4! 
66.4] 

- J 9 8 0 
1985 

63,8! 
63.3 

1990 63.7 
1995 64^8j 

Table 9: Percentage of Housing in the Form of 

Single Detached Dwellings. 

Source: Building regulations construction data, years 1970, 

1975, 1980, 1985, 1990 and 1995. 

The data clearly indicate that the predominant housing 

form is single-detached housing. This presents a problem for 

densification as the average number of people housed in a 

single detached house has fallen over the last thirty years by 

one third. (Figure 17) 
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Figure 17: Persons per Dwelling Unit 1968-2000 

Source: City of Calgary, Building construction data, 1968-2000. 
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At the same time, as occupancy rates have fallen, 

dwelling unit size (area) has risen dramatically. During the 

1950s and the 1960s it was not uncommon for a family of six to 

eight (average seven) to share a three bedroom bungalow of 

100 square metres (1076 square feet) containing one 

bathroom, one telephone, one black and white television set, a 

kitchen that doubled as a dining room, a partially developed 

basement to help with accommodating the children, and one 

automobile to share amongst the family. Today, in the 1990s 

and 2000s, families of two to four (average three) share a two 

storey, four bedroom house of 150 square metres (1615 square 

feet) with two and a half to three bathrooms, five telephones-

one perhaps cellular, three colour televisions probably on 

cable, separate kitchen and dining facilities, family room, 

developed basement, and between three and four (average 

3.5) automobiles or recreation vehicles to get around in. 

Data on dwelling unit types indicate a rise in the rate of 

single-detached dwelling units over the last two decades. 

(Table 9) The support for this particular dwelling unit form is 

widespread in all income groups. The most substantial single 

reason people choose against this building type is cost. 

Perhaps an easier "sell" would be more affordable single-

detached homes similar to those built in the fifties where 

individuals' wants were closer to their needs rather than their 

desires. (Table 10) 
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If these amenities and living conditions are taken into 

account, the comparison of density would appear as follows: 

r i i i 
195Q's/1960's 1990 's /2000 's j1950 's / 1960's 199Q's/2000's j 
Family size 7 Family size 3 Items/person lite ms/person 

Items 

4 Bedrooms/Dwelling 3 4 0.5' 1.33;! 
M sq./Dwelling 100 150 

3 

14.28^ 50 J 
Bathrooms 1 

150 

3 0.142: _JLJ 
Telephones 1 5 0 .142[ 1.66 
Televisions 3 0.142! "ll 

j Eating facilities 11 2 0.142J 0.666] 

Transportation 1 3.5 0.1421 1.16 i 

Table 10: Building services and amenities 1950's vs. 

1990's 

Source: Author's comparative data 

Except for the fact that the houses are closer together 

and on smaller lots, this does not portray the picture of an 

intensified mode of living. Twice as many rooms per person 

and three times as much living area per person is not 

intensification. 

4.2.3.1.4 Public Perception 

The move toward the involvement of public opinion in 

the determination of public policy and therefore regulations 

used to assist in the implementation of such policy essentially 

decides the outcome. According to background study 22-10-94 

the public is 2-10 times more concerned when it comes to the 

housing form in which they live, than any other single issue. 

"Overall, the study found that housing type is the 

most important of the elements of urban form and 
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transportation considered for the typical Calgarian 

household. The preference for single family 

dwellings is very strong and consistent across 

almost all of the sub-groups of households 

considered. The typical Calgarian Household is 

willing to endure large increases in auto travel 

time to work, significant increases in municipal 

taxes and the development of major roads in 

environmentally significant areas in order to stay 

in a single family dwelling, all other things being 

equal. " 

Source: (City of Calgary Background Study 22-
10-94, 1994, p6) 

With this combination of attitudes, Calgarians will 

continue to buy and live in single detached dwellings. Perhaps 

the public recognizes something that the "professionals" do not. 

When balancing the issues of intensification, perhaps the 

average person understands that an intensification of the 

neighbourhood is a more tolerable measure of intensification 

than a switch of housing options, a method that will have a 

much more significant impact on his personal housing 

consumption. 

4.2.3.1.5 The Alternate View 

Changes to development regulations relating to these 

density issues must take into account the obvious preferences 

of the population for low density suburban forms. Support for 

the public's point of view can be found in the premise that we 

are already in the correct mode of urban form, the less dense 

suburban pattern. A not so popular view argues that urban 

sprawl is a desirable development form. Gordon and 

Richardson develop a set of arguments in favour of urban 

sprawl: 
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"Commodity prices are at historically low levels, 

the perceived shortages of food supply worldwide 

are not due to the reduction of valuable airable 

land but due to the poor distribution system to 

transport the products to those who need them. 

Low density living environments are the 

overwhelming housing forms of choice with the 

public. When given the choice, the vast majority 

choose this form. 

Because the base of urban development in this 

country is in the low density form, it would require 

much intensification to bring it up to a density 

which would make systems like light rail transit 

more than just barely viable. The public has 

shown much resistance to even slight increases 

in density. Although LRT is viable along the 

corridors it serves, it will not replace the private 

vehicle beyond these corridors. 

The proposed development of employment 

centres in suburban locales will perpetuate the 

need for the private vehicle as not all these 

destinations are in LRT service zones. 

The proof of efficiency of the dense development 

scenario has not yet been established. Issues as 

simple as the utilization rates of urban schools 

indicate this. Even with the most substantial 

density increases achieved, the redevelopment of 

the inner suburb, schools are facing closure due 

to the family mix of the intensification not including 

families with school aged children. 
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In the rush to "densify" the city, we should not 

overlook the possibility that the need to locate 

people where the jobs are may be mitigated by 

the rapidly changing communications and 

telecommuting strategies for home workplaces." 

Source: Gordon and Richardson, Journal of the 
American Planning Association 63, no. 1 (Winter 
1997): 95-106. 

4.2.3.1.6 The Mainstream View 

Conventional wisdom dictates properly designed higher 

intensity developments are key to improving the municipality's 

ability to accommodate the ever growing demand for dwelling 

units. By strategically intensifying inner city communities and 

approving new urban development with higher initial 

development densities, the ability to accommodate a rising 

population will result. This form of intensification is the 

presently adopted avenue for development approvals. The 

theory of this approach is being hampered by the concurrent 

adoption of an increased use of the public participation 

process, which is having the effect of blocking the 

implementation of this densification strategy. Figures 13,14, 

and 15 earlier in this chapter clearly show that intensification 

has not progressed significantly. 

The methods of implementation are missing a critical 

element. By placing some control in the hands of the public, the 

planners are automatically relinquishing some of "their" 

decision making authority to popular opinion. The assumption 

is that the public will think along the same wavelength given 

the facts of the matters at hand. This is an erroneous 

assumption. 
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Studies undertaken for GoPlan - Calgary Transportation 

Plan contain raw data that were not translated into the final 

document. The area of concern the public emphasized centred 

on housing form. The GoPlan plays down this public desire and 

shifts the focus to a less tangible issue of sensitive 

intensification. By ignoring the fundamental issue approved, 

policy will diverge from public opinion. As all CPC and SDAB 

decisions are made under public scrutiny, or are made by 

boards composed of members who are elected by the public, 

policies widely divergent from public opinion will be 

unsupportable. 

The Municipal Development Plan and The GoPlan have 

already lost key strategic decisions at both CPC and SDAB, 

which render the policies adopted ineffective. Present battles 

involving the classification of the collectors Sifton Boulevard 

and Elbow Drive, the proposed Canyon Meadows Light Rail 

Transit stop and the key closure to the Transportation Utility 

Corridor in the southwest sector of the city, indicate the City 

Council is unwilling to force an unpopular issue on the 

electorate, even when the issue is critical to support the future 

development strategy of the city. 

4.2.4 Analysis 

Detailed analysis of population distribution data leads 

us to observe that if the desire is to curb the sprawl of the city, 

the inability to do so lies not with the regulatory tools available 

but with the policies themselves. Although the desire of 

intensification in the policy is clear, no regulatory changes have 

been made to reinforce this policy direction. It is not enough to 

merely say that density is desirable and then expect the 

industry to pick up the ball and run with it. In fact, decisions by 

the approving authority regularly inhibit increases in density 
when the developer takes the initiative to push the envelope in 
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that direction. 

As previously indicated, the ability of the inner suburban 

districts to absorb the intensification of population is actually 

marginal even with trends to redevelop unused and 

underutilized inner city land parcels. The forecast population 

growth of the city, in recent years has been much lower 

compared to the compounded effect increases as the years go 

by. This component contributes to the underestimation of the 

needs of the population and therefore to the likelihood that 

those needs will not be provided for. 

The community life cycle pattern takes into account the 

redevelopment of underutilized sites, and yet, even those 

significantly redeveloped communities fail to maintain their 

population targets. This indicates that not only will the new 

suburbs need to accommodate the population growth due to 

migration, but also a substantial population shift from the 

established communities as children leave their family homes. 

Statistics indicate the established communities, even with 

intensification, loose 30% of their ability to accommodate new 

residents. 

The population of the city in 1990 was 692,885. At that 

time an annexation was just completed, bringing the size of the 

city to 269 square miles (697 sq.. km) just under its present ( 

size. The density at that time was 2576 people per square mile, 

equal to the average density of the city for the last 40 years. 

The 30 year population growth is estimated to be 596,377. At 

the average density for the city since 1960, this would require a 

231.5 square miles (600 sq.. km) annexation into the 

municipality's control, to accommodate this growth (author's 

calculations). 

It must be noted that there are significant restrictions to 

residential development growth through annexation and that 

these restrictions will increase the price of developable land. 
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Having said this, this may be one impact that may assist in 

achieving some density in the city. As housing in the traditional 

single detached form becomes prohibitively expensive, people 

will be forced into a housing choice, which is not their first. 

Restrictions pertaining to this subject include the 

following; sour gas wells to the north and east, airport 

restrictions on residential development, drainage of water at 

the east city limits, industrial land uses at the east side of the 

city, fragmented land ownership at the south, the Indian reserve 

to the southwest, fragmented land ownership to the west and 

northwest, and landfill and jail uses to the north west. 

The only areas that pose little resistance to expansion of 

the city are to the north, northwest, and to the south, further 

elongating the city's form and therefore adding to the 

inefficiencies of infrastructure distribution. 

4.2.5 Growth Allowances 

The fact that the City of Calgary has one of the lowest municipal 

tax rates of cities of its size indicates that it is an efficient 

system. The development industry claims it pays for all the 

costs related to the expansion of the outer suburban 

communities. Clearly, they take that position even though they 

realize the unqualified downstream costs of development 

have not been factored into the formula. Pressure on tax rates 

is a mixed issue. Part of the pressure to increase taxes comes 

from the desire to prepare for future expansions, while 

providing for the service level required at hand. This causes 

provision for future infrastructure and transportation costs to be 

incorporated into the fees for most new development. Other 

needs include the eventual replacement of existing, worn out 

facilities. The difficulty is what will these future factors be? 

Only on the arrival of a plan can many of these factors 

be quantified. Which system? How much? Where? When? Who 
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pays? Why? 

In the meantime the adoption of an average scenario, 

extrapolated into the future, allows for the accommodation of 

the "Most Probable Outcome" to be budgeted for. The problem 

is that the average was generated by different policies in place. 

Examples include policies that allowed for continued sprawl by 

promoting: 

-low densities in residential, commercial and industrial uses 

-segregation of uses 

-allowing industrial uses primarily in the southeast quadrant 

-expanded use of the automobile 

-commercial locations away from residential districts 

-subsidization policies in new developments. 

It is considered that these policies facilitate the existing urban 

sprawl form of development. It appears that these policies are 

no longer the norm, however their legacy is present in the 

urban structure. 

4.2.6 Specific Intensifications 

The intensification policy objectives can be supported by 

specific modifications in development regulations. With respect 

to density, the goals of the Calgary Plan for residential areas 

include: 

-The provision of appropriate and affordable housing 
options for Calgarians. 

-Focus on the long term viability of the social and 
economic operation of existing communities. 

-Make more effective use of the existing infrastructure 
networks. 

-Offer a variety of housing in new community proposals. 

-Increase housing densities throughout the city. 
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-Reduce the population loss in the community life cycle. 

-Provide a larger population base to support local 
commercial. 

Goals of the Calgary Plan for commercial zones and activities 
include: 

-Compatibility with the ARPs and ASPs already in place. 

-Integration with the existing context of the community. 

-Attempt to fit with the needs of a growing community 
and population. 

-Provide for opportunities to work, shop, and for 
recreation (e.g. mixed use). 

Goals of the Calgary Plan for industrial zones include: 
-Provide economical and competitively priced industrial 
lands. 

-Remove residual industrial development from 
redeveloped, higher use land designations. 

-Discourage residential development in proximity with 
industrial uses. 

Source: (City of Calgary, The Calgary Plan, 1998) 

4.2.7 Costs and Risks 

Perhaps the primary reason for the lack of creativity in 

housing development forms stems from the relatively sustained 

prosperity of the City of Calgary. Developers have, for many 

years, felt relatively little risk in their participation in the Calgary 

housing market. Due to the long duration of this cycle, 

developers see little need for taking on "new" ventures. The 

tried and tested ensure a healthy profit and the risk involved in 

new ideas discourages innovation. 

Projects such as MacKenzie Towne, in the city's 

southeast quadrant, was one such risk. It started slowly and 

99 



was watered down in its intensity, where subsequent phases of 

the development closely resembled developments in more 

traditional residential developments. 

Few policies are supported with monetary or bonus 

incentives to encourage development in the direction indicated 

by policy statements. When developers propose developments 

with densities higher than the maximum allowed by the 

applicable land use designation, the planner has no authority 

to grant the relaxation of use, and intensity of use are the two 

things that are not discretionary under the Land Use Bylaw 

2P80. Oddly enough, one supporting item which would go a 

long way in supporting approved policy, a minimum 

development density, does not even exist. 

The development industry in Calgary is dominated by 

eight to ten major players, most of whom specialize in the 

development of new suburban developments. Few developers 

wish to venture into the area of infill development, as the scale 

is inefficient and cost of development is high. Land acquisition 

costs in the inner city are high and the difficulty of accumulating 

adjacent parcels to consolidate into larger scale projects 

prohibit comprehensive development that could be marketed 

in a cost effective manner. The small developer needs to pay 

special attention to the site conditions. The architectural design 

of the project is subject to the scrutiny of the community 

associations in the established neighbourhoods, and rarely 

escapes appeals at the SDAB due to the communities' 

concerns that the development does not pay attention to the 

unique character of the neighbourhood. There is no guarantee 

after significant efforts at design, and after absorbing 

substantial carrying costs and time delays, that a refusal for 

development permit might be the end result of a Subdivision 

and Development Appeal Board hearing. 
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4.2.8 Land Use Designation Practices 

Present land use designations reflect either the actual 

use of the land or the projected future use. The process of 

redesignating land use is by way of application made by the 

land owner or authorized agent. Commitment from the 

administration on the permitted and discretionary uses allowed 

for a parcel of land comes in the form of a recommendation, 

and is subject to a CPC decision on the approval or refusal of 

an application. These decisions are made based on the 

proposal's merits, the supporting Area Structure Plan or Area 

Redevelopment Plan, the political support offered by the 

community's alderman, and the degree of support offered by 

the citizens of the affected area. Failure to obtain support from 

any one of these key players may result in an unfavourable 

decision. 

The land use redesignation process requires six months 

from the time of application to decision, and if the result is 

negative, an applicant is required to wait six additional months 

before another application of a similar nature may be accepted 

for consideration. Delays of this nature can have the effect of 

eliminating profit from an otherwise attractive financial venture. 

4.2.8.1 Land Use Ties to Infrastructure 

Development requires infrastructure. Planning for future 

development is always a touchy subject. A high degree of risk 

accompanies decisions of this nature as most predictions are 

based on financial projections of the fiscal heath of a 

community. Errors in these predictions compound themselves 

and therefore, further into the future, translates into potential 

error. 

Politicians may have short public service careers when 

the ire of the electorate is raised. As a result politicians 
expectably will side with the voters. As the municipality is 
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dependent on taxes and the electorate pays these taxes, 

politicians logically wish to keep tax increases to a minimum. 

This has the effect of delaying infrastructure improvements to 

the latest possible moment and sometimes later than what is 

practical. Examples of this effect include: delaying school 

construction until after the population provides a full 

complement of potential students. Even after the construction of 

the school, it does not have a capacity to serve all persons 

wishing to attend. Using the strategy of not constructing 

adequate road capacity to serve the traffic demand in hopes 

that some people will decide to utilize other transport options. 

Still other examples include disincentives to development to 

avoid the municipality having to provide a service or function, 

such as not allowing developments downtown to provide 

adequate parking for their facility in order to manipulate the 

habits of the user / customer. 

4.2.9 Approaches 

The issue of density has two poles, and it is usually 

discussed as "We" and "They". Each position on the issue is 

backed by much evidence. In Calgary, we have one of the least 

dense development histories of any major Canadian centre. 

One would be hard pressed to find a better example of urban 

sprawl, yet this form of development works for Calgary. The 

policies adopted by City Council, although promoting density in 

concept, do not achieve density in reality. Guidelines for 

density in new suburban development are lower in terms of 

people per square mile than they were in the fifties and sixties. 

As a result, the predominance of the single detached dwelling 

persists, alternate housing options go untested, developers 

continue on the path of least resistance, and the city will need 

to annex another 230 square miles within the next five years. 
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4.2.9.1 Proactive 

The burden of housing and employment to 

accommodate population growth is increasingly becoming an 

urban government responsibility. Figures 7,8,9 and 10 illustrate 

the exponentially increasing responsibility the cities of Canada 

will have in the future. As this shift occurs, a broader type of use 

and activity will need to be supported by the urban land use, 

while rural land functions will become specialized and support 

a smaller and smaller portion of the population. It is difficult to 

determine where this trend will level off as the influences 

driving it are rapidly changing. Consideration for the viability of 

the smaller municipalities and towns or hamlets will need to be 

addressed before they either cease to function or become a 

subsidy burden of the large municipality. This is perhaps an 

inevitability of the demographic shift to the urban centre. 

Calgary is one of Canada's most actively growing urban 

centres. Even as Canada's population growth is levelling off to 

a modest rate, Calgary continues to absorb people from the 

surrounding rural environs. 

If the government is unwilling to invest in what is 

becoming the primary places of habitation, cities, then what 

should it invest in? The various levels of government have 

been reducing their investment in the cities by divesting 

themselves of the responsibility for cities. First the federal 

government cut transfer payments to the provinces, and then 

the provinces cut their support to cities. City dwellers receive 

much less from the tax collectors than they provide to them. 

This rural subsidization is proof of the inefficiency of the cost to 

benefit ratio of tax dollars spent in rural municipalities as 

opposed to urban ones. 
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4.2.9.2 Flexible and Responsive 

This approach would rely on a general base plan, but 

take indicators from the developers and the population for 

specific policy direction. Adjustments would occur "on the fly" 

as demanded and needed. This approach is less predictable 

and may have a more expensive than necessary component 

needed. Long term infrastructure estimates would often go 

wasted, as estimated needs would require larger than needed 

capacity for "just in case" scenarios. 

4.2.9.3 Balanced 

Rather than take one side or the other, I suggest a 

balanced mix. Continue with the urban sprawl for the 

proportion of the population who are willing to pay for it, but 

temper this choice with the provision of a real option for those 

who desire a real metropolitan environment alternative. 

Intensify with vigour the areas that are already served by rapid 

transit. Those districts already inclined toward the metropolitan 

flavour assist in a significant way to make the transformation 

complete. Those districts resisting the metamorphosis to an 

alternate form may remain as they are. Development 

regulations to support this mixed strategy might include 

principles of flexible zoning based on location and proximity to 

supporting infrastructure systems. 

Comments regarding the density of redevelopment 

indicate local authorities in Great Britain are considering 

minimum density requirements where existing densities do not 

adequately support local services and public transport. It is 

indicated that the minimum level of redevelopment in town and 

city centres be not less than 50 UPAc (123.5 UPHa) (Planning 

for the Natural and Built Environment, March 26, 1999) Of the 

R-2, RM-2, RM-3, RM-4, RM-5,and RM-6 districts that make up 

most of Calgary's' redevelopment in the inner suburbs only the 
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most dense RM-4, RM-5, and RM-6 land use designations meet 

this recommended density. 

Significant reduction in required annexation acreage to 

accommodate Calgary's growth can only be accomplished by 

reducing the demand. Given that we cannot restrict the free 

movement of people, we could consider how we accommodate 

those people. Many housing options exist in the built form for 

housing, however, background documents written during the 

research leading to the GoPlan and the Calgary Municipal 

Plan clearly indicate the reluctance on the part of Calgarians to 

give up their single detached dwellings. The magnitude of their 

reaction, when asked to give up this housing form, is reinforced 

by the gross volume of sales in this category compared to all 

others. 

4.3 Key Findings 

Key findings in the area of density reveal some 

underlying problems in policy assumptions. It is assumed that 

policies, once approved, will be readily adopted by the market, 

developers, and the public. As the data suggests, this is not the 

case. Policies should reflect achievable goals and/or include 

methods of stimulating markets and individuals into choices 

deemed desirable by the adopted policies. In the past, 

assumptions regarding achievable densities have put at risk all 

downstream objectives, which count on those densities being 

sought. Similarly, achievements which hinge on achieving 

distribution of employment and mix of uses will not be attained 

without full implementation of objectives sought in the 

employment strategies, and mixed use policies. Those 

efficiencies thought to be achievable in transportation counter 

flow capacities, count on the development of commercial uses 

and intensity of those uses in the primarily residential sections 
of the city. Every job produced in the primary employment 
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centres and eliminated from the theoretical one has 

compounding effects contrary to the objectives of established 

policies. 

Assumptions regarding land requirements for the future 

accommodation of the population have been underestimated 

based on actual achieved population densities. With this city 

enlargement associated future infrastructure planning will 

require adjustment in quantity and scope. The long term 

planning of these services, given their cost, needs to be 

introduced sooner than planned intervals. Policies based on 

achieving planned objectives may need reevaluation to put 

other long term plans back on track. 

The city needs to determine if the objectives of the 

adopted Municipal Development Plan are still the same or 

need revision based on the results documented by 

development statistics. 
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Chapter Five 
Transportation 

5.1 Ties to Land Use 

As previously stated, the integration of all policies is 

necessary to support those policies, which may not be able to 

stand alone. Any land use initiatives must work in concert 

within the range of possibility of transportation and 

infrastructure systems or potential modifications of those 

systems. Upon review of the densities presently being 

developed within the City of Calgary, most sources indicate it is 

too low a density to support high transit usage in an efficient 

manner. The population concentrations available along transit 

corridors are too low to justify transit enhancements that are 

required to attract new users. 

Goals in the adopted transportation policies aim at 

increase of the percentage of users in the transit system. The 

transit planners wiil not instigate a new route to obtain these 

new users until statistics show that it will be fully utilized. 

Potential transit users wish to have the convenience of efficient 

and frequent routes in order to justify the switch from auto mode 

to transit modes of travel. 

Unlike earlier in the century, no present North American 

transit system operates at a profit. Each system is subsidized by 

the municipal district in which it operates. This fact precludes 

economic justification of underutilized routes thus eliminating 

the one substantial draw that might bring new users to the 

system: frequent, convenient, low cost, convenient and reliable 

service. 

As adopted in the modern automobile manufacturing 

business, the "just in time method" of auto parts delivery system 

cuts down the costs of inventory and storage of parts for the 

assembly of new automobiles. Similar logic has been applied 

to the supply side of transit, LRT, and auto oriented 
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transportation systems. No buses, LRT cars or roads will be 

ordered inventoried or built prior to the time when an absolute 

dire need for them can be shown and supported by statistics 

ten different ways. Excuses for not providing funding for 

publicly used transportation are as numerous as people you 

ask. 

Adjusting the proximity of people to their work has been 

a suggestion for alleviating transportation pressures, (BGS-no. 

31-06-95) but the trend toward a reduction in long term 

employment and stability finds the concept of living in a 

location to suit your employment circumstances to be 

unrealistic. 

5.1.1 Transportation 

Generally, the movement of people, goods, products, 

and services and the development of systems and methods to 

improve the efficiency of such movement. 

5.1.2 Background 

Modes of Transportation are continually evolving. The 

correct choice of transportation mode is a matter of context. The 

equivalent of a balance between what is politically correct, 

economical to operate, environmentally acceptable, technically 

possible, and socially palatable in the environment that one 

lives. 

For different societies in different lands this means 

different modes of transportation. In rural China, walking and 

cycling are the predominant forms of transportation. Cheap, 

affordable and available to the masses, this has been a primary 

constituent of their economy for a century. The sheer number of 

persons and lack of individual economic power makes the 

bicycle the basic element of transportation in their environment. 

In Manhattan, convenience is the controlling factor in 
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transportation choice. For the vast majority, there is enough 

cash money to go around, so the choice is an economical one, 

but based on the value of time . Transit, taxi, and chauffeured 

limousine are three different modes of the same form. As it 

would take an unacceptable amount of time to find a parking 

place, the choice is between differing methods of rapid 

acquisition of the means, exploiting the means, and then 

discarding the means as near to the destination of choice as 

possible. 

In our Calgary context, we are somewhere in between 

these two extremes. We have low density, yet we envision the 

use of rapid transit. We have access to personal vehicles, yet 

we discourage their use. We have designed roads to allow 

travel to any location in the city, yet we make our consumption 

choices based on the proximity of the retail outlet. The choice of 

traditional travel methods has been a mix of the context choices 

previously mentioned. Only recently have we begun to 

question our methods of choice. 

5.1.2.1 The Past 

Until transportation issues became a problem, we 

tended to give them little thought. When roads became 

congested, we expanded them and tried to manage them 

better. When intersections became troublesome, signal lights 

and advanced turn signals bought us some more time. The 

process of accommodating the private automobile was an 

assumed priority. Cyclists and goods carriers made do with the 

road network as available. Shopping malls were far from home 

and had large land requirements, primarily for parking. 

Residential road networks were curvilinear and required the 

use of an automobile to get from "A" to "B". Fuel prices were 

inexpensive. This combination of factors heavily favoured the 
widespread use of the automobile. (TAC November 1998) 
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Decisions on transportation issues have heavily 

favoured the residential users. When industrial development 

proposals affect residential users all sorts of conditions of 

approval are slapped on the approval. Residential impact on 

the industrial function of transportation routes is a question and 

issue that never gets past a first comment. 

5.1.2.2 The Present 

Only recently have we stopped and asked the question: 

what are the objectives? Where do we need to position 

ourselves in the provision of transportation today? What are the 

problems? 

The problem with transportation is balancing the monies 

available with the most appropriate actions to achieve the 

prioritized goals. The uncertainty of provincial funding up until 

this year was due to the funding formulas which were an 

annual decision at the provincial level. Only recently has the 

province agreed to allot a per litre portion of the gas taxes 

directly to transportation infrastructure in the City of Calgary. 

The City of Calgary Transportation Department has 

recently coordinated some of their policies with the existing 

land use policies. This was effected with the adoption by 

Council of the Calgary Transportation Plan and the 

Sustainable Suburbs Study in 1995. These two policy 

documents support each other in numerous ways. It is in the 

execution of this support and the degree that we promote it that 

will effect change within the development community. 

With per capita vehicle ownership on the rise, and 

vehicle occupancy rates on the decline, we have finally 

recognized that a proactive stance is necessary to reverse 

these trends. The continued traffic congestion, inefficiencies of 

the systems and the rising costs of the transportation network 
are becoming liabilities to the communities in which they 
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operate. (TAC November 1998) 

Results of these trends are becoming significantly 

negative financially, socially, environmentally and in terms of 

land consumption. An ever increasing dedication of resources 

are being devoted to attempts to keep up with the demand for 

road capacity. 

5.1.2.3 The Future 

Objectives need to lead to results. Without continuous 

reevaluation of the goals can the desired results be obtained. 

Recently revised objectives have re-prioritized the direction that 

transportation systems are being oriented. New aims include 

improved efficiencies of the existing systems, an emphasis on 

the energy efficiency and environmental friendliness of modes, 

full cost accounting of the modes and attention to the life cycle 

of the modes available. (TAC November 1998) If this 

consideration for the community at large succeeds in becoming 

the dominant way of thinking, trends in transportation modal 

mix will favour public transit private transportation with an 

overall benefit to the public as a whole. 

5.2 Policy Context 

When the choice of transportation mode is a given as it 

was in the 1870's when the settlers first arrived, the urban 

environment simply accommodated the transportation modes 

of the day. Railroad water requirements dictated how often a 

rail stop was needed, maximum allowable rail gradients 

directed route locations and suggested cost efficient river 

crossings. Restrictions such as these generally limited what 

was practical. 

Today the policy is shifting from what can we technically 

execute to what we ought to be providing, and what are the 

alternatives. Accessibility, efficiency, pollution, costs, the 
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environment, politics and the technical capability are all factors 

in the decision how and in what form we accommodate the 

needs of transportation in today's society. These needs have 

been redefined in the existing policy documents that control 

transportation development. An increased emphasis on the 

bicycle and transit systems is emerging. Transportation 

departments have a say in the development of land use 

policies and in the review of their application. All significant 

development proposals are obliged to provide facilities and 

money to improve transportation infrastructure systems that are 

affected by their proposed developments prior to the release of 

the development permits. This is a progressive step toward the 

concept of user pays. These payments are presently applied to 

hard costs and we have yet to venture into the realm of the soft 

costs and environmental costs. The GoPlan is the most 

significant and the current policy document governing the 

development of the transportation network in Calgary. 

5.2.1 Goals 

The Calgary Plan has reviewed the history of our past 

and clarified the direction the municipality wishes to proceed 

when providing mobility choices. The principles for the 

planning of the transportation network are: 

-Facilitate the efficient movement of goods and services. 

-Provide a safe means of travel. 

-Include comfort and convenience in the solution. 

-Offer alternate means of travel where possible. 

-Be comprehensive in its planning, and balanced where 

competing objectives are present. 

-Be cost effective in capital outlays and operating 

expenditures. 

-Minimize environmental impacts including noise 
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mitigation, encouraging energy efficiency, and 

minimizing pollution generation. 

-Coordinate with future and existing urban development 

to allow for a smooth integration. 

5.2.2 Statistics 

Studies have been undertaken to shed some light on 

the nature of transportation. Many of the strategies used to 

evaluate the transportation networks' efficiencies were 

unchanged until the seventies. Prior to then, if the traffic 

became too congested, we simply constructed a larger 

roadway to accommodate the demand. Only recently have we 

begun to question this strategy. The possibility of not 

accommodating demand was not an acceptable option. The 

availability of the computer has changed the way we look at 

traffic management. Old Ideas have been brushed off and are 

being reevaluated as new ideas, such as the return to using the 

train as a transportation option. 

Specific community types require their own form of 

analysis. Restrictions of a physical and practical nature render 

solutions, which work in some contexts, and are useless in 

others. 

Some of the techniques of measuring and weighing the 

value and effects of transportation modes are only possible 

because of the computer. The ability to analyze the effect of 

numerous independent factors in rapid succession is what 

makes real time traffic management possible. 

Traffic Impact Assessment (TIA) is the practice of 

evaluating the effect or impact on specific change of use on the 

transportation network. Simulations can be run to determine 

how the addition of a development or a change of a use will 

affect the traffic efficiency within the immediate vicinity. (ENCI 

619.50, February 1999) Once the impact is known, estimates 

113 



on the methods of mitigating those impacts such as traffic light 

timing adjustments can be made. 

"In North America, the Institute of Transportation 

Engineers (ITE) has, for a number of years sponsored the 

development of recommended processes in order to provide 

consistency in studies." (ENCI 619.50, 1999) These studies 

include a series of stages to provide a thorough analysis. 

Those stages are: 

-The determination of the critical traffic periods and 

estimating the number of trips generated by development 

during these times; the prediction of the distribution of origins 

and destinations of the trips; the assignment of the trips to the 

transportation network; and the undertaking of an operational 

assessment of both the on-site and off-site transportation 

requirements. 

Although the process of TIA seems straightforward, the 

behaviour of drivers is neither driven by logic nor predictable in 

nature. We know this by examining our own automobile use. A 

commuter may use numerous differing routes to go to or come 

from a destination and for many differing reasoning. These 

primary trips to the workplace are punctuated by stop-offs for 

coffee, gas or a newspaper. These side ventures are called 

pass-by, diverted or linked trips depending on the order or 

location of the stop-off. (ENCI 619.50, Feb. 1999) These are as 

unpredictable as the weather, which just might be the cause of 

a variation in a driver's behaviour. 

5.2.3 Downtown 

Relatively high density of living, commercial and work 

environments in the downtown context make public modes of 

transportation suitable for the masses the most viable form. The 

proximity of people to the access to Light Rail Transit (LRT) and 

passenger buses makes this transportation mode most 
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economical and efficient. Differing forms of transportation have 

varied thresholds of practicality. 

The introduction of, and the decreasing cost of, 

computers have provided the opportunity to increase the 

efficiency of the existing downtown road network. These 

improvements often equate to adding an additional lane for 

transportation without actually constructing it. Although the 

improvements in automobile access to the downtown sound 

encouraging, present trends discourage this practice by the 

management of parking space and fees, planned congestion 

and transit oriented right-of-ways being given preferential 

treatment at locations where the two modes interact. 

5.2.4 Established Communities 

Very low densities in the established residential districts 

make most mass transit strategies uneconomic. All but the 

simplest forms of transport are rendered unsuitable. (Figure 18) 

The relationship between passenger kilometres travelled and 

urban density indicates that above 2500 persons per square 

mile the amount of travel undertaken by individuals remains 

relatively constant at about 1500 to 2000 kilometres per 

person. 
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Figure 18: Passenger Kilometres vs. Urban Density in 

Persons per Square Mile 

Source: Fouchier and Merlin, 1994 

This remains constant even at very high urban densities. When 

comparing this situation to Figure 19 energy consumption 

drops dramatically above urban densities above 40 persons 

per hectare. This threshold equates to 18 persons per acre, 

about 6 dwelling units per acre at City of Calgary occupancy 

rates. 
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Figure 19: Fuel Consumption GJ / Capita vs. Urban 

Density in Persons per Hectare 

Source: Fouchier and Merlin 1994 
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Above these limits of density, the shift in efficiency of 

transportation mode becomes viable as indicated by the 

dramatic drop in fuel consumed for travel purposes. The only 

way to explain the constant distance travelled with reduced 

energy requirements is to conclude that the mode switch to a 

more energy efficient mode has taken place. Individuals still 

have the need to travel, but at higher urban densities a larger 

proportion of the population selects modes of transport that are 

mass transit or non energy consumptive modes, (i.e. walking or 

cycling) 

The City of Calgary is at a crossroad. It is at a point at 

which the population will reach a maximum number of average 

kilometres travelled by the average citizen and, with a slight 

increase in urban density, can initiate a substantial shift in the 

way people look at their transportation options. The City can 

continue with the provision of a generous road supply for 

private vehicles. This will allow the private vehicle to continue 

to be the transportation mode of choice, or it can be the catalyst 

to initiate change in the options available. The choices must be 

attractive monetarily, socially, and in terms of convenience. 

Although the existing policies aim to intensify the 

established neighbourhoods and may assist in reducing 

suburban sprawl, this policy will have little impact on the choice 

of transit options for the resident of the established 

communities. Transit in bus form already exists for these 

districts and the planned intensification from the existing five 

units per acre to perhaps six units will have little or no effect on 

the economics of transit provision. Studies in the United 

Kingdom indicate thresholds of density to be in the order of 

twice our present level to be effective for mass transit. The most 

significant improvement in the level of service of transit to these 

communities will arrive when the new suburban development 

beyond their community will be intense enough to justify an 
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LRT leg through their community to link the new development 

with the downtown. 

Increased physical activity initiated by the various health 

groups has stimulated the use of bicycles for some recreational 

trips and short shopping functions. This trend, although 

encouraging, is not very practical in our northern climate for 

consideration as a major transportation substitute. 

5.2.5 New Suburban Development 

The form that the new suburban development takes may 

be the single most important factor in the determination of how 

we might be able to accommodate Calgary's growth in the 

future. The probability that Calgary's transportation system will 

sustain itself in an efficient and affordable form is directly 

dependent on the form development takes. If new development 

simply adds to the traffic demand on traditional transportation 

modes, then it is likely to add to the problem. If the design of 

future suburban development mitigates much of the demand for 

transport by providing viable alternatives, then the 

incorporation of the transportation needs growth into the 

existing system to be more efficient. 

5.3 Costs of Transportation 

The methods of calculating transportation costs is an 

ever changing process. In days gone by, the costs may have 

included only the hard costs; i.e. road construction, fuel, 

automobiles, and traffic signals, etc. Present day analysts 

include additional costs previously not considered; i.e. 

downstream infrastructure improvements, more frequent repair 

or replacement costs, pollution influences, and accident and 

death expenses. The trend is moving toward the use of full cost 

accounting. 

Full cost accounting attempts to account for all the costs 
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related to the actions or activities of given process. Although 

the intent of this process is well intended, the result of such 

studies will be unpalatable to most. 

An example of what most people consider realistic costs which 

they are willing to pay for. 

-the automobile itself, purchase price and related taxes 

-the cost of fuel, including road taxes and levies 

-the cost of insurance 

-auto maintenance and upkeep, tires, light bulbs, etc. 

-storage of the automobile, garage at home, parking, etc. 

-licensing and registration fees 

Examples of what people will consider to pay for when 

pressured by associates or governments. 

-additional taxes for infrastructure improvements 

-disposal fees for oil, tires, junk autos, etc. 

-tolls at bridges and freeways 

-luxury taxes at the point of sale 

-fees for single passenger use during rush hour 

-congestion charges 

-recycling charges on junked automobiles 

Examples of charges people are unlikely to support without 

extreme pressure from governments. 

-pollution charges 

-mining cleanup at metal ore mining sites 

-charges by the mile for auto use proportional to full cost 

accounting 

-injury or death costs due to health changes due to 

pollution 

Examples of charges people cannot pay because they would 

exceed all funds available to then. 

-ozone layer correction charge 

-natural habitat replacement charge 
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-global warming correction charge 

These examples may seem extreme but if full cost 

accounting is implemented then these problems are real. 

Full cost accounting methods of transportation modes 

reveal a much wider range of real costs attributable to the 

various transportation modes available. Development fees 

attributed to incremental development may rise dramatically 

when a more representative stance regarding expenses is 

adopted. When compared, those forms of transportation which 

derive their energy from electricity have environmentally less 

significant impact due to the ability to mitigate pollution impacts 

at the source of the power generation. Obviously, any 

transportation mode which might use solar power or any other 

non-hydrocarbon burning fuel would rate a much lower full cost 

accounting score and therefore be a lower cost form of 

transportation. Until this form of costing is adopted, low 

environmental impact - higher initial capital cost transportation 

modes will come in second to high environmental impact - low 

initial cost ones. 

5.3.1 Public Participation 

Significant public participation was incorporated in the 

production of the Calgary Transportation Plan. A number of key 

issues were raised during the process of consulting with the 

public. Although there is always a difference of opinion, the 

following concerns were raised by numerous individuals. 

-Land use decisions must be made in the context of 

transportation systems and vice-versa. 

-Calgarians must pay the real or direct cost of their 

choice of travel, particularly driving. 

-Long term demand for reasonable mobility standards 

will continue. 
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-If systems are improved, public transit, cycling, and 

walking are viable travel alternatives for many car 

uses. 

-Protect the integrity of communities, parks, river valleys, 

and open spaces. 

-Encourage travel behaviour changes through an 

integrated package of initiatives that encourage 

non-auto and discourage auto use. 

-Protect selected LRT, road corridors and rights-of-way 

for a city larger than 1.25 million people. 

(City of Calgary, GoPlan, 1995) 

People are concerned with the sustainability of present 

trends in auto use, the likelihood is that mobility will decline, 

and that communities and environmental areas will be 

negatively affected. The authors of the GoPlan believe, with 

some careful balancing, the objectives of the public are 

achievable. 

Throughout the numerous studies undertaken in the 

compilation of the GoPlan background series, discussion 

series, phase reports, policy papers, working papers, and 

volumes of newsletters, public participation was considered an 

essential component. 

5.3.2 The Land Use Connection 

Land use is a critical determinant for new transportation 

efforts, as the success or failure of the strategies will hinge on 

the ability or inability to implement development policies. 

Specific and realistic objectives need to be addressed for each 

of the major areas of the city as defined by their common 

characteristics. It is my opinion that they may be broken down 
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into the following categories: 

-The Downtown 

-Established Communities 

-New Suburban Development 

and two categories not previously identified in past policy 

documents adopted by the city and have now been recently 

adopted: 

-Employment Centres 

-Inner City Redevelopment 

Each of these types of areas are facing their own unique set of 

issues and each will generate their own unique series of 

solutions. It is for the reasons that already exist in the 

separation of land use and the degree of development of these 

general areas have evolved that generate the above 

categories. 

5.3.3 Downtown 

Existing policies in the downtown core are complicated 

as their conflicting objectives in transportation terms. 

Some policies and practices encourage auto uses and 

some do not. These contrasts keep it interesting. First, the 

policies that aid auto transportation in the downtown. 

Prioritizing these issues will depend on the funds available and 

the form of the desired result. These choices will probably be 

political rather than technical or practical. 

-The expenditure of monies for new computer systems to 

better manage traffic flows in the downtown - improved traffic 

flows encourage more users. 

-The continued development of the +15 system - this 

separation Of pedestrians from autos continues to benefit the 

auto user. 
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-The provision of substantial parking facilities, built with 

the money from the cash-in-lieu policy, in the downtown core, 

although becoming more expensive, continues to draw the 

auto user. 

-The policy of Calgary Transit to increase prices of 

transit at the retail level - discouragement of the use of transit 

encourages the use of the auto. 

-The policy to take Bylawed Setbacks for future 

transportation development indicates the intention to continue 

to accommodate the auto users - encouraging the planned 

long term reliability of auto access to the core and therefore 

discouraging the exploration of alternate travel modes. 

The above list, however broad, is short compared to the 

list of policies to discourage the use of the auto in the 

downtown core. 

-The raising of parking fees for both long term and short 

term parking, (making transit proportionally attractive). 

-Policies that consider potential tolls and transport taxes 

- fuel tax 3 cents per litre, vehicle registration $30, LRT parking 

$1 per day, downtown parking tax $5 per month, transit 

surcharge 10 cents per ride. (Pommer, 1999) 

-The trend toward the user pays system of service 

provision - as this concept is implemented, the costs to the 

private auto operator will rise. 

-As the transit system improves, the attractiveness of 

transit will also improve - as ridership increases, the practicality 

of improving service levels rises leading to more users leading 

to better service 

-The stated policy of designing the new suburb with a 

transit orientation and the distance these new districts are from 
the downtown will capture a larger transit modal mix. 
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-The policy concentration on increasing the resident 

population downtown will add to transit preferences - short auto 

trips downtown are expensive, inefficient, and impractical. 

-The lesser allowed amount of parking allowed per unit 

area of developed space in the restricted parking zone - 1 stall 

allowed per 140 square metres vs. 1 stall allowed per 46 

square metres outside the downtown. 

-Restaurants, entertainment establishments, cinemas 

and theatres have no parking requirements. 

-Residential must provide between .5 and 1.0 stalls per 

dwelling unit. 

-Pertaining to the previous three items, no development 

is allowed to exceed 100 % of their required parking allotment. 

(City of Calgary Bylaw 2P80, 1980) 

5.3.4 Established Communities 

Key to the intensification of established communities as 

desired in the Calgary Plan is the provision of transportation 

and infrastructure facilities to serve them. The common goal of 

the protection of these corridors and the aim to intensify inner 

city development is justification to adjust regulatory rules to aid 

in the promotion of these goals. 

Intensification of development may take many forms. To 

further support other objectives, this opportunity could be 

utilized to encourage mixed use development within the 

intensification to reduce the demand on the system, at the 

same time as intensification improves efficiency of use. 

The Calgary Plan does not differentiate between areas 

to intensify development and areas to diversify. To truly 

promote alternate transportation modes, those modes need to 

be conveniently available and competitively priced. As an 

imbalance of promotion has occurred in the past, heavily 

favouring the use of the automobile, it is time to balance the 
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playing field by routing some funding toward the public transit 

system. 

5.3.5 New Suburban Development 

Most community plans and land use amendments being 

processed at this time do not incorporate anything new in their 

approach. The development industry is afraid to depart from the 

path of least resistance, (more homogeneous suburbia) for fear 

the economics will come back to haunt them. The one 

departure from the mainstream was the development of 

Mackenzie Town, a new urbanisim experiment in neo 

traditional styling. 

To be fair, the developers are dealing with about the 

most conservative bunch of consumers this side of the country 

has to offer. Getting them to accept anything outside the 

standard ranch bungalow, side split, or traditional two storey is 

like pulling teeth. Evidence to support this may be obtained at 

any SDAB hearing where time and time again large segments 

of the community not only oppose any new concepts in housing 

design, but object to traditional housing designs as well. 

5.3.6 Infrastructure Pre-dedication 

Recognized is the need to dedicate land for present and 

future major transportation routes to accommodate projected 

growth areas. The need to accurately predict this growth is 

critical to the success of the plan. Presently land has been 

dedicated in the form of a Transportation and Utility Corridor 

(TUC) to accommodate the expected sprawl of the metropolitan 

area, (refer to section 4.1.1) Other measures to accommodate 

transportation expansions are the General Provisions section 

regulating the taking of Bylawed Setbacks. Tables itemizing the 

locations where the city has the right to take land from property 

owners without compensation in the interests of the public 

126 



good are located in section 17 of the City of Calgary's' Land 

Use Bylaw 2P80. This section of 2P80 allows the city, upon an 

applicants proposal to redevelop the land, to ask for the 

bylawed setback to be dedicated to the city without 

compensation. Additionally, if the applicant wishes to subdivide 

the land in question, the city may require that the setback land 

be given prior to or as a condition of approval. These are 

strategies that, in theory, will allow for expansion of the 

transportation system. However, many of the strategic sections 

of land critical to the execution of this approach are unlikely to 

be redeveloped and are therefore unavailable for the provision 

of the required continuous right-of-way. The last resort of the 

municipalities administration is to expropriate the private 

property required to accommodate the transportation system's 

redevelopment. This expropriation is to confiscate with 

compensation the land held by a private party based on 

property evaluation by a third party. This last resort is a 

politically unpopular decision as it is often seen as "big brother 

with his hand in the cookie jar". 

5.3.7 Employment Centres 

Employment Centres are suburban centres for the 

concentration of employment within, what was previously 

considered, residential development areas. The strategy 

behind these developments is to combine the functions of 

residential and commercial in close proximity with each other. 

The assumption is made that this will reduce and/or eliminate a 

portion of the trip generation normally associated with the daily 

act of shopping. 

Previously, the concept of trip generation was raised 

and those studies predicting pass-by, primary, diverted, and 

linked trips specifically apply when considering the 
effectiveness of the concept of employment centres. 
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5.3.8 Integration 

Having described the specific need to integrate, in 

context, the transportation component of urban growth when 

considering the policy direction for land use, it should be clear 

that these are not stand alone issues. Careful consideration 

should be given to the beneficial and detrimental effects that 

policy modification, without a integrated approach, may 

stimulate. 

5.3.9 Growth Allowances 

Part of the difficulty of making growth allowances is the 

question of what to allow for. The Calgary Economic Outlook is 

a document intended to forecast the future growth of Calgary. 

(Beck, 1999) Its role is to provide to Council an estimate of how 

and to what degree Calgary will grow in the near future. It looks 

at differing scales of reference from the international, national, 

provincial and local perspectives. The Outlook also divides the 

forecasts into sectors of the market including the office, tourism, 

retail, industrial and residential components. Beck's document 

is an update of another previously adopted document 

researched during the writing of the Calgary Transportation 

Plan. In the background series entitled "Calgary GoPlan 

Projections of Households" (BGS-no 7-12-92, 1992), the 

forecast population of the City of Calgary was set at 1,178,500 

persons. Beck's 1999 estimate for population for the same time 

range is 1,289,000 persons. This is an increase in the 

estimated growth of 110,500 persons. 

Different city departments rely on these forecasts to 

estimate their budgetary requirements, sometimes for decades 

to come. Errors in these estimations can become very costly. 

Present estimates paint a relatively rosy picture. Real 

GDP is expected to rise modestly through the year 2004 
averaging 3.0 %, while inflation is forecast to remain in the 2.0 
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% range. The unemployment rate in Calgary is supposed to 

drop from just under 6.0 % to just under 5.0 % in the same time 

frame. Retail trade and housing starts are supposed to remain 

neutral at about 5.0 % growth and about 22,000 starts 

respectively. As described earlier, the population will reach one 

million in the year 2007. 

Already these estimates are being put to the test. A slow 

start in the actual rate kept population below the estimates for 

the initial period. Acceleration in the recent year, however, has 

exceeded all estimates. The relative strength of Calgary's 

economy has the effect of drawing people to it when other 

regions of the country are relatively weaker economically. 

One other consideration is that these estimates were 

made when the price of oil was $12.50 U.S. per barrel ($18.75 

Canadian). As I write this, the price of oil is $32.50 U.S. per 

barrel ($48.75 Canadian), an increase of 160%. This is just a 

single example of where using forecasts of future needs based 

upon variable data is an art rather than a science. 

5.4 Alternative Transportation Modes 

Internationally, many other modes of travel and traffic 

management are used in attempts to mitigate the congestion 

and travel problems of the commuter. The concentration of 

effort is focused on the rush hour as this is the peak demand 

period in most situations. A multitude of options exist in 

isolation or in combination depending on the scope and 

intensity of the problem. Options exercised elsewhere include 

shifting the modal mix, penalizing the mode that is the worst 

contributor to the problem, preferentially favouring the mode 

with the least impactful set of economic or environmental 

influences, encouraging the use of certain modes over others 

when allocating infrastructure capital spending, shifting to user 

pays methods, altering the travel habits of the commuters, 
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encouraging flex time hours at places of employment, or any 

other scenarios that alter the supply and demand of the 

transportation network. 

In the case of alternate modes, the City of Calgary has 

opted to accentuate the transit option which in their mind is the 

LRT system and the bus service network - basic alternate 

modes presently in use. As the implementation of this strategy 

is slow and provides little appeal in its present incarnation, it is 

unlikely that without significant acceleration in the 

encouragement of this form, little or no change will take place. 

This option as exercised is a low risk, low rate of return option. 

5.4.1 Costs and Risks 

Risk vs. reward is the common way of describing the 

method of putting you money where your mouth is and reaping 

a return if the bet is a correct one. Arguments may be made, 

quite successfully I might add, that it is better to be safe than 

sorry when betting with someone else's money. This approach 

is safely conservative and would probably gather much 

support. However, given the past performance of the city's 

growth and the conservative nature of the estimates of those 

making them, sooner or later we will have to take some action. 

If projections indicate that we will be a community of 2,000,000 

in the year 2031, it is unreasonable to do nothing. As described 

in the section entitled Population Projections, the likely range of 

area growth will be between 267 and 294 square miles (691 to 

761 square kilometres), some recognition of this estimation is 

imperative. 

To avoid the need to invest heavily in future road 

network expansion to accommodate the proportional rise in the 

use of personal vehicles, it will be necessary to invest in the 

transit option. Consumption patterns help in understanding 
how the population uses the auto and their discretionary 
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spending. (Figure 19) Other cities have proven that restrictions 

on the downtown parking supply creates an increased demand 

for transit use. (Morrall and Bolger, 1996, p4) There are 

invariably risks associated in the preferential treatment of the 

transit system, however the risks associated with not favouring 

transit are higher. 

The building of a sound and high capacity transit system 

does not happen overnight. Land acquisition for routes and 

capital for equipment purchases are accumulated over time. 

Rapid fluctuation in oil and gas prices occur in terms of months. 

When the fuel prices rise, the increased demand for transit 

supply cannot be accommodated and a transportation shortage 

will occur. As a supplier of the infrastructure, future estimates of 

demand are needed to schedule the proper rate of capital 

purchases and infrastructure construction. 

Trends toward the practice that the user pays for the cost 

of transportation has many ways of being initiated and may be 

implemented to varying degrees. 

Such strategies may be effected through vehicle 

ownership at the initial purchase and subsequently during 

each years registration renewal. Vehicle usage could be 

another avenue of revenue generation through the use of taxes 

on fuel, tires and auto parts, and user fees on parking and 

potential premium service licensing (access charges). Tolls of 

many types including road tolls, bridge tolls, ferry fees, zone 

access fees, congestion fees, and vehicle metering may all 

contribute to the motivation to force auto users into different 

travel modes and travel habits. 

5.5 Legislative Regulations 

Presently, politicians have been hesitant to impose 

'choice' on the people. In a capitalistic society they would 

prefer to allow supply and demand to dictate transportation 
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choices. However, other countries' experiences indicate in 

order to achieve behaviour that is consistent with the objectives 

of governmental policies, it is likely that choices will become 

legislated in the future. 

5.6 Ties to Land Use 

The link to land use is direct and substantial. 

Transportation systems must serve the users in all their areas 

of need. When all the land uses were segregated, the needs 

were well defined and predictable. With the shift to mixes use 

and the increase in intensity of use, the ability to predict, with 

accuracy, the future needs of the population becomes more 

and more difficult. Further, the municipality's method of 

providing for those needs becomes broader, they have options. 

The Calgary Plan states several overriding goals to be 

met in the process of providing basic transportation. These 

goals, will to some degree, restrict the method of delivery of 

these needs. 

Those issues that tie to land use include the protection 

of major transportation corridors for future Light Rail Transit 

(LRT), the future Transportation Utility Corridor (TUC), Freeway 

systems and their expansion; Highway 1 east and west, 

Highway 2 north and south, Crowchild Trail NW, Highway 8 

west, Highway 22X east and west, Macleod Trail south, 

Glenmore Trail east, and Deerfoot Trail south, future 

conceptual corridors, and other highways and expressways. 

Around these transportation features, the land use needs to be 

modified to take advantage of the network available to them. 

These modifications should not only occur where present 

facilities exist, but also where they are planned to be installed. 

Proactive strategic planning of compatible land use and its tie 

to transportation is essential to the long term viability and 

efficiency of the city. 
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One of the key contributions to reducing the demand for 

land allocation for transportation uses in the future can be 

found in land use designations for new suburban growth. 

Traffic demand pressures may be lessened by reducing the 

need for travel. Reductions in need may be provided be 

allowing a more diversified mix of uses in the immediate 

neighbourhood. (ENCI 619.50 week 2 1999) This would allow 

a larger proportion of the population to do their business closer 

to home. Additionally, new communities can be designed with 

a transit orientation (TOD) to better accommodate the shift to 

higher transit utilization rates. (Calthorpe, 1993, p 56) 

Tied to the intensification of development within the 

transit corridor zones should be a reduction in the requirement 

for parking. Reasoning for this approach has numerous angles. 

-Firstly, proposals will be decidedly transit oriented, 

encouraging occupants toward the use of the adjacent transit 

system. 

-Secondly, these developments would attract those who 

already use the transit system. 

-Thirdly, costs saved through not requiring the upgrades 

to accommodate added traffic demand could be rebated to the 

developer thus encouraging more developments of a similar 

nature. 

-Lastly, arrangements of this nature are already in place 

in the downtown core. This simply extends these agreements to 

the linear "downtowns" adjacent to the transit intensive 

corridors. 

5.7 Involvement in the Development Process 

The development process has gone a long way to 

adapting to the goals and objectives in Calgary's policies. The 

process now includes representation from the Transportation 

Department, the Engineering Department, Calgary Parks and 
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Recreation, and the Police Department, in addition to the 

Planning Department both development and community 

planning divisions. 

Each application to change the use of or alter the 

intensity of use of a parcel of land includes an examination of 

the proposal by the Transportation Department. They are in a 

position to make recommendations on the suitability of the 

proposed use and on any short or long term affects it may have 

on the long term viability of the transportation system. 

Considerations accounted for in this review of the 

development process include the following issues governed by 

the development regulation bylaws affecting the transportation 

network. 

-Location - geographically within the city - relatively on 

the road network 

-Previous Site History 

-Scale of development - physical size - trip generation 

implications 

-Transportation and planning policies applying to the 

application site - Area Structure Plans - Planning Briefs -

Proposed transportation schemes 

-Issues raised locally - Accident frequency - Traffic 

bottlenecks - Management proposals 

-Access - Public transport - pedestrians - cyclists -

emergency vehicles - service vehicles 

-Parking proposals - parking standards - provision 

proposed - existing off street on street availability - cycles -

disabled - adoptable spaces 

-Road safety internal and external to the site - road 

layout standards - signs markings and lighting - pedestrian 

crossings - dropped curbs - priorities - traffic calming - storage 

yards provision 

-Road safety audit - IHT guidelines 
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-Need to create or stop up public roads - Existing 

publicly adopted roads - footpaths 

-Public transport - Bus service availability - bus stops -

shelters 

-Cycling facilities - pathway systems 

-Transportation impact assessment 

-Environmental impact assessment 

Again these issues will be prioritized based on the political 

environment active at the time of consideration. 

5.8 Strategic Direction 

If land use and density is the domain of the planning 

department and if transportation is to service this development, 

then it is the responsibility of the Planning Department to lead 

and assist in the understanding of development trends and 

their directions. The municipal government has, in the past, 

been reactive regarding the direction of development the City 

of Calgary has taken. Most of the development processes are 

initiated by the land owners or their agents and the authorities 

approve them with the exception of those projects they strongly 

disapprove of. 

The Outline Plans submitted in accordance with the ASP 

governing the area in question rarely speak to all the issues 

involved nor do they invoke all the concepts included in the 

ASP. 

As the Municipal Development Plan has been very 

recently rewritten, a substantial review should be effected to 

determine if and/or how the ASPs should be adjusted to reflect 

the new positions as stated in the Calgary Plan. The adoption 

of these policies have no point if they are not followed. 
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5.9 Approaches 

Three approaches come to light in the accommodation 

of the future growth of Calgary. They should be used in 

conjunction with one another, as the risks of uitlizing only one 

may be mitigated by the balancing of the other two approaches. 

5.9.1 Proactive 

Those transportation elements essential to service a 

population of 1.5 million can easily be observed in other 

metropolitan centres of equivalent size. Additional strategies 

based upon the direction of growth and form of that growth 

could be formulated and added to the list of desirable 

approaches. Funding from the municipality could be dedicated 

to a "think tank" whose objective is to develop a proactive 

approach to the methods to accommodate the needs of the 

population in the appropriate forms and proportions. 

Transit oriented municipalities who claim to be transit 

oriented like Portland, Oregon (Markus 1999) and the Osaka / 

Tokyo corridor could be reviewed for constructive observations. 

Although the stated claim of the Calgary Plan is to promote 

transit, this is likely an impossible goal without a significant 

commitment to the intensification of the urban transit corridors, 

a commitment the city has been, and is unwilling to make. 

5.9.2 Flexible and Responsive 

Other possibilities for the implementation of the 

objectives held in the Calgary Plan and GoPlan include the 

concept of fast response. The idea is to be in a position to be 

able to respond in a rapid fashion to the ever changing 

pressures in the transportation demand with "appropriate 

responses". Need for flexibility may be essential as many other 

major municipalities have formed regional transportation 

authorities to deal with the regional transportation network. The 
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formation of these authorities was made necessary to better 

manage the needs of the region. Trends of this nature are 

accelerating as we have just seen the largest municipal 

government swallow up its surrounding competitors in the 

Toronto area. Although the same scenario will not happen 

here, (we have no contiguous major municipalities adjacent) 

we will most certainly swallow Cochrane, Airdrie and probably 

Okotoks. This regional area presently has a population of 

126,500 which will likely grow to 457,000, (Beck, 1999, pg. 12) 

a 362% increase giving the metropolitan area of Calgary a 

projected population of 2,000,000 in the year 2030. 

5.9.3 Balanced 

Even though the mandate has been given to the City of 

Calgary to balance the distribution of housing forms within its 

jurisdiction, it is easier said than done. Not only is the 

proportion of single detached dwellings in the city rising, (refer 

to 4.2.3.1.3 Intensification) but if we annex all the growth in the 

regional area, it will add a large number of dwellings to the mix 

that are exclusively single detached dwellings. (The only form 

allowed in rural areas.) Governments will need to make a 

concerted effort to educate the population in the benefits of 

multi-unit dwellings. At the same time, developers are going to 

need to improve the apartment and multi-unit offerings to attract 

more buyers. Presently, the price differential for equivalent 

sized houses vs. condominiums is widening. This reflects the 

current disenchantment the general public has with the 

condominium offerings on the market. This may also reflect a 

saturation point where those persons who were generally 

receptive to the condominium product have been absorbed, 

and now the developers are attempting to sell to a tougher 

crowd. 
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5.10 Key Findings 

For transportation planning to be effective and accurate 

it needs to be evaluated with the assistance of meaningful 

estimates for future growth. If the municipality cannot meet 

planned objectives in community growth and urban form, then 

estimates for transportation systems and networks to service 

the population will fail. Priorities given to advance modal mix in 

favour of transit need real priority not just lip service. The 

attitude toward shifting the peoples transport mode must be 

positively reinforced. These priorities must be backed up with 

policies oriented to favour the use of transit and LRT. 

Concurrently this approach will assist the achievement of 

objectives in areas of land use and density. 

These three areas of concentration act as a tripod 

without any one of these "legs" the other two will not stand. The 

recommendations that follow are broken into three categories: 

land use, density, and transportation. 
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Chapter Six 
Recommendations 

6.1 Conclusions and Recommendation for change in 

Development Regulations 

This chapter will provide conclusions and 

recommendations in the three major focus areas of this 

research-density, land use and transportation. Specific issues 

related to the main areas of the research are framed with a 

problem statement that provides the rationale and justification 

for policy intervention. This is then followed by a policy 

objective and a recommendation for a specific planning policy 

to address the problem. The recommendation is then 

supported by a description of the impact that these changes 

might generate. 

6.1.1 Density Issues 

6.1.1.1 Targeting Density Intensification 

The Municipal Development Plan indicates a goal of 

achieving an increased density in established communities as 

well as in new subdivisions. The basis for long term planning 

hinges on the ability to achieve a minimum density in these 

districts to meet land servicing projections. Failure to achieve 

these goals will require widespread replanning of major 

infrastructure installations. 

Target the intensification of established communities 

and ensure that supportive transit services are in place, i.e. LRT 

stations and major transit corridors. 

Recommendation 1) 

Allow for transit oriented Land Use Designations with 

correspondingly higher unit densities and reductions 

in associated parking requirements. 
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Examples of transit oriented land use designations 

would be RM-6 and RM-7, high density residential with an 

emphasis on smaller units in proximity of transit and LRT 

services. The importance of this policy recommendation is 

supported by the results of the questionnaire discussed in 

section 5.3.3 and 5.7. 

6.1.1.2 Calgary's Urban Form 

The opinion of the public is much too strong to be 

influenced by policy. The market effects of full employment, 

economic prosperity, higher interest rates, and the rising costs 

of labour and materials for construction will swing the 

consumer toward the acceptance of alternative building forms. 

As the developers recognize these influences, they will 

respond to market demand and mixed building forms might 

evolve. Excessively rigid policy could retard this evolution. 

Promote the production of alternative built form to reflect 

different lifestyles and consumer choices. 

Recommendation 2) 

Accommodate and initiate timely and appropriate 

Land Use Amendments when concepts are supported 

with justifiable planning rationales. 

Allowances for transitional building forms will 

accommodate demand for alternate housing forms. The 

GoPlan surveys indicated heavy resistance to change in the 

built form of housing. Perhaps allowing transitional forms will 

lessen the resistance and soften the change. Transitional forms 

could include dwelling units that could be easily converted to 

additional suites by planning for a future division of the 

property. 
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6.1.1.3 Single Detached Preference 

The demand for the Single Detached Dwelling form is 

as strong in Calgary as it ever has been. As the costs of home 

ownership rise, and consumer preference shifts to 

maintenance free living, the pressure on the development 

industry to provide this built form will lessen. Planning should 

not unduly restrict the development of higher density by 

allowing inappropriate building forms to be constructed where 

the highest and best use of a parcel is a denser built form. 

Prevention of inappropriate built forms may be the only method 

of achieving desired density with adjacent compatible form. 

Allow the market to adjust to demand on its own. The 

ability of developers to adapt to the market is well established. 

B e o o ^ d a t ' ° n 

Recommendation 3) *KeY 

Establish a minimum density standard to be applied 

in all land use districts. Existing non-conforming uses 

would be grand fathered until their redevelopment is 

proposed. 

This recommendation would maximize the utility of a 

given parcel of land with a particular LUD. No longer would 

developers be allowed to underdevelop high potential lands. 

This approach is supported by the questionnaire results 

regarding intensification of use, which was the choice of 55% of 

the respondents in 62% of the use categories. Efficiencies in 

infrastructure utilization would improve, mass transit options 

would become financially sustainable and more viable. Future 

annexations would be reduced as the existing city area would 

accommodate more people. 

6.1.1.4 Efficiencies of Density 
As previously demonstrated, higher density has many 
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efficiency gains. If a land owner wishes, he may choose to hold 

a parcel of land undeveloped or underdeveloped. This parcel 

is, however, still serviced. The act of not developing this 

property has the effect of requiring the development of new 

lands to fulfil the function that this parcel is failing to provide. A 

portion of this cost could be borne by the inactive developer or 

the speculator. This would make the strategy of "tear down and 

leave vacant" until the market comes around less attractive. 

Use financial incentives and/ or penalties to encourage 

property owners to utilize land more effectively so that it can be 

developed to its highest and best use. t-,0n 

Recommendation 4) *^e^ 

Establish minimum and maximum densities for all 

land use districts, taking into account the differences 

in the development potential of greenfield and 

brownfield sites. 

Land Use Designations should have not only maximum 

density but also minimum density under which development 

would not be allowed. Applying mostly medium and high 

density requirements to residential, commercial, and industrial 

lands would insure the proper utilization of existing 

infrastructure. Preferential treatment of brownfield sites over 

new greenfield sites would encourage their development first, 

and precipitate the remediation of contaminated land. Similar 

preferences could be given to redevelopment of underutilised 

residential sites. The following minimum densities, which could 

be phased in to allow adjustment in development approach, 

are recommended in Table 11. 
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Recommended Jmits (units/Ha] 

Land Use 
Designation 
Abbreviation Name of Land Use Designation 

Existing or 
Proposed* 
Minimums 

Existing 
Maximums 

RR-1 Restricted Residential Single-Detached District 1 unit 1 unit 

R-1 Residential Single-Detached District 1 unit 1 unit 

RS-1 Residential Small Lot District 1 unit 1 unit 

RS-2 Residential Small Lot District 1 unit 1 unit 

R-1A Residential Narrow Lot Single-Detached District 1 unit 1 unit 

R-2 Residential Low Density District 1 unit 2 units 

R2-A Residential Low Density District 2 uni tsVlot 2 units 

R-MH Residential Mobile Home District 1 unit 1 unit 

RM-1 Residential Low Density Multi-Dwelling District 33 unitsVHa 44 /54 units 

RM-2 Residential Low Density Multi-Dwelling District 53 units* 71 units 

RM-3 Residential Medium Density Multi-Dwelling District 83 units* 111 units 

RM-4 Residential Medium Density Multi-Dwelling District 111 units* 148 units 

RM-5 Residential Medium Density Multi-Dwelling District 148 units* 210 units 

RM-6 Residential High Density Multi-Dwelling District 210 units* 321 units 

RM-7 Residential High Density Multi-Dwelling District 321 units* 395 units 

CC Convenience Commercial District 0.35 FAR* 0.45 FAR 

C-1&C1-A Local Commercial Districts 6500 Sq. M* 
Min. building 
Net Floor Area 

8500 Sq. M 
Max. building 
Net Floor Area 

C-2 General Commercial Districts 1.5 FAR* 2 FAR 

C-3 General Commercial Districts 2 FAR* 3 FAR 

C-4 General Commercial Districts 3 FAR* 4 FAR 

C-5 Shopping Centre Commercial Districts 2 FAR* 2.3 FAR 

C-6 Highway Commercial District n/a no limit 

CS-1 Commercial and Service District 0.75 FAR* 1 FAR 

CM-1 Central Business Commercial District 10 FAR* 20 FAR 

CM-2 Downtown Business District 10 FAR* 20 FAR 

1-1 Industrial - Business Park District n/a n/a 

I-2 General Light Industrial District n/a .5 or 1 FAR 

I-3 Heavy Industrial District n/a n/a 

! -4 Limited -Serviced Industrial District n/a .1 FAR 

Table 11: Existing and Suggested Minimum Densities 

of Development. 

6.1.1.5 Perceived Crime Rate 

The perceived increase in crime and the tendency to 

blame it on densification has not been established as a fact. 

Efforts such as the incorporation of CPTED principles will assist 

in designing new urban development without an associated 

increase in crime attributable to the built form. Often the owners 

/ designers of developments will not modify the designs of a 
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development to adopt the measures recommended by CPTED 

due to higher costs and construction delays. This often results 

in the exclusion of input made by the CPTED specialists. 

Ensure compliance with CPTED recommendations. 

Recommendation 5) 

Include CPTED in the preliminary evaluation process 

of the development permit application. 

Specific improvements that might result from CPTED 

comments provided at the preliminary review stage, prior to the 

completion of working drawings, will result in better compliance 

with recommendations made and will reduce the costs to the 

owners. Ultimately, the overall emphasis on prevention will 

have a positive impact on the built form and will increase the 

safety and livability of local communities. 

6.1.1.6 Decentralization 

The shift to decentralize, what were in the past, urban 

core functions and services, will generate the need to establish 

locations to accommodate these needs. Employment Centres, 

as "new" inventions, are locations where government services, 

employment generators, recreational facilities, housing, retail, 

and institutions may be found to service the population in 

closer proximity. The rationale for the shift in location of these 

services is to improve the efficiency of the urban system. As the 

city grows beyond the size that is manageable for a single 

cluster of these services, a simpler solution might be to bring 

the services to the people, rather than bring the people to the 

service. The employment centre strategy proposed by the 

GoPlan needs a set of special rules to facilitate the 

development of these mixed use centres. 

Use local hubs for service delivery, as they are able to 
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justify decentralization when the population has grown to a 

level that makes this form of service delivery efficient for the 

taxpayer. 

Recommendation 6) 

Develop a bonusing system to generate employment 

centres in strategically desirable locations and 

penalties for the inappropriate development of such 

sites. 

Incentives to encourage commercial and employment 

centres should include reductions in the transportation levys 

normally paid by developers. Reductions in fees could be 

justified by decreasing transportation pressure on high use 

problematic areas (i.e. downtown). Other bonusing possibilities 

include added development capacity on the basis that rotating 

24 hour use allows for shared parking and intensity shifts by 

time of the day. Taxes could be shared between commercial 

and residential users. Alternately, higher transportation levies 

could be used to discourage development of employment 

centres in areas that have unique environmental qualities. 

6.1.1.7 Access to Services 

A coordinated effort is needed to identify where the 

surplus of infrastructure capacity is located, and 

correspondingly a strategy needs to be developed on ways to 

exploit this capacity in the future. Recognition of community life 

cycle changes and adjustments in demand for infrastructure 

associated with this phenomenon should be taken into 

account. A very simple strategy for intensification of the 

established communities would be to permit secondary suites. 

However, NIMBY attitudes prevent effective implementation. 
We will continue to pay for capacity we do not use in the 
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established communities and, in the outlying areas, we will pay 

for initial capacity, which is needed and will later be 

underutilized. 

Establish a method to utilize infrastructure capacities in 

line with population decline, which communities experience as 

the children leave home. 

Recommendation 7) 

Establish a capacity for each building for 

infrastructure purposes and form an open trade 

market for un- or underutilised servicing capacity. 

Like environmental pollution limit credits, the 

establishment of development rights could achieve densities 

similar to the design densities but with slightly different 

distributions. These distribution anomalies could be adjusted 

for with minor infrastructure charges to the alternate developer. 

In Calgary this concept is already in use. Owners of heritage 

buildings are allowed to transfer density bonus to other sites in 

an effort to perserve heritage buildings. Bonusing already 

allows developers to exceed the maximum developable area 

on a specific site by providing public amenities. 

6.1.1.8 Assigned Costs and Affordability 

Many factors come into play when discussions turn to 

costs, such as hard costs, soft costs, environmental cost and 

social costs. Economists are attempting to execute a concept 

called "full cost accounting". Although this is a fine concept, we 

will never know the full costs of anything. We are constantly 

discovering new factors to be added into the mix. Reasonable 

minimum costs continue to rise as more is known about the 

impacts of development. For example, until the public will 

concede to absorbing the social costs of employment inequities 
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in Columbia when they purchase their morning cup of coffee, 

we will need to stick to the tangible costs. These costs 

contribute to housing affordability constraints in Calgary. 

Presently we subsidize the development of the suburbs with 

monies from the municipal taxes collected from the established 

communities. This position has intensified recently by the 

adoption of market value based tax assessment. 

Attribute the real costs of development to developers, 

and correspondingly to consumers, to create incentives for 

economically and socially responsible consumer choices. 

Recommendation 8) 

Instigate user pay systems that reflect actual costs. 

Cheaper connections to services in established 

communities could encourage redevelopment and improve the 

use of existing infrastructure capacity. In established districts 

population is down from originally designed level by as much 

as one third. New trunk service costs are not actually seen until 

demand exceeds the originally planned volumes. 

Correspondingly, lower costs will affect development choices. 

In new suburban developments actual costs may be calculated 

in many ways. As the political environment changes, one could 

add the downstream costs and charge them to the developer 

as appropriate. Instigating full costs immediately would likely 

increase the cost of the development by the added 

development charges. That could be a just factor for different 

development scenarios such as: higher density developments 

and/or intensification of existing communities. 
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6.1.2 Land Use Issues 

6.1.2.1 Mix of Uses 

The mixing of uses is a controversial issue. Impacts of 

adjacent uses is one of the most frequently reported sources of 

complaints received by the City of Calgary's Bylaw 

Enforcement group. If adjacent uses are compatible, no 

problems are found. Only when incompatible uses are adjacent 

does the risk of negative repercussions arise. In more recent 

times the techniques of production have undergone 

substantive changes. Industrial often no longer results in dirty, 

noisy activities. Commercial activities may involve the 

extensive use of computer products or perform accounting 

functions. Methods of production, new technologies, ways of 

communicating, and work environments, the need for personal 

contact, or lack thereof, in order to conduct business have 

experienced profound changes. Revisiting the impacts of uses 

and their appropriate adjacencies is necessary to make the 

most of the opportunities available. 

Re-evaluate the Land Use Matrix and broaden or restrict 

the extent of uses allowed in established Land Use 

Designations. d3 t l C , n 

Recommendation 9) ^ 7 

Reevaluate land use adjacencies for appropriateness 

and alteration of permitted & discretionary uses. 

Expand the permitted and discretionary use 

categories listed in the Land Use Designations in the 

Land Use Bylaw to accurately reflect the impact of 

changes. 

This approach will ensure that the best and highest 

utilization of land use opportunities is taken advantage of, 

during the review of development proposals. Additional uses 
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with minimal impacts to the adjacent property, with little or no 

increase in required infrastructure needs, could broaden the list 

of uses on a given LUD. For example minor industrial uses 

similar to home hobby activities, such as woodworking and 

sewing, could be additions to a residential area with conditions 

governing intensity. Home occupations recognize these 

possibilities, but as the practice is undergoing a resurgence in 

popularity, detailed attention should be given to these 

categories. Correspondingly, this requires a re-evaluation of 

land use practices that have separated the residential uses 

from the industrial and the commercial to eliminate the potential 

negative impact and/or hazards. 

6.1.2.2 Convenience 

To improve the convenience of the users of service and 

goods providers, proximity of these uses is necessary. Local 

commercial functions are needed to proliferate the presently 

homogeneous neighbourhood. Concepts of different local 

scales of commercial activities must become an integral part of 

the typical community. The public's present dislike for the 

invasion of "their community" with the infiltration of commercial 

ventures needs to be overcome to allow for the efficient 

distribution of everyday goods and services. 

To lessen the ever increasing demand on short trip 

generation, improve proximity of some basic commercial with 

residential to reduce pressure on trip frequency and 

transportation infrastructure growth. 

Recommendation 10) 

Include provisions for local commercial within transit 

corridors to provide convenient proximity of goods 

and services. 
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Similar to employment strategies, local commercial 

districts along transportation corridors distribute goods and 

services to the population centres. Convenience and proximity 

to goods and services is key to reducing auto use and 

encouraging walking and increasing transit share of modal mix 

in these medium and high density residential areas. The 

success of many such areas in existence proves that the 

practice works. Local commercial areas such as 17th Avenue 

SW, 9th Avenue SE, 4th Street NW, and 10th Street NW 

develop a character which is well suited to pedestrian use and 

tends to be unfriendly to auto use. These once local 

commercial strips are so successful, they have become city-

wide attractions. Marda loop, a local commercial area which is 

still small, is trending in the same direction. The exact mix 

necessary to discourage autos and encourage alternate modes 

of transportation needs to be explained and specified for the 

local context. 

6.1.2.3 Inner City, the Downtown 

Downtown development must be handled in a very 

careful way. Once land is fully developed, it will be a very 

expensive procedure to correct errors. Appropriateness of this 

development will be critical to the vibrancy of life in the 

downtown. For decades, the night time activities in the inner 

core have been limited. The use of downtown was primarily a 

daytime office function with a minor nighttime component of 

small rental accommodation for low paid office staff. Only 

recently has the downtown become a fashionable place to 

reside in. The long term objective for downtown should be to 

achieve a balance as the premier place to work, an attractive 

place to reside, a location to partake in entertainment variety, 

and a safe and enjoyable place to combine these varied 

activities. 
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Encourage the continuation of appropriate development 

proposals to create vibrant mixed use environments for all 

demographic groups and social strata. 

Recommendation 11) 

Include (in the downtown bonusing scenarios) 

provisions to encourage a variety of uses in 

residential and commercial developments, which 

reflect diverse social needs. 

As change is inevitable, why not take a proactive 

position that will steer development in areas deemed desirable 

by the community. Often diversity in development and use 

leads to a more lively atmosphere. Variations in intensity add to 

the ability to accommodate the wide ranging needs of society. 

The community could identify the areas and/or land uses they 

feel need attention and encourage their specific development. 

Correspondingly, developers could be encouraged through 

density bonuses to respond to the pulse of the community. 

Chinatown is an example of high intensity mixed use 

development, which meets different levels of social and 

economic need of the Chinese community, as well as by city-

wide users that wish to explore ethnic diversity. These 

experiences could be replicated elsewhere with the 

appropriate planning incentives. 

6.1.2.4 Inner Suburbs 

Inner suburb redevelopment is probably the most 

developed along the transition from past to future. Many inner 

suburb districts have undergone dramatic shifts in the image 

and content of their communities. Land use in these districts is 

encouraged to "sensitively intensify" to better utilize the 

potential of infrastructure in place and transit opportunities 
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available. This recommendation is broad and vague. Clearer 

direction is needed to allow the planning direction to be 

defined. Through the public participation processes we have 

learned about the NIMBY phenomenon and the lack of 

progress because of it. This translates into NIMW scenarios, 

which further resist the efforts of developers and planners to 

execute the goals and objectives of the Municipal Development 

Plan. Appropriate concentration should be given to locations 

where progress can be made. 

Concentrate intensification efforts where they are most 

likely to succeed. 

Recommendation 12) *KeV 

Focus on changes through encouraging 

intensification along the transit corridors, LRT 

stations, employment centres and local commercial 

nodes. 

Recognized as important by eight of the twenty-one 

respondents (38%) in the survey, this recommendation would 

assist in the shift to transit use and result in the increase in 

quantity and distribution of minor employment nodes. Twelve 

respondants (57%) also supported increases in medium 

density residential development, around transit corridors and 

employment centres. By focusing on these areas, more remote 

suburban sections of a district could be left unintensified 

without drastically affecting density goals. 

6.1.2.5 New Suburban Development 

Flexibility of building on a greenfield site allows for a 

broader range of development scenarios to be proposed. 

"Calthorpe-like" developments are being tried in many major 

centres across North America. The jury is still out on these neo-
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traditional style developments. If any are going to have a 

chance to show success, they will need to be given a little 

"slack". Developers are going out on a limb, trying out 

adventurous ideas which is a risky business. "Trying to sell 

refrigerators to Eskimos" is not an easy pitch. Many citizens 

think they like it just the way it is. The risk is passed on to the 

consumers, the banks, and the city and commits them to a long 

term contract whose downside is substantial. The city asks 

developers to try these innovative ideas to determine their 

potential, but rarely has a financial stake in the matter. 

To encourage new concepts of urban design and 

development, consideration should be given to the risk factors 

borne by the respective participants of leading edge proposals. 

Incentives for non-traditional built forms should be created. 

Recommendation 13) 

Relaxations for proposals with sound planning 

rationale should be given fair consideration within 

contexts that justify alternative approaches. 

Examples of "how" could include the independent 

analysis of the context by an arbitrator for a proposal's 

compliance to the Municipal Development Plan's objectives as 

a mitigating reason for a variance to a specific land use rule. In 

other words does it meet "big picture" objectives and does this 

compliance outweigh the "little picture" concerns. Purpose built 

developments such as schools and churches already receive 

this type of consideration. Affordable housing units have 

always been insufficient in number to accommodate the need. 

Policies with no limit on the number of dwelling units and their 

size, as long as the built form bulk fits within the defined 

building envelope, could be adopted. 
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6.1.2.6 Residential Outside the City Limits 

Approving authorities must be cognizant of the option to 

develop outside the boundaries of the municipality. Population 

projections indicate a 30 year growth rate within the City of 

Calgary of about 85%. The same time frame indicates a 

forecast growth rate for the outlying regional area of about 

250%. The forecast growth rate of the municipal districts 

surrounding Calgary is three times that of the city of Calgary 

itself. This would indicate that the city does not offer the 

features desired by potential residents of the region. Many tax 

dollars will go to the rural municipalities instead of the city itself. 

This will generate an environment heavily oriented toward the 

annexation of the surrounding municipalities to balance the 

resources available to service the population. As most of this 

population is within the forecast land needs for Calgary's 

predicted growth, the 2031 future population will be the 

combination of the city's and the region's or about 2,000,000. 

(Beck 1999) 

To have any chance of keeping up with the demand for 

residential and commercial growth, I believe that the needs of 

the many have to become a priority above the needs of the few. 

Initiatives for development direction should be non political and 

reflect city wide interests. f o n 

Recommendation 14) *Ke7 

City Planning should be proactive in Land Use 

Redesignation initiatives. 

Areas should be identified as potential pockets of group 

redesignations. When communities see opportunities to 

regenerate or preserve a community "feel", the city should 

accommodate these requests. Examples of this are beginning 

to surface in the Cliff Bungalow / Mission communities. 
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"Proactive" in these cases includes changes in the land use 

designation of specific areas initiated by city planning, when 

they observe the widespread failure of district planning 

initiatives. The RM-6 LUD of a significant portion of the mission 

district is not developed to its density potential. RM-6 

designations allow for six storey development. Six storey 

structures are required by the Alberta Building Code to be 

constructed from non combustable construction. This means 

concrete structures with steel stud wall assemblies. At large lot 

sizes concrete structures are economically feasible, due to 

reduced land costs per unit. At small lot sizes, the only sizes 

available in Mission due to fragmented parcel ownership, 

profits can be obtained only when buildings reach twelve or 

thirteen stories. As a result the economic limit for small parcels 

is four stories, the maximum number of stories that can be built 

in wood framed construction. Once the city realizes this fact, 

other LUDs may be found to be more effective or appropriate 

for development guidelines. 

6.1.3 Transportation Issues 

6.1.3.1 Land Use Implications 

The preference for an increase in transit oriented modal 

mix has been identified as a key issue in both the GoPlan and 

the Municipal Development Plan. To allow these policies a 

chance of achieving their goals, a proportionate amount of the 

transportation budget should be allocated to transit. 

Improvements by such allocations will improve the service 

levels, and reduce waiting time and inconvenience factors. 

These obstacles are hampering the ability of transit to make 

inroads in the modal mix of the City of Calgary. 

Better transit provision, as well as user incentives to 

switch modes of transportation, is required to sway the car 

dependent Calgarians from their private vehicles. 
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R e C o m ^ e n 

Recommendation 15) *KeY 

Auto oriented requirements normally associated with 

development proposals should be considered on a 

case by case basis, where alternate forms of 

transportation are available. 

Examples of this occur along future extensions of the 

LRT system. Office complex development requires 1 stall per 

46 square metres of net development building area (net equals 

85% of gross area). Offices within employment centres could 

be allowed to develop higher FAR with a lower frequency of 

parking requirement to recognize proximity to the LRT. 

Similarly, residential land use incorporated into the 

employment centre (mixed use) could recognize time of day 

differential need for parking, allowing parking capacity to be 

jointly utilized by residential and office users. 

6.1.3.2 Public Transportation 

Serious alternative possibilities for transportation must 

be demonstrated prior to asking Calgarians to give up their 

automobiles. It is unrealistic to ask people to relinquish their 

automobiles without providing the alternative for convenient, 

affordable, safe and reliable transportation for their needs. 

Competitive public transportation methods such as auto 

clubs, multiple LRT corridors, frequent transit schedules, and 

out of town or remote service must be in place to service the 

general public. 

Beoo^e n d a t i° 
Recommendation 16) *KeY 

Dedications of land to facilitate the proliferation of 

transit service should be integrated in development 

and redevelopment scenarios concurrently with 

incentives. 
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The "carrot and stick" approach to shifts in modal mix 

should include equal amounts of incentives and disincentives. 

Procedures based on all carrots or all sticks do not tend to yield 

optimal results. Some possibilities utilized in other 

municipalities have not been explored in any depth in Calgary. 

The experience of other cities further along the population 

growth line could be applied to generate solutions to locally 

specific problems before they become drastic. 

6.1.3.3 Role of Transit 

Transit could supplement the existing system if the 

convenience factor was better. Many people refuse to utilize 

transit due to a lack of convenience. The present strategy in 

transit provision is to increase service when the capacity of the 

system is exceeded. Only then are additions to routes and 

services contemplated. This approach provides poor customer 

relations. Examples of resultant scenarios include: 1) Capacity 

is exceeded during rush hour causing overcrowding and 

busses not stopping for passengers because they are full. 2) 

This leads to unsatisfied customers and prevents potential 

customers from switching to a transit mode. 3) Similar results 

occur with respect to infrequent off-peak service. Service 

frequency discourages use due to long waiting periods or ( 

complete lack of service during off peak hours. 4) Potential 

customers search out alternate methods of travel and again, 

more customers are lost. 

The present marketing strategy deters the growth of the 

customer base. If an increase in modal mix toward transit is 

desired, disincentives to use the service must be removed and 

incentives provided. 

The old adage, time is money, is perhaps more 

appropriate now than ever. Make transit attractive to the 

customer and potential customer. 
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Recommendation 17) 

Increase the subsidy for transit by making fares more 

affordable and improve service by adding busses, 

drivers and extended routes. 

It is uncertain who would like to convert their 

transportation mode to transit. Given a convenient and cost 

effective alternative, many people who thought initially they 

would not consider transit, might indeed find it a viable option. 

Others might find it preferable to the private vehicle mode. 

Given the heavy subsidization of the road network, any 

reduction in the demand for increased road capacity should be 

an obvious source of cost savings to the taxpayer. 

6.1.3.4 Auto Ownership 

Auto ownership in North America has a long history. 

Changing people's attitudes toward the use of their vehicles 

will not be easy. Other countries use monetary disincentives to 

discourage inefficient driving behaviour. Approaches to 

reduction in the use of automobiles include: 

-Mileage fees through licensing or gas taxes 

-Taxes on the initial purchase of the vehicle 

-Mandatory maintenance standards inspection 

-Toll roads and bridges and other road use charges 

-Zone charges (e.g. entering downtown 7 am to 6 pm 

weekdays) 

Economic factors are a direct modifier of behaviour. If 

changes in auto usage behaviour are really desired, politicians 

at local, provincial, and federal levels will need to swallow hard 

and institute an auto pricing policy that reflects their policy 

goals. 
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Recommendation 18) *Y&I 

Combine incentives to encourage transit with pricing 

policy to discourage auto usage. These two 

recommendations must be introduced simultaneously 

to have the desired effect. 

User fees by way of toll charges, entry fees, auto 

metering and surtaxes are all forms of disincentives which are 

used in other parts of the world to reduce the use of autos. 

Increases in the existing fee structure in place would also 

create similar effects. Increased charges for licencing, parking, 

traffic violations, fuel taxes and eventually disposal fees would 

all have positive effects on the decisions made by individuals 

regarding their transportation mode choices. Changes should 

be substantial, as often incremental changes are not 

recognized by the public. The choice of specific approach, one-

shot or incremental, depends on the context. Discouragement 

of unsustainable consumption patterns should be initiated to 

benifit the environment and to reduce demand for increased 

capacity in the transportation system which could and should 

be used to better advantage. 

6.1.3.5 Parking 

Present policy regarding parking does not differentiate 

parking requirements in differing development scenarios. 

Downtown, inner suburb and outer suburb areas have differing 

requirements, but variances from these standard requirements 

are not often granted even with demonstration of cause. High 

density, small unit size developments close to LRT stations, still 

require the same parking ratio per dwelling unit as low density 

suburban residential development. To supplement the two 

previous recommendations, modifications in parking 

requirements for modest transit oriented development must 
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also occur. 

Reconsider overly onerous parking requirements in 

development proposals. 

Recommendation 19) 

Reevaluate the list of minimum parking requirements 

and add a series of modifiers that can be applied in 

certain favourable development scenarios. 

Samples of these modifiers include: 

1) No parking requirement for apartment units where a tenant 

agrees not to maintain an automobile. 

2) Apartments which sponsor or are members of auto clubs 

would have their parking requirements adjusted accordingly. 

3) Downtown developments could benefit from auto park 

agreements with office functions with time-of-day share 

agreements. 

Commitments could be in the form of caveat on title, 

effectively restricting the value and use of the property. 

Alternately, the agreements could have a "cost" assigned and 

could be removed from a title with a "payment". Auto clubs, 

group joint ownership of a quantity of autos for exclusive use by 

club members, could be a new contracting business with clubs 

contracting services to development sites. Development sites 

would be required to maintain a contract with a auto club 

service. 
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6.1.3.6 Bylawed Road Widenings 

For years Calgary has been taking, at the time of 

subdivision, road widening allowances from property owners. 

(City of Calgary right-of-way property line setbacks, Appendix 

C) This practice has occurred on the basis that eventually 

roads would be widened and this property would be utilized at 

that time. Many of these widenings have great potential to clear 

up traffic congestion but others, even after thirty years of land 

acquisition are no closer to being redeveloped as roads than 

when the idea was first initiated. 

Obtain highest uses of key transportation corridors by 

prioritizing transportation needs and the needs of the local 

users. 

RECOMMENDATION 20) 

Reevaluate the existing road widening setback table 

and determine if the inclusion of all the roads on the 

list are serving the city in the best fashion. Delete 

road widening allowances for roads that have better 

and higher uses. 

For example: areas like 17 Avenue SW are active and 

vibrant places of activity. The required road widening 

allowance along this avenue is 5.182 metres (17 feet). Existing 

buildings will not be torn down as the new construction would 

be required to be placed at a minimum of 5.182 metres back of 

the present development position. As this road redevelopment 

is unlikely to ever be contemplated, the only effect it has, is to 

restrict redevelopment of the existing structures along 17th 

Avenue. Potential alternate uses may have higher value than 

the potential transportation use first envisioned when the 

setbacks were first established. These other possibilities 

should be evaluated during the Land Use Bylaw revision. 
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6.2 Conclusions and Key Recommendations 

6.2.1 Conclusions 

Throughout the research for this MDP it has become 

abundantly clear that without a coordinated effort, no policy 

implementation under development regulations will succeed 

without support from other government sectors. As planning 

incorporates equal parts of technical, social, and political 

policy, the differing components must work in unison to be 

successful. Most important is the cooperation to be garnered 

from the political arena. This unison cannot be achieved 

without political support. Development regulations make up the 

technical aspect of planning. Policy writers work on the social, 

economic, and environmental aspects, and politicians balance 

the political inputs. 

If Calgary supports the existing policies, then 

appropriate regulatory processes should be put in place to 

implement those policies. Conversely, if support for these 

policies is not significant, then deletion or modification of the 

policies should be undertaken. 

There will be no one solution to the form of future 

development. Instead, it will be driven by informed choices that 

people make, based on lifestyle preferences. Some will prefer 

the hustle and bustle of downtown living, along with the 

benefits of proximity to work and amenities, and with the 

drawbacks of higher taxes and restrictions on dwelling size due 

to costs. Conversely, some will prefer the low density, relaxed 

mode of the suburban lifestyle, with the benefit of larger lot and 

dwelling size, and the downside of maintenance and 

inefficiency in transportation choice. Others will prefer 

something in-between. Preferences due to family structure, 

educational access, and employment needs will be forever 

changing in most peoples' lives and these changes need to be 

accommodated. Achieving a significant reduction in required 
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annexation acreage to accommodate Calgary's growth can 

only be accomplished by reducing the demand for residential 

land. Given that we cannot restrict the free movement of 

people, we could consider how we can accommodate those 

people. Many options exist in the built form for housing, 

however, background documents prepared for the GoPlan and 

the Calgary Municipal Plan clearly indicate the reluctance of 

Calgarians to give up their single detached dwellings-homes 

on individual plots of land. 

Planners, developers, and contractors will need to 

respond to consumer's choices and preferences. The market 

dictates the success or failure of development concepts and is 

an unforgiving master. Development options are supported by 

the competitive market, where willing buyers and sellers come 

to agreements on the value and desirability of differing dwelling 

types. The eventual solution will include elements of both 

densification and sprawl. Market preferences will evolve and 

vary as society revises its thinking. The extent and rate of 

change is limited by the ability of the market to absorb new 

ideas. Not all people are able to adjust their thinking with 

respect to lifestyle options. As the population continues to grow, 

diversity will evolve. Trends indicate that baby boomers (as 

they approach retirement) shift towards condominium or 

townhouse options. But as fast as they do this, single detached 

housing is snatched up. Softness in the condominium market 

and strength in the single detached market reinforce these 

trends, along with the continued rise in the rate of single 

detached construction. Regardless of how we deal with 

development, we must be prepared to accommodate all 

dwelling unit options within reason and meet the users' need 

and demand. 

163 



6.2.2 Key Recommendations 

What might be considered a key recommendation 

depends on what is considered to be a priority. Policy writers 

will have certain levels of confidence in policy objectives. All 

recommendations are critical if present adopted policies are 

supportive. However, if a particular policy dealing with a single 

element of these recommendations is seen to be less 

supportive than others, then recommendations in that policy 

area might be considered to be of secondary importance. 

As stated in the introduction, this analysis follows the 

assumption that the established policy direction is the desired 

direction to be followed. For example, if the policy to encourage 

higher density in established communities is no longer a 

priority (due to, perhaps, public pressure), then 

recommendations pertaining to such policies might be 

downplayed in the priority sequence. 

Recommendations spanning several categories are not 

necessarily considered priorities over those dealing with single 

issues. However, city-wide effects are considered more 

important than district or local impacts. Further, each 

recommendation is evaluated as having either a major or minor 

role in remediating issues considered important. This 

combination of grading is reflected in Table 12 which 

summarizes the recommendations made. 

Recommendations with major and city-wide impact have 

been indicated as key recommendations, ie. deserving high 

priority. Eight recommendations have been identified as key 

recommendations and are identified in Table 12. These 

recommendations are considered instrumental in defining the 

direction for improvement of present development approaches 

in Calgary. 
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Recommenda t i ons 

| Rec. # 

iRec. 1 

:Rec. 2 

! 
i 

I 
|Rec. 3 

i 
Rec. 4 

i 
j Rec. 5 

Rec. 6 

Rec. 7 

Rec. 8 

Rec. 9 

Allow for transit oriented Land Use 
Designations with correspondingly 
higher unit densities and reductions in 
associated parking requirements. 

Accommodate and initiate timely and U 
appropriate Land Use Amendments when 
concepts are supported with justifiable 
planning rational. 

Establish a minimum density standard to D 
be applied in all land use districts. 

Establish minimum and maximum D 
densities for all land use districts. 

Category Impact KEY 
Density/D Ma jo r /MA * 
Land Use/U Minor /M l 
T r a n s . / T C i t y -W ide /C 

D i s t r i c t / D 
Loca l /L 

: 

D/U/T MA/MI ,C /D /L * 

D/U/T MA,C 

Develop a bonusing system to generate U 
employment centres in strategically 
desirable locations and penalties for the 
inappropriate development of such sites. 

Establish a capacity for each building for D 
infrastructure purposes and form an 
open trade market for un or 
underutilized servicing capacity. 

Include CPTED in the preliminary U 
evaluation process of the development 
permit process. 

Instigate user pay system that reflect D/U/T 
actual costs. 

Add to the permitted and discretionary ; U 
use categories listed in the Land Use 
Designations in the Land Use Bylaw to 
accurately reflect the impacts on 
adjacent land users. 

Rec. 10 Reevaluate land use adjacencies for U 
appropriateness and alter permitted and 
discretionary uses accordingly. 

Rec. 11 Include (in the downtown bonusing U 
scenarios) provisions to encourage a 
variety of uses in residential and 
commercial developments, which reflect 
diverse social needs. 

MI,L 

MA,C 

MA,C 

MA,D 

MI.L 

Ml, C 

MI,C 

MA,C 

Ml, L 

MI,L 

Table 12: Summary of Recommendations. 1-11 
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Recommenda t i ons 

! Rec. # 

Rec. 12 Focus on changes by encouraging 
intensification along the transit 
corridors, LRT stations, employment 
centres, and local commercial nodes. 

Rec. 13 Relaxations for proposals with sound 
planning rationale should be given fair 
consideration within contexts that 
justify alternative approaches. 

Category Impact KEY 
Density/D Ma jo r /MA * 
Land Use/U Minor /Ml 
T r a n s . / T C i t y -Wide /C 

D i s t r i c t / D 
Loca l /L 

D/U/T MA/MI ,C /D /L * 

D/T MA,C * 

Rec. 

Rec. 

14 City planning should be proactive in land 
use redesignation initiatives. 

15 Auto oriented requirements normally 
associated with development proposals 
should be considered on a case by case 
basis where alternate forms of 
transportation are available. 

;Rec. 16 Dedications of land to facilitate the 
proliferation of transit service should be 
integrated in development and 
redevelopment scenarios concurrently 
with incentives. 

Rec. 17 

Rec. 18 

D,T 

MI,L 

MA, C 

MA,C 

MA,C 

MI,C 

MA,C 

Increase the subsidy for transit and LRT 
by making fares more affordable and 
improve service by adding busses, 
drivers and extending routes. Make 
transit attractive to the customer and 
potential customer. 

Combine incentives to encourage transit 
with pricing policy to discourage auto 
usage. These two recommendations must 
be introduced simultaneously to have the 
desired effect.. 

! Rec. 19 Reevaluate the list of minimum parking 
requirements and add a series of 
modifiers that can be applied in certain 
favourable development scenarios. 

Rec. 20 Reevaluate the existing road widening 
setback table and determine if the 
inclusion of all the roads on the list are 
serving the city in the best fashion. 
Delete road widening allowances for 
roads that have better and higher uses. 

Table 12: Summary of Recommendations. 12-20 

MI.C 

MI.L 
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Appendix A 

Density and Population Distribution 

Statistics and Graphics 
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Table 1 demonstrates the ratio of city area to population over 

the last one hundred years. 

Year 

i 

City Area in City Population 
square miles I 

I 

Population Density 
in persons per 
square mile 

190G 2.58 11967 4638, 

1906 2.731 11967 4 3 8 3 ! * 

1911 40.23 43704 1086 # 
* 

# 

1951 40.48 127057 3139^ 

# 
* 

# 

1956 75.98 179711 2367^ 

# 
* 

# 1961 151.23 241675J 1598 

# 
* 

# 

1963 152.73 i 276975| 1755 

# 
* 

# 

1964 156.23! 294924! 1888 

# 
* 

# 

1972 156.98! 412777J 2629 

# 
* 

# 

1974 157.16 433389! 2758 

# 
* 

# 

1975 158.51 453812 2863^ 

# 
* 

# 

1976 162.86 470043 2886j * 

1979 187.86 530816 2826 * 

1989 269 671138 2495 # 

1995 278 749073 2694 

2000 278 880,000 estimated 3165 * 

2698 average. 

average for the last 30 years 2789 

Table A-1: Ratio of City Area to Population 1906-

2000 

Observations regarding relative density indicate that just 

prior to an annexation population densities appear high as 

indicated above with the symbol*. Likewise post annexation 

densities are relatively low indicated with the symbol# 
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To put these densities in context the following chart is a 

sampling of densities of cities with populations between 

1,000,000 and 2,000,000 (the range we will be experiencing in 

this century)(1986 statistics) 

: Location Population Area Sq. Miles 

572.2 

Density presons 
per Sq. Mile 

i Houston, Texas 1729000J 

Sq. Miles 

572.2 3019 

: Dallas, Texas 10040001 331.4 

329 

3028 

San Diego, California 1015000; 

331.4 

329 3086 

Detroit, Michigan 1086000: 135.6 8010 

Philadelphia Pennsylvania 1643000J 136! 12080 

JNew York, Bronx 1194000! 41.7 28633 

|New York, Manhattan 14780001 22.2 66577 

; Hong Kong, China 247004 

! Source: (Wright, John W. 1989) 

[Calgaj7, Alberta (year 2000) 880000 278 3165 

Table A-2: Selected City Densities in Persons per 

Square Mile 1986 estimates. 

Source: (Wright, John W. 1989) 

Statistics show that we are only 3/4 ths as dense as the 

least dense major American cities and 1/30 th as dense as 

Manhattan. Amazingly we are also 1/111 th as dense as Hong 

Kong. One could argue we have no density. 
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Note: 
Units Per Acre represent the 
build-out of the community 

SHN 
I i-(5.21 upa) 

••ma: W | t B>**n Pay—mm 

1WC%at«J%TI 
Suburban Density Estimates 

in Selected Neighbourhoods, 1997 

£«fe» 

ia«—««r —a—f H — / * — • • % 
M * a a r tkn aanaaM at Tha C% a< Caagart * 

THE CITY OF CALGARY 
PLANNING & BUILDING DCPARTMENT 

Figure A-1: Suburban Density Estimates in Selected 

Neighbourhoods, 1997 
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Figure A-2: Intended Densities, Approved Area Structure Plans 

and Community Plans 
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¥ w 

THE CITY OF CALGARY 
jf$ PLANNINO I BUILDING DEPARTMENT 

OTYWIOe PLANNINO 

J 

1991 POPULATION PATTERN 
by 1991 TZ 

m 10,001 to 12,100 (10) 

m 7.501 to 10JOOO (10) 

• 5,001 to 7.500 (44) 

a 2,501 to 5,000 (45) 

D 1.001 to 2.500 (21) 

a 1 to 1.000 (114) 

a 0 (145) 

Figure A-3: 

1991 POPULATION DISTRIBUTION 
(fflSTORICAL DATA) 

TOTAL POPULATION = 708593 
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THE CITY OF CALGARY 
PLANNING & BUILDING DEPARTMENT 

arrvrfce PLANNING 

1996 POPULATION PATTERN 
by 1991 TZ 

1 10.001 to 12.100 (14) 

H 7.501 to 10X100 (13) 

ED 5.001 to 7.500 (49) 

D 2.501 to 5.000 (39) 

D 1.001 to 2.500 (23) 

D l t o 1.000 (114) 

D 0 (137) 

Figure A-4: 

1996 POPULATION DISTRIBUTION 
(HISTORICAL DATA) 

TOTAL POPULATION = 767059 
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THE OTY OF CALGARY 
P1>NNINQ I BUILtHNQ DEPARTMENT 

CnYWDE PUNNINQ 

i 

2003 POPULATION PATTERN 
by 1991 12 

• 16/00 (1) 
El 10.001 to 15,000 (16) 

@ 7501 to 10.000 (18) 

• 5.001 to 7500 (54) 

• 2501 to 5.0CO (43) 

• 1X501 to 2500 (28) 

• 1 to 1.000 (83) 

• 0 (146) 

Figure A-5: 

2003 POPULATION DISTRIBUTION 
(FORECAST DATA) 

TOTAL POPULATION = 912360 
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THE CITY OF CALGARY 
PLANNING & BUILDINQ DEPARTMENT 

C r r r W D E PLANNING 

i 

2008 POPULATION PATTERN 
by 1991 TZ 

• 16,500 (1) 
H 10X101 to 15/J00 (21) 

0 7,501 to 10,000 (20) 

• 5.001 to 7500 (56) 

• 2501 to 5,000 (47) 

• 1X01 t o 2500 (27) 

• l t o 1X100 (75) 

D 0 (142) 

Figure A-6: 

2008 POPULATION DISTRIBUTION 
(FORECAST DATA) 

TOTAL POPULATION = 1005588 
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THE CITY OF CALGARY 
15 PLANNING L BUILDING DEPARTMENT 

CJTYW1DE PLANNING 

i 

2018 POPULATION PATTERN 
by 1991 TZ 

• 15,001 to 20,300 (7) 

H 10.001 to 15.000 (23) 

m 7.501 to 10.000 (34) 

a 5,001 to 7.50C (58) 

a 2,501 to 5.000 (45) 

• 1,001 to 2500 (27) 

D l t o 1,000 (36) 

• 0 (159) 

Figure A-7: 

2018 POPULATION DISTRIBUTION 
(FORECAST DATA) 

TOTAL POPULATION = 1250000 
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Appendix B 

Stakeholders Questionnaire Information 
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Respondents to the Survey 

Development Planner 6 

-Campbell Berry Development Planner 

-Craig Davies Development Planner 

-Trevor Shouldice Development Planner 

-David May Development Planner 

-Ian Cope Development Planner 

-Anon Development Planner 

Subdivision Planner 1 
-Judy Lupton Subdivision Planner 

Policv Planner 4 

-Paul Maddock Policy Planner 

-Jack Scissons Policy Planner 

-Phillip Dack Policy Planner 

-Pam Mireau Policy Planner 

Development Technician 5 

-David Lupton Development Technician 

-John Zannetin Development Technician 

-Bob Karulovic Development Technician 

-Terry Holt Development Technician 

-John Purdy Development Technician 

Developer 5 

-Anon Builder 

-Larry Webster Builder 

-Anon Developer 

-Samuel Chan Builder 

-Anon Developer 

Table B-3:Respondents to the Stakeholder Questionnaire 
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August 10, 2000 
Research Project Title: 

Re-examining Alternative Approaches to Development Regulations 

Investigator: Pat Churchman 

This consent form, a copy of which has been given to you, is only part of the 
process of informed consent. It should give you the basic idea of what the research is 
about and what your participation will involve. If you would like more detail about 
something mentioned here, or information not included here, please ask. Please take 
the time to read this form carefully and to understand any accompanying information. 

The purpose of this study is to investigate the procedures of development 
regulations and to determine where the established regulations do not assist the 
implementation of the present planning policies. 

You have been selected as a possible candidate for an exploratory 
discussion in this area due to your continued involvement in the execution of 
decisions affecting the application of the existing regulatory framework. 

Any questions you feel uncomfortable with, or you feel are outside your 
scope of expertise, simply omit from your response. 

The findings of this questionnaire will be utilized to determine if any areas of 
concern have not been identified in the literary research of the subject. Information 
collected will be kept in a form to protect anonymity and will be destroyed upon the 
satisfactory defence of the Masters Degree Project. 

Your signature on this form indicates that you have understood to your 
satisfaction the information regarding participation in the research project and agree 
to participate as a subject. In no way does this waive your legal rights nor release the 
investigators, sponsors, or involved institutions from their legal and professional 
responsibilities. You are free to withdraw from the study at any time. Your continued 
participation should be as informed as your initial consent, so you should feel free to 
ask for clarification or new information throughout your participation. If you have 
further questions concerning matters related to this research, please contact: 

Pat Churchman at 242-2466 @ home or 268-8135 @ work. 
If you have any question concerning the ethics review of this project, or the 

way you have been treated, you may also contact the Office of the Vice-President 
(Research) and ask for Patricia Evans, 220-3782. If you have concerns about the 
project itself, please contact the researcher. 

Participant Date 

Investigator / Witness (optional) Date 
A copy of this consent form has been given to you to keep for your records and 
reference. 

Attachment : Questionnaire 
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A " *| B C I D I E _!__!__ i__<L_ 
Development Regulations 

_!__!__ i__<L_ 

1 Questionnaire 
1) Which category best describes your involvement in the j Check One 

1 Questionnaire 
1) Which category best describes your involvement in the j Check One 

2 
3 

development process? 2 
3 Development Planner 

4 Private Practice Planner 

_5_ Developer 

6 Policy Planner 

7 Other 

2) What best describes your opinion of the eftectiveness of the 

8 present development control process? j Score/10 

9 Very effective 10/10 

1 0 Ineffective 0/10 

3) Arc you in agreement with the objectives of the Calgary I Strongly Strongly 

1 1 

1 2 

Municipal Plan? I Disagree Disagree Neutral Agree Agree 1 1 

1 2 
Neutral Agree Agree 

4) Do you believe the present Land Use Bylaw 2P80 supports the: Strongly | Strongly 

Id new objectives as stated in the Calgary Municipal Plan? j Disagree Disagree I Neutral ; Agree Agree 

14 Don'l Know 

5) Which areas ol development control require attention by Ibo j Much 
policy writers to bring them in line with Calgary Municipal Plan : Attention 

Some 
Attention 

I No Attention j 

1 5 the GoPlan and other current policies? 

1 6 
1 7 
18 

ACCESSORY BUILDINGS 

.. . 
1 6 
1 7 
18 

ACCESS POINTS 

ALLOWABLE LAND USE 

.. . I- j • • ; 

1 6 
1 7 
18 

ACCESS POINTS 

ALLOWABLE LAND USE 

.. . I- j • • ; 

19 AMENITY SPACE i 

20 AIRPORT AREA REGULATIONS 

21 BALCONY. PROJECTION 

22 
23 

BUILDING, HEIGHT, STOREYS { < — 22 
23 BUILDING, HEIGHT, METRES 

{ < — 

24 
25 

BUILDING SEPARATION 24 
25 CORNER VISIBILITY 

26 DECK HEIGHT 

2 / DENSITY 

28 DRIVEWAY LENGTH 

29 FENCE HEIGHT 

30 FLOODWAY 

31 GARBAGE STORAGE 

32 IRRIGATION 

33 LANDING, AREA j 

34 LANDSCAPING _ 

LOADING 
i — { j 

35 
36 

LANDSCAPING _ 

LOADING 
i — { j 

35 
36 LOT AREA 

3 7 
38 
39 
4 0 

LOT COVERAGE METRES SO. 3 7 
38 
39 
4 0 

LOT COVERAGE PERCENT 

3 7 
38 
39 
4 0 

LOTDEPTH 

3 7 
38 
39 
4 0 LOTWIDTH 

4 1 

4 2 
PARKING REQUIRED 

PARKING VISITOR 
! — I 4 1 

4 2 
PARKING REQUIRED 

PARKING VISITOR 
! — I 

43-
44 

PRIVACY 

PROJ. LENGTH, INDIVIDUAL 
| • i 

43-
44 

PRIVACY 

PROJ. LENGTH, INDIVIDUAL 
| • i 

45 _____ j 

46 

; 
f 

47 
48 

; 
f 

47 
48 PROJECTIONS. YARD, SIDE 

; 
f 

49 
50 

RIGHT OF WAY SETBACK 

YARD, FRONT 
~—-49 

50 
RIGHT OF WAY SETBACK 

YARD, FRONT 
~—-

I j 1 
51 
52 

YARD, REAR 
I j 1 

51 
52 YARD, SIDE 

S3 OTHER 
6) Is the dividing line between permitted and discretionary uses j 

j - | 

54 placed appropriately? iYcs ^No 

7) If the answer to question 6 is no, should the shift in allowable! Strongly Toward Disc i Neutral \ Toward Strongly 

55 uses be toward permitted or toward discretionary? i Toward Disc. iPcrm. | Toward Perm 

56 

iPcrm. | Toward Perm 
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A | B c ! D I E_ F 1 6 

5 7 
T8" 

8)Thc intensity o( use utilized effectively. : Strongly 
iAgree Agree Neutral ^Disagree 

j Strongly 
i Disagree 

•j 

5 9 
g) Which General Land Use Designation requires Ihe most 
significant changes to adapt it to the present policy statements? i 

Major 
: Change 

1 Some 
Change 

: No Change 

6 0 Residential i I 
61 i ; 
6 2 

6 3 
Industrial 

Special Districts 

10) Which land use designations should the intensity of use be Minor i Major 

6 2 

6 3 
Industrial 

Special Districts 

10) Which land use designations should the intensity of use be Minor i Major 

6 2 

6 3 
Industrial 

Special Districts 

10) Which land use designations should the intensity of use be Major | Minor ]No Change Minor i Major 

6 4 

6 5 

Increase : Increase :decrease ; Decrease 6 4 

6 5 

Increase : Increase :decrease ; Decrease 

6 6 
6 7 

R-1 Residential Single-Detached District •I i — i 6 6 
6 7 RS-1 Residential Small Lot District _ i 

•I i — i 

6 8 RS-2 Residential Small Lot Oistricl j : i j 

6 9 
7 0 

R-1A Residential Narrow Lot Single-Detached District 

R-2 Residential Low Density District 
— j — - i • -U—• 6 9 

7 0 
R-1A Residential Narrow Lot Single-Detached District 

R-2 Residential Low Density District 
— j — -

; 
i • -U—• 

71 R-2A Residential Low Density District 

R-MH Residential Mobile Home District 

R-M1 Residential Low Density Multi-Dwelling District 

! 
• 1 — 7 2 

7 3" 

R-2A Residential Low Density District 

R-MH Residential Mobile Home District 

R-M1 Residential Low Density Multi-Dwelling District 
— j — 

! 
• 1 — 7 2 

7 3" 

R-2A Residential Low Density District 

R-MH Residential Mobile Home District 

R-M1 Residential Low Density Multi-Dwelling District 
— j — 

j 
• 1 — 

7 4 R-M2 Residential Low Density Multi-Dwelling District i — _ „ . | i. 

7 5 R-M3 Residential Medium Density Multi-Dwelling District 
• j ; . .:., 

7 6 

7 7 

R-M4 Residential Medium Density Mulli-Dwelling District i- .] . . 7 6 

7 7 R-M5 Residential Medium Density Multi-Dwelling District j 1 
i- .] . . 

7 8 

7 9 

R-M6 Residential High Density Multi-Dwelling District 

R-M7 Residential High Density Mulli-Dwelling District 
4— 7 8 

7 9 

R-M6 Residential High Density Multi-Dwelling District 

R-M7 Residential High Density Mulli-Dwelling District 
4— 

8 0 CC Convenience Commercial District : j 

8 1 C-t&CI-A Local Commercial Districts j ; 
8 2 C-2 General Commercial Districts ! 
8 3 

8 4 
C-3 General Commercial Districts 

• J — - • 1 - — 

8 3 

8 4 

C-5 Shopping Centre Commercial Districts 
— - \— • J — - I • 1 - — 8J>_ C-5 Shopping Centre Commercial Districts 
— - \— • J — - I • 1 - — 

8 6 C-6 Highway Commercial District 
[• -:-

8 7 CS-1 Commercial and Service District 

CM-1 Central Business Commercial District 
) — 

[• -:-

8 8 
CS-1 Commercial and Service District 

CM-1 Central Business Commercial District 
) — 

[• -:-

8 9 

j ... • i — 
9 0 I-l Industrial - Business Park District j ... • i — 
9 1 I-2 General Light Industrial District 

j ... • i — 

9 2 

9 3 

I-3 Heavy Industrial District 

I-4 Limited -Serviced Industrial District 
. — | ... . ! • 

9 2 

9 3 

I-3 Heavy Industrial District 

I-4 Limited -Serviced Industrial District 
. — | ... . ! • 

9 4 

9 5 

9G 

9 7 

A Agriculluro and Open Space District 

DC Direct ControljCistricl 

PE Public Park. School and Recreation District 

PS Public Service District 

UnR University Research District 

= = : 

9 4 

9 5 

9G 

9 7 

A Agriculluro and Open Space District 

DC Direct ControljCistricl 

PE Public Park. School and Recreation District 

PS Public Service District 

UnR University Research District 

= = : 

9 4 

9 5 

9G 

9 7 

A Agriculluro and Open Space District 

DC Direct ControljCistricl 

PE Public Park. School and Recreation District 

PS Public Service District 

UnR University Research District 

= = : 

9 4 

9 5 

9G 

9 7 

A Agriculluro and Open Space District 

DC Direct ControljCistricl 

PE Public Park. School and Recreation District 

PS Public Service District 

UnR University Research District 

= = : 
9 8 

A Agriculluro and Open Space District 

DC Direct ControljCistricl 

PE Public Park. School and Recreation District 

PS Public Service District 

UnR University Research District 

= = : 

9 9 UR Urban Reserve District 

11) Should any new LUD's be invented to cover new ideas such I 
j • ! 

9 9 UR Urban Reserve District 

11) Should any new LUD's be invented to cover new ideas such I 
j • ! 

as employment centres, transit corridors, clean industrial, live / j 

IOC 

1 0 1 

work environments allowability etc? Yes ! No IOC 

1 0 1 
! No 

102 

1 0 3 
Type iUses Intensity 

Intensity 

102 

1 0 3 Type ! Uses 

Intensity 

Intensity 

1 0 4 

105 
Typo jUsos 

Type I Uses 

Intensity 

Intensity 

Intensity 

1 0 4 

105 
Typo jUsos 

Type I Uses 

Intensity 

Intensity 

Intensity ioe Typo | Uses 

Intensity 

Intensity 

Intensity 

107 
12) Are development regulations too rigid or too flexible or are j 
they just about right? 

Very Rigid ; Rigid | About Right ; Flexible ; Very 
j Flexible 

10E 

10S 13) Any other suggcslions or elaborations on answers given above would be a 

14) Would you be interested in further discussion on any ol these j 

iprccialed. 

Y« ' • . j 

: • -

:  10E 

10S 13) Any other suggcslions or elaborations on answers given above would be a 

14) Would you be interested in further discussion on any ol these j 

iprccialed. 

Y« ' • . j !No 

: • -

:  

11C 
13) Any other suggcslions or elaborations on answers given above would be a 

14) Would you be interested in further discussion on any ol these j 

iprccialed. 

Y« ' • . j !No 

: • -

:  

1 1 1 15) If Ihe answer to 14 is yes provide means ot communication desired. 

1 12 16) Name (Optional] 

1 12 17) Phone no. (Optional] 1 12 

Thank you very much for taking the time to respond to this j 
questionnaire. Please Call 268-5672 work or 242-2466 Home 
and 1 will collect any survey filled out or tor turthcr discussion 

. . J regarding development regulations. 
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A B _ _ c _ | _ P _ „ . L . .A. .J F | _G 
Development Regulations 

B _ _ c _ | _ P _ „ . L . .A. .J F | _G 

J _ Questionnaire ] 
1) Which category best describos your involvement in the I Check One 

f ; -j j -
2 

_ 3 _ 
development process? 2 

_ 3 _ Development Planner ! 6 I j | 

4 _ 

5 

Privato Practice Planner 

Developer 

Policy Planner 
| | ! • • • • 

4 _ 

5 

Privato Practice Planner 

Developer 

Policy Planner 

„ 5 _ 

4 

6 

| | ! • • • • 

6 

7 

Privato Practice Planner 

Developer 

Policy Planner 

„ 5 _ 

4 

6 

| | ! • • • • 

6 

7 Other 1 subdivision 4 development tech 

„ 5 _ 

4 

6 

| | ! • • • • 

6 

7 
2) What best describes your opinion ot the effectiveness of the 

8 present development control process? j Srore/10 

9 

1 0 

Very effective 10 /10 i 2/6 9/7 7/8 9 

1 0 Ineffective 0/10 

3) Are you in agreement with the objectives of the Calgary j Strongly I Strongly 

1 1 Municipal Plan? I Disagree ! Disagree | Neutral iAgreo i A 8 r e e 

1 2 
4) Do you believe the present Land Use Bylaw 2P80 supports the 

0 0 L jL - ! 12 1 5 1 2 
4) Do you believe the present Land Use Bylaw 2P80 supports the Strongly 

L jL -
j Strongly 

1 3 new objectives as staled in the Calgary Municipal Plan? j Disagree Disagree I Neutral 1 Agree .Agree 

1 4 _ 1 _ _ 8 _ y 1 i Don't Know2 

5) Which areas of development control require attention by the Much Some ! No Attention 
policy writers lo bring them in line with Calgary Municipal Plan Attention Attention 

1 5 

1 6 

1 7 

1 8 

the GoPlan and other current policies? 1 5 

1 6 

1 7 

1 8 

ACCESSORY BUILDINGS „ 2 _ 
1 
4 

2 

10 

7 

3 „ 

1 5 

1 6 

1 7 

1 8 

ACCESS POINTS 

„ 2 _ 
1 
4 

2 

10 

7 

3 „ 

1 5 

1 6 

1 7 

1 8 ALLOWABLE LAND USE 

„ 2 _ 
1 
4 

2 

10 

7 

3 „ 
1 9 AMENITY SPACE _ 1 _ _ G _ j _ 6 _ i | i 

2 0 

2 1 

2 2 

AIRPORT AREA REGULATIONS 0 
0 
1 

-J>— 

6 

_ 1 1 _ 

_ 7 _ 

2 0 

2 1 

2 2 
BALCONY, PROJECTION 

0 
0 
1 

-J>— 

6 

_ 1 1 _ 

_ 7 _ 

2 0 

2 1 

2 2 BUILDING, HEIGHT, STOREYS 

0 
0 
1 

-J>— 

6 

_ 1 1 _ 

_ 7 _ 
2 3 BUILDING, HEIGHT, METRES 3 

1 2 

7 

_10_ 
j { 

2 4 BUILDING SEPARATION 

3 
1 2 

7 

_10_ 
j { 

2 5 CORNER VISIBILITY ! _ < U - _ 0 _ j _ 1 3 _ 
2 6 DECK HEIGHT _ 0 _ _ 1 _ _14_ 
2 7 DENSITY _ 6 _ — 6 _ 

__0_ 

! _ 5 _ 
14_ 2 8 

DENSITY _ 6 _ — 6 _ 

__0_ 

! _ 5 _ 
14_ 

2 9 _p_ _ 3 _ — * 2 - j 

3 0 _ o „ _ 0 _ 
3 1 

3 2 
GARBAGE STORAGE —1—. 

1 1 

13 3 1 

3 2 IRRIGATION 

—1—. 
1 1 i „ J _ 

_ 1 1 _ 

j _ 2 _ 
- I ] 3 3 LANDING, AREA 1 1 

i „ J _ 
_ 1 1 _ 

j _ 2 _ 
- I ] 

3 4 
LANDING, AREA 1 1 

i „ J _ 
_ 1 1 _ 

j _ 2 _ 
- I ] 

3 5 LOADING ; _ 0 _ _ 5 _ _ 9 _ . j .... !... 
3G LOT AREA [—)..— _ 8 _ i _ 8 _ 
3 / 9 ! _ 3 _ 
3 8 

3 9 

4 0~ 

LOT COVERAGE PERCENT 4 

0 

_ 1 _ 

11 

_ 6 _ 

— 6 — 

! 3 _ 3 8 

3 9 

4 0~ 

LOTDEPTH 

4 

0 

_ 1 _ 

11 

_ 6 _ 

— 6 — 
j j 

3 8 

3 9 

4 0~ LOTWIDTH 

4 

0 

_ 1 _ 

11 

_ 6 _ 

— 6 — 
j j 

4 1 PARKING REQUIRED _ 5 _ _ 9 _ 4 

4 2 PARKING VISITOR 2 -J— _ 6 _ | 
4 3-

4 4 

4 5 

PRIVACY _ 0 _ , 

0 

6 

_ 1 _ 

2 

12-

_13_ 
11 

4 3-

4 4 

4 5 

PROJ. LENGTH, INDIVIDUAL 

_ 0 _ , 

0 

6 

_ 1 _ 

2 

12-

_13_ 
11 

4 3-

4 4 

4 5 

_ 0 _ , 

0 

6 

_ 1 _ 

2 

12-

_13_ 
11 4 6 PROJECTIONS. YARD. FRONT 

_ 0 _ , 

0 

6 

_ 1 _ 

2 

12-

_13_ 
11 

4 7 

4 8 

PROJECTIONS, YARD, REAR 

_o_ 
_ 2 _ 4 7 

4 8 PROJECTIONS, YARO. SIDE _o_ 
_ 2 _ 

4 9 RIGHT OF WAY SETBACK 5 7 ; _ 5 _ 

5 0 YARD, FRONT 1 11 

7 

2 

7 _ 
\ | 

5 1 YARD, REAR 

1 11 

7 

2 

7 _ 
\ | 

5 2 YARD, SIDE 

1 11 

7 

2 

7 _ 
\ | 

5 3 OTHER 

6) Is the dividing lino between permitted and discretionary uses 
f- -•••; 

5 3 OTHER 

6) Is the dividing lino between permitted and discretionary uses 
f- -•••; 

5 4 placed appropriately? Yos _ 1 1 _ No 6 
7) If the answer lo question 6 is no. should Ihe shift in allowable Strongly Toward Disc i Neutral Toward : Strongly 

5 5 uses be toward permitted or toward discretionary? Toward Disc. ! Perm. | Toward Perm. \ 

5 6 _ 1 _ _ | 5 _ 1 _ 
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A 1 B 1 r 
1 C 

D E F G 
8)Thc intensity of use utilized elteclively. j Strongly i : Strongly 

5 / 1 Agree 1 Agree : Neutral I Disagree : Disagree 

bb f - — • . . . ; _ _ 7 _ _ . | 1__ 

• Major 

: _ _ 1 0 _ 

• No Change 9) Which General Land Use Designation requires the most 
f - — • . . . ; _ _ 7 _ _ . | 1__ 

• Major 

: _ _ 1 0 _ 

• No Change 

b y significant changes to adapt it to the present policy statements? jChange 

6 0 Residential __3__ 12 1 

6 1 Commercial 15 _ _ 2 _ _ 

62 Industrial i _ 5 _ _ , 

6 

7 

: _ 9 _ _ 

! Minor 

63 Special Districts 

_ 5 _ _ , 

6 

7 

: _ 9 _ _ 

! Minor 

63 
10) Which land use designations should the intensity ol use be ! Major j Minor No Change 

7 

: _ 9 _ _ 

! Minor : Major 
6 4 changed? ' Inc rease ! Incroase decrease Decrease 

6 5 RR-1 Restricted Rosidonlial Single-Detached District | _ 1 _ _ 1 1 _ ' 
6 b R-1 Residential Singlo-Dctachod District : ____ __2__ ; _ 9 _ _ ; ;__ 
6 / RS-1 Residential Small Lot District 1 8 
6 8 RS-2 Residential Small Lot District 1 : g 1 

69 
70 
71 

R-1A Residential Narrow Lot Single-Detached District 

R-2 Residential Low Density District 

R-2A Residential Low Density District 

1 _\ 
3 

_ _ 5 _ _ 
+±= 1 69 

70 
71 

R-1A Residential Narrow Lot Single-Detached District 

R-2 Residential Low Density District 

R-2A Residential Low Density District 

1 _\ 
3 

_ _ 5 _ _ 
+±= 1 

69 
70 
71 

R-1A Residential Narrow Lot Single-Detached District 

R-2 Residential Low Density District 

R-2A Residential Low Density District 

1 _\ 
3 

_ _ 5 _ _ 
+±= ' j 

R-M1 Residential Low Density Multi-Dwell ing District 

12_ 

R-M1 Residential Low Density Multi-Dwell ing District ; _ _ 2 _ 5 1 : 
IA R-M2 Residential Low Density Mult i-Dwell ing District 5 4 j . j 

75 R-M3 Residential Medium Density Mult i-Dwell ing District 

R-M4 Residential Medium Density Mul l i -Dwcl l ing District 

R-M6 Residential High Density Multi-Dwelling District 

1 

; _ 1 _ _ 

!— '— 

_ _ 2 _ 

4 

4 

\__3__ 
±= 

1 

76 
R-M3 Residential Medium Density Mult i-Dwell ing District 

R-M4 Residential Medium Density Mul l i -Dwcl l ing District 

R-M6 Residential High Density Multi-Dwelling District 

1 

; _ 1 _ _ 

!— '— 

_ _ 2 _ 

4 

4 

\__3__ 
±= 1 1 

77 

2.8 

R-M3 Residential Medium Density Mult i-Dwell ing District 

R-M4 Residential Medium Density Mul l i -Dwcl l ing District 

R-M6 Residential High Density Multi-Dwelling District 

1 

; _ 1 _ _ 

!— '— 

_ _ 2 _ 

4 

4 

\__3__ 
±= 1 

77 

2.8 

R-M3 Residential Medium Density Mult i-Dwell ing District 

R-M4 Residential Medium Density Mul l i -Dwcl l ing District 

R-M6 Residential High Density Multi-Dwelling District 

1 

; _ 1 _ _ 

!— '— 

_ _ 2 _ 

4 

4 

\__3__ 
±= 

| ! 
7 9 R-M7 Residential High Density Multi-Dwell ing District 1 i _J_ 7 
8 0 CC Convenience Commercial District ; _____ j :_ io_ I : 
8 1 C-1&C1-A Local Commercial Districts i__ j _ 7 _ ; _ i _ _ ! 
82 C-2 General Commercial Districts 1 • _ _ 2 _ _ _ _ 6 _ 1 | 
83 C-3 General Commercial Districts ! _ _ 1 _ _ 1 _ _ 

JLi 
8 5 
86 
87 
88 
89_ 
90 

C-4 General Commercial Districts 
•••] 

2 

_ 9 _ 

... _ _ 1 1 _ 

1 1 _ 

\ 

JLi 
8 5 
86 
87 
88 
89_ 
90 

C-5 Shopping Centre Commercial Districts 

•••] 

2 

_ 9 _ 

... _ _ 1 1 _ 

1 1 _ 

\ 

JLi 
8 5 
86 
87 
88 
89_ 
90 

C-6 Highway Commercial District ; _ _ 3 _ 

.-J — 
1 

J— 2 —.. . 

_ 9 _ 

... _ _ 1 1 _ 

1 1 _ 

\ 

JLi 
8 5 
86 
87 
88 
89_ 
90 

CS-1 Commercial and Service District 

; _ _ 3 _ 

.-J — 
1 

J— 2 —.. . 

_ 9 _ 

... _ _ 1 1 _ 

1 1 _ 

\ 

JLi 
8 5 
86 
87 
88 
89_ 
90 

1 

; _ _ 3 _ 

.-J — 
1 

J— 2 —.. . 

_ 9 _ 

... _ _ 1 1 _ 

1 1 _ 

\ 

JLi 
8 5 
86 
87 
88 
89_ 
90 

CM-2 Downtown Business District 

1 

; _ _ 3 _ 

.-J — 
1 

J— 2 —.. . 

_ 9 _ 

... _ _ 1 1 _ 

1 1 _ 

\ 

JLi 
8 5 
86 
87 
88 
89_ 
90 1-1 Industrial - Business Park District 

I-2 General Light Industrial District 1 

; _ _ 3 _ 

.-J — 
1 

J— 2 —.. . 

_ 9 _ 

... _ _ 1 1 _ 

1 1 _ 

\ 

91 
1-1 Industrial - Business Park District 

I-2 General Light Industrial District 1 

; _ _ 3 _ 

.-J — 
1 

J— 2 —.. . 

_ 9 _ 

... _ _ 1 1 _ 

1 1 _ 

\ 

; 
92 
9 3 
94 

I-3 Heavy Industrial District 

i__2__ _ _ 1 2 _ 1 

92 
9 3 
94 

i__2__ _ _ 1 2 _ 1 

92 
9 3 
94 

i__2__ _ _ 1 2 _ 1 

! _ 1 _ _ 

95 
96 
97 
98 

DC Direct Control 'District [ _ _ . 1 _ _ 

1 ~ _ 

7 

95 
96 
97 
98 

PE Public Park. School and Recreation District 

[ _ _ . 1 _ _ 

1 ~ _ 

7 

! . _ ! „ . 

! i __ 

95 
96 
97 
98 

PS Public Service District 

7 

! . _ ! „ . 

! i __ 

95 
96 
97 
98 

1 7 

! . _ ! „ . 

! i __ 

99 UR Urban Reserve District 1 7 

! . _ ! „ . 

! i __ 

1 

11) Should any new LUD's be invented to cover new ideas such 

as employment centres, transit corridors, clean industrial, live / 

1 0 0 work environments affordabiltty etc? [Yes : _ 8 _ _ No ! 9 

1 0 1 

[Yes : _ 8 _ _ No 

102 
103 

Tvpo employment centres Uses 

Uses 

Intensity 

Intensity 

102 
103 Type live / work areas (2) 

Uses 

Uses 

Intensity 

Intensity 

104 
105 

Typo horilage districts Uses 

Uses 

-, Intensity 

Intensity 

104 
105 Type mixed use 

Uses 

Uses 

-, Intensity 

Intensity 

1 0 6 Typo _ _. Uses Intensity 

d j Rigid About Right Flexible 12) Are development regulations too rigid or too flexible or are j Very Rig 

Intensity 

d j Rigid About Right Flexible : Very 

•ioi they just about right? 

4 . - 1 2 -

j Flexible 

1 0 8 4 . - 1 2 - : _ _ 1 _ _ 

1 0 9 13) Any other suggestions or elaborations on answers given abo K would be appreciated i 
1 1 C 14) Would you be interested in further discussion on any ol thoso iYcs ! 7 I No 9 

1 1 1 15) If the answor to 14 is yos provide moans of communication d isirod. 

1 12 16) Name (Optional) 

1 13 17) Phone no. (Optional) 

Thank you very much for taking the time to respond to this 

questionnaire Please Call 268-5672 work or 242-2466 Home 

and 1 will collect any survey filled out or for further discussion 

}±S 
regarding development regulations. 
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Questionnaire Rationale 

One of the elements of this master's degree project is a 

survey through interview type questionnaire intended to gather 

candid information from the daily users of the land use bylaw. 

The complete list of interested parties in potential 

redevelopment scenarios for the city of Calgary might at first 

seem to include the entire population. At the policy level, this is 

true. That was the rationale for the huge public participation 

process initiated for the review of the Municipal Development 

Plan and the GoPlan. These key findings indicated that land 

use, density, and transportation were the most controversial 

issues facing society today. 

Preliminary interviewing with the groups not represented 

in the GoPlan surveys included development planners, policy 

planners, developers, subdivision planners, and planning 

technicians, and revealed similar concerns. 

Stakeholders, as one would expect, have varied 

reasons for their attitudes toward development regulations. 

Some view development regulations as restrictions, obstacles 

to overcome, and inhibitors to their objectives and motivations. 

Others hold that development regulations are there to 

protect the rights of existing owners (the status quo) to prevent 

the infiltration of undesirable elements into their district, and to 

maintain some form of certainty about land uses in their 

immediate proximity. Still others maintain that development 

regulations are there to balance the desires of different parties 

and that they provide a framework to operate within for those 

who wish to develop land. It was important to acquire opinions 

that represented all of these points of view. 
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Problem Identification 

Through preliminary GoPlan surveys, and with the aid of 

test questions to candidates within the planning process, it was 

identified that the primary problems with development 

regulations were predominantly in the areas of land use, 

density, and transportation. 

Objectives 

Objectives included the determination of which aspects 

of the above major problems were the primary concern of 

survey participants. The questionnaire was designed to 

uncover these underlying issues. The purpose of this survey 

was not to obtain quantitative statistics for systematic analysis, 

but qualitative data to ensure that the affected parties had their 

say, and that their opinion would be considered in the process 

of revising development regulations. 

Sampling Process 

The sampling method involved non-probability sampling 

using interview questionnaire. The sampling frame included 

individuals that utilize development regulations in their regular 

work in Calgary such as planners, developers, builders, and 

development technicians. Most of the players in the interest 

groups were aware of the full range of regulatory tools in place 

to achieve development approvals. 

This combination of inputs guided the compilation of the 

questionnaire which was offered to forty-five persons 

representing the above professions. Twenty-five persons 

agreed to participate in the survey, and twenty-one actually 

answered the questionnaire. This indicated a 84% response 

rate by those committed to participate, or a 47% response of 

those approached, and a total response rate of 13% of all 

persons in the occupations being canvassed. 
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The mix of professions approached was determined by the mix 

employed in the planning industry and supplemented by 

representatives of the construction industry. 

These occupations include individuals who utilize the 

rules of the development regulatory process on a daily basis 

and have an in-depth understanding of the objectives and 

goals of the policies that development regulations are intended 

to support. 

Survey method 

The survey design systematically explored different 

aspects related to land use, density, and transportation. In the 

case of land use it explored types and components of the uses 

and the approval process of those uses. Participants 

perceptions of the development process with regard to 

alternate uses and existing policies were identified. The density 

and intensity of land use involved analysis of adjacent uses 

and their impacts. Similarly, transportation issues tied into land 

use and density with a reference to corresponding change in 

transportation service requirements. 

As the purpose of the questions was to uncover the 

significant issues and problems in the implementation of 

existing development regulations, the questionnaire was used 

to identify the most controversial issues in the development 

process. Further, issues identified as requiring attention, were 

addressed through follow up research in published 

documentation, and planning texts to identify potential 

solutions. 
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Research Design 

Research design involved analysis of findings of the 

GoPlan study and the pretesting results of the survey 

questionnaire. Extensive reading on the subject of land use, 

density and transportation issues provided the unifying threads. 

Data Collection and Processing 

Surveys were administered and varying degrees of 

monitoring took place. Some participants preferred to fill out 

questionnaires in private, others filled them out during a 

discussion on the topic. Discussion was generated by the 

participants, and any questions asked were technically 

answered. No personal preferences of the surveyor were 

discussed at any time and answers were given for clarification 

only. 
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Appendix C 

Bylawed Setback Tables 

and 

GoPlan Survey Data 
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SECTION 17 RIGHT-OF-WAY SETBACKS 

TABLE 1 
SETBACK TABLE 

BASIC REQUIRED REQUIRED 
ON FROM TO R.O.W. R.O.W. SETBACKS 

(Numbered Streets) (Metres) ( M e t r e s ) ( M e t r e s ) (Side) 

1 STREET W. RIVERFRONT AVENUE S. 9 AVENUES. 20.117 24.385 2.134 Each 
1 STREET W. 10 AVENUES. 17 AVENUES. 20.117 24.385 2.134 Each 
1 STREET E. Rl VERFRONT AVENUE S. 3 AVENUES. 25.299 27.433 2.134 WEST 
1 STREET E. 3 AVENUES. 9 AVENUES. 20.117 30.481 5.182 Each 
1 STREET E. 10 AVENUES. ELBOW RIVER 20.117 30.48! 5.182 Each 
2 STREET W. RIVERFRONT AVENUE S. 9 AVENUES. 20.117 24.385 2.134 Each 
3 STREET W. 2 AVENUE S. 7 AVENUES. 20.117 24.385 2.134 Each 
4 STREET W. 40 AVENUE N. 16 AVENUE N. 20.117 24.385 2.134 Each 
4 STREET W. 4 AVENUES. 7 AVENUES. 20.117 24.385 2.134 Each 
4 STREET W. 8 AVENUES. 26 AVENUES. 20.117 24.383 2.134 Each 
4 STREET E. 3 AVENUE N. MEMORIAL DRIVE 20.117 24.385 2.134 Each 
4 STREET E. 6 AVENUES. 9 AVENUES. 20.117 24.335 2.134 Each 
5 STREET W. 3 AVENUES. 9 AVENUES. 20.117 24.385 2.134 Each 
5 STREETW. 10 AVENUES. 26 AVENUES. 20.117 24.385 2.134 Each 
5 STREET E. 5 AVENUES. 9 AVENUES. 20.117 24.385 2.134 Each 
6 STREETW. 1 AVENUES. 9 AVENUES. 20.117 24.365 2.134 Each 
7 STREETW. 1 AVENUES. 9 AVENUES. 20.117 24.385 2.134 Each 
6 STREETW. 2 AVENUES. 9 AVENUES. 20.117 24.383 2.134 Each 
8 STREETW. 10 AVENUE S. 17 AVENUES. 20.117 24.385 2.134 Each 
9 STREETW. 4 AVENUE S. 5 AVENUES. 22.251 24.385 2.134 WEST 
9 STREETW. 7 AVENUES. 9 AVENUES. 20.117 24.385 2.134 Each 
9 STREETW. 10 AVENUES. 17 AVENUES. 20.117 24.383 2.134 Each 

10 STREETW. 4 AVENUES. 8 AVENUES. 20.117 24.365 2.134 Each 
10 STREETW. 24 AVENUE N. LANE S. OF 5 AVENUE N. 

(S. LEG) 
20.117 30.461 5.182 Each 

10 STREETW. LANE S. OF 5 AVENUE N. 
(S. LEG) 

MEMORIAL DRIVE 20.117 24.3S5 2.134 Each 

11 STREET E. 12 STREET E. SUBWAY 26 AVENUES. 20.117 24.385 2.134 Each 
11 STREETW. 10 AVENUE S. 17 AVENUE S. 20.117 24.385 2.131 Each 
12 STREET E. 1 AVENUE N. SAINT GEORGES DRIVE 20.117 24.385 2.134 Each 
12 STREETS. BOW RIVER 12 STREET E. SUBWAY 20.117 24.385 2.134 Each 
14 STREETW. 48 AVENUE N. NORTH HAVEN DRIVE 25.299 30.481 5.182 WEST 
14 STREETW. ROSELAWN CRESCENT N. 38 AVENUES. 20.117 30.481 3.182 Each 
18 STREETW. 10 AVENUES. 11 AVENUES. 20.117 24.385 2.134 Each 
19 STREETW. 10 AVENUES. 12 AVENUES. 20.117 24.385 2.134 Each 
28 STREET E. 8 AVENUES. 17 AVENUES. 22.251 24.385 2.134 WEST 
29 STREETW. 8 AVENUE N. MEMORIAL ORIVE 20.117 24.385 2.134 Each 
29 STREETW. BOW TRAIL 35 AVENUE S. 20.117 24.385 2.134 Each 
33 STREETW. 8 AVENUES. 17 AVENUES. 20.117 24.385 2.134 Each 
36 STREET E. 96 AVENUE N. 64 AVENUE N. 20.117 36.577 8.230 Each 
3a STREETS. MCKNIGHT BOULEVARD 39 AVENUE N. 20.117. 41.758 21.641 WEST 
36 STREET E. 8 AVENUE S. 26 AVENUE S. 20.117 30.481 3.182 Each 
37 STREETW. BOW TRAIL 17 AVENUE S. 25.299 30.481 5.182 WEST 
37 STREETW. 28 AVENUES. 33 AVENUES. 25.299 30.481 5.182 WEST 
37 STREETW. 44 AVENUES. 45 AVENUE S. 25.299 30.481 5.182 EAST 
44 STREET E. 17 AVENUE S. 26 AVENUES. 20.117 24.385 2.134 Each 
45 STREETW. BOW TRAIL 15 AVENUES. 22.251 24.385 2.134 EAST 
45 STREETW. 17 AVENUES. 26 AVENUES. 22.251 24.365 2.134 EAST 
45 STREETW. 33 AVENUES. 35 AVENUES. 22.251 24.365 2.134 WEST 
52 STREET E. 14 AVENUES. 16 AVENUE S. 25.299 30.481 5.182 WEST 
52 STREET E. 50 AVENUE S. 130 AVENUES. 20.117 45.000 4.942 EAST 
52 STREET E. 50 AVENUE S. 

(S. LEG) 
130 AVENUES. 20.117 45.000 19.941 WEST 

53 STREETW. VARSITY ESTATES DRIVE 
(N. LEG) 

VALPARA PLACE 20.117 24.385 2.134 Each 

68 STREET E. MCKNIGHT BOULEVARD LANE N. OF COSTA MESA CL 28.347 36.577 8.230 EAST 
68 STREET E. C N R . RIGHT-OF-WAY 26 AVENUES. 20.117 36.577 6.230 Each 
69 STREETW. 17 AVENUE S. 34 AVENUE S. 20.117 36.576 16.459 EAST 
83 STREETW. BOWNESS ROAO 33 AVENUE N. 20.117 30.481 5.162 Each 
85 STREET BOWNESS ROAD ' 48 AVENUE N. 20.117 30.481 

I 

5.182 Each 

J „ „ 12P90, 8P92, 11P94. 17P94 
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SECTION 17 RIGHT-OF-WAY SETBACKS 

TABLE 1 - CONTINUED 

ON BASIC REQUIRED REQUIRED 
(Numbered FROM TO R.O.W. R.O.W. SETBACKS 
Avenues) (Metres) (Metres) (Metres) (Side) 

1 AVENUE N. 4 STREET E. a STREET E. 20.117 24.385 2.134 Each 
1 AVENUES. 6 STREETW. 7 STREETW. 20.117 24.385 2.134 Each 
2 AVENUES. 3 STREETW. CENTRE STREETS. 20.117 24.385 2.134 Each 
2 AVENUES. 6 STREETW. 6 STREETW. 20.117 24.385 2.134 Each 
2 AVENUE S. CENTRE STREETS. 1 STREET E. 20.117 22.251 2.134 SOUTH 
3 AVENUE S. 8 STREETW. 1 STREET E. 20.117 24.385 2.134 Each 
4 AVENUE S. 10 STREETW. 1 STREET E. 20.117 24.385 2.134 Each 
4 AVENUE S. 3 STREET E. RIVERFRONT AVENUE S. 20.117 22.251 2.134 SOUTH 
5 AVENUE S. 11 STREETW. 1 STREETW. 20.117 24.385 2.134 Each 
5 AVENUE S. CENTRE STREET 1 STREET E. 20.117 30.481 5.182 Each 
5 AVENUES. N.E- LRT 6 STREET E. 20.117 24.385 2.134 Each 
6 AVENUES. 11 STREETW. 6 STREET E. 20.117 24.385 2.134 Each 
7 AVENUES. 11 STREETW. 6 STREET E. 20.117 24.385 2.134 Each 
8 AVENUES. 3 STREET E. 6 STREET E. 20.117 24.385 2.134 Each 
8 AVENUES. 11 STREETW. MACLEOD TRAIL 20.117 24.385 2.134 Each 
9 AVENUES. 14 STREETW. 18 STREET E. 20.117 24.385 2.134 Each 

10 AVENUES. BOW TRAIL 18 STREETW. 20.117 24.385 2.134 Each 
10 AVENUES. 14 STREETW. OLYMPIC WAY 20.117 24.385 2.134 Each 
11 AVENUES. 17 STREETW. 18 STREETW. 24.384 26.518 2.134 NORTH 
11 AVENUES. 17 STREETW. 6 9THEETE. 20.117 24.385 2.134 Each 
12 AVENUES. 18 STREETW. 8 STREET E. 20.117 24.385 2.134 Each 
16 AVENUE N. 13 STREETW. 5 STREET E. 20.117 40.539 5.182 NORTH 
16 AVENUE N. 13 STREETW. 5 STREET E. 20.117 40.539 15.240 SOUTH 
16 AVENUE N. 5 STREET E. 6 STREET E. 20.117 40.539 5.182 NORTH 
16 AVENUE N. 5 STREET E. 6 STREET E. 20.117 40.539 8.230 NORTH 
16 AVENUE N. 5 STREET E. 6 STREET E. 20.117 36.577 15.240 SOUTH 
16 AVENUE N. 5 STREET E. 6 STREET E. 20.117 36.577 8.230 sou™ 
17 AVENUE S. 37 STREETW. 42 STREETW. 25.298 42.672 17.374 NORTH 
17 AVENUES. 37 STREETW. MACLEOD TRAIL 20.117 30.481 5.182 Each 
17 AVENUES. 27 STREET E. 50 STREET E. 20.117 34.747 7.315 Each 
17 AVENUES. C.N.R. RIGHT-OF-WAY WEST EDGE OF T.U.C. 20.117 36.577 8.230 Each 
26 AVENUE S. 24A STREETW. 37 STREETW. 20.117 24.385 2.134 Each 
26 AVENUE S. 4 STREETW. 5 STREETW. 20.117 25.299 5.182 NORTH 
26 AVENUES. 26 STREET E. 2B STREET E. 20.117 24.3e5 2.134 Each 
26 AVENUES. 39 STREET E. 47 STREET E. 20.117 24.385 2.134 Each 
26 AVENUE S. DARTMOUTH ROAD OGDEN ROAD 20.117 24.385 2.134 Each 
13 AVENUES. CROWCHILD TRAIL 14 STREETW. 20.117 24.385 2.134 Each 
34 AVENUE N. 77 STREETW. 69 STREETW. 22.250 24.384 2.134 NORTH 
42 AVENUES. BRANDON STREET LANE E. OF CLEVELAND CR 25.298 30.480 5.182 NORTH 
42 AVENUES. BLACKFOOT TRAIL 12 STREET E. 20.117 30.481 5.182 Each 
50 AVENUE S. OGDEN ROAD C.N.R. RIGHT-OF-WAY 20.117 30.481 5.182 Each 
50 AVENUE S. C.N.R. RIGHT-OF-WAY 52 STREET E. 20.117 30.480 10.363 NORTH 
58 AVENUE S. ELBOW DRIVE MACLEOD TRAIL 25.29a 27.432 2.134 NORTH 
5a AVENUE S. 2 STREETW. LANE E. OF C.P.R. RIGHT-OF-

WAY 
FAIRMOUNT DRIVE 

20.117 30.481 5.182 Each 

90 AVENUE S. BONAVENTURE DRIVE 

LANE E. OF C.P.R. RIGHT-OF-
WAY 

FAIRMOUNT DRIVE 20.117 24.385 2.134 Each 

ON BASIC REQUIRED REQUIRED 
(Named St. FROM TO R.O.W. R.O.W. SETBACKS 

& Ave.) (Metres) (Metres) (Metres ) (Side) 

BOWNESS ROAD 85 STREETW. 40 AVENUE N. 20.117 30.481 5.182 Each 
BOWNESS ROAD C.P.R RIGHT-OF-WAY BOW CRESCENT 20.117 30.481 5.182 Each 
BOWNESS ROAD 51 STREETW. MCKAY ROAD 20.117 30.481 5.182 Each 
BURNSLANO RD. 34 AVENUES. 39 AVENUES. 20.117 24.385 2.134 Each 
CENTRE STREET N. LAYCCCK DRIVE 40 AVENUE N. 24.384 30.480 3.048 Each 
CENTRE STREET N. 40 AVENUE N. 32 AVENUE N. 20.117 30.481 5.182 Each 
CENTRE STREET N. 32 AVENUE N. MEMORIAL DRIVE 22 860 30.480 3.810 Each 
CENTRE STREETS. RIVERFRONT AVENUE 4 AVENUES. 20.117 24.385 2.134 Each 
CENTRE STREETS. 4 AVENUE S. 6 AVENUES. 20.117 30.481 5.162 Each 
CENTRE STREETS. 6 AVENUES. LANES. OF 7 AVENUES. 20.117 24.385 2.134 Each 
EDMONTON TRAIL 3fl AVENUE N. 16 AVENUE N. 20.117 24.385 2.134 Each 
EDMONTON TRAIL 16 AVENUE N. 5 AVENUE N. 20.117 30.481 5.182 Each 
GLENMORE TRAIL 52 STREET E. WEST EDGE OF T.U.C. 20.117 60.960 12.801 NORTH 
GLENMORE TRAIL 52 STREETS. WEST EDGE OF T.U.C. 20.117 60.960 28.042 SOUTH 
MCDONALD AVE. ELBOW RIVER SPILLER ROAD 20.117 24.385 2.134 Each 
MACLEOD TRAIL 6 AVENUE S. 9 AVENUES. 20.117 30.481 5.182 Each 

MACLEOD TRAIL 10 AVENUES. 17 AVENUES. 20.117 30.481 5.182 Each 
MCKNIGHT BLVD. 1 STREET E. TREU.E DRIVE 30.480 36.576 3.048 Each 
OGDEN ROAD 24 STREET E. GLENMORE TRAIL 24.384 30.480 3.048 Each 
OGDEN ROAD 26 AVENUES. 17 STREET E. 20.117 30.481 5.182 Each 
OGOEN ROAD MILUCAN ROAD 69 AVENUES. 20.117 30.480 10.363 WEST 
OGOEN ROAD 69 AVENUE S. 24 STF1EETE. 20.117 t 30.480 5.182 Each 
OLYMPIC WAY 10 AVENUES. 12 AVENUES. 20.117 24.385 2.134 Each 
RICHMOND ROAD 29 STREETW. 37 STREETW. 22.860 24.384 0.762 Each 
RICHMOND ROAD 41 STREETW. 45 STREETW. 25.298 30.480 5.162 NORTH 
RIVERFRONT AVENUE 2 STREETW. 4 STREETS. 20.117 24.385 2.134 Each 
TRANS-CAN ADA 46 STREETW. MCKAY ROAD 26.213 36.576 10363 SOUTH 

HIGHWAY 

14P84, 7P90, 12P90, 11P94, 17P94 
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Figure C - 1 : All Households 
sample size:. 961 households 
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Figure C-2: Households with combined income between 0 to 20 K 
sample size: 81 households 
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Planning Terms and Definitions Used 
in the 

City of Calgary 

Acreage Assessment 
A method where the infrastructure costs of new developing 
areas are recovered by The City on an acreage basis. 

Affected Person 
In the case of Subdivision and Development Appeal Board, 
examples of affected persons are those who own property, 
carry on a business or reside in the vicinity of a proposed 
development. A person who merely visits the area probably 
would not qualify as an affected person. 

Amenity Space 
Common or private, indoor or outdoor space provided on-site 
and designed for active or passive recreational use. 

Approving Authority 
Bodies that are legally empowered to make development 
permit or subdivision decisions, the Calgary Planning 
Commission, the Development Authority, the Subdivision 
Authority and / or the Subdivision & Development Appeal 
Board. 

Area Redevelopment Plan (ARP) 
A statutory plan that identifies planning goals and objectives in 
an existing area. It is a basic community planning document 
that deals with zoning (land use designations), traffic, parks, 
social issues, etc. and is prepared in close consultation with 
residents, owners and business people. 

Area Structure Plan (ASP) 
A statutory plan that establishes policies and provides the 
framework for subdivision and development of an area of 
undeveloped land. Area structure plans are prepared in 
consultation with the landowner / developer, City departments 
and public agencies. 

Bonus 
A term used in the Downtown Business District to allow an 
increase in density of development in return for the provision of 
public amenities. 198 



Business Revitalization Zone (BRZ) 
A group of business people who administer funds, collected 
through a special business tax, to improve the area and jointly 
promote their businesses. 

Calgary Planning Commission 
A body authorized by the Municipal Governments Act to make 
development permit and subdivision decisions and 
recommendations on other planning matters to Council. 

Cash-in-leiu of Parking 
A provision of the Land Use Bylaw that allows the Approving 
Authority to require a developer to contribute to the cost of 
constructing off-street parking facilities in lieu of providing all of 
the required parking on the development site. Revenues 
provided to The City through the cash-in-lieu parking policy are 
set aside in a fund allocated for the construction of parking 
facilities in the policy area (e.g. downtown). 

Community Plans 
A non-statutory plan for a new residential community that 
provides a framework for the preparation of outline plans and 
land use redesignations. 

Conditions of Approval 
The rules that are applied to a Development Permit specific to 
that site. 

Congestion Management 
The use of congestion to discourage peak period travel (i.e. 
during the morning and afternoon rush hours) or to encourage 
switching to an alternative means of travel. Congestion 
management is a response to growing traffic demands which 
does not focus on building more roads. There are instances 
where allowing congestion to build at strategic points will help 
the traveller make other choices. 

Density 
The number of dwelling units per acre or hectare.(residential) 
The Floor Area Ratio (FAR) in applications of commercial or 
industrial nature. 

Density Transfer 
Same as Bonus. 
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Design Brief 
A non-statutory plan, similar to an ARP or ASP but approved 
before The Planning Act 1977. Many of these plans are still in 
effect for some communities but are being replaced by ARP's, 
ASP's and community plans. 

Development Appeal Board (now the SDAB) 
A body appointed annually by City Council, to hear appeals 
against decisions of the CPC, DA, EO and SA. 

Discretion 
The term used when the development authority varies any of 
the rules of the Land Use Bylaw. 

Dwelling Unit 
Two or more rooms that have kitchen, living, sleeping and 
sanitary facilities. 

Employment Centre 
An area accommodating a substantial number of jobs and 
which also provides goods and services needed by workers 
and nearby residents. 

Established Communities 
Older communities that are subject to special rules for some 
types of residential development. A map and list of the 
communities are in the Land Use Bylaw. 

Floor Area Ratios 
The ratio of the gross floor area of a building to the area of the 
site. 

Growth Area Management Plan (GRAMP) 
A plan prepared for growth areas of the city that is a tool for 
implementing key strategic policies and also provides a 
servicing framework for subsequent Community Plans. 

Infill 
Development occurring on a vacant site after completion of the 
initial development of the area. 

Infrastructure 
The urban facilities that are required to service land for its 
subsequent development and use, usually referring to roads, 
bridges and utilities. 
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Inner City 
Communities identified in the Land Use Bylaw that are subject 
to special rules (e.g. parking requirements). 

Inter municipal Development Plan 
A statutory plan jointly prepared by neighbouring municipalities 
to establish strategic policies and identify issues of mutual 
interest that overlap municipal boundaries. 

Land Use Bylaw 2P80 
The present bylaw that divides the city into land use districts 
and establishes procedures for processing and deciding upon 
development applications. It sets out rules which affect how 
each parcel of land in the city may be used and developed. 

Land Use Designation 
The legal control on the use and intensity of development on a 
parcel of land, (not on the design of a project) 

Land Use District 
An area of the city designated for a particular type of use 
contained in the Land Use Bylaw. 

Mass 
The arrangement of the bulk of a building on a site and the 
visual impact in relation to adjacent buildings. 

Modal Split 
The proportion (%) of travel by various modes including car, 
transit, walking or cycling. It can be qualified by the time of day, 
location and type of day, type of travel (e.g., a.m. peak hour, 
downtown work trip. 

Municipal Development Plan (MDP) 
A statutory plan which guides the future growth and 
development of a municipality as it relates to transportation, 
housing, economic activity, recreation, the environment, social 
issues and other matters. 

Non-Statutory Planning Study 
A non-statutory study contains policies approved by Council 
but not adopted by bylaw. 

Outline Plan 
Initial stage in a major subdivision application which is usually 
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processed at the same time as the land use redesignation 
application. 

Performance Indicators 
Measures of progress towards the vision for Calgary. 

Permitted Use 
Uses that are well suited to a particular land use district. 
Applications relating to permitted uses that fully comply to the 
land use bylaw must be approved. 

Relaxation 
The term used when a variance of one of the rules of the land 
use bylaw is being considered. 

Road Widening Setback 
Property identified in the land use bylaw required for future 
road, pedestrian improvements or underground services. 

Semi-Detached Dwelling 
A single building that has two side-by-side dwelling units, 
separated from each other by a party wall. 

Single Detached Dwelling 
A residential building that one dwelling unit only (not including 
a mobile home) 

Statutory Plans 
The Municipal Governments Act 1995, part 17, identifies the 
following as statutory plans: the municipal development plan, 
inter municipal development plans, area structure plans and 
area redevelopment plans. These plans must be consistent 
with each other. They are adopted by bylaw following a 
statutory public hearing of Council. 

Subdivision Development Appeal Board (SDAB) 
The body authorized by the Council to sit and hear arguments 
pertaining to appeals on proposals to subdivide or develop 
land. 

Transit Oriented Design 
The elements of urban form and design that make transit more 
accessible and efficient. These range from land use elements 
(e.g. locating higher density housing and commercial uses 
along transit routes) to design (e.g. provision of direct routes to 
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transit facilities). It also encompasses pedestrian friendly 
features as most transit riders begin and end their rides as 
pedestrians. 

Transportation Demand Management 
A wide variety of measures and initiatives used to reduce the 
amount of travel and traffic congestion and to promote the 
efficient use of the existing transportation facilities 
(infrastructure). The primary goal is to influence travel choices 
with respect to reduced travel, travel during off peak hours and 
shifting to energy efficient modes of travel (e.g. high occupancy 
vehicle lanes, telecommuting, flex-time). 

UniCity 
UniCity policies were first articulated by the provincial McNally 
Royal Commission in 1956. Calgary's UniCity form of 
governance allows The City, as a single municipal entity for the 
entire urban area, to manage the public infrastructure 
necessary to support its growth and respond to a broad range 
of municipal issues on a comprehensive basis. This includes 
protection of long term growth corridors. 

Utilities 
Facilities for gas, electricity, telephone, cable television, water, 
storm and sanitary sewer. 
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