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1 Introduction 
Cities have wide competences to plan the land use and design the transport infrastructure 

within their borders. However, no city is an island. There is an international field of exchange 

that provides ideas and concepts that the local planners can apply. The propagation of plan-

ning ideas has accelerated due to globalization (see Dolowitz & March 2000). One such idea 

is Bus Rapid Transit (BRT), a high-capacity public transport solution that is characterized 

by dedicated lanes, large vehicles, frequent service and distinctive design compared to “or-

dinary” buses. The concept became popular and its features established in Latin America 

during the late 20th century. Nowadays it is implemented throughout the world and its pop-

ularity is still growing to meet the transport needs of the urbanizing planet.  

 

Cities may learn from the experiences of other cities. Technology can be transferred via 

design guidelines and physical objects. Nevertheless, when a planning concept is applied in 

a new context, the concept may be interpreted, and consequently implemented differently. 

This process is shaped by local needs and desires, and local conditions. In this thesis, I am 

interested in the dynamics of this process of localization. My aim is to examine the process 

and present its characteristics based on two qualitative case studies on BRT planning and 

implementation in the Nordics, far away from the birthplace of BRT. One case is situated in 

Malmö, Sweden, and the other in Turku City Region, Finland. 

 

Based on the case studies and a literature review on the concept of knowledge in planning 

theory, I will present a lens that helps to make structured observations about the localization 

process. Firstly, I will argue that the international nature of the applied planning concepts 

can be viewed through the lens of episteme – the idea of universal knowledge. Secondly, I 

will argue that the local interpretation involving the concepts takes place within the local 

political processes that can be viewed through the lens of phronesis, the art of practical 

judgement. Thirdly, I will argue that the technical planning and implementation of the solu-

tions can be viewed as techne, the practical skill. Finally, I will argue that the local politics, 

phronesis, and the nature of local technical skills and resources, techne, together shape the 

concrete outcome: what kind of BRT (or other planning concept) is implemented in that 

context.  

 

With this lens, I suggest that the implementation of a BRT (or another popular planning 

concept) can be reflected with more clarity and thus help to pave way for better planning 

decisions on the local level. 

 

1.1 Metro on rubber wheels  

The first generation of Bus Rapid Transit systems was established in Latin America during 

the 1990s. The format that was developed then forms the core of the transport concept: ded-

icated lanes and privileged right of way, high-capacity vehicles, high frequency and distinc-

tive design. Born out of capital restrictions and supported by strong players in the automotive 

industry in the Americas, BRT was as close to a subway you could get with rubber wheels 

in cities with metropolitan aspirations.  

 

Curitiba, the capital of the state of Paraná in Brazil played a central role in the development 

of the BRT. The city had a tram system during the first half of the 20th century mostly 

serving the affluent population of the city. From the 1930s onward, the first bus-operated 
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public transport routes began slowly displacing the tram service. The bus-based system rep-

resented a more flexible option for the public transport. However, as the city grew during 

the second half of the 20th century, there were several plans considering a rail-based alter-

native. A rail-based solution was thought to offer more capacity for the growing city’s 

transport needs. It can be argued that those plans have paved the way for innovations in bus-

based transit. In 1974, the first step towards a BRT system was taken in the form of an 

express bus system with differentiated infrastructure. It was compared to a subway on the 

surface. In 1980, articulated buses began gradually to be used in the operations and in 1992, 

bi-articulated buses were developed. (Reck Neto 2017) 

 

Curitiba’s BRT is also a prime example of Transit Oriented Development (TOD) style of 

planning, as only in the lots adjacent to the transit corridor, the construction of higher build-

ings is permitted. TOD is a planning paradigm that aims to combine public transport corri-

dors and dense and mixed land-use development around them. BRT is one option to realize 

the transit. The transit axis can also be implemented with other solutions, such as Light Rail 

Transit (LRT) or Heavy Rail Transit (HRT).  

 

Observing the TOD principle ensures that the urban structure is in line with the high-capacity 

public transport solution. The high density translates into a high demand for transport, which 

enables reaching optimal efficiency for the high-capacity transport solution. TOD is an im-

portant principle to consider especially when the land-use-transport system has previously 

evolved based on the private car (in such environments BRT implementations can fail due 

to insufficient demand). The TOD principle also highlights the general philosophy of plan-

ning land use and transport in a coordinated fashion. 

 

In Latin America, the success of BRT was demonstrated by the wide interest of other cities 

and various implementations. After Curitiba, next important milestones for the BRT were 

Bogota’s Transmillenio and BRT in Lima. Compared to rail-based solutions, Bus Rapid 

Transit renders metropolitan public transport investments accessible to cities and countries 

with scarcity of capital to invest on infrastructure. Perhaps because of this, the mix professed 

itself popular on other continents too. After Latin America, the concept made a leap and 

expanded to Africa and South Asia. The low investment costs of the concept attracted also 

European cities to try the solution even without a shortage of public transport capital and a 

living tradition of rail-based solutions. For example, Malmö was the first Nordic city to im-

plement a BRT line and it is now on its way to extend it into a system.  

 

Apart from affordability, similar trends and motivations seem to contribute to the popularity 

of BRT and public transit corridor planning everywhere: urbanization and battling conges-

tion, reducing the negative externalities of an extensive share of private vehicles in the city 

traffic, and the desire to attract capital into land development in the city.  

 

As much as the BRT is implemented on the city streets as a technology it is also implemented 

in people’s minds as a social construct. This is reflected in the successful BRT implementa-

tions. In Curitiba, the image of the BRT as a prestigious form of travel is carefully con-

structed through design and communications and likening the BRT to metro. This was a 

great feat in a region where travelling by bus was beginning to be attached with inferior 

social status. Also in Malmö the image building has been a factor throughout the process. 

 



9 

 

There are also several institutional factors that escape the analysis of the BRT as solely a 

feat of technology and economics. A great role is played by local politics, planning system 

characteristics, readiness of the markets and availability of suppliers, availability of experts 

and skilled labour, labour costs, and morphology and governance system of the city and the 

region. For example, in Curitiba, Volvo has been a major long-term partner in the techno-

logical development of the BRT. In addition, as previously explained, the BRT system was 

constructed on already existing transit axes in Curitiba. It is not possible to cover all these 

factors and their impacts in this thesis. Instead, I try to find a method that highlights the 

central local factors that shape the planning processes (and may contribute to its perceived 

success or failure).  

 

1.2 Transport, land use and planning theory 

I follow Bertolini et al. (2005) in viewing transport and land-use planning as parts of the 

same system. While there have been substantive efforts to integrate transport planning and 

land-use planning during recent years, there has been less interest in studying the differences 

in the intellectual histories and approaches of the two disciplines (Kartimo 2014). According 

to Kartimo (2014), one crucial difference is their relationship to objectivity. While urban 

planners have admitted planning to be based on value statements which need to be constantly 

revised with the help of philosophy and social sciences, i.e. planning theory, the transport 

planning discipline is still struggling with its positivist outlook and objectivity-seeking pro-

cedures. What is more, the discipline lacks common concepts for (planning) theoretical dis-

cussion. Moreover, there is little connection between planning theories and transport plan-

ning (Kartimo 2014, 9). Kartimo (2014) argues that especially transport system planning 

would benefit from planning-theoretical input. In addition, bridging the divide would pro-

vide a more robust base for integration efforts. 

 

Kartimo (2014) tracks the differing historical pathways of land-use planning and transport 

planning in Finland and their respective theoretical discourses. This thesis continues where 

her thesis ends. While Kartimo looks to history to see the separate paths the disciplines and 

the practices especially in Finland have taken, I intend to look into the future and suggest 

how these two disciplines could profitably meet in a theoretical discourse that has practical 

relevance. BRT and TOD are concepts “from the practice” that have internalized the rela-

tionship between land use and transport, and studying them with planning-theoretical tools 

hopefully advances the theory as well as practice of integrated planning (integrating 

transport and land-use planning). 

 

This thesis also draws inspiration from recent initiatives applying planning-theoretical in-

sights into transport planning (Vigar 2017; Willson 2001). Willson (2001) discusses how a 

communicative rationality paradigm could appear in transport planning, and Vigar (2017) 

identifies traditional transport knowledge as one type of disciplinary knowledge that should 

be applied in concert with other types of knowledge, as transport planning is “a communi-

cative trans-disciplinary challenge” (ibid., 40). I turn more to the route of Vigar (2017) and 

build on his conceptualization of expert transport knowledge as technical/codified 

knowledge. I suggest that transport planning is not merely this but that it is essentially about 

crafting solutions based on such technical knowledge. This sort of activity is best described 

as Aristotle’s techne.  
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For Aristotle, techne is a skill or a craft through which the skilled may produce something. 

What is more, this is a skill formed through practice. Techne corresponds to the transport 

engineering skill in providing functional transport concepts for moving people efficiently. 

This skill draws from knowledge of universal principles, denoted by episteme. There is also 

a third aspect involved: phronesis is a political virtue of evaluating what solutions bring good 

to the people – corresponding to the communicative aspect highlighted by Willson (2001) 

and Vigar (2017) that should be included in transport planning. 

 

Finally, I adopt a normative attitude to planning. I believe that a planner’s public service task 

is to strive to enable and create a better living environment for people without compromising 

the integrity of other life on earth. It is a philosophical and knowledge intensive task. In other 

words, using the framing of Campbell and Fainstein (1997, 10), the persistent task of plan-

ners is to strive to define public interest and seek to serve it. In this, I align myself with other 

Finnish planners, who think that they serve the public interest even when the precise content 

of that concept is not easy to explicate for them (Puustinen 2006; Silvo 2017). Fortunately, 

planning theory is there to assist planners in the task of promoting public interest and ensur-

ing a continued reflection regarding the responsibility that comes with the power of the po-

sition – even if in reality this power is constrained from many sides (Campbell & Fainstein 

1997, 8).  

 

BRT planning accommodates many of the aforementioned features: it takes a systemic view 

in incorporating land use and transport, and it potentially provides social and environmental 

good. When analysed through a planning-theoretical lens, I believe BRT planning can better 

provide these benefits when applied in various contexts. 

 

1.3 The study 

My original interest in studying BRT was piqued observing the different meanings that were 

attached to it in different places. Bus Rapid Transit is a placeless idea – in theory to be 

implemented anywhere with suitable demand for transport, providing a certain capacity by 

introducing a set of features. However, in practice it is also a concept realized in various 

different forms for slightly varying purposes in numerous contexts. I think the differences 

and the mechanisms that produce them are not only a matter of different contexts (and cul-

tures) producing different interpretations of an essentially unchanged technical object. I 

think they are a product of an interplay of context and content. To study this requires finding 

a dynamic way to analyse both a particular context and the general technology.  

 

Firstly, I will ask: 

 

What kind of theoretical framework can help us analyse the different meanings a Bus 

Rapid Transit solution is assigned with in various local contexts, and analyse the 

implications of these meanings to planning processes and planning outcomes? 

 

In order to analyse BRT planning from this perspective, I will look to planning theory for 

help (Section 3). First, I try to lay a base for this task by scrutinizing what kind of knowledge 

the planning discipline claims to possess (Subsection 3.1). I anticipate that this will help to 

analyse the interplay of meanings and outcomes. 
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A central tenet of planning theory is that knowledge in planning is inseparable from the 

politics of planning. Planning involves decisions that influence the whole community. It is 

an aspiration that tries, using rational analysis and ethical judgement, to achieve a common 

good. Furthermore, by aligning the actions and projects of individuals, it aims to produce 

better outcomes for all, and to fairly allocate the costs of individual activities with external 

impacts. This kind of activity is inherently political. 

 

In Subsection 3.2, I draw from the philosopher Aristotle who studied how humans can fulfil 

their potential by applying their intellect. In this vein, Aristotle outlined three human intel-

lectual virtues: episteme, techne and phronesis. These offer a base for the theoretical frame-

work of the thesis. I will argue that planning can be viewed as happening in these three 

realms: conducting the politics of planning by defining and debating goals (phronesis of 

planning), applying a technical skill to craft solutions that do the job (techne of planning), 

and finally producing rigorous observations and applying logical thinking to formulate uni-

versal principles about planning (episteme of planning). 

 

To understand how these realms interact, I relate them to concepts from more contemporary 

literature in Subsection 3.3. Sociology of technology provides some ideas how the techno-

logical objects interact with the needs and ideas of groups of people in the society. New 

meanings are created in the process. In addition, I will apply the typology of the planning 

theorist and practitioner Karen Christensen. Her typology outlines four different ways how 

normative goals of planning and technical planning knowledge interact. Equipped with these 

additions to the theoretical framework, I will examine BRT planning in action. Thus, the 

second research question: 

 

Does the framework characterizing planning as episteme, techne and phronesis pro-

vide a means for analysing the interplay of local meanings and planning outcomes 

in BRT planning? 

 

Source material A: BRT planning reported in the planning literature 

 

The first test is to use the conceptual framework of episteme, techne and phronesis to analyse 

BRT planning patterns as reported in the planning literature. Already this test shows promise 

in providing an interesting explanation to some situations that seem idiosyncratic when per-

ceived from a purely technical point of view. This analysis is presented in Section 4. 

 

Source material B: two case studies of BRT planning in Malmö and Turku 

 

The second test is to apply the framework to two cases of BRT planning in the Nordics: the 

Malmö BRT line already in operation and the Turku City Region on-going planning process 

of a city-regional transport axis that will be realized either with a BRT or a LRT solution. 

By observing BRT planning in action helps to highlight how a local planning process appro-

priates an international concept. The analyses indicate that conceptualizing transport plan-

ning as an interplay of episteme (application of universal knowledge), techne (application of 

skill), and phronesis (application of ethical judgement) explain some of the tensions apparent 

in the cases. These cases also prompt the application of sociology of technology to visualize 

the planning settings, and the use of Christensen’s typology to point towards a way to relax 

these tensions. The case studies are reported in Section 5. 
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First, in the next section, I will discuss the methodology of the thesis. Finally, in the section 

6, I will evaluate the findings and assess the contributions of the framework to theory and 

practice. 

 

This thesis was funded by the Turku City Urban Research Programme and the BEMINE 

Project.   
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2 Research approach 
As outlined in the introduction, there are two starting points. The first starting point is the 

interest to expand planning theoretical discussion by applying its concepts to transport plan-

ning topics or cases of integration of transport and land use. The second starting point is to 

better understand the Turku BRT/LRT planning process and the Malmö BRT project, and to 

follow the observation that the international Bus Rapid Transit concept bears different hopes 

and meanings in different contexts.  

 

I started approaching this study from two different angles: 

 

1. Reviewing literature and generating theoretical ideas  

2. Designing and conducting the case studies 

 

These simultaneous processes fed into crafting the theoretical lens: 

 

3. Developing the theoretical framework 

 

This approach follows the principles of a hermeneutic cycle: an initial theoretical under-

standing feeds into understanding an empirical case, and the observations and analysis of the 

case help to develop the theory further. My research process can be depicted with two cycles, 

drawing both from literature and the cases that feed into a theoretical framework that could 

be applied both to the cases and to transport planning in a wider sense (see Figure 1).  

 

Somewhere around the middle of the research process, the theory framework was crystal-

lized as the episteme-techne-phronesis idea, referred to in the Introduction (and developed 

in Section 3). In order to make this thesis easier to digest, this framework was elevated to 

the second research question. In the end, the framework was also applied in the final content 

analysis stage of the case interviews. Thus, the cases served both in developing and testing 

the framework (whether the framework helps to understand why and how an international 

concept is applied differently in different contexts). In the end, the three elements interacted 

throughout the active working period (from July 2018 until February 2019). 

  

 
Figure 1. Double hermeneutic cycle 
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2.1 Research setting and ethics 

A persistent question underpinning the activity of planning is how public interest is defined, 

and whether a planner serves it. The most recent challenge to this debate has come from 

postmodernist contestation of the existence of a single public interest in a pluralist society. 

However, even in the presence of pluralism, lasting values that the planner should serve can 

be found, such as equal opportunity and social responsibility. Consequently, it can still be 

argued that planners’ central task is to serve the public interest, but which must be constantly 

rethought by planning theory. (Campbell & Fainstein 1997). While this thesis does not ex-

plicitly deal with the concept of public interest, if planning is an activity whose guiding 

principle is the aim to serve it, I believe planning research should support this aim as well. 

 

My answer to this challenge is two-fold. While in this thesis I question the idea of univer-

sality of the features of a particular transport concept, I maintain there is a universal need to 

provide transportation in a just and egalitarian fashion. Deprivation of mobility has been 

demonstrated to be a serious social problem and consequently, access to transport a human 

right (Martens 2017). Thus, while I believe that scrutinizing transport planning and high-

lighting its contextual contingencies is necessary, I believe this kind of scrutiny, rather than 

questioning the activity itself, contributes to the legitimacy of an inherently relevant practice. 

This is my first contribution from the point of view of research ethics: to support a practice 

I believe is in public interest.  

 

I also believe it is important to fight depolitization, a tendency to narrow down the range of 

political discussion by replacing it with technical argumentation. Depolitization is a process 

that may end up benefiting one group over another by supporting the status quo. Therefore, 

my second contribution is to develop ways to depict and analyse the political side of transport 

service provision. 

 

2.2 Following Flyvbjerg 

While this thesis involves a great deal of theoretical discussion, the empirical study also 

forms an essential part. In this, I draw inspiration from the program set by the planning 

scholar Bent Flyvbjerg. 

 

In addition to Aristotle’s phronesis, this thesis builds on two readings of Flyvbjerg dealing 

with the concept. In Rationality and Power: Democracy in Practice (1998), Flyvbjerg tells a 

true story about an Aalborg municipality transport planning case in Denmark. In this study, 

Flyvbjerg argues that powerful actors and stakeholders have the power to shape the planning 

outcomes by tactics that undermine knowledge produced via rational analyses. Thus, the 

case demonstrates that power is able to produce its own rationality. What is more, Flyvbjerg 

extends the Aristotelian phronesis by the notion of power as discussed by Foucault and 

Machiavelli. He suggests that to understand real planning practice one should view it as a 

phronetic activity: a political process sometimes involving the misuse of power. I take this 

to mean that the idea depicted in some transport policy models of the relationship between 

politics and transport planning, that politics provides goals via transport policy that transport 

planning then solves, is an idealization. In other words, the solutions do not rationally follow 

from articulated values.  

 

Another important starting point is Flyvbjerg’s general treatise on social sciences: Making 

Social Science Matter (2001). In the book, Flyvbjerg discusses the privileged position of 
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natural sciences shaped according to the ideal of epistemic knowledge: producing universal 

truths about the functioning of the world and thus being able to provide predictions. Accord-

ing to him, this is the favoured model of science also the social sciences have strived to 

emulate. Flyvbjerg argues that this is an impossible goal for the social sciences and contends 

that they should be modelled after phronesis instead. Phronesis is the social sciences’ special 

strength and a weak point for the natural sciences. Phronesis in this case implies the ability 

to produce relevant knowledge to deal with values and different cultural contexts, for exam-

ple. One method to produce phronetic understanding is to conduct case studies and provide 

thick descriptions of contexts and circumstances with which the reader can develop their 

insights. 

 

Along similar lines, Jamison and colleagues (2011) provide a historically informed criticism 

towards the hubris of engineering sciences and espouse a new approach to science and en-

gineering. According to the authors, two defining moments that made engineering sciences 

turn to hubris have been the formulation of the Baconian program of scientific theory as an 

instrument for prediction and control, i.e. an engineering attitude to the world (ibid., 43), and 

institutionalized separation of politics and science (ibid., 47). They propose a new approach 

to engineering sciences that combines the strengths of social and natural sciences in hybrid 

imagination. Hybrid imagination corresponds Flyvbjerg’s phronesis (Jamison et al. 2011). 

Interestingly, the two historical challenges of engineering sciences, that the authors outline, 

are similar to ones that sparked the research interest pursued in this thesis: a difficulty to 

theoretically deal with the multitude of local contexts and the relative lack of political anal-

ysis in the analyses of planning processes. 
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3 Planning Theory 
In this section, I will review texts from planning theory that shed light to the issue: what is 

the relationship of disciplinary knowledge and the planning processes it is applied to. This 

part intends to map the possible theoretical explanations to the discrepancy between the idea 

of universal transport concepts (and knowledge related to them) and variable nature of local 

implementations. Through this exercise, it becomes apparent that planning theory has a lot 

to say about this relationship and the discrepancy. 

3.1 Knowledge in planning literature 

3.1.1 The role and nature of knowledge in planning theories 

Early categorizations 

For a novice student of planning theory, it is easy to join Bengs (2003) in noting that, 

“[m]uch of the output of planning theorists could be characterized as an endless series of 

classification attempts and the elaboration of typologies of thought”. The previous is a note 

in response to an academic debate begun by Bish Sanyal (2002) on the usefulness of planning 

theory for practitioners. The note seems to side with Sanyal in discounting the efforts of the 

theorists. Nevertheless, for the purposes of this thesis, the typologies of thought within plan-

ning theory provide a fruitful point of departure. Enter the classical division of planning 

theories by Faludi (1973) into theories of planning and theories in planning. Apart from 

offering a typology, this division implies a stance with respect to the role and nature of 

knowledge in planning: planning is about utilizing knowledge in a certain way to produce 

desired outcomes.  

 

On the one hand, theories of planning or procedural planning theories discuss how the plan-

ning process should take place. On the other hand, theories in planning or substantive plan-

ning theories are theories that explain the workings of the content of the plans. (Faludi 1973) 

In Yiftachel’s (1989) words: “procedural theories define and justify preferred methods of 

decisionmaking whereas substantive theories pertain to the interdisciplinary knowledge rel-

evant to the content of planning: that is, urban land use.” An example of a procedural theory 

in the transport planning field would be the so-called predict and provide approach. This 

means that transport demand is predicted through certain steps and met through providing 

capacity that matches the forecasted demand. Complementing this example, the idea that 

certain land uses induce demand (having housing in one place and work places in another 

prompts the need for people to travel from the first to the latter and back during the workday, 

for example) could be the substantive theory providing the necessary input for this process. 

 

The role that Faludi’s typology casts for knowledge in planning is straightforward. The ty-

pology divides the planning process and the knowledge used to inform that process into 

discrete categories. The relationship of knowledge and its application is covered by the cat-

egorization. In simplified terms, the other side of theories produces the knowledge and the 

other describes the correct way to apply that knowledge.  

 

Faludi’s typology has sparked debates on both the nature of planning and the nature of 

knowledge applied in planning. Taylor (1980) proposed that planning theories have also 

contained inputs from sociology in attempts to evaluate the social impacts of the plans, as 

well as inputs from philosophy to discuss the value goals of plans and the epistemological 

grounds of planning knowledge. Cooke (1983) pointed out that planning is an integral part 



17 

 

of the functioning of the state, thus planning theories should touch upon the operation of the 

state. Yiftachel (1989) attempted to synthesize the debate and draw from the previous con-

cepts, summarizing them in Figure 2. He also criticizes his own division as confusing to 

students and practitioners thus rendering planning theory irrelevant to practice. 

 

 
 

Figure 2: Yiftachel's (1989) summarization of previous debates: “Key elements and di-chotomies in pre-

vious classifications of planning theories (redrawn by author) 

  

Instead, Yiftachel (1989) suggests a new kind of division, inspired by Taylor and Cooke. In 

criticism to Faludi’s idea of substantive knowledge being enveloped within procedural 

knowledge, Yiftachel points out that one should be mindful that “advancement of knowledge 

about urban form phenomena cannot and should not be dependent on a need to decide be-

tween policy options … planners need to accumulate and advance knowledge about the so-

cial and physical repercussions of their urban strategies”. In other words, planners should 

strive for a wider substantive understanding than what is possible to apply within present 

planning processes. What is more, since planning is irrational, “planners should be equipped 

with knowledge about land-use solutions, independent of consideration of decisionmaking 

procedures … even when external constraints seriously erode their ability to conduct a ‘ra-

tional’ study of planning alternatives”. Moreover, Yiftachel proposes that planning theory 

involves three strands: sociopolitical, procedural, and urban form (Figure 3).  

 
Figure 3: Yiftachel's (1989) proposal for a (interactive) typology: "The interaction of knowledge that is 

relevant to urban planning theories" (redrawn by author) 
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Based on this division, Yiftachel (1989) identified three corresponding genealogies of plan-

ning thought. He also acknowledged a recent break in the decision theories, namely a dis-

tancing from Faludi’s rational ideal. This was a prescient point, foreshadowing the emer-

gence of the communicative planning paradigm in the 1990s. Later Huxley and Yiftachel 

(2000) problematized the planning theory discussion altogether, especially the claim that 

communicative planning was the new paradigm for planning. Instead, Huxley and Yiftachel 

identified the communicative planning theory to represent the spirit of rational planning 

since it proposed a mechanism through which planning could be rational. An alternative to 

this in Huxley’s and Yiftachel’s opinion is to treat planning as a vocation that applies differ-

ent kinds of theories from the more scholarly disciplines. What is more, in their view, trying 

to outline a theoretical field of inquiry of planning results in confusion, and propagating 

theories from other disciplines to this field is an intellectual dead end. 

 

In terms of planning theories’ stance on knowledge, the typology debate by Huxley and 

Yiftachel (2000) is not significantly different from its gambit by Faludi (1973). What has 

changed is the level of certainty of how to apply “the interdisciplinary knowledge relevant 

to the content of planning” (Yiftachel 1989). While Faludi (1973) saw the possibility of a 

perfect planning process expressed with scientific certainty, Huxley and Yiftachel (2000) 

see planning practice in vocational terms and a theoretical conceptualization of a correct 

process unattainable and unproductive. 

 

Contemporary discussions in the age of communicative planning 

Meanwhile, the relationship between communicative planning theory and knowledge is 

complex. Rydin (2007) tries to unpack this complexity and sketches institutional arrange-

ments that could handle the relationship in a legitimate and practical way. According to her, 

contemporary planning theory endorses the idea that there are multiple knowledges. The 

experts are not the only ones that possess relevant knowledge with respect to planning. Quite 

the opposite: there are several stakeholders who may know something relevant. The various 

knowledges may also represent different epistemologies that are hard to consolidate. How-

ever, the different threads of contemporary planning thought agree that there should be par-

ticipatory practices and mediation to bring all these into the planning process. (ibid.) 

 

According to Rydin (2007), such a process of participation sometimes fails to distinguish 

between values or experiences and knowledge claims. Rydin (2007) argues that knowledge 

is something that involves the explanation of a causal relationship. This formulation helps 

to recognize, test and validate the knowledge claims. Consequently, planning practitioners 

should create arenas to do this testing. In addition, Rydin (2007) identifies seven types of 

knowledge claims that are relevant to planning. These knowledge claims are linked to the 

current and three future states – predicted, planned and outcomes – of the planned entity and 

the paths leading from the current state to the three futures (Figure 4). Rydin (2007) points 

out that none of the knowledge claims is value-free, but the claims about the planned state 

are especially normative as they express what is deemed desirable. 
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Figure 4: Rydin's (2007) proposal for a typology of knowledge claims in planning (redrawn by the au-

thor) 

 

 
Table 1: Explanation of Rydin's (2007) proposal for a typology of knowledge claims in planning (repro-

duced by the author) 

 

  

Type of 

knowledge 

claim 

Description Category Link to 

Figure 4  

Current state Empirical account of current socio-

economic and environmental situa-

tion 

Experiential/em-

pirical 

State A 

Predicted state Prediction of future scenario under 

trend conditions 

Predictive State B 

Societal pro-

cesses 

Process understanding of social, 

economic and environmental pro-

cesses affecting society 

Process Linking A 

and B 

Planning pro-

cesses 

Process understanding of planning Process Linking A 

and B1 

Outcomes state Empirical account of outcomes of 

planning processes in specific soci-

etal context 

Experiential/em-

pirical 

State B2 

Planning – so-

cietal interac-

tions 

Process understanding of how plan-

ning and societal processes interact 

to create outcomes 

Process Linking A 

and B2 

Normative 

knowledge 

Understanding of desired goals for 

planning 

Normative State B1 
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Davoudi (2015) enters the discussion on planning and knowledge from the point of departure 

of the currently popular concept of evidence-based planning. She criticizes the approach by 

questioning the possibility of universal and detached knowledge held by experts. What is 

more, uncritically following this idea is unproductive because this view “assumes that being 

enlightened by science always leads to being committed to the actions derived from it”. She 

also states that planning is falsely conceived as “a linear process in which evidence for well-

defined and neatly structured problems is gathered first before solutions are formulated”. 

Indeed, according to her, it is central to understand politics, because there is “the mismatch 

between such an ideal world of planning and its actual disordered, uncertain and essentially 

political realities”. (ibid., 317) 

 

Nevertheless, she argues that planning may be conceptualized as a practice of knowing. An-

other critique that Davoudi (2015) directs to evidence-based planning is the limited concep-

tion of knowledge: knowing what is unproductively privileged over knowing how, knowing 

to what end and doing. In addition, Davoudi (2015) describes knowing what as Aristotle’s 

episteme and knowing how as techne. Knowing to what end and doing are still separate cat-

egories involved and finally there is practical judgement, Aristotle’s phronesis, which is the 

skill to act towards a right purpose in a skilful manner with respect to the circumstances. 

 

Davoudi (2015) then goes on to discuss the statement that planning as a practice of knowing 

“is situated and provisional, collective and distributed, pragmatic and purposive, and medi-

ated and contested” (ibid., 318), referring to the conceptualization of Blackler (1995) from 

knowledge management. Firstly, that practice of knowing is situated and provisional means 

that: “the relationship [to a setting] is not a passive reaction to contextual constraints, but 

rather an active engagement with contextual opportunities”, thus stressing the point of 

knowledge as merely knowing what being inadequate. (ibid., 323) Secondly, the fact that 

planning is a practice of knowing that is distributed and collective means that: “[t]he conse-

quences of planning actions extend well beyond the situation that triggered such actions and 

may have long-lasting social and spatial effects”. (ibid., 324) Thirdly, the pragmatic and 

purposive nature of knowledge means that “[k]nowing is pragmatic in the sense that it is 

more concerned with consequences of action than the actors’ intentions.” (ibid.) Finally, the 

point about practice of knowing being mediated and contested explores the implications of 

Foucault’s knowledge-power dyad. 

 

Nothing new under the sun 

This selective intellectual genealogy regarding the nature and role of knowledge in planning 

theory demonstrates a rich variety of thought and a challenging tension between an aspira-

tion to universal and undisputable knowledge and localized, value-laden and power-infused 

realities of planning practice. What is interesting, it appears that the seeds of this tension 

were sown already 400 years ago. According to Toulmin (1990), the quest for certainty be-

gun in the 17th century Europe entering the modern era. It begun first within philosophy, 

paving the way for breakthroughs in the natural sciences. This quest represented a counter-

revolution to the previous century of renaissance humanism whose proponents placed con-

textual-particular and universal on a par. In simplified terms, renaissance was inspired by 

Aristotle (valuing the particular) whereas the idol for modernity was Plato (searching for the 

universal). 

 

This modern divide has been the issue of the “science wars” between positivist natural sci-

ences and the non-positivist and thus “inferior” social sciences during the recent years (also 
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the subject of Flyvbjerg’s writings referred to earlier). Planning and transport planning stand 

in this dispute a little bit on both sides, as we can learn from Friedman (2008). First of all, 

positivism has been a strong undercurrent in planning thought: Friedmann (ibid.) points out 

that the engineering sciences have been a great influence and a part and parcel of planning-

theoretical thought in the history. He mentions the “social engineers” who were drawn to the 

idea of applying engineering to the reconstruction of society. He continues: “The engineer’s 

sense of certainty (and his ignorance of history) informed some of the most prominent of 

later planning theorists, among them Thorstein Veblen, Rexford Tugwell, and Herbert Si-

mon, all of whom were enthralled by the idea of ‘designing society’” (Friedmann 2008, 15). 

In addition, Friedmann (2008) sees the engineering sciences to stand in that intellectual cor-

ner of planning theory that is fashioning itself as apolitical, thus actually involved in main-

taining the political status quo. However, there is the other side of planning theoretical 

thought that tries to criticize and overturn that status quo, representing the scientific spectrum 

more capable of emancipatory political thinking. 

3.1.2 Knowledge in transport planning literature 

Interestingly, the theme of the debate identified in the preceding section regarding the ten-

sion between contextual and universal is found in the transport planning literature on 

knowledge as well, albeit focusing on more practical concerns. Several authors begin by 

taking issue with the observation that the knowledge produced by transport planners is not 

being used as intended in actual planning contexts or is seen as problematic. Then the authors 

proceed to discuss improvements to the situation. (See Gudmundsson 2011; Beukers et al. 

2012; Vigar 2017) 

 

Vigar (2017) begins by noting that the transport planning discipline has been focusing on 

producing knowledge to choose the best alternatives to create effective transport systems. 

Effort has especially been expended to develop ex ante appraisal methods (which in Rydin’s 

[2007] typology would fall into linking A to B or to B1). However, it seems – although there 

is a lack of studies on this – that the knowledge these methods provide is undermined by 

other types of influence, such as political ideologies and hunch. Vigar (2017) also recognizes 

the demands of the communicative turn to include more voices and other types of knowledge 

into the decision-making process. 

 

Vigar (2017) moves on to state that, the fundamentally open nature of the system that is to 

be planned challenges the neoclassical techniques of transport planning and renders them 

inadequate. His solution is to recognize and acknowledge the different knowledges relevant 

for transport policies: embodied/local knowledge, technical/codified knowledge, knowledge 

about what works, political knowledge; and be ready to integrate these. The integration is 

not dealt with further, but he characterizes it as a task of judgement based on experience and 

collaboration. Tentatively, he identifies this type of work as the realm of phronesis.  

 

The point of departure for Gudmundsson (2011) is the more focused concern that profes-

sionally produced knowledge is not being used as intended in transport planning. To analyse 

the issue further, he focuses on the concept of knowledge technologies and models as a 

member of this category. Knowledge technology means “methods to produce, transform or 

transmit knowledge … [i.e.] meaningful data with causal relations put into context” (Gud-

mundsson 2011, 145). Gudmundsson (2011) moves on by placing the concept of use under 

scrutiny. He suggests that the traditional way of looking at the use of knowledge as instru-

mental, i.e. informing in specific ways, should be widened to include also conceptual uses. 
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These encompass enlightening and symbolic uses, which means using knowledge to legiti-

mate and sustain positions. What is more, the use of knowledge should be understood to take 

place on several levels, including individual, interpersonal and collective levels.  

 

The final step is to recognize that the use of a knowledge technology happens for many 

reasons that can be roughly divided into stemming from either content or context. The two 

points of view represent two paradigms. The first category focuses on improving the “qual-

ity” of the knowledge itself and is termed the “technical rationality” paradigm. It is charac-

terized by a belief that “improved technical performance of the tools will lead to better de-

cisions and more effective implementation processes” (Gudmundsson 2011, 150). The sec-

ond is the “communicative rationality” paradigm, which studies the context and the actors 

to identify the reasons for the use of the technology. One of the potential issues when it 

comes to knowledge model use is a mismatch between the context and content. (Gudmunds-

son 2011) 

 

Beukers et al. (2012) have an analogous but more focused approach. They discuss a specific 

knowledge technology: Cost-Benefit Analysis (CBA). Similarly to Gudmundsson (2011), 

they depart with the note that rather than looking to improve the technical aspects of the 

CBA to address issues with the use of the outputs of the technology, it would be beneficial 

to investigate the context of its use, the planning process. The authors recognize that the 

CBA has many knowledge-related problems: for example, correct estimate of the value of 

“the soft variables”, such as nature, and missing information on distribution effects and eq-

uity, as well as wider economic impacts. However, there are also process-related issues 

which are understudied. For example, some criticize the practice of using CBA as a final 

decisive advice, instead of something that would be used to draw out issues that could be 

further developed together. (Ibid.) 

 

To correct the shortage of knowledge on the communicative and contextual aspects of 

knowledge technology use, Beukers et al. (2012) embark on an empirical study on the views 

of different actors participating in the planning process involving the use of CBA. The result 

is that there is a conflict between the planners/visionaries and the CBA calculators/econo-

mists. On the one hand, the planners think that CBA inadequately reflects the various values 

that they have worked to express in the plan. In contrast, they may also act strategically with 

regard to inputs to reflect the sought values in the plan. On the other hand, the calculators 

may be suspicious of such strategic behaviour and reflect the distrust by acting rigidly toward 

the plans. (ibid.) 

 

All in all, it seems that there are attempts to consolidate the universal knowledge or methods 

that produce such knowledge with contextual and politically contingent realities of planning. 

It seems that while Rydin (2007) and Davoudi (2015) are working to synthesize the “mod-

ern” episteme with the post-modern (or renaissance) sensitivity to context and multiple hu-

man realities, there is a concrete endeavour in transport literature to restore the relevance of 

the neoclassical methods by contextualizing them. To draw some connections, Vigar’s 

(2016) technical/codified knowledge is analogous to Davoudi’s (2015) knowing what; his 

knowing what works, is her knowing how or doing. Another parallel could be drawn in the 

way Gudmundsson (2011) discusses the aspects of the use of knowledge as a multi-faceted 

phenomenon and Davoudi’s (2015) treatise on Blackler’s conceptualization of knowledge 

as situated and provisional, collective and distributed, pragmatic and purposive, and medi-

ated and contested. 
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To conclude, based on the recent scholarship in the field, there is an aspiration to widen what 

perhaps formerly was a discipline more focused on producing episteme (the content or tech-

nical knowledge) through perfecting a techne (the craft of applying the knowledge technol-

ogies) by including the sphere of phronesis (the context).  

 

3.1.3 Knowledge and politics 

Yet, there is an empirically oriented scholarly perspective that sheds light on the original 

interest of this thesis – why local interpretations of a transnational transport concept may 

differ so much. Moreover, as Yiftachel (1989) stresses, understanding the functioning of a 

state is one important perspective to understanding planning. Policy transfer or policy learn-

ing is a phenomenon in which actors of one political setting, such as a city, engage in learning 

from a policy, an administrative arrangement, institutions or ideas of another political setting 

to develop their own policy, administrative arrangement, institution or idea. (Dolowitz & 

Marsh 2000) In this context, BRT may also be conceived as a transferable idea. In fact, BRT 

has been studied from the policy transfer perspective (e.g. Wood 2016).  

 

Dolowitz and Marsh (2000) identify policy transfer as a growing trend in practise and within 

the academia, attracting scholarly interest within various disciplines. One of the reasons for 

the growth of the phenomenon is globalization. Globalization leads to increasing pressures 

on nations from the global economy. The nations try to keep abreast of successful policies 

to stay competitive in the global markets. This trend also implies that “the capacity of na-

tional policy-makers to frame their own agendas is diminished.” (Parsons 1996, 234; Dolo-

witz & Marsh 2000, 6) Other reasons can be found in the increasing global communication, 

as well as from the influence of international organizations such as the European Union (EU) 

and the World Bank who tend to also facilitate the circulation or even enforce policies on 

nations. 

 

Dolowitz and Marsh (2000) produce a conceptual framework of policy transfer. They offer 

a view into policy transfer by indicating parameters related to questions, such as whether the 

transfer is voluntary or coercive, to be answered about the real-life case of policy transfer. 

These questions point to the relevant dimensions of the policy transfer phenomenon. (ibid.)  

 

By juxtaposing the phenomenon of policy transfer with the previous planning theoretical 

discussion on knowledge, and with the more practically oriented studies within the transport 

planning literature, the orderly world of knowledge being divided into neat categories is 

blurred. Whether knowledge is substantive or procedural, or produced by professionals using 

a knowledge technology, or being held by local stakeholders, diminishes in relevance when 

trying to understand real world transport policy phenomena. For one, there are powerful 

“external” factors at play defining what is sought from planning. Davoudi’s (2015) account 

seems to most aptly cover the name of the game: knowledge is pragmatic and purposive, and 

mediated and contested.  

 

When it comes to policy transfer, it becomes clear that the knowledge used by a political 

body, such as a city, doesn’t need to come from within a scholarly category or discipline – 

it can be mediated through an international governance apparatus for example. Of course, 

expert knowledge is involved but it is not necessarily the dominating thrust of planning. As 

De Jong and Edelenbos (2007, 687) put it, “[o]ften [the policy transfer] is to a very large 
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extent a process of absorbing appealing labels for policy solutions from the international or 

national policy levels, and then adopting an interpretation of it suitable to one’s own con-

text”. 

 

On the other hand, there is also nothing new in looking for models on how to achieve desired 

goals. Already some of Plato’s accounts of techne contain the notion of looking for a model 

to reach the goal of the activity. In Plato’s Cratylus (389a-b) Socrates describes a carpenter 

working by looking for a model of the object they are producing, and in his Republic VI 

(484c) philosopher rulers are compared to painters in the sense that they are looking for a 

model to complete their work. (Parry 2014) 

 

As many of the discussed texts point out, it is important to understand the context (cf. Gud-

mundsson 2011) and the political realities (cf. Davoudi 2015; Beukers et al. 2012; Vigar 

2017) of the use of knowledge. Policy transfer literature is well prepared to offer such in-

sights. In fact, such contextual and political aspects are placed in the centre of the analysis 

of policy transfer (Dolowitz & Marsh 2000). The context appears on two levels. On one 

hand, through asking the questions, such as why and who is transferring policies, the Dolo-

witz and Marsh framework can shed light into the contingencies of a particular transfer. On 

the other hand, identifying and discussing the reasons for the growth of the phenomenon 

enables a perspective on the wider political realities of planning (and public policy in gen-

eral).  

 

Dolowitz and Marsh (2000) identify globalization as one of the driving forces for actors that 

engage in policy transfer. When it comes to spatial planning, one of the recent phenomena 

related to globalization is city-regionalism. For the states, focusing on economically strong 

cities and regions is a strategy to stay relevant in global markets and to attract investments.  

 

Also, at the very heart of the global political backdrop to policy transfer is the logic of eco-

nomic growth central to capitalism. This logic of growth is inherent also in transport policies 

on several levels: it is visible in the national and regional policies (Boussauw & Vanoutrive 

2017); it shows in the supranational, EU level transport policy discourses (Keblowski & 

Bassens 2018) and at the individual and collective psychological sphere as a compelling 

myth (Essebo & Baeten 2011). Surprisingly, in these instances, the idea of sustainability 

works in concert with the idea of growth. This contradictory collaboration is embodied in 

the concept of sustainable mobility (Essebo & Baeten 2011). Essebo and Baeten (2011) point 

out that the policies to increase sustainable mobility are essentially compatible and usually 

paired with economic growth as a political goal.  

 

To conclude, the literature on policy transfer and the texts scrutinizing the values running 

through the contemporary transport policy paint a wider contextual picture around the appli-

cation and the sources of transport knowledge. However, further exploring the dimension of 

policy transfer and applying it to these cases are beyond the scope of this thesis. Instead, I 

will focus on developing a practical way to analyse the interplay of contextual values and 

goals and technical-universal planning knowledge. I believe that from there, the analysis can 

be extended to also cover globally relevant themes and point of views, such as city-region-

alism, neoliberal capitalism and policy transfer. I also believe this would be a relevant next 

step in understanding contemporary transport planning and planning in general. 
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3.2 Content and context 

Many theories discussed in the previous section (3.1) deal with the division or the relation-

ship between content and context in some way or another. It can take the form of an as-a-

matter-of-fact division into theories in planning – the knowledge content that can be applied 

– and theories of planning – how to apply that knowledge in the planning context (Faludi 

1973). In contrast, it can also be a critical discovery that understanding the use context of a 

knowledge technology (the “content” of transport knowledge) has been neglected in favour 

of perfecting the technology (Beukers et al. 2012). 

 

Some of the planning theories discussed above refer to the Greek term phronesis to denote 

the elusive communicative context in which planning takes place. Their message is that this 

phronetic realm should be taken into account. 

 

Flyvbjerg (2004) is a planning scholar who enthusiastically champions the use of the term 

in planning studies. He also refers to two other Greek terms: techne and episteme. He dis-

cusses them with reference to the philosopher Aristotle who defined and discussed them and 

other intellectual virtues in his Nichomachean Ethics. Flyvbjerg’s (1998) first excursion into 

the idiosyncrasies of real planning contexts begun with a case study of Aalborg municipality 

transport and street planning. In this early study, he argued that Aristotelian phronesis added 

with Foucauldian and Machiavellian notions of power is a vital lens to understand planning 

and “democracy in practice” (as is the subtitle of the 1998 book Rationality & Power).  

 

In this section, I will discuss phronesis together with techne and episteme in more detail to 

understand their history and contemporary uses. There are also two other, very different 

inputs that provide material for understanding the relationship of content and context in 

transport planning that I will describe in this section. First of these inputs comes from the 

sociology of technology and theorizes how technologies develop as an interplay of social 

needs and interpretations on one hand, and the technical objects on the other.  The second of 

these inputs is the practically oriented planning framework by planning scholar and practi-

tioner Karen Christensen (1985). 

3.2.1 Knowledge in the antiquity: episteme, techne, and phronesis 

To begin, the planning theoretical idea of early Faludi (1973) seems to have much in com-

mon with the concepts of techne and episteme in the ancient Greek philosophy: theories of 

planning could represent techne and theories in planning episteme. For example, Plato’s no-

tion in Charmides is that the physician’s craft (iatrikê technê) contains the knowledge 

(epistêmê) of health (Parry 2014). 

 

Indeed, an inquiry into the nature of knowledge is developed throughout the genealogy of 

the ancient Greeks in the concepts of epistêmê and technê, which are often translated as 

knowledge and craft, or art. However, their distinction is not at all clear-cut, especially for 

Xenophon and Plato. It is Aristotle who in the Nichomachean Ethics makes a definitive, and 

thus a modern kind of difference. Nevertheless, even for the other Greek philosophers, the 

concept of techne contains knowledge of principles at play in the craft in question (so the 

idea that having techne implies possessing episteme) – it doesn’t merely refer to some expe-

riential knowledge of how to bring about the goal of the craft. (Parry 2014) 

 

To take a few strides backwards, Parry (2014, in an entry in the Stanford Encyclopedia of 

Philosophy) starts with tracking the concepts of techne and episteme from Xenophon. At 
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this stage (in the two Socratic works, Memorabilia and Oeconomicus), no distinction is 

found between the concepts. The only type of knowledge that is of interest is the knowledge 

of how to do things, and both terms are used to denote this. Knowledge is discussed for 

example in the context of what are the “arts worthy of a gentleman” (Oeconomicus). The 

answer is that the worthy arts are those that involve a wider perspective and can be used for 

the benefit of other people, such as farming. This excerpt foreshadows an ethical interest in 

the application of knowledge. 

 

In the Nichomachean Ethics, Aristotle defines five virtues of the intellect: sophia, nous, 

phronesis, techne, and episteme and makes a clear separation between them. For the pur-

poses of planning research, Flyvbjerg (2004) is mostly interested in phronesis but refers to 

techne and episteme for context and contrast. Following him, I will focus on these three as 

well. For Aristotle, episteme refers to knowledge about universal, unchanging things. It in-

volves awareness of universal axioms and the analytical derivation of the knowledge based 

on them (Aristoteles  1983, 1139b18-35). Consequently, it is generally translated as “sci-

ence” or “scientific knowledge” (Flyvbjerg 2004). According to Flyvbjerg (ibid.), episteme 

is reflected in the modern ideal of a science. It is an ideal that is a suitable model for natural 

sciences, but the social sciences probably cannot and should not aim for it (ibid.), as dis-

cussed. 

 

In the transport planning practice, episteme could denote a “search” for universal equations 

regarding the relationship of different variables or applying the episteme of another disci-

pline. The latter is visible in applying the physics of bodies: for example, calculating the 

turning radius of a vehicle and stipulating the geometry of a road design. The former is ex-

pressed, for example in the transport demand forecasts which determine the future transport 

demand based on variables, such as the number and density of inhabitants and workplaces. 

This type is prone to the criticism by Flyvbjerg regarding the social sciences attempting to 

be epistemic: such “axioms” deal with human valuations and behaviour which are ultimately 

within the realm of the variable, whereas according to Aristotle, episteme denotes universal 

and unchanging knowledge. The second type occurs in specific and limited circumstances 

which means it cannot be extended to guide the whole practice. In conclusion, the transport 

planning practice draws from knowledge that is fashioned according to episteme and some-

times (misguidedly) emulates episteme itself.  

 

Techne refers to a knowledgeable readiness or a skill to create a thing that would not exist 

without the creator. For Aristotle, the skill of house building is an example of techne. (Aris-

toteles 1983, 1140a1-23) According to Flyvbjerg (2004), techne is associated with the ap-

plication of a pragmatic instrumental rationality to achieve an externally defined goal.  

 

While transport planning is applying knowledge fashioned according to episteme, it essen-

tially seems to correspond best with the description of techne. I.e., it applies instrumental 

rationality – uses different methods and resources – to meet a goal which is the facilitation 

of the movement of people and goods. To attain the goal, it crafts an object that would not 

exist without the transport planner: a road, a railway track, or a transport system. 

 

Finally, in Nichomachean Ethics, phronesis is not episteme nor techne: it does not operate 

on unchanged truths but things that could change; it is not about creating something to reach 

other purposes, but it signifies the ability to act with a good purpose. Moreover, it is acting 

in accordance of a good for oneself. It can even go beyond and take into consideration the 
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good of others, in a manner a person managing a household or a state would consider what 

is best for the group of people in question. (Aristoteles 1983, 1140a24-b12; cf. Flyvbjerg 

2004)  

 

3.2.2 Episteme, techne and phronesis in contemporary literature 

A few planning or transport scholars have explicitly taken up Aristotle’s virtues as a theo-

retical starting point in addition to Flyvbjerg. As mentioned, Davoudi (2015) has conceptu-

alized planning as practice of knowing and calls these elements episteme – knowing what; 

techne – knowing how; and phronesis as knowing what should be done and being able and 

willing to do it. Mäntysalo and Grišakov (2016) have applied the virtues in suggesting a 

framework to describe the necessary capacities for strategic spatial planning. Flyvbjerg’s 

project of phronetic planning studies (or phronetic social science in general) is also gaining 

more traction, as some authors (Hillier 2002, Sandercock 2003) are operating on a similar 

plane of phronesis infused with power. 

 

From a wider perspective, some ontologically similar studies (operating with similar cate-

gories) are found within the planning field. Næss and Saglie (2000) participate in the same 

“science wars” discussion as Flyvbjerg (2001) in decrying that planning lies in “the battle-

field between opposing positions within theory of science” because it deals with both people 

and physical environments. Huxley (1999) suggests that an education in geography is a bet-

ter base for planning practice to achieve reflective and critical stance towards its activities, 

whereas vocationally oriented planning education fails in “providing the basis for evaluating 

or debating whether or not planning is capable of achieving the aims it sets for itself” (ibid., 

128). While the former can perhaps be interpreted as a reconciliation between episteme and 

phronesis (acknowledging both the physical and human realities), the latter is a dismissal of 

developing only the “vocational” techne as an adequate approach to planning because it 

doesn’t develop the capacity for phronesis (at least when it comes to education). 

 

In this thesis, I will argue that conceptualizing the “vocational aspect”, that Huxley (1999) 

criticizes, as techne, helps establishing a more reflective practice while retaining the 

strengths of just that “vocationality”. A skill for a craft is a virtue in its own right, as Aristotle 

suggest. What is more, Aristotle states that techne, along with episteme, should be managed 

by the ethical intellect, phronesis – so in a way, Huxley has a point (geography may give 

prerequisites to develop phronesis). As discussed, ideally this phronesis is found in the prac-

tice of politics – deliberating about value questions. Nevertheless, if planning is governed 

by policies devised by politicians, techne should be enough to master for planners. However, 

as Flyvbjerg has pointed out and as I will also argue in this thesis, this guiding process may 

not work in such a straightforward way. 

 

It must also be noted that there are some attempts to infuse transport practice with more 

ethical intellect and confront it with ethical questions. For Martens (2017), working with 

accessibility offers a good starting point for planning for social justice in transport. In fact, 

Martens’ work could be seen as an argument for using phronesis to “manage” transport 

techne, or even that techne should somehow flow from phronesis. He begins by outlining 

what is a just outcome and then developing the methods to achieve it. What could still be 

analysed or developed further is how the phronesis – the values or political goals – and the 

techne of transport planning interact. In the next section, I will discuss a few more inputs 

that could offer insight into this question. 
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3.2.3 Social Construction of Technology (SCOT) 

Apart from policy transfer that aims to scrutinize the types and conditions of transference of 

a policy, there are some other spheres of scholarship that can bring light to the mechanisms 

of how a solution comes to be seen as a suitable solution for a particular problem. This is 

one of the interests of Science and Technology Studies (STS) with respect to the develop-

ment and adoption of a technology.  

 

An early contribution to this corpus of knowledge is the text by Pinch and Bijker (1984) that 

introduces the social constructivist approach to technology (SCOT). The SCOT contains an 

argument that a new technological solution develops through an interplay between four ele-

ments. These elements consist of the technological artefacts, the social groups using or pro-

ducing the technology, the problems that should be solved by or in the usage of technology, 

and finally the solutions the artefacts are interpreted to offer. Their approach draws from the 

Empirical Program of Relativism (EPOR) developed in the sociology of science. EPOR con-

tains two principles that are relevant for understanding the social construction of technology: 

interpretative flexibility and closure. Social constructionism in the context of science means 

that what people think as “true” is socially constructed.  

 

Pinch and Bijker (1984) contrast the previous linear model of technological development by 

arguing that the process is multi-directional and involves the alternation between variation 

and selection. This means that a historical process that may be depicted as linear in hindsight, 

is just one of many possible paths the technical development could have taken. This multi-

directionality can be conceptualized and studied as an interplay of the four elements in the 

model. The authors use the example of the development of the bicycle (see Figure 5). In the 

development of the bicycle, many models were tried, until one model was accepted and sta-

bilized as the typical design of the technology. The stabilization took place in the interaction 

between the relevant stakeholders (rounded rectangle), their issues or needs (circle) related 

to available models and their technical features (hexagons). 
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Figure 5: Pinch & Bijker (1984) depiction of part of the evolutionary development of the bicycle: “Some 

relevant Social Groups, Problems and Solutions in the Developmental Process of Penny-Farthing Bicy-

cle” (redrawn by author) 
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In SCOT, the development of a technology into its “final” form is called closure (borrowing 

from a phenomenon identified in sociology of science with respect to scientific knowledge 

becoming accepted as valid). This entails that the technology in question becomes stable and 

that there are no more problems to be solved. According to Pinch and Bijker (1984), there 

are two paths for a closure to take place for a technology. One is rhetorical closure and the 

other redefining the problem. The rhetorical closure means that the relevant social groups 

experience the problem as solved, prompted by rhetorical claims. These claims can be es-

tablished deliberately via advertising, for example (this occurred with the establishment of 

the ‘Facile’ Bicycle as safe). In contrast, the redefinition of a problem takes place when a 

version of the technology or a technical feature that is first offered as a solution to one prob-

lem, ends up solving another problem altogether (and the original problem is displaced from 

the view). An example of this in the context of the bicycle was the case of the air tyre. The 

air tyre was first promoted as a solution to reduce vibration but ended up solving the problem 

of speed instead and became a part of the classical form. 

 

The case of the air tyre also serves as an example of interpretative flexibility of a technology. 

This means that a feature or a contending model of a technology in development is inter-

preted differently by different social groups. Another meaning of interpretative flexibility is 

that the concrete way to construct a technology, or which technology is used to solve which 

problem, is open to interpretation. This enables the co-existence of different solutions during 

the development of the technology. (Pinch & Bijker 1984) 

3.2.4 Christensen’s typology of planning situations 

Christensen’s (1985) discussion of the relationship between political goals and technology 

(understood in wider sense as solutions to planning problems) in planning is a practical way 

to approach content and context in planning. She proposes a typology that describes a situa-

tion related to a planning issue with respect to the status of the goal (know or unknown) and 

the status of the technology (known or unknown) (Figure 6). While some planning problems 

may have a known solution and a clearly stated and agreed goal (corner A: providing water 

and sewer sanitation, for example), many situations are less defined. The situation when 

there are solutions available but there are differing opinions of the desired goal (corner C) is 

one possibility. Another is a situation in which the goal is agreed upon, but the technology 

is not known (corner B: abolishing homelessness, for example). The trickiest category is the 

last possibility (corner D) in which both the goal and the problem are unclear.  

 

Christensen (1985) recommends different strategies for the different situations. For the cor-

ner A, it is possible to put up clear measures for success and other factors, such as how the 

solution equitably meets the needs of different groups. In contrast to the corner A, for the 

corner B, clear parameters are not suitable, as there is no clear record on what works. In the 

case of the corner B, experimentation with different solutions and monitoring their success 

is called for. For the corner C, Christensen suggests negotiation and accommodation of dif-

ferent opinions. Finally, for the corner D, Christensen proposes an engagement into problem 

finding. That means reformulating the problem in a compelling way to transform the situa-

tion to the one described in the corner B. Successful leaders or politicians can do this by 

defining a persuasive common agenda (ibid.) 
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Figure 6: Christensen's (1985) typology of planning situations: “Expectations of government associated 

with prototype conditions of and responses to planning problems” (redrawn by author) 

3.3 Episteme-techne-phronesis as the theory lens 

My first research question was the following: 

 

What kind of theoretical framework can help us analyse the different meanings a Bus 

Rapid Transit solution is assigned with in various local contexts, and analyse the 

implications of these meanings to planning processes and planning outcomes? 

 

Throughout the two previous sections (3.1 – 3.2) I have traversed the literature from general 

planning theory to transport planning theory, and from the philosophy of antiquity to soci-

ology of technology and back to planning theory again in search of tools to understand what 

happens when an international planning concept such as BRT is applied in a new context.  

 

I propose that a practical lens to study the implementation of BRT is the episteme-techne-

phronesis triad that derives from Aristotle but has also been applied in contemporary plan-

ning studies (e.g. Flyvbjerg 2004). Firstly, episteme, universal knowledge, denotes the in-

ternational idea of the BRT. What is more, this universalized idea of the BRT can be also 

seen to be a stabilized form of a technology (as discussed in SCOT). BRT, its form and, as 

it turns out, its benefits are treated like a universal idea. Secondly, the practical local imple-

mentation can be viewed as techne, application or development of craft or skill through 

which the solution can be created. In the case of BRT, this process most likely involves the 

development of several local capabilities within various organizations, and the application 

of available local resources. Thirdly, the political context and the institutional planning sys-

tem can be denoted as the phronetic sphere in which actors with phronetic wisdom can make 

things happen (or struggle to do so). What is more, the needs and issues are formed in this 

sphere. Paraphrasing Aristotle, what is good for the city or the region is a matter of phronesis. 

Finally, these needs and issues could also have an impact on the interpretation of the inter-

national planning concept: problems participate in the definition of solutions as is proposed 

in the SCOT. 
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Later on, in the case studies section, I will also apply Christensen’s (1985) typology as it 

also has some practical recommendations how to proceed in different scenarios with varying 

levels of techne and phronetic “harmony”. For now, in the next section, I will apply the 

episteme-techne-phronesis triad into BRT literature and see what insights it can bring there. 
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4 BRT through the theory lens 
My second research question was:  

 

Does the framework characterizing planning as techne, episteme and phronesis, pro-

vide a framework for analysing the interplay of local meanings and planning out-

comes in BRT planning?  

 

My first test for this is to study BRT planning as reported in planning literature and see what 

insights it brings in this regard about the evolution and global journey of the concept to 

identify techne, episteme and phronesis in its turns. 

4.1 BRT as a practice of knowing 

Bus Rapid Transit is “a flexible, rubber-tired form or rapid transit that combines stations, 

vehicles, services, running ways and information technologies into an integrated system with 

strong identity” (Levinson et al. 2003; ref. Hidalgo & Gutiérrez 2013). Hidalgo and Gutiér-

rez (2013) have analyzed the explosive growth of Bus Rapid Transit (BRT) systems – or as 

it is more commonly known in Europe, the Bus of High Level of Service (BHLS). In 2013, 

such solutions were found in 120 cities around the world, with 99 added to the list during 

the preceding 12 years.  

 

The BRT as a transit idea first appeared in the US in the 1930s (Mejía-Dugand et al. 2012) 

and was named in 1966 by an American consultancy Wilbur Smith and Associates (Levinson 

et al. 2003; ref. Hidalgo & Gutiérrez 2013). The concept was incubated to its present es-

teemed and recognized form in Latin America, beginning with the first bus prioritization 

system in Lima and the first BRT system in Curitiba. Subsequent milestones in the Latin 

American propagation of the concept were the systems in Quito and Bogotá. (Mejía-Dugand 

et al. 2012) 

 

Mejía-Dugand and colleagues (2012) argue that while the BRT was actually a collection of 

public transport design features well known and in use in Europe, they presented a significant 

improvement to Latin American standards of transit and had realistic implementation costs. 

What is more, the policy dissemination took place by learning from local, similar cities, with 

improvements developed by the pioneering cities in the area.  

 

As discussed earlier, techne refers to a skill to create something (Aristoteles 1983, 1140a1-

23) and is associated with the application of instrumental rationality to achieve a goal 

(Flyvbjerg 2004). I suggest that these early stages can be viewed through the lens of devel-

oping a “localized” techne. In contrast, looking at the situation from the point of view of 

applying universal episteme of transit design for example wouldn’t make sense. Why 

weren’t these design solutions known in Europe directly applied in Latin America? Why did 

they need such an incubation period and local adaptation path? I suggest that the necessary 

step along this leg of the journey was developing the local craft of implementing a concept 

containing these features city by city. 

 

It could be argued that phronesis also has a strong presence in the story of BRT. As dis-

cussed, phronesis can be characterized as an ability to act with a good purpose (Aristoteles 

1983, 1140a24-b12; cf. Flyvbjerg 2004). During this process of development in Latin Amer-

ican cities, BRT gained traction as an environmentally and socially sustainable solution. As 
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a successful form of public transport, it could boast being less polluting than the private car 

and to offer affordable accessibility. Thus, when promoting the BRT solution, one could 

easily find arguments pointing to good purposes. 

 

Then again, research on actual outcomes in terms of the environment and social sustainabil-

ity indicate that the local conditions and implementation matters greatly to these outcomes 

(Wijaya et al. 2017; Zolnik et al. 2018). What is more, social justice outcomes are often not 

that progressive as they could be (Venter et al. 2018). In empirical terms, these results sug-

gest that phronetic wisdom is not intrinsic to techne (cf. incomplete transfer in Dolowitz & 

Marsh 2000 framework). This discovery also stresses the importance of identifying and as-

sessing these two virtues separately. 

 

Overall, these two examples help to demonstrate that episteme is not the same as techne and 

neither is enough to amount to phronesis. In line with Davoudi’s (2015) prescription for 

planning – planning as a practice of knowing – all three need to be present: knowing what 

(episteme), knowing how (techne) and knowing what should be done and doing it (phrone-

sis). The previous review provides a concrete example of what these can mean. Firstly, epis-

teme may entail recognized design principles for public transport. Secondly, techne of cre-

ating good public transport solutions is developed within cities and networked systems of 

actors within a geographical and cultural setting. Finally, phronesis is the political will and 

skill to choose and implement the solutions in a way that provides environmental and social 

benefits. 

 

4.2 Episteme strikes back 

While the BRT solution represented an important innovation to help the transition towards 

more socially and environmentally sustainable modes of mobility for various Latin Ameri-

can cities, it seems that in Europe the proliferation of the concept has had a different role. 

Since the European cities usually have a strong public transport system in place and there is 

more capital available for further investments, it is no longer the case that the comparable 

affordability of a BRT solution would imply great strides for public transport in general. 

Instead, the tendency in Europe has been to view the BRT as a potentially cost-efficient 

alternative to rail transit (cf. Hodgson et al. 2013). In line with this, a pertinent question has 

been to compare the technical and economic features of BRT and trams. (ibid.)  

 

In addition, the European specialty has been to focus on comfort, hence the term Bus of High 

Level of Service, BHLS (Hidalgo & Gutiérrez 2013). This is in line with the context: the 

public transport features embodied in the BRT already existed in Europe so their contribu-

tion to public transport was not that novel. In contrast, they had to compete with more es-

teemed rail-based solutions. Nevertheless, the BRT concept has enriched the pool of public 

transport solutions to choose from in Europe. 

 

The propagation of the BRT from Latin America to other parts of the word can be argued to 

illustrate the epistemic ideal inherent in transport planning. Ingvardson’s and Nielsen’s 

(2018) study design is a case in point: they have reviewed 41 systems internationally com-

paring BRT and LRT implementations in terms of impacts to property values, traffic, and 

urban development. This design suggests that BRT and LRT are universal categories with a 

quantifiable impact independent of local factors – i.e. something that cannot be otherwise. 

This is the classical definition of epistemic knowledge.  
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Then again, Hidalgo & Gutiérrez (2013) observe that the actual implementations of BRT 

differ from each other in practice. This problematizes the study design of the previous au-

thors. What is more, to overcome this variance, they suggest that the industry should come 

together and work towards common specifications. Their approach is more realistic and per-

haps helpful than the previous authors’ although the history of BRT is a testimony rather to 

tacit policy learning facilitated by a joint context than codification of concepts (cf. Mejía-

Dugand et al. 2012).  Still, both of these studies indicate a rigid attitude to local variance: 

local differences are an indication of incompleteness vis-à-vis the epistemic ideal. 

 

On the other hand, having an endeavour towards episteme, universal knowledge is what can 

also act as a positive force and makes the solution interesting for new audiences and contexts. 

A success demonstrated elsewhere (the “charisma” of techne) combined with the belief that 

something is transferable between contexts or universal can entice new localities to engage 

in the process of developing the necessary skills to implement their own solution. 

4.3 Conclusions 

The interplay and sometimes tension between episteme, techne and phronesis in the imple-

mentations and discourses regarding the BRT solution are interesting. The first steps of BRT 

solution highlight the role of the local implementation environment and the conditions that 

can give rise to the development of techne. What is more, this environment is not just a 

passive canvas that produces differing outcomes due to different local features but an active 

phronetic entity that has different aims and capacities. Moreover, context is also where the 

actual development of the concept takes place, creating reference points and implementa-

tions that can act as a model for others. 

 

The review also demonstrates the wariness in transport scholarship towards the contextual 

or variable, the realm of phronesis and an aspiration towards universal, the realm of epis-

teme. Techne stands somewhere in between. Techne, by definition, is developed in a context 

and can embody phronesis in that context. However, it seems that there may be a tendency 

to interpret techne as something universal (maybe even accompanied with the original 

phronetic intent). It may be surprising then to find out that techne is not episteme: it is vari-

able and embodied in some context. What is more techne or its epistemic reifications are not 

automatically associated with a certain socially or environmentally good outcome, i.e. 

phronesis.  

4.4 Contribution to the second research question 

To reiterate my second research question: 

 

Does the framework characterizing planning as techne, episteme and phronesis, pro-

vide a framework for analysing the interplay of local meanings and planning out-

comes in BRT planning? 

 

The first test for the research question, the scrutiny of BRT planning reported in the planning 

literature, brought interesting insights that give a tentative affirmative answer to the question. 

The application of episteme, techne and phronesis to discuss the global proliferation of BRT 

solutions in cities’ public transport has demonstrated the power of these three terms to con-

ceptualize transport planning practice at the same time as an international and localized en-
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deavour. All three together have a relevant role in deepening the understanding by highlight-

ing interesting patterns illustrated by the BRT literature. They help to explain and interpret 

the trajectory of proliferation of BRT around the world.  

 

The practical relevance of recognizing these three virtues at play lies in better identifying 

the instances where each of these are applied or when each of them are necessary. There are 

elements of a BRT solution that may be more epistemic in nature; it is necessary to value 

local techne and recognize what is needed in developing it, and finally it’s important to see 

the phronetic dimension of the planning activities as separate but connected with techne and 

episteme. This means that techne can be applied to achieve goals – BRT may be implemented 

to improve equal accessibility of all citizens – but applying techne without direction doesn’t 

automatically result in achieving those goals. For example, if the implementation of the BRT 

system is done without an analysis of where the citizens most deprived of mobility live, the 

outcome is not as socially sustainable as it could be. Overall, this literature review indicates 

that techne, episteme and phronesis help to analyse broader trajectories reported in research 

literature. It was also demonstrated that they provide metalevel tools to uncover preferences 

inherent in the research discourse.  

 

To move forward to the second test, the following case studies demonstrate whether there is 

enough analytical power in this framework to offer insights on individual planning cases. It 

is also interesting to see the following cases as a part of the discussed trajectory: for example 

do the cases of Malmö and Turku follow the European pattern and frame the BRT as “an 

inexpensive alternative to LRT”, or do they attach other meanings to it. In the end, the cases 

may also provide some broader understanding of the interaction between phronesis, episteme 

and techne, following Flyvbjerg’s (1998) Aalborg study on the interaction between power 

and rationality. 
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5 Case studies 
In Section 3, I investigated the intellectual history of planning and various theories to under-

stand how knowledge is conceptualized in planning, and how to better analyse the instances 

when (context-free) knowledge is applied in specific planning contexts. This literature re-

view gave rise to the suggestion to use the lens of episteme, techne and phronesis to analyse 

planning cases in which an international planning concept is applied in a specific planning 

context. In Section 4, I applied this lens to BRT planning reported in planning literature. In 

this section, I will apply the lens to two Nordic case studies on BRT planning. My intention 

is to shine a light on the contextual variance of the localization processes of the transport 

concept in these two cases. 

 

I believe the aim of planning research is not to formulate perfect theories about planning 

practice, but to facilitate learning and reflection of practitioners throughout their careers. I 

also try to demonstrate this purpose in this section. Flyvbjerg (1998) suggests that studying 

planning cases and describing their phronetic realities facilitates learning with respect to 

practical judgement. 

5.1 The choice of cases 

The BRT literature took us from Latin America to Europe, enabling us to see the evolution 

of the concept through identifying the interplay of episteme, techne and phronesis. The em-

pirical case studies zoom into Sweden and Finland and enable to analyse in detail the way 

the concept is localized. Malmö inaugurated its first BRT line in 2014 and has four others in 

the pipeline. Turku during the interviewing process (in autumn of 20181) was still to decide 

whether to implement a BRT or an LRT system. The two Nordic countries are politically 

and geographically similar: they subscribe to the principles of welfare state, have widely 

trusted public institutions with wide tasks, and have four seasons. There is also a long culture 

of collaboration and exchanging knowledge between the countries dating back to Finland 

being a part of Sweden until the 19th century. 

 

These cases form an interesting empirical environment to study for at least three reasons. 

Firstly, their location in Europe makes it possible to compare the results of the cases with 

the existing BRT literature that includes characterizations of the concept’s interpretations 

and status in Europe. Consequently, the analysis of the empirical cases serves to validate or 

contrast the interpretations presented in Section 4. Secondly, the cases represent the current 

“frontier” of propagation of the BRT concept. Thus, it is interesting to describe them for a 

continued understanding of the trajectory of the concept. Thirdly, the pair of countries share 

similar conditions but constitute two physically separate and politically sovereign geograph-

ical entities. Thus, it is interesting to see whether there is a difference in interpretations and 

meanings ascribed to the concept in each case due to this separation.  

 

This study is also sympathetic to Jennifer Robinson’s program of “ordinary cities” (embed-

ded in the post-colonial tradition) encouraging to treat all cities in the world as interesting 

subjects without developmentalism – seeing one set of cities as developed and other less 

developed. The study deals with two non-capital cities, which have national importance but 

perhaps not international in a traditional sense. This point of view is also in line with the 

                                                
1 Still undecided today. 
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contextual and variable understanding of phronesis. In addition, treating the historical tra-

jectory of BRT as a relevant scholarly topic can also support this program since it brings 

focus to and is interested in the variance of contexts in various localities. 

5.2 Research purpose 

This part of the thesis falls into the category of applied planning research. Besides providing 

general practical insights, the aim of this study is to provide utilizable knowledge for the 

strategy work of Turku city, especially when it comes to transport planning and Transit Ori-

ented Development. As it was mentioned in the Introduction, this thesis was conducted as a 

part of Turku City Urban Research Programme aiming to produce relevant knowledge for 

policymaking. Weiss (1979) categorizes research utilization for policymakers into six cate-

gories: 

 

- Knowledge-driven or conducted to gain knowledge 

- Problem solving or providing evidence to solve policy problems 

- Interactive or combining with experience to provide solutions to policy problems 

- Political or supporting predetermined positions or advocating 

- Tactical or supporting immediate needs 

- Enlightenment or helping to make better sense of the world for decision makers. 

 

The research here falls mostly under the category of enlightenment. The theoretical frame-

work aims to give new perspectives to a planning situation. 

5.3 Research focus 

In this empiric case study, I will concentrate on the second research question: 

 

Does the framework characterizing planning as techne, episteme and phronesis, pro-

vide a framework for analysing the interplay of local meanings and planning out-

comes in BRT planning? 

 

Source material B: two case studies of BRT planning in Malmö and Turku 

 

I will also assess whether the international solution gains new meanings or new features 

when applied in a new locality (for example in terms of technical, social or political aspects). 

To do this, I will analyse the features of the cases that may be conceptualized as episteme, 

techne, phronesis, and their interaction. This is in line with theory-directed content analysis 

(Tuomi & Sarajärvi 2009, 96-97). Theory-directed content analysis stands between analysis 

grounded in data aimed at producing a novel theory, and analysis aimed at validating an 

existing theory. My aim is to test and develop further the theoretical framework developed 

analytically. 

 

Flyvbjerg has argued that in line with the nature of human learning as a contextual phenom-

enon (2001), planning should be studied as a practice. Planning is constitutive of material 

reality, but planners’ and other stakeholders’ actions can be understood as actions of human 

beings whose worlds are socially (discursively) constructed. This dichotomy also reflects 

the fact that transport planning attempts to deal with material phenomena whereas politics 

of planning may more effectively be observed as a discursive practice. A case study can 

provide valuable knowledge of both of these aspects: it can highlight both the material and 

discursive realities. Contextual placement of the case study also allows contextual elements 
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to emerge as relevant, which were not planned for and cannot be anticipated. This is the 

general benefit of qualitative research. As planning is an activity embedded within particular 

societal contexts, this is also important (cf. Campbell & Fainstein 1997). 

5.4 Data collection strategy 

For the case studies, I use thematic or half-structured interviews as primary material. Sec-

ondary material is provided by planning documents. The starting point of the data collection 

has been an initial understanding that existed before the final formulation of the research 

questions: 

 

The transport concept is understood and applied in different ways and for different 

reasons in different contexts. 

 

Both cases were being probed with questions derived from this interest (for example: What 

was the goal of planning?). Also interesting were such topical or central aspects of planning 

as integration of land-use planning and transportation, relationship to city strategy, and par-

ticipation. The expectation was that some of these themes could help tease out some differ-

ences between the cases.  

5.4.1 The informants and other sources 

Recognized features of each case were also directing the data collection strategy in terms of 

choosing the informants. In Turku, the interest was upon the extent and deliberations of city-

regional collaboration, so the informants were recruited from Turku, from two of the neigh-

bouring municipalities of Raisio and Kaarina, and from a regional organization, Regional 

Council of Southwest Finland. In Malmö, the interest was in the three-party collaboration 

between the city, a regional organization, Region Skåne, and a bus operator, Nobina. From 

each of these at least one informant was recruited.  

 

These foci were expected to cover the most essential actors. The process of recruiting already 

revealed something about the cases: it was easier to find planners than politicians to talk 

with. This was the case especially in Malmö. A natural reason was that the elections and 

negotiations to form the new city council board took place during the recruitment process. 

 

The applied selection of informants turned out to be a diverging factor between the cases: in 

Turku, this resulted in interviewing some people who were not so actively involved in the 

planning process themselves, but who nevertheless provided a relevant point of view into 

the planning case. In Malmö, all the interviewees were central actors, so no “outsider view” 

was expressed. Another kind of framing would probably have led to another kind of group 

of interviewees. Table 2 lists all the interviewees and their affiliations in each case. 

 

The informants from Turku were recruited through the steering group of the research project 

(the one funded by Turku City Urban Research Programme). The informants in Malmö were 

recruited through an academic connection based in Malmö city, a researcher who has studied 

the case, and the group of interviewees was broadened using the snowball method. The in-

formants were approached first through email stating the purpose of the study and requesting 

a face-to-face interview. The agreement to participate through email was considered to indi-

cate a consent for the use of the interview data in the research. Principles of safe storage and 

transfer were observed throughout the research project according to the data management 
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plan. The data was also submitted for the use of the research project (this use was also ex-

plained to the potential informants before soliciting their consent). When reporting the find-

ings, the interviewees are anonymized, as agreed. 

 
Table 2: List of interviewees 

Role Affiliation Case 

Planner Turku city Turku 

Planner (managerial posi-

tion) 

Turku city Turku 

Planner Kaarina city Turku 

Planner Raisio city Turku 

Planner/civil servant Regional council of South-

west Finland (in Finnish 

Varsinais-Suomen liitto) 

Turku 

Planner (two, a joint inter-

view) 

Malmö city Malmö 

Planner Malmö city Malmö 

Planner Nobina, the bus operator Malmö 

Planner (managerial posi-

tion) 

Malmö city Malmö 

Planner (three, a joint inter-

view) 

Region Skåne (the county 

council of Scania County) 

Malmö 
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In the case of Malmö, some secondary data sources were utilized (see Table 3). These were 

mostly used to corroborate or deepen some of the insights received through interviews. This 

means they were not an object of a comprehensive study. 

 
Table 3: Documents, Case Malmö 

Name of the docu-

ment 

What it is Date of issuing Author/Publisher 

Inriktningsbeslut inför 

avsiktsförklaring mel-

lan Malmö stad och 

Skånetrafiken gällande 

Superbuss  

An agreement 

between the city 

of Malmö and 

Region Skåne 

24 August 2011 Malmö city, Street 

planning unit (Gatu-

kontoret) 

Guidelines for Attrac-

tive Public transport 

with a Focus on BRT 

(short version in Eng-

lish) 

Guidelines to es-

tablish BRT 

standards in 

Sweden 

January 2015 Trafikverket 

Förstudie 9577: Super-

buss Framkomlighet 

linje 5 

A preliminary 

study on BRT 

for bus line 5 

25 June 2012 Malmö city, Street 

planning unit 

Koll 2015: Framtiden-

skollektivtrafik, Super-

bus i Malmö 

A development 

concept for BRT 

on bus line 5 

22 October 2009 Malmö city, 

Skånetrafiken 

5.4.2 Data analysis 

The analysis of the interview data was conducted using Atlas.ti, a program for qualitative 

analysis. The contents of the interviews were analysed by first producing codes based on 

interview themes, the lens (only techne and phronesis since at the time of coding the focus 

was on techne and its interplay with phronesis), and some emerging themes. The two sets of 

interviews were coded separately (looking for passages whose content corresponds to a 

code), meaning that some of the codes produced (emerging themes) were unique to each 

case. It prompted to treat both cases at this stage of analysis as unique phronetic entities. 

Next, coded passages corresponding to each theme were studied and observations made and 

written down. At this point, also other theoretical material reviewed in Sections 3.1 and 3.2 

was used to make sense of the content of the passages. After this, the theme by theme obser-

vations of both cases were compared for differences and similarities and some further con-

clusions were made. These observations and conclusions are presented below in Sections 

5.5 – 5.8. 
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Below the codes and numbers of occurrences are presented for each case. 

 
Table 4: Codes of the Turku planning case 

code name occurrence 

expertise 8 

benchmarking 16 

BRT idea 9 

the role of org. units 6 

development of public transit 6 

publicity 3 

the development needs of the 

transport network 

11 

regional planning 26 

integration of transport and 

land-use 

28 

land-use impacts 3 

momentum (for passing 

plans) 

5 

role of own organization in 

planning 

5 

(public) participation 29 

phronesis 53 

history of the project 14 

regional setting 49 

stakeholders (of the plans) 5 

strategic nature (of planning) 15 

planning culture 11 

planning process 35 

deciding goals 33 

techne 48 

role of government 9 

fitting together (of values) 2 

collaboration between organ-

izations 

11 

instruments of collaboration 3 
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Table 5: The codes of the Malmö planning case 

code occurrence 

benchmarking 14 

BRT idea 21 

design 16 

incentives (of operators) 2 

vehicles 14 

competition 3 

costs 2 

education to usage 1 

land use 10 

role of the operator 15 

organization 20 

(public) participation 8 

phronesis 57 

LRT/tramway 14 

regional planning 16 

strategic planning 2 

planning process  17 

goals/aims 38 

techne 97 

acquiring information 1 

expertise 13 

New BRT lines 15 

impacts 17 

role of government 4 

reception and media 17 

collaboration between organ-

izations 

31 

collaboration within organi-

zation 

1 

needs to develop transport 

system 

6 

 

In the following sections, I will present the analysis of the two cases divided into episteme, 

techne, and phronesis first for Turku BRT/LRT preliminary planning case and then for 

Malmö BRT planning and implementation case. Then, for each category, I will compare the 

analyses. The dialogue between the cases brings up further observations and interpretations. 

I begin each theme by outlining in practical terms how I approached episteme, techne and 

phronesis, respectively. 
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5.5 Episteme 

In the analyses of these planning cases, my desire was to find a practical way to identify 

episteme. In this, I follow Aristotle who, unlike Plato, thought that there are no universal 

ideas such as beauty but only earthly things in which a fleeting beauty emerges. Similarly, I 

believe there is no universal category of episteme but an episteme that emerges in the deal-

ings of people in a certain environment and certain time. Nevertheless, I believe that epis-

teme is a useful category for analysis for different environments and times – thus a category 

relevant for analysing both Turku and Malmö planning cases, for example. 

 

My starting point is Plato’s example highlighting what episteme means: A doctor knows the 

principles of health, i.e. they possess episteme regarding the field of their craft. Furthermore, 

a good doctor is able to explain how the health of a patient will be improved when the patient 

accepts the treatment the doctor delivers. Plato contrasts this with “the witch doctor” who 

only knows how to deliver a treatment through experience but cannot explain why it works. 

My second guide is Aristotle’s notion that a central feature of episteme is that it entails 

knowledge of principles that are universal and deductible from fundamental principles. In 

this context, episteme is also associated with analytical rationality (Næss & Saglie 2000, 

747). 

 

Episteme in this context can also denote theories in planning (see Section 3.1.1; Faludi 

1973), meaning the reasoning behind the plans, disciplinary knowledge from other scientific 

disciplines that the planning discipline applies (such as geography, economics or social sci-

ences for example). 

 

Episteme may also be more contemporaneously regarded as Davoudi’s (2015) knowing 

what, or Vigar’s (2017) technical/codified knowledge. Finally, the knowledge claims iden-

tified by Rydin (2007) offer a more fine-grained repertoire. I interpret the seven types of 

knowledge claims in planning she discusses in the sense that they can be associated with 

episteme. However, what might be most relevant here in the context of planners discussing 

their work, is the type of knowledge claim that links the current state with the planned state 

(A → B1). This would denote the principles based on which the planners can argue what 

kind of solutions, what kind of craft, should be applied to arrive to a desired outcome. How-

ever, in order to do this, the planners seem to analyse outcomes of other localities applying 

the solution or even their own previous experiences (linking current state to outcome state, 

A → B2), as we shall see. Another typology that may be useful is Gudmundsson’s (2011) 

distinction of symbolic and instrumental uses of knowledge: the principles that are used to 

explain the “treatment” on offer (symbolic use); or central principles to know to deliver the 

right “treatment” (instrumental use).  

 

The original interview guide was not geared explicitly to draw out each of the possible types 

of knowledge. In the Turku case, the main interest was to discover the meaning of the 

knowledge derived from the BRT and LRT benchmarking efforts. In the Malmö case, a cor-

responding question was which sources of information were used to arrive at the BRT solu-

tion. These were the themes that produced the most material for analysing the role of epis-

temic knowledge in each case. I recognized also some instances of epistemic knowledge in 

answers to other questions. All in all, the initial scope of the questions may have limited the 

scope of the results. A further limitation is that the coding was done without looking specif-

ically for epistemic knowledge (only techne and phronesis). This limitation is overcome by 

analysing a subset of codes possibly related to episteme. 
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The codes involved in the analysis of episteme in the Turku case were the following: 

 

- expertise 

- benchmarking 

- BRT idea 

- integration of transport and land use 

- land-use impacts. 

 

The codes scrutinized for episteme in the Malmö case were: 

 

- benchmarking 

- the background of BRT idea 

- land-use 

- tram (LRT) 

- acquiring knowledge 

- impacts. 

5.5.1 Episteme in the Turku planning case 

When it comes to episteme in this planning case and the knowledge interests of this thesis 

(how is an international transport planning concept viewed and adopted in local settings), 

the natural starting point is to start asking how the interviewees see the knowledge retrieved 

from benchmarking other cities’ solutions. Throughout, there is a reserved attitude in the 

interviews towards the knowledge regarding the impacts or the potential of a BRT (or an 

LRT) system to help to reach the goals of the city.  

 

One interviewee contends that whether one supports a BRT or an LRT, a compelling inter-

national example can be found in order to support one’s existing opinion. This resonates 

with Beuker et al.’s (2011) findings on issues identified in the use of the CBA in planning 

processes: The CBA calculators feel that the planners may act strategically by choosing the 

input to the CBA to get desired results. I.e., episteme or something masquerading as episteme 

is misused to gain strategic benefit. One example of this reservation appears in this quote 

from a Turku planner regarding the claims of a city to have found the “best” transit solution:  

 

“… the cities are bent to brag that they have made the best choice … and that 

everyone should adopt this way but, well, of course cities are different and 

what may be best somewhere is not necessarily best elsewhere.”  

– Planner, Turku city 

 

A planner from the Regional Council of South-West Finland argues that rather than let the 

international examples to affect the choice of a solution, a more prudent way to apply the 

knowledge from benchmarking would be to inform the process of planning (or techne). This 

would mean that the collected information would be used to make the chosen solution better 

(chosen on other grounds): 

 

“… I understand that when there are good planning solutions – hey, in Bergen 

they did that or in Sweden somewhere this worked, so … that is maybe just 

about planning, but then again I speak about this, when you have to choose the 
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big policy direction, where you go, then I feel that argumentation must be used 

what is best for one’s own [city].”  

– Planner, Regional Council of South-West Finland 

 

In this, “argumentation” can be linked to one aspect of episteme: deduction of rational prin-

ciples. It is not enough to prescribe a solution that has worked somewhere without explaining 

the principles why such a solution would work in the context at hand. 

 

One interviewee acknowledges the usefulness of benchmarking in providing checks on dif-

ferent assumptions in one’s own plans because “nobody in Finland has planned this type of 

bus system at this level” and refers to a document that was produced in summer 2019 ana-

lysing BRT and LRT solutions from various Nordic cities. Thus, the episteme as rational 

argumentation and calculation can be improved by comparing it to results observable in other 

localities. 

 

These comments seem to acknowledge that when it comes to BRT (or LRT) planning, there 

are no universal solutions but that the solutions need to be appropriate for a certain locality. 

However, in one interviewee’s comment the notion of different solutions having universal 

characteristics is present:  

 

“… somehow it makes sense to me that a maximum impact is achieved with the 

tramway, and then it is a damn good question, that if the tramway [LRT] gets 

100 points, and these modern buses gets 0, then how many points does the 

superbus [BRT] get, is it 10, 50, 90?”  

– Planner, Turku city 

 

The desired impacts of a new transport solution defined by the general plan of the LRT 

(Turku city et al. 2018) are the following:  

 

Goal 1: The competitiveness of the city, growth and increase in the attractiveness of 

the city centre 

Goal 2: Sustainable urban structure  

Goal 3: Fluent transport system and attractive public transport  

Goal 4: Increasing comfort and wellbeing of inhabitants 

Goal 5: Economically sustainable investment.  

 

The previous comment also fits into Rydin’s (2007) category of knowledge claim that ex-

plains how the current state can be turned into the planned state (A → B1) – which transport 

solution best delivers that transition. The comment also indicates that there is no clear answer 

to how the BRT (called “superbus” after a name that was used for BRT in Malmö city) fares 

against the LRT (in Finnish “raitiotie”, tramway) even if the “truth is out there”. However, 

the order of cardinality is clear, according to the comment.  

 

With respect to the previous statement, there is a surprising piece of evidence another Turku 

planner points out: In Malmö (that the planners in the Turku case have also benchmarked), 

the growth of passengers has been higher than in many rail projects. The interviewee tells 

the Malmö planners attributed this to the simultaneous economic growth which compelled 

people to travel more to work from the suburb of Rosengård that the BRT connects with the 

centre of Malmö. Thus, the explanation of why the expected hierarchy doesn’t hold can be 
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found in external variables ex post, denoting the type of knowledge claim connecting current 

state to outcome state (A → B2). 

 

The above comment highlights the disciplinary knowledge (cf. theories in planning) from 

transport planning involved in the argumentation: how demand for transport is induced. It is 

a central variable for estimating or analysing if the desired goals are being met.  

 

Two different strategic choices seem to be pegged to the transport demand in the Turku 

LRT/BRT planning case: whether to build on an area where there isn’t sufficient demand to 

begin with and expect the demand to grow by market forces (private investors investing on 

the development of the area), or to implement the transit corridor in an area where there 

already is a sufficient demand for a high capacity solution. In the Turku case, one interviewee 

indicates that the choice seems to fall to the latter in the end. Another interviewee explicitly 

recognizes the limits of the former approach due to the context: in the Turku region, in con-

trast to the Helsinki region for example, the speed of land-use development is not high 

enough to create demand in a greenfield area for the investment to make sense. 

 

Interestingly, during the planning process, one of the Turku planners had noticed a mecha-

nism that explains how land uses are being induced in a transit project not by market forces 

but via the normal functioning of a “multi-silo” public organization. When a lot of resources 

are employed into the planning of a transit corridor there is time for the following process to 

take place: Both transport and land-use planners work in the project feeding into each other’s 

planning processes. A draft of the transport route inspires land-use planners to chart oppor-

tunities around the route, and the drafted land-use plans then motivate the transport planners 

to modify their plan accordingly by introducing a new transit stop, for example. 

 

Again, it is acknowledged that transport demand is a more complex phenomenon than 

merely a factor of amount of people living in a certain area. One interviewee wonders 

whether people who wouldn’t normally use the bus would nevertheless use the LRT solution 

if they had the opportunity. They allude here to the “rail factor”. This is yet again an indica-

tion of a hierarchy of solutions: some solutions are thought to be better at generating demand.  

 

The other type of demand that the transport solution is hoped to stimulate is the demand for 

land, i.e. the desire of private enterprises to invest on the development of the transit corridor. 

Again, some evidence is provided in the form of an experience of another city: one inter-

viewee accounts how the city of Bilbao was boosted by the investment in the metro system 

which united a geographically fragmented region. 

 

The previous comment points yet to another knowledge claim in the form of connecting the 

current state to a desired state (A → B1). This is the idea that geographical connectivity or 

even certain urban morphology boosts the economic prosperity of a region. This knowledge 

claim is used to support the idea of a regional solution – an LRT or BRT that would join the 

Turku city centre to the neighbouring municipalities of Kaarina and Raisio to form “a ribbon 

city”.  

5.5.2 Episteme in the Malmö planning case 

In the Malmö case, the attitude to benchmarking and knowledge gained through it was 

slightly different than in Turku city-region case. There was a strong indication that while the 
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international examples gave ideas and inspiration to the task in Malmö, a solution suitable 

for the local context was actively sought after: 

 

“… we talked about other BRT solutions in other countries in much larger 

cities but we took that and looked at it in Swedish way”   

– Planner, Region Skåne 

 

One of the efforts in finding the “Swedish way” was to define a new attribute, comfort ca-

pacity for the vehicles. This meant that instead of technical load capacity given by the man-

ufacturers, the planners in Malmö conducted local experiments to determine what would be 

the maximum number of passengers that would find it still comfortable to ride the vehicle. 

 

What is more, the implemented BRT service named MalmöExpressen (or MEX) has in turn 

become a reference and inspiration for others. For example, the interviewees pointed out that 

it had become an inspiration for developing a regional BRT concept in the Scania (Skåne) 

region. According to the interviewees, the simple fact that the project became reality was a 

central factor to attract interest. A similar effect was expected to occur with respect to the 

Malmö planning scene itself when a neighbouring city of Lund would have its LRT solution 

in place (that was at the time under construction). The anticipation was that this example 

would demonstrate the benefits of the LRT to Malmö as well. The LRT plans had been in 

the pipeline for Malmö as well until recently. 

 

Here it seems that techne as “model seeking” activity would more aptly describe these ex-

pectations. On the other hand, possibly implicit in this observation is that seeing a solution 

exist and work in a possibly desired way in geographical vicinity is a test that demonstrates 

that a similar solution could work in one’s own city. What is maybe beneficial in the case of 

this kind of evidence (cf. Davoudi’s 2015 discussion on evidentialist turn in planning), it is 

easy to interpret for anyone, not just professionals. It also seems likely that if this happens, 

the agreement that a solution “works” takes place through a rhetoric closure or redefining 

the problem as explained by the SCOT framework by Pinch & Bijker (1984). 

 

There is a more episteme-like character in the story of defining the comfort capacity and the 

enveloping discourse of finding the “Swedish way” to implement a BRT solution. This ex-

pression of epistemic knowledge has two layers: 1) public transport in Sweden works in a 

different way than elsewhere where the BRT has been already implemented; 2) to discover 

the principles that should guide the features of a Swedish BRT, some research needs to be 

conducted.  

 

Furthermore, when the BRT concept is discussed in more detail, an attempt to identify an 

ideal form for the BRT emerges. Prompted by and in collaboration with the MEX project, a 

set of BRT guidelines for Sweden was created (see Trafikverket 2015). Further discussion 

reveals that this guideline denotes some ideal that was not fully reached in the MEX project, 

as some of the interviewees point out that MEX it is not “a full BRT”. (According to the 

interviewees, the central features that are lacking are the full-length dedicated lane and high 

average speed.) 

 

Whereas interviewees in Turku discussed demand, interviewees in Malmö discussed capac-

ity. It was a forecasted lack of capacity especially on line 5 that prompted planning for new 

transit solutions in the first place. In the capacity forecast, a systems model was applied, 
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indicating when offered capacity “hits its limits” on different lines under different growth 

scenarios. The thinking at that point was that a BRT could be the first step towards imple-

menting a rail-based solution, such as LRT, that would offer enough capacity for the most 

popular connections in the city in the future. In the present time, it was also clear for most 

of the planners that the capacity was already an issue with the BRT on line 5. 

 

Indeed, further pressures regarding the capacity were expected as the city was growing. This 

would also entail, as one interviewee put it, that the desire to become closer to “the ideal 

BRT” in terms of increasing the speed of the service was unlikely to happen due to this 

growth – there would be many more all kinds of road users sharing the space. This kind of 

statement expresses the kind of knowledge that Rydin (2007) identified as the knowledge 

claim type of connecting the current state to a future state (A → B).  

 

The sensitivity to the question of space was apparent when discussing the political situation 

with the possible LRT plans (which will be further covered in Section 5.7 on phronesis). As 

mentioned, during the planning phase of the first MEX, the solution was thought to be one 

step ahead towards an LRT solution. However, during the subsequent years, the political 

momentum to invest on an LRT solution had died out. While most of the interviewed plan-

ners expressed their confusion and disappointment with the situation, they still thought the 

BRT was an important concession for public transport regarding the future as well. While 

the BRT didn’t offer a sufficient level of service in the near term, it did mean that more space 

was being allocated to public transport and less space for private cars. In this way, the solu-

tion was a step towards the right direction. There is a sense of phronetic understanding in 

this statement. In addition, it contains the obvious epistemic observation: transport solutions 

operate with the limitation of space. 

 

A few planners also speculated that this issue with space was exactly one of the reasons for 

the emerging opposition regarding the LRT solution (alongside the implementation costs): 

trams running on the street would be a clear symbolic indication that the space on the street 

belonged to public transport. While in practice the (full) BRT would require similar amount 

of space than an LRT, on a symbolic level it wasn’t such a strong statement. Indeed, this 

ambiguity is also reflected in the implementation of the BRT. One planner pointed out that 

it is easier for people to understand that the tram needs its own lane, while this fact needs to 

be defended site by site for the bus solution. (Here is where techne and phronesis seem to be 

expressed side by side.) 

 

Rydin’s knowledge claim category of linking the current state to the observed outcomes state 

and comparing it to the intended, desired state (comparing A → B2  to A → B1) also forms a 

substantial category of knowledge. The interviewees discussed the observed results of the 

MEX both unprompted and in answering the questions related to this theme. In the context 

of discussing the results, the increase of passengers was a central point. On one hand, it was 

a measure of success of the solution that the line was becoming crowded but, on the other 

hand, it was becoming a problem in terms of capacity limits of the BRT.  

 

A design aspect with an impact to the passenger count was also brought up. One planner 

stressed that a focus on quality of infrastructure (such as the geometry of the line) was par-

amount in implementation not to lose passengers: 
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“But the main thing that you must solve is the infrastructure and every turn, 

every turn there is a loss of passengers. And loss of also punctuality and speed 

…”  

– Planner, Nobina 

 

An example of interpretative flexibility (cf. Pinch & Bijker 1984) emerged in the discussion 

of another kind of result: the measure of number of cars on the shared road with the BRT. 

There was an observed reduction of 30 % in cars using the road. For some, according to one 

interviewee, this was a proof of “car users suffering”. Indeed, the space for cars on that 

stretch of the MEX line had been reduced to a half. While I suggested this could be inter-

preted as an achievement of a goal (a possible modal shift) the interviewee discussing this 

also pointed out that this might also be interpreted as an improvement for the drivers who 

now experienced less traffic on the road (although with the space reduction this would not 

be such a straightforward interpretation).  

 

Another central issue in terms of met goals was the air quality. Measurements on this pro-

vided a clear indication that the goals had been met. However, one interviewee listed also 

other factors that could explain the improved quality of the air, such as a technology update 

on regional buses using the same stretch of road with previously bad air quality.  

 

When it comes to the Malmö case, there is a variety of issues regarding epistemic knowledge 

that were discussed and even debated during the interviews. In general, there are at least two 

central interests that the interviewees express when it comes to epistemic knowledge: what 

are the key features of the BRT (mostly in the Swedish context), and how do the capacity 

needs for public transport develop, and how can the BRT solution provide an answer to them. 

Most of these instances were in one way or another anchored in the empirical or experiential 

findings regarding the implemented solution (cf. Rydin’s 2007 knowledge claim type of 

linking current state to observed outcome state, A → B2). The interpretation of those facts 

and findings becomes a key task in establishing knowledge claims. Especially, two para-

graphs above exemplify the role of interpretation. 

5.5.3 Conclusions on episteme: different knowledge interests 

The differing starting points of the two cases are reflected in the nature of knowledge dis-

cussed or implied in the interviews. First difference is the stage of the planning cycle: while 

the Turku city-region case stakeholders are still trying to make strategic level choices with 

respect to the technology and routes, the Malmö case stakeholders are trying to make sense 

of their experience and learn some lessons from the first implemented BRT line. The second 

difference is present in the goals of planning. Turku has five aims that the transit solution is 

assessed against, including growth and sustainable urban form. The goals for the first MEX 

in Malmö were mostly related to transport and dealt with improving the quality of the oper-

ation of the line 5, making the line 5 “Sweden’s best bus line”. The goals were also related 

to wider strategic goals such as meeting the environmental goals of the city and contributing 

to doubling of the public transport trips by 2030. One goal was also to take a step towards a 

rail solution. 

 

The third difference is that in the Turku city-region, the choice between BRT and LRT is 

thought of as a one-off decision and in Malmö, the BRT was initially conceived to be an 

intermediary step towards an LRT solution.  

 



51 

 

These differences may explain the difference of focus in terms of epistemic knowledge. In 

the Turku city-region case the focus of the stakeholders is on isolating and finding out the 

magnitude of certain variables (such as induced demand for public transport trips, or induced 

growth and attractiveness) by studying international examples. In contrast, the focus for the 

Malmö case stakeholders (at least during this retrospective stage with successful results) is 

on identifying the relevant design features of the solution. Furthermore, what the interview-

ees in the Malmö case seem to consider as important knowledge are the specific features that 

constitute the BRT solution. While the city-region of Turku is like a person about to start 

fitness training asking which is more beneficial: gym or jogging, Malmö city is asking what 

is the ideal training program to take up at the gym. 

5.6 Techne 

Techne denotes a craft or a skill. In this case, it can be considered to be the property of a 

transport planner, or a public servant involved in the planning project of the BRT. Techne 

has a concrete purpose (ergon) and it involves bringing something into being that would not 

otherwise come into existence. It also involves the knowledge of principles, episteme. What 

is more, the meaning of techne as a craft indicates that techne is possessed by an individual 

or even by an organization – techne is embodied. Finally, it is likely that techne is found 

where the action is – it denotes a skill applied and thus visible in the action of fulfilling its 

purpose. However, unlike phronesis, it is ultimately not about action but about attaining its 

goal. It’s an activity that produces a transport solution that meets people’s transport needs, 

for example. 

 

In the cases, the interviewees represented not only the specialized transport professional but 

also expertise in public services in general or strategic planning. This was because the start-

ing point for the data collection was to find key informants to provide as much information 

as possible about the cases, while the aspect of embodied professional knowledge came later 

as the theoretical framework developed. For also practical reasons, I chose as a fixed point 

the fact that these people were engaged in bringing the transport solution into being (or 

tasked with participating in it) in professional capacity. Moreover, this is what happens in 

practice: there is a wider variety of professionals involved in preparing a plan and imple-

menting the transport solution than just the specialized transport planners. 

 

Since techne was defined in this way, I wasn’t focusing only on one type of transport plan-

ning method, such as for example the CBA or a model (cf. Beukers et al. 2012; Gudmunsson 

2011, respectively). Neither is my aim to find a complete list of different types of skills that 

are necessary to bring about a transport solution such as the BRT. Instead, I try to identify 

some of the features of the transport craft in producing such a transport solution. As men-

tioned, I begin with a vague idea: the craft able to bring about a BRT service line or a system. 

In the course of this section, I hope to provide a qualitative and ontologically relevant de-

scription of the craft and finally to analyse its connections or interactions with the other two 

categories: episteme and phronesis. 

5.6.1 Techne in the Turku planning case 

In the case of Turku city-region, a main task for the planners has been to provide knowledge 

for the decision makers to make an informed choice regarding the transport solution to be 

implemented. Thus, the goal of the activity is like that of calculation – to reach “persuasion 

regarding the number of odd and even” (Plato; ref. Parry 2014). In addition to persuasion, 
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the task of the planners has been to produce plans that provide the material for the calcula-

tions.  

 

What are the goals or products (ergon) of the craft in this case? In the case of Turku city-

region BRT/LRT planning, the foci of concerns of different interviewees seems to be tied to 

their professional roles. A Turku transport planner lists several points to consider when de-

ciding on the investment. The planner is interested in finding the best transport solution for 

the city with respect to multiple criteria. The transport planner ponders the balance of short 

term and long term in investing, the potential of different solutions to impact the urban fabric, 

and the fact that when the city grows, a system relying on private transport will just lead to 

congestion. This is in contrast with the concerns of a Turku strategic planner who is more 

engaged in the strategic implications of the solution. It seems that the strategic planner’s 

interest is to create as prosperous a city as possible. Thus, one could identify two different 

crafts at play: one trying to construct a balanced transport solution and another trying to 

imagine a new city-region. 

 

The interviewees affiliated with the city of Raisio and the city of Kaarina are focused mostly 

on making sure the investment makes sense for their respective cities. In discussing this, 

different points of view are evoked. The different geographical and planning situations of 

the cities are reflected in this discussion (see further analysis on this in Section 5.7 on phrone-

sis). Related to these, an interviewee from the regional organization suspects the solution 

would be different if there would be no municipal borders. 

 

For the interviewees, choosing between BRT and LRT is not a very central or loaded concern 

as such. The focus is on the impacts of each solution under different scenarios, the choice 

between different routes, and whether the transit solution will cross municipal borders or 

not. The interviewees grapple somewhat with what a BRT is and use LRT as a reference 

point. During a visit to Malmö, the Raisio planner tells that they noticed the MEX is “just a 

bus”. 

5.6.2 Techne in the Malmö planning case 

In the case of Malmö, the storyline is more similar among the interviewees, meaning the 

way they described the goals and the planning process are similar. Most of the interviewees 

discussed the challenges of collaboration, the compromises made along the way with respect 

to an ideal BRT solution, the many small victories in succeeding to overcome the challenges 

and ultimately meeting the goals of the project. Also, most of the interviewees discussed the 

impasse with the original LRT plans in similar terms. 

 

Two general topics that emerge in relation to crafting the BRT solution are the central fea-

tures – what makes a BRT solution a BRT – and the process of creating the first MEX. When 

it comes to the central features, there is a delicate balance in highlighting two aspects of the 

solution: the vehicle and the infrastructure. This point is illustrated in the next quote by a 

Region Skåne transport planner: 

 

“… we shall have capacity, we shall have bigger flashier vehicle … one knows 

it is only not that, but it is the infrastructure on the ground. There needs to be 

infrastructure: bus lanes, signal priorities, it should be straight, direct, 

smooth, quick ascension, attractive …” 
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The above excerpt refers to a document that codifies this knowledge mentioned earlier: the 

Swedish BRT guidelines. Almost all the interviewees refer to this document. One inter-

viewee points out that it will be much easier to work in the future towards a BRT solution 

when the document exists. This note comes in the context of mentioning that some design 

features were the topic of a tense negotiation between the partners. One of these contentious 

topics was for example speed bumps. The city of Malmö suggested the bus route should 

have them, whereas Skånetrafiken and Nobina were against them. 

 

Indeed, the organizational structure of the collaboration was lauded by one of the interview-

ees as an important success factor: having people in managerial roles meeting every week 

from every organization was important to keep the project on track by facilitating decision 

making. On the other hand, the interviewees describe the collaboration also as a constant 

negotiation of details. Yet another challenge in bringing about the solution was the limited 

budget that was also exceeded. This also was apparently the reason for some of the compro-

mises in the design of the solution. Within the city political setting at that time such a surpass 

was a problem (the city was moving towards a tighter budgetary control after a laxed period).  

 

One interesting feature of the accounts of the creation of MEX is the evident care and almost 

pride regarding the construction of the solution. The MEX was to become “the best bus line 

in Sweden”. Many features were constructed with special care: ordering the buses from Van 

Hool – allegedly the only manufacturer who could meet the requirements – is a case in point: 

the buses needed to be interesting and attractive to the eye, and comfortable to ride. How-

ever, there were also other novel features such as the information screens in the buses and 

on the bus stops and the newest technology to facilitate driving. 

5.6.3 Conclusions on techne 

The conclusion of the previous section concerning episteme is refined: the craft at play is 

distinctly different in each case. As was discussed in the previous section, this difference is 

likely to be due to two factors: the differing goals set for the projects and the different stage 

in the planning cycle. In the Turku city-region, the craft is providing persuasion about the 

best solution to the city or city-region. It involves careful calculation, but also imagination 

and identifying linkages (what hangs on balance in this decision). In Malmö, the craft here 

is the creation of a solution, i.e. identifying which features matter, evaluating how the devel-

opment took place in the collaboration of the three organizations, taking care of the on-going 

needs to maintain and develop the constructed solution. 

 

Another difference between the cases is the comparative divergence of the discussions of the 

interviewees in the Turku city-region case and the convergence of the accounts of the Malmö 

interviewees. In the Turku city-region case, there are several factors that could explain the 

divergence: the wide set of goals of the project that are not just related to transport, a set of 

municipal participants with perhaps differing interests, and the stage of planning prior to 

decision and implementation that would in time force a converging reality. In contrast, in 

Malmö, the process of implementation had converged the expectations of the parties into a 

hard reality, the success of the solution had probably also enforced a shared story (that gave 

occasion to c. 150 seminars on the project), and the goals of the first MEX project were 

strictly related to public transport.  
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5.7 Phronesis 

In this thesis, I deal with the kind of phronesis that Aristotle associates with “management 

of a state”. I take this to mean that phronesis is associated with people participating in politics 

and governance. Flyvbjerg (1998, 2004) extended the Aristotelian phronesis with the con-

cept of power. In Rationality and Power (1998), Flyvbjerg explores how power and ration-

ality, or expert knowledge, are intertwined: “rationality is context-dependent and … the con-

text of rationality is power” (ibid.,2). Phronesis also includes the notion of values and thus 

forces the discussion onto a normative ground. What is good for a state becomes the question 

and how to achieve it. Nevertheless, Aristotle points out that phronesis is embodied in action, 

the skill to act in a prudent way.  

 

While in the case of techne, where I expected to find a clear and singular aim of the activity 

(an expectation which was fulfilled only partially), here I expect to find various values that 

may be competing. What is more, I expect these values or goals to be associated with differ-

ent social groups or institutional entities. In addition to this, I am in the lookout for interpre-

tative flexibility of solutions and moments of closure – when a solution form becomes stable 

(cf. Pinch & Bijker 1984), and see if Christensen’s framework (1985) provides some turns 

with clarity. 

 

When it comes to phronesis, there are yet two elements that are important: context and the 

process or propagation of events in time. In many occasions, Flyvbjerg (e.g. 1998) has em-

phasized the importance of providing a narrative of events in phronetic planning studies. 

Here, the scope of the thesis doesn’t permit a detailed narrative, but I will highlight the key 

events along the planning processes as accounted by the interviewees. The theme focusing 

on the planning process in the interview guide provided material for this. The theme featured 

roughly the following questions: 

 

- How was the idea [BRT or LRT] introduced? 

- Was it a typical planning process or were there some new ways of doing things? 

- How was the collaboration between units/organizations taking part in the process? 

- What was the role of participation? 

 

For the background information on the cities in the beginning of the following sections, I 

have also used some external sources.  

 

Describing the context with the involved actors, including accounts of the events of the plan-

ning processes, allows us to observe the action-oriented phronesis, ethical intellect in con-

text. 

5.7.1 Phronesis in the Turku planning case 

Turku is the oldest city and the sixth most populous city of Finland (191.603 inhabitants in 

the beginning of 2019, Lounaistieto). Turku city hosts a great port with both commercial and 

passenger transport. Maritime industry forms an important sector for the city economy up to 

the present days despite some challenging times in the past. There used to be a tram network 

in the city, but it was demolished in 1972.  

 

The city-region of Turku consists of 11 municipalities. The city-region is a part of the region 

of Southwest Finland (Varsinais-Suomi) and the third largest city-region in Finland in terms 
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of population size (330.422, Lounaistieto). Two neighbouring municipalities of Turku, Kaa-

rina, the second largest of the region, (33.449 inhabitants, ibid.), and Raisio, the third largest, 

(24.182 inhabitants, ibid.), have been featured in the LRT/BRT plans. Six municipalities in 

the city-region (Turku, Kaarina, Raisio, Naantali, Lieto, and Rusko) have collaborated in the 

production of public transport through an organization called Föli or Turku Region Public 

Transportation since July 2014. Föli is directed by the public transport board of the city-

region of Turku. The rest of the public transport in the region is provided by private enter-

prises (bus traffic) and the state-owned company VR (railway traffic). (Turku city 2019) 

 

Different people begin the story of the Turku city-region LRT/BRT project (in Finnish 

“Turun Raitiotie” which means Turku Tramway) at different points in history. One inter-

viewee starts to tell the story by mentioning that some reports were made in the 1990s. An-

other starts by mentioning the history of trams in Turku. According to one planner, Turku 

city-region started to plan for an LRT in earnest around 2009. A report called Regional pub-

lic transport of the Turku city-region (Turun seudun joukkoliikenne 2020) marked the start 

of the process. One of the recommendations of this report was to proceed in creating a tram-

way for lines which are the most used. This report focused on transport. Soon thereafter, a 

region-wide plan was drawn, Structural model of the city-region (Turun seudun rakenne-

malli), in which the tram solution was embedded in a strategic spatial plan. The latter plan 

was more focused on measures to improve the “attractiveness” of the city-region and linked 

the LRT plan to those questions and to the land-use perspective overall.  

 

The MAL-agreement with the Finnish government (agreement on land-use (M), housing (A) 

and transport (L)) was the next stage of planning for the LRT. According to the agreement, 

the government would fund the preliminary planning stage of the LRT. The preliminary 

planning was done together with the city of Tampere who had already commissioned one 

preliminary plan for their LRT. The preparations of this General plan (Yleissuunnitelma) for 

the LRT started in Turku in 2011. 

 

During the work for the General plan, the idea of a BRT solution came up as an alternative 

to the LRT. The solution was called “superbus” (in Finnish “superbussi”) after the name of 

the project in Malmö city2. After this, Tampere city proceeded to vote for the implementa-

tion, and Turku city had one more preliminary report done. This was the Addition to General 

Plan. In this report, the BRT alternative was researched in more detail. One of the interview-

ees brings up Tampere in discussing the uncertainty involved in LRT/BRT development in 

Turku and perhaps offers a partial explanation on the speedier progress of the Tampere case. 

The interviewee points out that the transport economics of the Tampere LRT solution were 

on a sounder basis due to the magnitude of population already residing along the route, 

whereas in Turku, the level of population along the proposed routes is not as high currently. 

 

One of the routes explored in the general planning phase spanned to the neighbouring mu-

nicipalities of Raisio and Kaarina. After the General Plan, Turku invited Raisio and Kaarina 

to collaborate more closely in the planning process. Raisio agreed but Kaarina declined. 

Thus, Raisio has participated in the Addition to the General Plan stage via a Steering Group 

(Ohjausryhmä) and proceeded with planning of the potential route spanning to its area.  

                                                
2 The terminology is still under development in Finland. An early landing of the BRT concept in Finland took 
place already in the 1960s when American consultants brought the idea of a “metro bus” to a regional 
transport plan to Helsinki. This was the infamous Smith & Polvinen plan known for suggesting motorways to 
cut through Helsinki city center. 
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The Steering Group involved different regional parties and was involved in the strategic 

level direction of the project, but the more practical planning was done within the cities, and 

in Turku, with the help of Föli. One planner mentions that it was the first time a steering 

group model was applied to a single project in Turku. This is in line with the notion that the 

LRT is seen as a strategic project in the city.  

 

The practical planning within the Turku city was in major part conducted by then the separate 

units of real estate and urban planning. There were small groups that had members from 

different units focusing on different questions. All in all, the planning process was thought 

of as successful by the Turku city interviewees.  

 

The integration of land-use planning and transport planning is not just achieved by different 

professionals working together or by having goals related to land-use development. An in-

terviewee from Turku identified an internal dynamic at play in such large-scale projects, as 

mentioned already earlier. As the planning for the infrastructure proceeds, the land-use plans 

and transport infrastructure plans feed into each other, giving ideas for new areas to develop 

or new stations to add to the plan. What is more, the city is compelled to find these develop-

ment opportunities for the investment of such magnitude to make sense. 

 

According to the interviewees, the goals for the project listed before had been unquestioned 

since they had been set. The city of Raisio accepted them when joining the process. These 

five aims were used in the assessments as targets to find out which route choice and tech-

nology would yield the best results.  

 

All in all, the project is portrayed as a strategic investment. Related to this and as mentioned 

already before, one interviewee marvels an “alternative” success story of the region of Bil-

bao. According to this narrative, what made the city thrive was the metro investment, not the 

Guggeinheim museum. The importance of the economic side of the case is also highlighted 

by the fact that there was a year-long participatory process for constructing the economic 

impact assessment for the project. The result of this process was that the business sector 

supports the LRT option.  

 

Consequently, there is also a need to correct some “misled” perceptions of the project being 

a public transport project. The interviewee from Raisio points out that the trunk bus system 

planned to take effect in 2020 is the major development for the public transport system, not 

the BRT/LRT. What is more, one interviewee from Turku laments that the public is also too 

much focused on the choice of the transport technology. 

 

Based on the interviews, the aims of the project have not been contested and the list appears 

clear: add the competitiveness, sustainability, improve the transport system, wellbeing of 

citizens and economically sound investment. There seems to be strong expectation that Kaa-

rina and Raisio would be on board in the planning as these goals stand uncontested. There 

are different interpretations why especially Kaarina would exclude itself from the further 

processes of planning. The Kaarina planner confirms the interpretation of a Turku planner 

that they are afraid that the project will simply cost the neighbouring municipality too much 

money. The Kaarina planner expresses a worry present in the city that the expenses of the 

project will have an impact on the services of the Föli public transport even when these 

budgets are not officially tied. It seems pertinent to note that the transition to the Föli was a 
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challenge for the neighbouring municipalities in terms of the cost increase, but since then 

the Föli collaboration has been a success, according to the interviewees. 

 

What is behind Kaarina’s reluctance apart from perhaps an averseness to invest so heavily 

on public transport infrastructure? One reason comes across in the interviews as the sensi-

bility of the solution with respect to the public transport system in Kaarina. On one hand, the 

future of the project on Kaarina’s side is uncertain since Skanssi in Turku, an area along the 

suggested route to Kaarina, at the cities’ border is yet to be developed sufficiently for the 

investment to make sense. On the other hand, this route through the Skanssi area would lead 

to longer travel times to the Kaarina centre from Turku, as the current ordinary bus route is 

more direct. This contrasts with the situation of Raisio, where the planned line would be 

replacing an ordinary bus line that currently nears its maximum capacity and runs along a 

densely populated area all the way to the centre of Raisio. All in all, the future of the invest-

ment is both ambiguous and potentially weakening the quality of public transport service in 

Kaarina. 

 

Consequently, the interviewee from Kaarina laments that the assessments downplay the de-

velopment potential of ordinary trunk bus lines. The interviewee says: 

 

“… the report gives an impression, that [strong development measures] are 

not possible with these trunk bus lines. Why not? Why couldn’t they be devel-

oped as strongly?” 

 

In contrast, a Turku interviewee laments that a transit solution uniting the cities would make 

sense because they are equally far from each other as Tampere’s suburbs along the LRT 

route over there. The interviewee would like to see the Turku city-region become more co-

hesive and form a “ribbon city”. 

 

While the previous utterances indicate at least a mismatch of sensibilities, perhaps a chal-

lenge lies also to some extent in the lack of municipal coordination. The tension and a lack 

of coordinating instruments between municipalities of the city-region is discussed especially 

by the interviewee from the Regional Council of South-West Finland. The interviewee sug-

gests that while initially the LRT idea was embedded in the regional structural model, since 

then the project lead was adopted by the Turku city. This is, the interviewee speculates, 

because it is easier for the Turku city to lead the project itself since otherwise they would 

have to rely on decision-making of several city councils which would make the progress of 

the project unpredictable. The solution this person offers is that the government should more 

actively support the regional collaboration when the municipal structure is not “optimal” and 

there is no economic pressure to actively proceed with municipal mergers.  

 

A lack of trust is also discussed by the Raisio planner in the context of other transport pro-

jects even when the LRT/BRT project aligns Raisio’s and Turku’s interests in this person’s 

opinion.  

 

Yet another reason for Raisio to be positive towards the transit infrastructure investment 

according to the Raisio planner interviewed is the investment by government to deck the 

stretch of the motorway E18 in Raisio leading to the Turku harbour. The city centre of Raisio 

is also undergoing a redevelopment in concert with this. Consequently, the BRT/LRT in-

vestment is also seen as improving the attractiveness of the land in the minds of developers 
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in the centre of Raisio. The interviewee expects this to facilitate the capitalization of the 

government and the city investments.  

 

From the point of view of the Turku city and to some extent of Raisio, the goals of the 

process seem to be stable. One interviewee says that these goals form a solid ground for 

planning the project as each report brings more light to how they are being fulfilled under 

different options. However, the benefits and distributive effects of the investment are far 

from clear regionally. Possible reasons for this are found in the lack of political coordination, 

competitive tensions and a lack of trust. What is more, the very political and technical closure 

that seems to be in the interests of the Turku city (arguing that an ordinary trunk bus line is 

not enough) seems to render the project inaccessible for Kaarina. 

5.7.2 Phronesis in the Malmö planning case 

Malmö is the third populous city in Sweden (339.313 inhabitants at the end of 2018, Malmö 

city 2019) and the fastest growing city in Sweden (ibid.). It is part of the Scania (Skåne) 

region, and also a part of the cross-national region of Greater Copenhagen (ibid.). It used to 

be a shipyards city and an early industrializing city in the Scandinavia. The Kockum ship-

yards was inaugurated in 1840 and closed in 1986 and the economic downfall of Malmö city 

started. The 1990s recession exacerbated the trend. The total decline of the former economic 

model of the city set the stage to pursue a new economic strategy. Malmö rebranded itself 

as a “knowledge and cultural city” and also started investing on projects related to sustaina-

bility. (Anderson 2014). The First Urban Development Scheme took place in the former 

shipyards. This development is called Western Harbour. Western Harbour sought to attract 

wealthy Danish citizens who wanted to find more affordable housing than could be found in 

the Copenhagen region. (Baeten 2012).  

 

The county council of the Scania county called Region Skåne was formed in 1999. It took 

up the competencies for regional development through a devolution of powers from the state 

authority, the county administrative board (länsstyrelsen). The regional council is elected 

every fourth year. In some areas Region Skåne collaborates with the municipalities (such as 

land-use planning) and in some it is the sole provider of services (such as public transport). 

Skånetrafiken is the organization responsible for public transport within the Region Skåne. 

 

Over the years, the model of running public transport has gone from public provision to 

market initiative and back to authority initiative in Malmö. Nowadays it is operated through 

a concessionary model. Skånetrafiken as the public authority defines the services, and pri-

vate companies participate in tendering to win the monopoly to run them for a set period. 

The city of Malmö provides infrastructure, such as stations.  

 

The bus system of the Malmö city was redone in 2005. Already in the wake of this change, 

Skånetrafiken started to be worried about the capacity of the bus network for the growing 

city and the risk of increasingly crowded vehicles. Without the involvement of the city, it 

commissioned a consultant to investigate the possibility of reinstituting rail-based traffic in 

Malmö. The bold move was received well within the city. Some politicians were especially 

impressed by the idea.  

 

A little later, the city began its own strategy work on improvement of the public transport 

system. Back then, the identified issues to be solved were noise, air pollution and crowded 
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buses. This report also suggested various improvement solutions: public transport priorities 

for buses, introduction of electric propulsion and an LRT. (Malmö city 2008)  

 

The first MalmöExpressen project was first and foremost a public transport development 

project. This is natural considering the organizations who initiated the planning. The idea of 

an LRT solution was initially proposed by the Skånetrafiken report and then the planning 

was taken up by the Malmö city transport department. This eventually led to an agreement 

between Skånetrafiken and the city of Malmö to proceed with the concept of superbus, a 

quick fix to the capacity problems observed on the line five (“because all knew that the bus 

line 5 was overcrowded” as one interviewee put it) and as a first step towards a rail-based 

solution.  

 

The Malmö city plan outlining the strategic needs for the public transport in the future sup-

ported well this kind of thinking: it laid a plan for three time-perspectives: present, future, 

and long-term future of public transport in the city. The BRT project was perceived as a 

short-term step. As one interviewee from the Malmö city describes, the aim of the MEX 

project was to “improve the current bus-based public transport … as good as it gets with the 

bus”. 

 

During the planning and implementation, the project gained new meanings. The project 

came to be seen as a measure to promote social cohesion in the segregated city as it joined 

the troubled Rosengård suburb to the centre of the city and the new Western Harbour devel-

opment area. This was also a political message, as one interviewee observes: “politically this 

was very … good”. 

 

In 2018, the Malmö city was preparing for four new MalmöExpressen lines as the first MEX 

was such a success. These new lines and an upgrade of the first MEX have added a new 

layer of aims to the project. Now the project also features goals related to land-use develop-

ment. State subsidy under an agreement called Metropolitan package (in Swedish “Stor-

stadspacket”) offers big cities in Sweden financing for green infrastructure projects in return 

for a pledge from the city to develop a certain amount of housing in the catchment area of 

the public transport service. 

 

What also took place was a change in the meaning of the BRT from an intermediary solution 

to a final one. By 2018 the LRT had become a controversy and as one interviewee retorted: 

“that’s politically very sensitive, so they don’t talk about that anymore”. However, the plan-

ners in the city of Malmö were still preparing the streets by retaining the reservation for a 

rail in the master plan and avoiding piping under the public transport lanes if eventually the 

LRT would emerge on the table gain.  

 

When probed further, the interviewees speculated on the reasons why this turn took place. 

From the perspective of the civil servants, they could offer only guesses. One of the reasons 

given for the turn was that the controversy was always latent in the process. One of the 

interviewees reminds that there are still politicians alive who took part in demolishing of the 

old Malmö tram. Many of the interviewees brought up the costs of the rail solution. With the 

success of the first MEX, the tide had turned against the expensive tram and in favour of 

solving the capacity issues by expanding the inexpensive BRT solution. As one interviewee 

put it: “they have changed opinion and now they think that the BRT solution is the most 

efficient solution and they want to … build more lines”. 
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Another interviewee also suggests the new design philosophy of taking space from cars for 

public transport, that had become concrete in the wake of constructing the first MalmöEx-

pressen, had rendered the tram unacceptable. It was too much a symbol of public transport. 

In contrast, another interviewee thought that the tension with the space was also with respect 

to other modes, for example by threatening the safety of bikers or pedestrians. Nevertheless, 

the potentially ostensibly technical detail of having the bus lanes located in the middle of the 

street was also mentioned to be a good solution to avoid political tension with cars. The 

solution helped to avoid the discussion of how to handle roadside parking in the presence of 

a bus lane. 

 

However, in this probing, some other interesting details emerged. The political opposition 

to proceeding with the upgrade to an LRT came from the regional political level. The support 

was withdrawn from the Malmö LRT but support for the neighbouring city of Lund for their 

LRT plan was offered. Some expected that the example of Lund was a regional “pilot” and 

that the support for the Malmö LRT would ensue when the LRT in Lund would be in oper-

ation.  

 

Finally, the future vision of annexing Malmö to the Copenhagen metro system was brought 

up as a possible reason for withdrawing from the LRT discussions. However, in the planners’ 

opinion this move was not essentially promoting transport goals as the possibility to improve 

the current conditions was thus dismissed. One interviewee even went as far as to say: “I 

think that politically they use this buses and tram and metro as some kind of … chess game 

to gain political points.” 

 

In the midst of these events the planners in Malmö city found meaning in serving goals 

beyond the political will, at the same time recognizing the dangers of such a situation:  

 

“[this is] a factor leading in a technocratic direction because we would as civil 

servants do some kind of … assessment of the situation and propose what we 

think is the best, taking into account what the city needs to achieve when it 

comes to sustainability especially …” 

 

Even though the final blow to the tram plans came from the regional level, in Malmö too the 

political future was perceived as cloudy. The red-green alliance that had been in power for 

several terms and with pro public transport policies (e.g. setting a goal that in 2030 the modal 

share of cars is max. 30%) was expected to crumble. It had become evident to the planners 

in the city that the Social Democrats didn’t have a clear stance on transport as the chair of 

the Technical board (always a social democrat) had been siding with the Greens or the Mod-

erate Right transport policies depending on the individual on the seat. One interviewee sum-

marized the situation: “the Social Democrats will probably be in power for the next term, 

but we can’t say what this means from the traffic point of view”. 

 

The implementation process of the first MEX line was also full of struggle, especially for 

the city’s civil servants. There was a tight implementation schedule due to a reason one in-

terviewee suspected to be the political term changing. The budget was also extremely con-

stricted which, as explained, was perhaps related to the new tightening stance on budgeting 

in the city. The budget itself was also set tactically: if the budget stayed under 50 million 
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Swedish crowns, the project didn’t need to go to the city parliament but could be accepted 

by the city board.  

 

The struggles to get the project done in due time and within the budget also made the work 

hard, together with the numerous technical details that had to be solved during the process 

without a standard to refer to. In addition, as one interviewee put it: “We also didn’t get best 

of friends [as organizations] after this because some of our different opinions are still differ-

ent opinions.” Finally, the budget was exceeded due to unexpected expenses related to con-

taminated soil and some accidentally omitted design details. The overrunning of the budget 

was deemed as a grave error in the media, and some responsible people had to bear the 

consequences. Nevertheless, the MEX solution became a success in due time among the 

people and the politicians. 

5.7.3 Conclusions on phronesis 

Both cases demonstrate the European tendency to view the BRT solution as an inexpensive 

alternative to LRT. In Turku, the central question is, which one solves the set goals better 

with respect to the costs of the solution. In Malmö, the BRT solution was originally an in-

termediary step towards an LRT but in the end, too, ended up being viewed as an inexpensive 

and perhaps an “unobtrusive” alternative to LRT. However, beyond this, there are a host of 

different meanings that may be observed in the sphere of goals and values. What is more, 

these meanings are often in a struggle. 

 

In the Turku city-region, a great conflict of meaning is evident in the understanding of the 

solution within different municipalities. Whereas the Turku city is focused on the overall 

strategic level, the cities of Raisio and Kaarina assess the situation mostly from the transport 

point of view. For Raisio, the transport benefits of a high-capacity solution (BRT or LRT) 

are evident, but for Kaarina they are not. From Turku’s side this may be interpreted as a 

reluctancy to engage in strategic level collaboration. This mismatch may be explained by the 

corresponding powers of regional governance: the spatial collaboration is weak whereas 

there is functioning regional collaboration in the public transport sector. 

 

In Malmö, a central conflict over the meaning of the BRT originates in the political milieu 

of both the city and the region. Some factors indicated by the interviewees here are the 

opaque transport policies of the Social Democratic party, the regional interdependence of 

transport policies via the regional political body (although this is only a speculation), and 

the politically loaded struggle for space for different transport modes in the city. 

5.8 Interplay of episteme, techne and phronesis 

In the previous section, I analysed the themes of episteme, techne and phronesis separately 

for both cases. The analyses demonstrate that by looking at the cases through the lens of 

each type or sphere of knowledge in turn brings to fore different relevant aspects of the cases. 

What is more, the types of knowledge seem to interact in various ways. In this section, I try 

to sketch how these three types of knowledge interact based on the previous analyses and 

some theories from Section 3.1 and 3.2.  

 

What already flows from the choice of the research framework, and as I believe that the 

analyses demonstrate, the sphere of phronesis envelopes the other types of knowledge: 

techne (doing, creating a solution) and episteme (scientific knowledge, structured argumen-

tation). For example, the investigation indicated that the application of an internationally 
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recognized solution is initiated by mobilizing the search for solutions to problems and needs 

defined by the local political settings, which could be termed as the phronetic sphere.  

 

Moreover, the analysis of the cases also demonstrates that with such major infrastructure 

investments, the plans involving the potential implementation are developed, discussed and 

revised for years. One reason for this, apart from the time needed for knowledge production, 

seems to be that it takes time to politically mobilize all the necessary stakeholders. While 

the data doesn’t permit conclusive claims, it appears that the agent of political initiative and 

thrust can also change during that time (like in the Turku city-region planning case). This 

highlights the complexity of planning processes with respect to the field of phronesis. 

 

During the long process of political mobilization, the portrayals and interpretations of the 

technical solution may change. I would argue this could be viewed as a dynamic relationship 

in which the developments in the phronetic sphere flow into interpretations, applications, 

and search for techne and episteme.  

 

When a solution is chosen and implemented, a degree of technical (and geographic) closure 

may be achieved during such a planning process, as demonstrated by the Malmö case and 

the development of the Swedish BRT design guidelines. This means that the technical fea-

tures of the solution or the techne becomes locally solid in a SCOT sense (cf. Pinch & Bijker 

1984). What is more, such closure seems to be unattainable in the realm of politics or phrone-

sis. Thus, even when an agreement is reached what the BRT solution entails technically, its 

potential to solve specific problems may be interpreted differently by different stakeholders 

and can change during time (as the Malmö case demonstrates). 

 

In contrast, there are common features assigned to the BRT solution in both cases and these 

correspond to the meanings assigned to the concept in Europe, according to literature (see 

Section 4): the BRT is seen as an inexpensive alternative to the LRT in both cases. In addi-

tion, in Malmö, the focus has been on comfort (cf. Hidalgo & Gutiérrez 2013).  

 

Apart from this, the meanings in the local contexts under study vary greatly, again enforcing 

the great role that phronesis plays in planning. In Turku, the BRT (as an assessed alternative 

to LRT) is viewed as a core aspect in the city development plan. In Malmö, the BRT is seen 

as a high-capacity solution to improve and maintain the public transport services in the city. 

There are land-use aspects coupled with the solution at later stages during the emergence of 

the solution in this context, but the BRT itself still seems to be treated as a transport solution. 

These portrayals and expectations may be traced at least to some extent to the organizations 

involved in seeking a solution and the genealogy of plans: in the Turku city-region case, it 

is the city which drives forward a vision in the city-regional spatial plan; in the Malmö case, 

it is the regional transport organization who initiated a search for a solution to meet the needs 

of the local public transport network. 

5.8.1 The relationship of goals and technology  

The different moments in the planning processes of Turku city-region LRT/BRT and 

MalmöExpressen can be illustrated by placing them on different corners of Christensen’s 

typology (see Figure 7, cf. Figure 6 in Section 3.2.4) that relates the states of technology and 

politics in a two-by-two matrix. In the beginning of the planning process in Malmö, Region 

Skåne planners responsible for public transport planning identify the problem/goal to keep 

up with the growth of the city and the consequently growing demand for public transport. 
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Thus, they start in corner B as the goal is known: to improve the public transport services to 

meet the demand. In other words, there is no contestation in the phronetic sphere. 

 

Being in the corner B, planners in both the regional organization and the city conduct studies 

to identify the best technology. Some recommendations are made and knowledge in terms 

of episteme is advanced. Thus, the situation moves towards the corner A. However, it can 

be argued that as the solutions they propose are untried in the city, there is no local techne, 

thus rendering the technology still unknown at this point. The implementation process of the 

BRT is the step that finally moves the situation to the corner A – local techne is developed.  

 

Today, from a limited perspective, the Malmö city lies in the corner A: it is agreed that the 

problem of the city growth still needs to be dealt with, and the solution is tried and known: 

the BRT. Nevertheless, on the background there are some elements of D and C present: the 

initially agreed long-term solution of LRT has been halted without a proper analysis (that 

the planners within the city and the regional organization are aware of). This is due to ob-

served political indecisiveness and unpredictability (somewhere in D) that according to the 

interpretation of some interviewees stems from aligning with the political interests unfavour-

able to increasing the use of public space for public transport (actually in C). Either way, 

there is some work to be done in the phronetic sphere. 

 
Figure 7: Christensen's (1985) typology of planning situations and evolution of the Malmö superbus 

process 

 

In the case of city-region Turku (see Figure 8), the planning is mostly happening in the corner 

B: the goals are set early on and the main question is, what should be chosen as the technol-

ogy. Similarly to Malmö, the preliminary plans are conducted by producing more knowledge 

in terms of episteme. If one pays heed to the Malmö example (and Christensen’s recommen-

dations), the path towards a known technology is found in experimentation and innovation 

through working together – by developing local techne.  

 

Nevertheless, from the regional perspective, there are elements of C in the planning situation 

as well: the goals of the different municipalities are not necessarily compatible or there is a 
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lack of instruments through which the goals can be sufficiently aligned. (Under these cir-

cumstances Christensen’s recommendation is to acknowledge the multiple goals and engage 

in negotiations.) This denotes again a need to work more in the phronetic sphere. 

 

Here, the framework also provides some food for thought to take further steps in planning 

and implementation – depending on the diagnosis of the central challenge (a technological 

or a political one). 

 
Figure 8: Christensen's (1985) typology of planning situations and evolution of the Turku tramway pro-

cess 

5.8.2 The interplay of problems and solutions  

When there are several actors with different goals or different perceptions, Christensen’s 

framework doesn’t provide the best visual guide to observe the situation. The Social Con-

struction of Technology (SCOT) approach (Pinch & Bijker 1984) with the interaction of 

problems, solutions and social groups makes a more detailed illustration possible. It also 

offers a way to relate the actors, the problems they face and the technical solutions on offer 

(or being suggested). 

 

The analysis regarding the phronetic sphere in the Turku planning case (see Section 5.7.1) 

is depicted in Figure 9 highlighting the actors (rounded rectangles), their respective problems 

(circles), and the solutions suggested.  

 

Originally, the Regional council of Southwest Finland (the collaborative body of municipal-

ities in the region) proposed a transit axis to improve spatial cohesion on the regional level. 

This idea of a transit axis was taken up by the city of Turku with a focus on the transport 

solution. The goals at this stage were formulated according to the needs of the city, for ex-

ample to develop the attractiveness of the city centre. The municipalities of Raisio and Kaa-

rina have their respective goals and needs when the prompt from the Turku driven project 

emerges again. The arguments on benefits and problems of the LRT plan proposed by the 

planner in Raisio seem to align with the proposed solution. For Kaarina, the discontinuity 

between the “original” regional transit axis and the new axis route proposed by the Tramway 
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plan becomes an issue with respect to the municipality’s goals (to develop according to their 

existing plan and retain a good level of service of public transport in the center of Kaarina).  

 

 
Figure 9: The actors, problems and solutions in the Turku planning case 

 

For the planning case of Malmö, it is more challenging to draw the picture with the different 

actors since it turned out that the interviews did not cover all the relevant actors when it 

comes to the phronetic sphere. Thus, there is only speculation from the interviewees (civil 

servants within the city and the regional organization) of the political actors (both within the 

city and on the regional level) that have had influence over the plans in question. Thus, 

Figure 10 is a simple depiction of the central conundrum apparent in the case: for civil serv-

ants the current situation with only the BRT solution presents a capacity problem whereas 

the politicians (at least some) argue that the BRT solution offers enough capacity (especially 

when it is extended to new lines). 

 

What can be said is that the conflict is hidden for other reasons than in the case of Turku. In 

Turku, it is likely that the conflict or challenge arises from the lack of city-regional coordi-

nation (mainly from the point of view of land use). In the case of Malmö, (as some of the 

interviewees suggest) the planning faces the politically charged question of use of public 

street space and, on the other hand, the fact that this specific question of use is not directly 

addressed by the political system. 



66 

 

 
Figure 10: The actors, problems and solutions in the Malmö planning case 
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6 Discussion 
The aim of this thesis has been to contribute to both the theoretical discussion on transport 

planning practice and provide a reflective account of events for the stakeholders of the plan-

ning cases. Below, in the first subsection, the results of the thesis are evaluated based on 

their scientific merit. In the second subsection, their implications to practice and theory are 

discussed. Finally, some avenues for further research are identified in the third subsection. 

6.1 Evaluating scientific merit of the results 

In this thesis, I discussed and applied an amalgam of different theories. My core theoretical 

foundation was the practical philosophy of Aristotle of episteme, phronesis and techne, the 

three intellectual virtues. This theoretical choice was grounded on a study of planning-theo-

retical treatises on the nature and uses of knowledge in planning. Based on this review, a 

central challenge in planning as an academic discipline emerges. It is finding a balance be-

tween theoretical knowledge (following the epistemic ideal of science) and knowledge rele-

vant for practice (knowledge helping to evolve techne and phronesis). With this in mind, 

applying the philosophical framework of Aristotle (applied also by contemporary planning 

scholars such as Davoudi) becomes an interesting road to take. The framework incorporates 

both theory (episteme), practice (techne) and politics (phronesis). The spirit of the frame-

work also acknowledges the limitations of theory (depending on the field), thus removing 

the limiting quest to find absolute certainty in knowledge involving planning. 

 

I took some liberties in incorporating the analytical ideas from SCOT and Christensen (1985) 

into the Aristotelian framework. This move was pragmatic. I needed a more down-to-earth 

and field-specific framework with which I would be able to observe how political values and 

goals interacted with technical solutions. Christensen’s framework proved to be very practi-

cal. It also gave rise to planning recommendations as it had a clear methodology embedded 

in it. This methodology was geared to render a planning problem solvable through making 

both the political standpoint to the problem and the technology known.  

 

On the other hand, despite offering an interesting way to conceptualize the relationship and 

interplay of problems and solutions, the SCOT framework was challenging to incorporate 

on top of the other elements in the framework. To reach good analytical quality, I should 

have put more effort in establishing the relevance of SCOT to planning and planning theory. 

This would have also involved relying on more recent contributions within the field of soci-

ology of technology. Nevertheless, I believe this thesis indicates that this would be an inter-

esting avenue to pursue in the future. 

 

I also relied on some more contemporary planning theories. In the end, I think I could have 

depended on them even more, as the elements I was looking for were also present in the 

current literature. For example, I could have built on Davoudi (2015) instead of directly on 

Aristotle’s work. Despite this, I believe I sufficiently demonstrated that the point of view 

was relevant for the current discussions within the field. 

 

Apart from theoretical quality, there is also the quality of the qualitative research to evaluate. 

Yin (1994) lists four criteria to judge the quality of case studies. These are construct validity, 

internal validity, external validity, and reliability. Construct validity means establishing cor-

rect operationalizations with respect to the topic of interest. (Yin 1994, 33) The topic of 

interest here was the observed variance of the local perceptions of an international transport 
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solution. Moreover, by studying this variance, the aim of the thesis was to deconstruct the 

tendency of transport planning as a discipline to portray transport solutions as context free 

and to afford an alternative view. 

 

The search for constructs to study the phenomenon drew heavily from planning theory: I 

sought a theoretical viewpoint that could help to explain the differences in the local imple-

mentations of an international public transport concept. The final set of constructs came from 

philosophy. The challenge in applying them to the empirical data was evident. However, 

with the help of some more practically oriented frameworks, they yielded some interesting 

results.  

 

Internal validity means that for causal relationships the explanations offered are correct (Yin 

1994, 33). This is a challenge for case studies but Yin (1994, 34) mentions some strategies 

such as pattern matching, which means that competing explanations for observed behaviour 

are tested before concluding the factors in a causal relationship. While this case study also 

has features of an exploratory study (in which case internal validity isn’t sought after), there 

is one causal relationship for which a description is attempted: namely, what accounts for 

differences in meaning of local transport solution applications. The explanations offered are 

related to the variant nature of both techne and phronesis. While this seems like a plausible 

explanation, in the light of the data and the theoretical discussion, the mechanisms within 

the craft and the political realm that produce the difference should perhaps be treated as 

exploratory suggestions based on this study.  

 

External validity means that the results offered by the case study can be demonstrated to be 

generalizable to a wider domain. For case studies, this entails analytical, not statistical gen-

eralization. (Yin 1994, 33, 35-36). The first step of this research was constructing an analyt-

ical framework that was then used to analyse the empirical cases. The analytical validity of 

the framework was discussed in the beginning of this section. What is more, the “empirical” 

analytical generalizability is to add to our understanding of local adaptations of an interna-

tional technological solution or policy concept, the BRT. 

 

Finally, reliability implies that the case study protocol is carefully documented so that the 

case study could in theory be repeated and yield the same results (Yin 1994, 36-38). This 

criterion is met partially. While I have documented each step in the research project and 

described the most important steps in this report, it is unlikely that the case study could be 

repeated in exactly the same way. For one, this would not be productive: during the process, 

I was constantly learning and revising my protocol, which is also a central feature of quali-

tative research. Secondly, the planning processes covered have moved forward, thus possibly 

impacting the interpretation of earlier events. However, by reporting the central steps taken 

with respect to thinking and data collection, I have attempted to make the protocol transpar-

ent for the reader to evaluate.  

6.2 Practical implications of the results 

The aim of this thesis was also to bring enlightenment for the planning practice. I hope that 

observing episteme, techne and phronesis in an empirical planning case enables an analysis 

of the relationship of context and content (cf. Gudmundsson 2011) without a stark dichot-

omy. It could help to understand better the interaction of different knowledge forms dis-

cussed in the planning literature: for example technical/codified knowledge, practice-cen-

tred, and political knowledge (Vigar 2017); and knowing what, knowing how, and knowing 
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to what end and doing (Davoudi 2015). Even when we are mainly interested in the technical 

aspects of a transport solution, especially viewing things through the lens of phronesis can 

help the stakeholders to understand the issues that prompt the search for a solution. This kind 

of reflection of the political background is what the planners in Malmö seem to practice as 

well.  

 

However, for making the theory more accessible, discussing the phenomena encompassed 

in these terms with more practice-oriented, tangible language could be worthwhile. Firstly, 

episteme could denote generalized transport principles or design guidelines (“generalized” 

hinting to the fact that the principles or guidelines need to be specified via localization), or 

the emphasis here could be on identifying the various disciplinary approaches taken (each 

with their own epistemic contributions) or to identify the knowledge claims using Rydin’s 

(2007) categories. Secondly, techne could be approximated as the technical skills and re-

sources that take part in producing the local solution. Thirdly, phronesis could be translated 

as the local political landscape operating within the local planning system and the goal set-

ting process of the planning solution. 

 

Nonetheless, I believe that studying planning challenges through these three elements can 

be very practical. By analysing a situation with them, the strange moments that do not seem 

to abide by the ideal progression of political values into transport solutions can make more 

sense. The cases studied in the thesis demonstrate at least two such instances:  

 

1. In the Malmö case, the instability of the political setting that also may be incapable 

of openly dealing with deliberation regarding the use of public street space, is in 

conflict with the internally rational transport planning process whose starting point 

lies in the early political goals. This situation can risk either alienating the citizens 

by leading to a reliance on technocratic strategies to forward plans or not dealing 

with the public transport provision in an adequate way. 

 

The possible solution to this dilemma may lie in more open political deliberation with respect 

to aspects of spatial planning. This may be a naïve suggestion but also follows from Chris-

tensen’s framework. 

 

2. In the Turku case, the regional stakeholders have different needs when it comes to 

the transport system. However, instead of working to consolidate these needs into 

the project, the dominant political stakeholder sets the agenda and the sensibility of 

the other stakeholders is being questioned. 

 

This challenge probably has its roots in the incompatible nature of TOD planning at the core 

of the Turku city-region LRT/BRT project, and the regional planning instruments in the 

Turku city-region: there is a lack of city-regional steering in land use. This kind of steering 

would be essential in the long-term progress of the regional transit axis development. How-

ever, the short-term possibilities to support the city-regional public transport should take a 

more prominent role, as they form a functioning basis for the regional collaboration. 

 

More or less an aspect of both cases was the development of local technical skills and re-

sources involved in planning and implementing a new transport concept. This corresponds 

to a strategy described in Christensen’s (1985) model. A situation, in which a transport so-

lution doesn’t have a precedent in the geographical or political area, means that the situation 
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corresponds the corner C: the goal of planning is known while the technology is unknown. 

According to Christensen, this calls for conscious experimentation, not proceeding by defin-

ing a rigid set of indicators. Nevertheless, a conscious codification of the solution can also 

facilitate planning in the future. 

 

What is more, the lens can also bring some new insights regarding the institutional level. In 

the textbook model, transport policy provides transport planning with goals. In other words, 

transport policy transfers the value goals formulated through political deliberation into quan-

tifiable targets that can be achieved through the most suitable transport solution. However, 

this thesis demonstrates with the support of literature and an empiric study that this view 

discards important features. One of these is the contentious nature of goal setting: there may 

be several parties who have a stake and consequently an interest to participate in the goal 

definition, up to the interpretation and implementation of the technical solutions.  

 

To some extent, this challenge in the domain of transport policy goal setting has been noted 

in Finland. One improvement is to widen the scope of the solution assessment (cf. Mirea 

2015), for example by investigating the wider economic impacts of a transport solution. 

While providing useful knowledge, using only this strategy to overcome the potential dis-

putes suggests that there is only one “correct” set of desired impacts. The message of this 

thesis is that while such investigations are beneficial in broadening the scope of assessment, 

the set of desired impacts is essentially a political concept and thus a terrain for political 

struggle. In the context of Nordic democracies, it is also an expectation that this struggle 

would take place openly. 

 

Continuing with this line of argument, some policy instruments geared to work through an 

economic incentive, such as government subsidies to a transport infrastructure project, also 

possess politically coordinative power in spatial planning. This is based on observations re-

garding the Turku case: one is the hope of central government subsidy to “force” the munic-

ipalities to find common ground in such a project; the other is that the central government 

investment to the national road E18 possibly facilitates a strategic impetus for Raisio to in-

vest in the Turku LRT project. 

6.3 Avenues for future research 

An interesting avenue of research to which the SCOT framework already points to is the 

application of philosophy and sociology of technology to the study of transport planning. 

This thesis indicates that there is potential in this direction by demonstrating the illustrative 

powers of the SCOT to discover the interplay of problems and solutions in search of a 

transport solution. Overall, sociology of technology offers socially and societally astute per-

spectives to transport planning which as a domain of public policy should embrace these 

perspectives.  

 

What is more, some interesting scholarly discourses focus on evaluating the wider social 

impacts of technology, sometimes directly referring to transport technologies. It is evident 

that technology does not only neatly solve problems but that technology shapes, directs, 

mediates and legislates human activity (Dotson 2013). This perspective could be interesting 

to complement with the notion of Bertolini (2007) that transport systems develop in an evo-

lutionary fashion. Thus, the notion that the existing transport system has an impact on what 

the transport system will be in the future could be complemented by an analysis of the social 

dimension of the impacts. 
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Another take on transport planning, briefly touched upon in the Section 3.1.3, deserves more 

attention in the future. This is the critical evaluation of transport policies vis-à-vis the con-

temporary capitalistic system that is conductive to an inherently unsustainable mode of 

wealth creation. Boussauw and Vanoutrive (2017) among others identify a deep connection 

between transport planning and the promotion of growth. This applies also to much of sus-

tainable transport policy. The case of Turku exemplifies this: the LRT/BRT project is aiming 

to promote both growth and sustainability. The analysis of the phronetic dimension with 

respect to the global economic system and the planet at large, would be a highly interesting 

and even pressing future area of research. 
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Appendix 1. Interview guide for the Malmö planning case 
(used in modified form for different organizations) 

 

A. Background information 

1. General role? 

2. Role or involvement in BRT project(s)/MalmöExpressen? 

B. Timeline and process 

1. How did the idea for a BRT style solution come about? 

2. How was the planning process? 

3. What was citizen and stakeholder participation like? 

4. What kind of knowledge was gathered to support the decision making? (For ex-

ample: impact assessment, benchmarking) 

C. Goals 

1. What were the issues that the BRT solution was thought to answer? 

2. How were these goals formulated? Who formulated them? 

3. How were these goals related to other planning goals (for example in master 

plans, regional plans)? 

D. Experiences 

1. Have these goals been fulfilled?  

2. What has been the reception (among different groups)? 

E. Planning culture 

1. Can you describe what works well in the planning of Malmö city? 

2. What institutions or stakeholders are most influential? (Political parties, tech-

nical boards, business sector, the mayor etc.) 

F. Regional level 

1. Which regional spatial units are important in spatial planning of Malmö city? 

How is the relationship with these? 

2. Has the BRT project had an impact on these relations? 

3. How about the impact of other transport infrastructure projects? 
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Appendix 2. Interview guide for the Turku planning case 
(used in modified form for different organizations) 

 

A. Taustatietoa 

1. Kerrotko työroolistasi yleisesti ja miten olet ollut mukana liikennesuunnittelussa 

ja/tai strategisessa suunnittelussa organisaatiossasi? 

2. Mikä on ollut roolisi Turun Raitiotie -hankkeessa? 

B. Suunnitteluprosessi 

1. Voitko kuvata tietosi mukaan, miten organisaatiosi/kaupunkisi tuli mukaan Tu-

run Raitiotie -hankkeeseen? Miten idea otettiin vastaan? 

2. Olivatko prosessit, joilla hanketta lähdettiin viemään eteenpäin tyypillisiä kau-

pungin suunnitteluprosesseja vai luotiinko hanketta varten omia toimintatapoja? 

3. Miten kuvailisit kaupungin eri osastojen roolia suunnittelussa? Entä näiden vä-

listä yhteistyötä? 

4. Miten kuvailisit yhteistyötä muiden suunnitteluprosessissa mukana olleiden ta-

hojen (muut kaupungit, seudulliset toimijat) kanssa? 

5. Miten kuvailisit kaupunkilaisten osallisuutta suunnitteluprosessissa? Entä mui-

den kaupungin sisäisten sidosryhmien osallisuutta? 

6. Miten näet muiden pohjoismaisten benchmarkattujen liikenneratkaisujen hyö-

dyn? 

C. Tavoitteet 

1. Mihin tavoitteisiin hankkeella on haettu pääsyä tai mihin ongelmiin ratkaisua? 

2. Miten nämä tavoitteet määriteltiin? Kuka määritteli ne? 

3. Minkälaisia liikennejärjestelmän kehitystarpeita näet kaupungissasi? Entä seu-

dulla yleisesti? 

D. Suunnittelukulttuuri 

1. Miten kuvailisit organisaatiosi/kaupunkisi/seutusi suunnittelukulttuuria? 

2. Mitkä sidosryhmät ovat organisaationne suunnittelutoiminnan kannalta yleensä 

tärkeitä? (esim. poliittiset puolueet, elinkeinoelämä, kaupungit, seututoimijat, 

valtio jne.) 

3. Miten kuvailisit Turun Raitiotie -hankkeen vaikutusta sidosryhmien kanssa toi-

mimiseen? 

E. Seutu 

1. Miten kuvailisit seudun kuntien keskinäistä asetelmaa?  

2. Miten Raitiotie-hanke liittyy seudulliseen ja maakunnalliseen liikennesuunnitte-

luun? 

3. Miten eri tasoilla tapahtuva (kaupungit, Turun kaupunkiseutu, maakunta) liiken-

neinfran kehittäminen (raitiotie, Tunnin juna, seudullinen raideliikenne) vaikut-

taa seudun kuntien väliseen asetelmaan? 

4. Mitkä tekijät liikennehankkeissa lisäävät yhteistyöhalukkuutta? 

5. Mitkä tekijät liikennehankkeissa lisäävät jännitteitä? 

6. Miten seudun kasvaneen työvoiman tarpeen uskotaan vaikuttavan seudulliseen 

liikennetarpeeseen? 


