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Abstract 
Arroyo de la Encomienda is a small town bordering the city limits of Valladolid. Until the 
1990s it was predominantly rural in character, with little influence from the city. However 
over a sort period of time, the village has been transformed by the dynamic of the city. 
Particular emphasis must be put on the spectacular growth, that has taken place, in the last 
few years, with the following characteristics: 

1. The population has increased tenfold over the last ten years. 
2. More than 80 % of the municipality in now occupied by buildings. This is due to an 

expansionist city planning policy. 
3. The construction of large scale infrastructures (roads, by-passes). 
4. A lack of coordination between both municipalities, Arroyo and Valladolid 

 
The territorial model established in the city and territorial planning has not been respected and 
has been made redundant by the economic situation.  
 
Arroyo de la Encomienda, due to the proximity and the accessibility with Valladolid, is the 
winner in the match against the capital, with a big offer of plots for buildings; because the 
different typologies, with different kinds of houses, and flats; because the profit of 
environmental conditions of the area and because the competitive price for the development 
of areas for chip flats.  
 
Keywords: Land Management-Urban growth-Cityplanning Law-Infrastructures-Territorial 
model. 
 
Introduction 
The subject of this paper is how the legislative changes arising from the Law 6/1998 (which 
from now on will be referred to as the 1998 law) have favoured the private use of large 
territorial infrastructures, as in the case of the motorways. Landowners have appropriated the 
values of the said infrastructures with the authorization of the public bodies; privatizing their 
values and bringing about their inhabilitation through overuse. At the same time, conflict in 
the governing of the territory arises between the large and small municipalities, as they 
compete for the use of these same infrastructures and for control over the implantation of the 
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most profitable activities. This conflict is most evident in the struggle to secure the use of 
elements of territorial importance. 
 
I. THE CHANGE IN THE LAW TO LIBERALIZE THE LAND AND  HOUSING 
MARKET 
The change brought about by the 1998 law in Spanish city planning1 
During the first year of José María Aznar’s government, a Royal Decree was promulgated 
(Law 5/1996), with the revealing title “Measures to liberalize land laws and professional 
colleges”. The initial sentence of the ‘Statement of Reasoning’ was as follows: 

 
“Given the situation of the land and housing market, the approval of some preliminary 
measures to increase the availability of land so as to bring down the price would seem 
to be necessary.” 
 

They believed that the successive increases in land and housing prices, which had been 
occurring in Spain over previous years, had been caused by a lack of flexibility in the market 
due to the legislation then in force. The first actions were taken with the aim of freeing land to 
be used for urban growth. To do this, the distinction between suelo urbanizable programado 
and suelo urbanizable no programado2 was eliminated and the bureaucratic requirements for 
building were simplified. At the same time, the minimum rates for Professional Colleges were 
also eliminated. 
The theories of supply and demand as generators of land and housing prices were applied to 
city planning in the ‘Statement of Reasoning’ of the Royal Decree, a theory that would be 
firmly applied later in the 1998 law. In fact, the year after the Royal Decree concerning 
“Measures to liberalize city planning”, the sentence of the Constitutional Court of 20th March, 
1997 was published. This sentence declared a great part of the Law 8/1990 (hereafter referred 
to as the 1990 law) to be null and void. This provided the opportunity to draw up a new Land 
Law that would fully enshrine this desire to liberalize. 
 
The formula used by the 1998 law was once more to increase the supply of land to the 
maximum. This made it possible to consider all the land that had no particular preservation 
order and which had not yet been included in the process of urbanization to become available 
for this purpose. The aim was for all possible land, except the land protected for its intrinsic 
value, to enter the market. The higher the supply, the lower the price. This would leave the 
landowners free to do business, and it is they who would finally become the real promoters of 
growth in the city. This, however, conflicted with the Spanish Constitution itself, which 
assigned responsibility for city planning to the Autonomous Communities (see Article 148 of 
the Spanish Constitution). So the liberalization of the market could not be complete, as City 

                                                 
1 City Planning in Spain, during the first half of the 20th century, was regulated by a number of successive laws:  
 

- “Ley del Suelo y Ordenación Urbana” of May 12th 1956 
- Reform of the “Régimen del Suelo y Ordenación Urbana”, 19/1975 (definitive version RD 1356/1976) 
- Reform of the “Régimen Urbanístico y Valoraciones del Suelo”, 8/1990 (definitive version 1992), 

promulgated by the socialist government  
- “Ley de Régimen del Suelo y Valoraciones”, 6/1998, promulgated by the conservative government 
- “Ley del Suelo” 8/2007 (definitive version 2008), promulgated by the socialist government 

 
2 Suelo Urbanizable Programado and Suelo urbanizable No Programado are two different kinds of ground to 
growth in the next short period (Programado means inside the programm) and in a long period. 
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Planning measures had to be maintained. The conflict between the public nature of city 
planning and the proposed liberalization was, however, far from being resolved. Nevertheless, 
some considerations were made with respect to the proposed plan, in the sense that the 
liberalization of the market did not presuppose any renunciation of city planning. Express 
mention was made in the 1998 law to the general structure of the territory, which should be 
established by city planning: i.e., the idea of the city that the community, which had to 
approve it, considered desirable. 
 
The main idea behind this change in the legislation lay in the hypothesis that city planning 
should bring about the implantation of a monopoly over the land and housing market. This 
meant that, on designating areas with a particular classification and qualification, a monopoly 
of the market was given to the landowners who could profit from the plan. Thus, city planning 
was seen as the prime culprit of the increases in the prices of land and housing. The new law, 
however, did not adequately solve the problem it had detected, as it did not eliminate city 
planning because it did not remove the assignation of building rights to some plots of land in 
detriment to others. This was because city planning remained in the hands of the Autonomous 
Communities, while, at the same time, systems to flexibilize and speed up the market (e.g., 
objective selection of land) were not implanted. 
 
One of the most salient points in this liberalization of the land market concerned the 
infrastructures. The private agent’s freedom to develop the city wherever he/she liked came 
into conflict with the fact that the large infrastructures are decided on, built and paid for by 
the public bodies. The motorways, railways and airports are enormously powerful tools for 
defining the territory. So much so that, traditionally, it has been said that, in Spain, the very 
Regulation of the Territory has been carried out through the infrastructures. 
 
Nevertheless, the 1998 law established that when areas of land that could be built on were 
created by private promoters in growth areas, it would be the responsibility of the promoter to 
build the necessary infrastructures to connect the new growth area to the city’s general 
systems at his/her own cost. These connecting infrastructures should have the intensity and 
nature dictated by the demand in each case. The 1998 law even contemplates the possibility of 
reinforcing and improving the said general systems when deemed necessary. 
 
The supremacy of the market over city planning was evident in two essential aspects of the 
1998 law. All land that has no intrinsic value to protect it can be built on, thus forming part of 
the city’s future growth. Planning use and densities over time is thus eliminated as it is 
identified as the cause of unjustified increases in the prices of land and housing. Nevertheless, 
what has become clear over the intervening years is that all logic in city planning has been 
destroyed and that competitivity amongst promoters and builders has been elevated to 
intolerable levels. The result has been, in these times of crisis, bankruptcy for many of them. 
  
The City Planning Law of Castilla y León  
The government of Castilla y León approved the ‘City Planning Law of Castilla y León’, 
which was derived from the state’s 1998 law, in 1999. This regional law slightly reduced the 
radical nature of the 1998 law, correcting some particularly liberal aspects. In the category of 
urban land there were two sub-categories: delimitado and no delimitado. Thus, suelo 
urbanizable delimitado drastically reduced the amount of classifiable land by putting city 
planning before the market. It did so through the following definition: “Suelo urbanizable 
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delimitado is made up of the land whose transformation to urban land per se is considered to 
be adequate within the city planning previsions...”3. Nevertheless, the general planning is not 
limited by any factor at the time of classifying land as urban land. With the exception of 
intrinsically protected land, one hundred per cent of the remaining land within the borders of 
the municipality can be declared suelo urbanizable no delimitado if the council so wishes. 
The City Planning Law of Castilla y León, fortunately, eliminates the automatic qualification 
of unprotected land as necessarily urban, but leaves the municipality the freedom to decide 
with these two sub-categories. The ‘City Planning Regulations of Castilla y León’ stressed 
prudence at the time of balancing city planning with the land market, or giving priority to city 
planning over the market. For instance, the creation of two sub-categories of urban land, 
consolidado and no consolidado. The distinction between these two sub-categories solves one 
difficult issue concerning border land growth, as it has always been under pressure from the 
market and the Regulation turns it towards partial planning. 
 
 
The road network 
In the 1970s, all the Spanish cities began to see an important growth in the number of vehicles 
on the roads as a consequence of higher family incomes and the development of new 
peripheral suburbs, which generated ever more interurban and intraurban displacement. The 
private car was, understandably, the most popular means of transport in these cases. The 
generalised use of the motor car allows economic activity to become decentralized and 
encourages the appearance of new, peripheral housing estates. New industrial areas always 
grow up beside main access roads to cities, thus proving the attraction of the main highways 
for locating all types of economic activity.  

Housing promoters who build on new outlying areas also use the ease of access to major 
roads as a selling point to stress the proximity to the city centre. The decentralization of the 
economic activity can occur thanks to the new technologies and to the improvements to the 
road network which minimize the need to be located near the city centre. This generalized 
access to everywhere by the motor car means that workers can now travel farther from their 
place of residence. Industrial estates are situated next to the main road routes and, therefore, 
on the outskirts of the cities, thus also taking advantage of cheaper plots of land than are 
available in the city centres. All these factors gave rise to the new Technological Parks.  
 
Nevertheless, this tendency for industries to be situated near main roads has happened before, 
in the 1960s. Peripheral development creates new uses and activities around these nuclei: 
commercial activity (hypermarkets, shopping malls...), sports installations, leisure centres and 
new industrial estates (including offices, warehouses and even sales outlets). It is thus 
responsible for an increase in the amount of traffic on the main roads into the city generated 
by both the residential areas and this new industrial activity. The low demographic density 
that characterizes these new housing estates makes it impossible for public transport to reach 
a minimum of profitability, so there is often no alternative to the motor car, or if there is, a 
highly inconvenient one.  
 
Thus the peripheral urban space not only generates more traffic, but it also attracts a greater 
number of journeys from the city itself or from other nearby towns. According to the 
PIMVVA (Road Mobility Plan for Valladolid), the number of work related journeys to the 

                                                 
3 Art. 14.a) of the City Planning Law of Castilla y León. 
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surrounding areas of the city is one of the highest, after that produced in the centre and to the 
industrial estates. 78% of the journeys generated by the surrounding area are made by private 
vehicle and 80% of those to the surrounding area. If the road network around these nuclei is 
improved, the creation of new spaces is indirectly being encouraged. Thus, once the current 
problems have been resolved, after a certain time, the solutions will turn out to be insufficient 
as the process continues and ever more land is occupied in the periphery of the city.  
 
The solution to the problem would be to encourage other, alternative systems to the car for 
transporting people in urban areas: public transport, cycling or walking. The latter would, of 
course, be limited to short distances (walking to the bus stop). Another possibility would be to 
limit the need to make journeys to the city by creating sufficient facilities in the new 
peripheral areas to make displacement unnecessary, as well as creating jobs for the residents 
close to home.  
 
 
 
II. THE EXAMPLE OF ‘ARROYO DE LA ENCOMIENDA’  
 
Why is this case interesting? 
The town of ‘Arroyo de la Encomienda’ has two elements of great importance: It has been 
favoured by the construction of major roads close by, and, at the same time, it is bordering 
Valladolid, a medium sized city, capital of the region of Castilla y León. In recent years, 
Arroyo has undergone an extraordinary growth in population, from little over one thousand 
inhabitants at the start of the 1980s, to double that number in the mid 1990s and over 10,000 
last year. In contrast, the population of Valladolid has dropped slightly in number: 
 

VALLADOLID  1950 1960 1970 1981 1986 1990 1992 1994 1996 1998 

 población 119499 150959 233974 320281 327452 333680 330428 336917 319805 319946 

 año 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008 

 población 319998 319129 318293 318576 321143 321713 321001 319943 318976 318461 

ARROYO 1950 1960 1970 1981 1986 1990 1992 1994 1996 1998 

 población 317 449 559 787 1225 1369 1454 1664 1930 2609 

 año 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008 

 población 3098 3635 4085 4494 5087 5709 6587 8039 9590 10872 
 

Source: INE (National Institute of Statistics) 
 
The proximity between the two municipalities had had no transforming effect on Arroyo until 
the large road infrastructures improved accessibility. It was then that the urban dynamics and 
the problems associated with Valladolid as a medium sized city, which up to then had been 
confined to a limited area, spread to Arroyo and other new residential areas surrounding the 
city, in increasingly larger circles, via the roads. Briefly, the aspects that characterize Arroyo 
as a municipality are as follows: 

1. Large residential growth in recent years. 
2. Over 80% of municipal land used for building. 
3. Geographically favoured by the construction of large-scale infrastructures: motorways 

and ringroads. 
4. A lack of collaboration between the Town Councils of Arroyo and Valladolid. 
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City Planning in ‘Arroyo de la Encomienda’ 
The structural plans of Arroyo de la Encomienda has been: 
Plan General de Ordenación Comarcal of Valladolid, 1969. 
Orden del Ministerio de Obras Públicas y Urbanismo of 16-07-82 and the Acuerdo de la 
Junta del Consejo General de Castilla y León of 23-07-82, to break down the municipalities 
that made up the Plan General de Ordenación Comarcal of Valladolid. 
Normas Subsidiarias de Planeamiento 1987 (NS87) 
Revised version of NS87 in 1994 (NS94) 
Revised version of NS94 in 1999 (NS99) 
Plan General de Ordenación Urbana of 2003 (PG03). 
 
The municipality of ‘Arroyo de la Encomienda’ was included in the Plan General de 
Ordenación Comarcal of Valladolid for 1969. This plan, besides the provincial capital, 
included another 13 municipalities which formed a crown around the city. This plan had 
scarcely any appreciable effects on Arroyo, as it was based on a very ambitious arterial plan 
that did not see the light of day. Once democracy had been installed, Arroyo passed 
Municipal Bye-laws which proposed growth greater than what would correspond to it by 
population. 
 
The Normas Subsidiarias for Arroyo of 1987 already contemplated a growth in the population 
around the trunk road N-620 and close to the capital. Thus, a sector called ampliación del 
casco (expansion area) was proposed, to the northwest of la Flecha, as well as an área de 
suelo apto para urbanizar (or area apt for building on) between the N-620 and the River 
Pisuerga, whose eastern limit was the border with Valladolid, named the plan parcial de 
Monasterio de Prado. Then, at the start of the 1990s, the plan parcial de la Vega was 
approved, which occupied a strip between the aforementioned highway and the River 
Pisuerga to the South, and a western limit of the old village of Arroyo, with a capacity for 
about 1,000 mainly individual houses. 
Between 1988 and 1998, 1,479 houses were built, of which 1,040 were individual dwellings 
and the remaining 439 flats. 
 
The last revised version of the Municipal Bye-laws allowed for the construction of 707 new 
houses in Local Plans and 2,947 new houses, mostly low density housing, in 13 new growth 
Sectors. There was a spectacular growth between 1999 and 2002 as a consequence of this 
plan, which encouraged the Council of Arroyo to increase the amount of land on offer in a 
new plan. This new General Plan for ‘Arroyo de la Encomienda’ was approved in 2003. One 
of the reasons given was: 
 
“(…) the Council’s town planning has been so effective in practice that the current legislation 
is no longer valid for urban development which can now be carried out and this creates the 
need to provide a way to continue with the development in an orderly way without 
interruptions”4.  
 
The Report of the General Plan is already giving the same reasons as those given in the 1998 
law: to make the urban system more flexible, to increase the land available, to use “all the 
land that is not objectively under a protection order”. The Report is a good rhetorical exercise, 

                                                 
4 Report of the General Plan of Arroyo de la Encomienda, p. 4. 
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using the vocabulary generally used in such planning documents, but without any attempt to 
maintain any kind of link with reality. The main criterium of the Plan was said to be “to 
balance residential and tertiary use, to find a tertiary sector that could reactivate economic 
activity”5, as justification for the approval of the siting of a large scale commercial area 
specialised in furniture (IKEA).  
 
3,641 houses were built between 1999 and 2004. 
 
It is worthy of note that the new General Plan of ‘Arroyo de la Encomienda’ envisioned 
residential areas over 133 Hectares, of which 19 were to be devoted to low density and the 
remaining 114 to flats. The commercial areas totalled 43 Hectares. Arroyo could count on a 
growth of 11,867 houses over the next few years, including the 1,657 already built by the end 
of 2004. So, for the future, there remained 10,216 houses still to be built in the future. If we 
take the national average in 2004 of 2.86 inhabitants/house, this would mean a possible future 
population of 29,217 inhabitants which, added to the 6,639 registered inhabitants at the end of 
2004, would give a future population of 35,856 inhabitants (the PG03 predicted 46,301 
inhabitants).This desire for growth is clearly shown in the fact that the percentage of land that 
can be built up reaches 42% (498 Hectares) of the total area of the municipality (1,178 
Hectares). 
 
The effects of the new infrastructures on the development of Arroyo 
The first new built-up areas were favoured, with respect to their relationship with the capital, 
by the upgrading of the stretch of the N-620 (Valladolid-Tordesillas) joining the ‘Salamanca 
Avenue’ in Valladolid with this trunk road through the municipality of Arroyo to a dual-
carriageway, thus serving as a link between the main nuclei of population that at this time 
made up the municipality of Arroyo. 

Later, in 1995, the West Ringroad of Valladolid was built between Arroyo and Cigales, the A-
62, which provided a better access to the capital via the various ringroads. 

The reform of the previous regulations was approved in 1999 and in 2003 the plan was 
categorised as a PGOU6. In both plans, more than 250 Hectares were qualified as being apt 
for building on, most of which land lay on the far side of the new West Ringroad. The first 
sector to be developed was number 7, in which Fadesa built 569 terraced houses and prepared 
another 219 plots for detached houses alongside a golf course. Other zones contemplate 
building a total of 8,000 houses, of which about half have currently been completed or are 
being built. 
 
The urban development of Arroyo has also been favoured by the construction of the Inner 
Southern Ringroad and the ‘Discovery’ bridge (Puente del Descubrimiento) over the River 
Pisuerga at the intersection with the Salamanca Avenue, just on the border of Arroyo with 
Valladolid, giving Arroyo direct access to the area of Valladolid which is expanding most 
rapidly. 
 
Currently under construction is the Ringroad VA-30, which crosses the A-62 transversally 
through the municipality of Arroyo. This road will communicate Arroyo with the roads to 

                                                 
5 Report of the General Plan of Arroyo de la Encomienda, p. 70. 
6 Structure Plan. 
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Madrid, Segovia and Soria via the Outer Southern Ringroad, and with the airport and the 
dual-carriageway to León via the Outer Western Ringroad, which has not yet been started. 
 
In ‘Arroyo de la Encomienda’, the ringroads and the motorway connecting Valladolid with 
the cities of Burgos, Zamora and Salamanca (which pass through Valladolid) have allowed 
the dynamics of the city to engulf the villages around it, and this has resulted in competition 
between them to attract urban activities. 
 
 

 
 
 
III. OTHER CASES FROM THE ‘CROWN’ 
Let us consider other villages in the immediate circle surrounding Valladolid which have 
benefitted from the creation of new roads.  
 
Laguna.  
This was the first village close to Valladolid that grew because of improvements to the 
infrastructures by road. When the Madrid road between Valladolid and Laguna (VA12), a 
little over 3 kilometres, was made into a dual-carriageway, it encouraged the development of 
the partial plans of Torrelago and, later on, Prado Boyal, both of which are to the North of the 
traditional urban centre and beside the abovementioned road. More than 4,000 houses have 
been built in these two areas. Around the old village, which has also undergone major 
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renovations, important housing estates have also been built, mainly to the west and south. All 
this has made Laguna one of the most important municipalities in the ‘crown’. The later 
bypass to the east, also allowed the main north/south road through the town to be turned into a 
town street rather than a division. 
 
Zaratán 
Until the year 2000, when it had 1,400 inhabitants, Zaratán did not begin to see any important 
growth in its population, which has steadily increased until it reached 4,280 inhabitants in 
2007. Its population tripled in 7 years and at the present time it has land to build over 1,700 
houses which could, in the mid-term, double the current population. 
 
This growth is in part due to the fact that there are good road connections with both 
Valladolid and the airport. The dual carriageway of ‘Castilla’ goes through Zaratán from 
north to south on the east side as part of the section joining Arroyo and Cigales. It is also 
crossed from east to north by the Madrid-León road (N-601). Finally, it is crossed by the 
district road, VA-514, from east to west, from Torrelobaton towards ‘Parquesol’ and ‘Huerta 
del Rey’, residential areas of Valladolid. All these roads make Zaratán ‘closer’ to Valladolid. 
 
In recent years, the growth has taken place outside the nucleus of the village around the 
important road axes: 

- National road 601, in particular industrial estates. 
- District road 514, housing estates. 

 
These roads have improved greatly over recent years, becoming dual-carriageways with 
service roads, as in the case of the León road, making access to it much easier. The León road 
is currently being converted to a dual-carriageway between Zaratán and Villanubla, which 
will ease traffic conditions. 
  
Santovenia 
Even though Santovenia is not yet directly connected via dual-carriageway, its much 
advertised future construction has encouraged great expectations for its development. The 
construction of the Northern Ringroad close by has given a fast means of communication with 
any part of the city, as will the project for building the new Outer Eastern Ringroad, which 
will pass through the municipality. 
 
La Cisterniga 
First came the transformation into dual-carriageway of the stretch of the trunk road to Soria 
between the end of the Paseo de San Isidro to the end of the Avenida de Soria (beside the San 
Cristóbal industrial estate) and later the construction of the stretch of dual-carriageway 
between Valladolid and Tudela, starting from the roundabout where the earlier dual-
carriageway ended. Although this stretch of dual-carriageway is not very long, it has one great 
advantage, which is the elimination of through traffic along the old Soria road through the 
centre of the village, which has now become an integral part of the village instead of a 
division. 
 
Other municipalities of the ‘crown’ around Valladolid, farther from the city, but which have 
also benefitted from the creation of new roads, include: 
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- Cigales and Cabezón to the North, with the West Ringroad of Valladolid, the A-62, and the 
North Ringroad. 
- Simancas, with the West Ringroad of Valladolid, the A-62, and the dual-carriageway 
Valladolid-Tordesillas. 
- Boecillo, first with the transformation into dual-carriageway of the trunk road to Madrid up 
to Laguna and, later, with the construction of the stretch of dual-carriageway until Boecillo, 
including a by-pass. 
- Aldeamayor and Herrera, with the first stretch of dual-carriageway to Segovia up to the 
crossroads with the Tudela-Boecillo road, and later with the completion of the Valladolid-
Segovia dual-carriageway. 
- Tudela, first with the transformation into dual-carriageway of the exit from Valladolid, and 
later, with the construction of the stretch of dual-carriageway from Valladolid to Tudela. 
 
In four of the cases analysed, Laguna, Arroyo, La Cisterniga and Boecillo, there has been the 
common factor of the transformation of the different stretches of road which, in the past, had 
passed through the villages themselves, with the construction of by-passes in the form of 
dual-carriageways. Thus, the old trunk roads through the villages have become an integral 
part of the village, instead of being a barrier caused by the great number of vehicles passing 
through. 
  
Valladolid 
There can be no doubt that the creation of infrastructures in the form of roads around the 
capital has also favoured growth in those areas of the city that are close to the site of new 
roads, or the improvement to existing ones. The beginning of Valladolid’s ringroads goes 
back to the 1990s. Once finished, they have not only allowed for through traffic to avoid the 
city centre, but they have also seen a great increase in building work close to them, both 
residential as well as industrial and commercial. This fact affects the municipality itself and 
its limits. On the one hand, the construction of the VA-20 ringroad to the East of the city, 
connecting the trunk road to Palencia and Burgos with exits to Soria, Segovia and Madrid (via 
Olmedo) was continued to the South up to the trunk road to Salamanca by means of a city 
street ending at the recently built bridge of the Discovery (el puente del Descubrimiento). The 
first stretch of the North Ringroad was opened in 1989 between the N-620 and the Cabezón 
road (VA119). The following year, the next stretch up to the road to Renedo (VA-100) was 
opened, but it was not until 1998 that the last stretch was opened, the so-called East Ringroad, 
which connected the N-620 with the trunk road to Madrid, the (VA-12), to the East of the 
city, thus making the exits to Soria (VA-11) and Segovia (CL-601) much easier. 
 
Shortly after transforming the stretch of the N-620 between Valladolid and Venta de Baños 
into a dual-carriageway (1993), the West Ringroad, from Cigales to Arroyo, was opened. This 
road is, in fact, a stretch of the A-62 (Autovía de Castilla). The aim of this ringroad was to 
avoid the passage through the city of all the traffic between Tordesillas, an important 
crossroads, and Palencia and Burgos. It was thus hoped to reduce congestion in the Avenida 
de Salamanca, which was being clogged by internal traffic from Parquesol and Arroyo, which 
had already begun to grow. 
 
The southern stretch of the new dual-carriageway, the VA-30 (Eastern and Southern Outer 
Ringroads) is currently under construction between Arroyo and the crossroads with the trunk 
road to Soria (A11). The final stretch to link up with the A-62 near Cabezón is currently in the 
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project phase. This will complete the semicircle further out beyond the abovementioned 
ringroad. It will be a fast road without traffic lights to take through traffic, since the Inner 
Ringroad has absorbed the city’s internal traffic. From a map of the city and the surrounding 
area, it is immediately obvious that new building land, included in the latest plan for the city 
of Valladolid of 2004, is situated very close to, or even right next to, the new ringroads 
mentioned above. It is clear that the suelo delimitado, soon to be built on, is close to the first 
above-mentioned ringroad, while the homogeneous areas of suelo urbanizable no delimitado 
are situated close to the planned VA-30 dual-carriageway. 
 
Chronologically, all this can be set out as follows: 
ROADS – DUAL-CARRIAGEWAYS – RINGROADS  VALLADOLID      3-3-2009 
NAME  STRETCH Completed Kms. Budget 
N-620 Dual-carriageway Valladolid-Venta de  

Baños 
1993 28 21M�  

VA-12 Dual-carriageway Valladolid–Laguna   3 4615 M�  
A-62 Dual-carriageway Valladolid–Tordesillas 1989 22 16M�  
North Ringroad  1st Stretch: N-620 to Cabezón road 1989 2 6M�  
North Ringroad 2nd Stretch: Cabezón road to Renedo road 1990   
West Ringroad A62 Ringroad Cigales to Arroyo 1995 13.5 42M�  
East Ringroad  
VA-20 

Renedo road to VA-12  (Madrid road) 
East Ringroad-North Ringroad  

 
1998 

8.5 
8.1 

3,600 
Mptas 
28M�  

South Ringroad  Municipal street N-601 – A62  8.7  
VA-11 Tudela  - Valladolid 2002 15 38M�  
N- 601 Valladolid – Aldea Mayor (SG)    
VA- 30 Outer Southern 
Ringroad 

Stretch:  
CL 601 (SG) – A-62 Arroyo 

Expected 
end 2009  

7 47M�  
56M�  

VA- 30 Outer Southern 
Ringroad 

Stretch:  
CL 601 (SG) – A-11 (SO) 

Expected 
end 2010 

2.4 22M�  

VA- 30 Outer Eastern 
Ringroad 

A-11 (SO) – A-62 Expected 
2011 

13 95.36M�  

VA- 30 Outer Western 
Ringroad 

R.E.S �  A-62  -  N-601 �  A-60 In Project 
stage 

9.5 35M�  

A-60 Valladolid – Villanubla Airport (LE) Under 
construction 

13.7 40M�  

N-601  
Dual-carriageway 

Boecillo- Laguna 2007 5.6 13 M�  

 
 
IV. LAND MANAGEMENT 
Competition between municipalities 
Indeed, some of the villages around the city of Valladolid have encouraged the creation of 
suelo urbanizable to compete with other offers of land from other municipalities in the 
‘crown’ around the city, with the following aims: 

- To increase the population so as to obtain a greater income from the central or 
autonomous administration as this depends on the number of inhabitants. 

- To increase income from taxes, mainly through property taxes such as: the ICIO, IBI 
etc... 

- To increase their economic capacity through the sale of land to promoters of suelo 
urbanizable. 

- To obtain land for public use, parks etc.. ceded by promoters of suelo urbano no 
consolidado and suelo urbanizable to the Council. 
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- To create the services and buildings the municipality needs with the above-mentioned 
income. 

In many cases, the reason for this increase in urban land was not as an answer to the growth 
that was occurring in the municipality, nor to satisfy those who, for some reason, wished to 
settle down in the municipality. The real aim was to attract residents through the offer of land 
at an attractive price, providing maximum facilities to the promoter so that they could build 
new housing and thereby increase the population and, in turn, the municipal income through 
the corresponding above-mentioned taxes. Many times, they were not fully conscious of the 
fact that these new housing estates also implied the provision of services in the future and the 
corresponding financial expenses that this would entail. 
 
Another common aspect in many municipalities, especially those close to the capital, is the 
offer of industrial land, sometimes at the council’s own initiative, with the creation of 
industrial estates and the subsequent creation of jobs which can serve to make the population 
more stable. The same could be said of the siting of other activities such as shopping malls, or 
sports, cultural and leisure services etc... 
 
That is, the aims are really the same as those already mentioned, to increase the population 
and the council’s finances through taxes. The competition the capital maintains in these 
aspects with the surrounding villages is notorious, to such an extent that, in recent years, the 
population of the capital city has not grown, while the population of those same villages has 
seen a significant increase. 
 
The  Junta de Castilla y León is the highest organism regulating this competition between 
municipalities. In 2001 the Junta approved a document concerning directives for a structure 
plan for Valladolid and the surrounding area (DOTVAENT)7. These documents include 23 
municipalities with a population of 377,000 inhabitants. Nevertheless, this document has been 
modified several times due to pressure from the municipalities. Its decisions have also been 
overwhelmed at times by circumstances.  
 
The question is that not all the municipalities are equally prepared to attract and absorb 
investment. Thus, the municipality of Arroyo de la Encomienda, which has been favoured by 
its position in the middle of public investment in roads, has led the growth statistics in recent 
years. On the other hand, municipalities with less investment in infrastructures within their 
territory have been left at the bottom of the growth league in the ‘crown’. The figures are 
most eloquent, the municipal council of Arroyo, through the Plan General de Ordenación 
Urbana, approved in March 2003, liberated a large area of suelo urbanizable upon which 
11,867 houses could be built. During the same period, the remaining municipalities in the 
‘crown’ offered 15,060 houses, which clearly shows the greater attractiveness of Arroyo for 
promoters. 
 
At the same time, the strategy of the city of Valladolid in its Plan General has been focused 
on improving its offer of land for building on with good accessibility, so as to compete with 
the land offered by the surrounding municipalities, proposing the creation of large areas of 
new land on the edge of the city, around the new ringroads. This operation has been carried 
out using the so-called Areas Homogéneas del Plan General de Valladolid of 2004. 

                                                 
7 Directrices de Ordenación del Territorio de Valladolid y su Entorno 
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Modifying the model of the city 
The city model has been modified, as these infrastructures have changed the radial structure to 
one of concentric rings. Areas which, until now, had suffered from a certain amount of 
imbalance and territorial disfunctionality, have been made more accessible to the citizens, 
resulting in important increases in house prices. The territorial model has changed from urban 
compactness to urban sprawl. Thus, Valladolid is currently a further example of the failure in 
Spain of the urban model determined and directed by “the free market”. Since the urban 
model proposed by the General Plan of 1984 until the present, the city has been transformed, 
situating a great many uses in the surrounding area at a distance that ranges from 3 or 4 
kilometres to 60 kilometres. The panorama has changed so much over the last twenty years 
that, today, it is difficult to remember the time when city planning played an important role in 
the development of cities, as a discipline that aimed to understand how cities worked, and 
thus to correct the errors and enhance the qualities.  
 
Service systems and served spaces 
The annullment of city planning, and the supposed free market in the hands of the promoters, 
resulted in the use of the most accessible land, that is, the land next to the motorway. So, of 
all the land available for development, the promoters finally chose the most accessible land, 
the land with a connection to a dual-carriageway or which was close to a railway station. The 
problem this has produced is that the relationship between the general urban “service” 
systems and the areas “served” by these “services” has been broken, as well as in an abusive 
use of the infrastructures of a regional nature as urban services. That is, between the general 
systems of communication, such as dual-carriageways, ringroads and the large residential 
suburbs that depend on those communication systems for access to the city; between the 
normally public urban systems and the private, residential areas.  
Over recent years, from the moment the 1998 law came into force, businessmen have 
interpreted the urban space in the municipality of Arroyo as a great opportunity. They have 
invested with the aim of increasing the profit while minimizing expenses, taking advantage of 
Arroyo’s privileged situation, favoured as it is by public infrastructures. On the other hand, 
the Administration has had to accept the use of infrastructures designed for journey at a 
regional level by users making journeys at a purely urban level. The result is the congestion of 
the said infrastructures around Valladolid. It is foreseeable that, in the near future, it will once 
again become necessary to widen the dual-carriageways and the ringroads.  
 
Governability of the territory 
The situation that has been described has given rise to numerous attempts at co-ordinating the 
government of the territory through numerous formulas. The administration of this urban 
device, made up of a medium sized city and thirteen small municipalities, most of which have 
a rural nature, has not been possible through a single co-ordinated administration. As for city 
planning, since the Plan General de Ordenación Comarcal of 1969, the question of the 
government of a large area has been open to discussion. The consequence was the creation of 
thirteen general plans, but these plans never achieved the necessary co-ordination for taking 
decisions.  
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During the democratic years, there have been several attempts to organise a meeting of all the 
mayors, but the mayor of Valladolid refused to attend, relying on the already existing rules for 
taking decisions.  
 
The current situation is one of pure competition between municipalities, especially as far as 
attracting certain elements to the territory is concerned. The struggle between Arroyo and 
Valladolid to offer the best conditions to IKEA is a good example of the lack of co-ordination 
between municipal authorities in the area, despite being from the same political party. 
Through diverse actions, the City Council of Valladolid has tried, unsuccessfully, to attract 
this company to the city, in a bitter struggle with Arroyo. The city has offered a plot of land to 
the company. At the same time, the Council of Arroyo de la Encomienda has modified its city 
planning so as to enable the building of this large commercial area, to make room for the 
buildings, the necessary car parking areas and to make the direct connections with the dual-
carriageways in order to facilitate access for shoppers.  
 
In this case, it has been the technicians of IKEA who have imposed their conditions on the 
councils and it was the management of the company that finally decided where to situate the 
store. 
 
 
V. CONCLUSIONS 
 

1. The 1998 law has favoured the private use of the large territorial infrastructures, such 
as the motorways, in such a way that landowners, in certain circumstances, have been 
able to appropriate the value of the said infrastructures for their own ends. 

2. New housing in Arroyo de la Encomienda competes with other housing estates in 
Valladolid and the surrounding villages. However, the latter (Simancas, Villanubla, 
Cigales, Cabezón, Santovenia, Renedo, La Cistérniga, Boecillo and Laguna) usually 
have higher prices. Nevertheless, the villages favoured by public investment in 
infrastructures are the ones that have dominated the housing market in the ‘crown’, as 
in the case of Arroyo. 

3. The city of Valladolid has entered into direct competition with the municipalities of 
the ‘crown’, offering new building land close to the ringroads, following several years 
in which the scarcity of land on offer in the city led to the construction of housing in 
other municipalities with good connections by road. 

4. The construction of these infrastructures has favoured urban sprawl. 
5. The City Council of Valladolid has a greater capacity for management than the 

villages of the ‘crown’, but they have better accessibility. 
6. In the 1970s and 1980s, centrality, understood as the sets of major activities within a 

city, was situated, in the case of Valladolid, around the centre of the urban nucleus. Its 
connections with the neighbouring municipalities were deficient. Although the private 
car was beginning to take hold among the population, the means of communication 
were still not greatly developed. Then, in the 1990s, the centrality began to move 
towards the periphery in some aspects and communications improved with the 
construction of the ringroads. This shortening of the distance between centrality and 
the peripheral urban nuclei and the formation of other, new centralities in these 
municipalities which competed with that of the capital, is what has permitted their 
recent development. 
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