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Figure 2.1  

Title page, Länderkarten des Europäischen Fernsprechdienstes, Berlin, 1928.  This 

image shows an idealized network: it does not correspond to any of those portrayed in 

the book. 

 

Here's Europe wrinkled with new boundaries.  But never you mind that... here Europe 

is. 

       - Thomas Cook & Son, 1924
1
 

 

The concept of a European road network is an old one...  ... and it had complex 

infrastructure too. 

- European Roundtable of Industrialists, 1989
2
 

 

Introduction: an interruption  

 

At the start of the 1970s, the energy committee of the United Nations 

Economic Commission for Europe (UNECE) set out to create an 'International Map of 

Gas Transmission Networks in Europe'.  As is common practice in assembling such 

maps, the committee asked every member nation to submit a map of its own gas 

network, conforming to certain specifications of representation and scale.  Turkey 

duly supplied a map for the second edition that detailed its gas 'network': a single 

pipeline, 10cm in diameter, stretching 130 km between three cities on the 'European' 

side of the Bosporus (see Figure 2.2).  The accompanying letter acknowledged that 

this 'network' might not merit inclusion in such a lofty project, stating drily, '[i]t is up 

to you to decide whether to include it in the revision work being undertaken.'
3
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Figure 2.2 Turkey's submission for the UN ECE's International Map of 

Gas Transmission Systems in Europe, 1980. Source: UN archives 

 

From the map, it is hard to interpret the actual intent of its makers.  Was it 

only an honest report, submitted in the spirit of international participation and co-

operation?  Was it meant to deflect international interest away from Turkey's 

resources or conversely to attract attention to it as an ‘empty’ place worthy of 

'development' and assistance?  Was it the result of a misunderstanding of what was 

meant by 'Europe', only showing pipelines on the 'European' side of the Bosporus?  

Whatever its intent, the map can certainly be read as an interruption of the entire 

project of mapping the European network. Not only is its 'network' not connected to 

'Europe', it seems to lack any relation to the territory in which it is situated: it neither 

connects major cities nor fills the space provided.  It seems out of place in the project 

and raised the question of whether it should be included at all. 

To an extent, this map reveals the difficulties that have plagued mapping 

projects since the so-called 'cartographic revolution' of the sixteenth century: namely 

the problem of bringing together a series of local knowledges into an apparently 

universal framework.  As David Turnbull argues, maps have been one of the key 

instruments by which  

the motley of scientific practice, its situated messiness, is given 

a spatial coherence through the social labour of creating equivalences 

and connections.  Such knowledge spaces acquire their taken for 

granted air and seemingly unchallengeable naturalness through the 

suppression and denial of the work involved in their construction.
4
  

In this particular map, bringing Turkey into the harmonized knowledge space of the 

map (by fitting local data to the prescribed scale and map specifications) has not 

suppressed but rather revealed other forms of 'messiness': a disconnection between 

network practice and territorial practice that shows the contingent nature of both. 
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By attempting to reconcile their conceptual tensions, network maps act as 

important mediators within and between the material, institutional and discursive 

frames of European infrastructures.
5
  On the material level, maps are media that 

represent material structures in a widely legible code, asserting a series of relations 

beyond those immediately visible from any specific point.  They form a key means by 

which human actors within a system or territory co-ordinate and harmonize system 

activities in time and space. In this way maps also mediate between the material and 

the institutional.  Maps are used to circulate standardized knowledge within 

institutions such as the UNECE, as well as mark off the boundaries of institutional 

power and knowledge to both internal and external viewers.  Finally, within and 

beyond these frameworks, maps are components of discourses, shaped by and shaping 

the series of practices and beliefs surrounding the spaces and networks they 

represent.
6
 Maps are, as I will show, one means by which institutions, networks and/or 

nations perform European-ness and also a means by which disparate national and/or 

local regimes and structures perform as a unified network.     

In what follows, I use maps of European networks to explore historically the 

relationships between technological infrastructures, national territories and ideas and 

experiences of Europe.
7
  My goal is neither to provide a thorough history of European 

network cartography nor to elaborate on spatial theory.  Instead, acknowledging the 

long-standing and widespread tensions that have existed between notions of European 

space and beliefs about technological networks, I want to present a set of important 

texts and analytical tools to show the recurring strategies for addressing or reconciling 

those tensions.  To remain in spatial metaphors: this essay is not meant to be a map, 

but rather an orientation and initial landscape survey.  I will present some useful 

lenses for observation, train them on significant points in the landscape and make 

suggestions for how we might travel between them meaningfully and usefully. 

The assumption that infrastructures and territories are more or less naturally 

linked has remained one of the dominating ideologies in the Western world.  As 

Graham and Marvin point out, infrastructures 'are believed to bind cities, regions and 

nations into functioning geographical or political wholes. Traditionally, they have 

been seen to be systems that require public regulation so that they somehow add 

cohesion to territory, often in the name of some "public interest"'.
8
  In the nineteenth 

and early twentieth centuries, the consolidation of state-wide monopolies over energy, 

transportation and communication networks operated under this assumption and set 

about to 'energize' national territories by integrating them more thoroughly into 

networks.
9
  To this day, cohesion of national territory is an argument for 

infrastructural development that needs little further elaboration.
10

  However, as 

Andrew Barry notes, '[i]f the territorial boundaries of states are generally fixed, zones 

of technological circulation are not.'
11

  Transport and communication technologies 

have circulated transnationally via engineering communities, not to mention material 

links between nations, since the initial embedding of these systems in societies.  

Similarly, the idea that infrastructures will bind territories together has not been 

limited to the national arenas, but has also been powerful in movements for European 

integration and unification.  The Enlightenment view of transport and communication 

networks as the circulatory systems of a body is a particularly persuasive expression 

of this sort of 'oneness' of infrastructure and territory.  Besides the material 

connections between people and nations that they have created, lines of roads, rails 

and electricity wires crossing borders have served as powerful metaphors and visual 

symbols of international co-operation and European identity.  The logic at work in 
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much of the drive to build European infrastructures has been summed up neatly by J. 

Peter Burgess in his analysis of Robert Schuman's discussions of the European Coal 

and Steel Community: 'An empirical unity – a de facto – unity is necessary to 

preserve, defend, and cultivate a spiritual one, and, inversely, it is the de facto unity, 

the assembly of empirical realities proper to the nations and ethnic groups of Europe 

that gives rise to the spiritual unity so idealistically evoked by Schuman.'
12

 

By always defining one in terms of the other, such chicken-and-egg logic of 

European unity acknowledges yet talks around the ways in which neither Europe nor 

its various infrastructural networks have ever been terribly cohesive.  Defining 

Europe, whether materially, spatially or spiritually, has been a matter of constant 

ideological struggle and shifting boundaries.
13

  The process of building networks in 

Europe has been particularly diffuse and contested, involving a wide range of national 

and international actors, often with varying and conflicting visions of the networks 

they are building.  As Latour insists, a network is also 'local at all points'.
14

  Even 

when transnational links between networks have been built, such as in the recent cases 

of the Channel Tunnel and the Öresund Bridge, but also in older cases such as the 

Gotthard Tunnel in Switzerland, their meaning as local projects, bilateral links or 

European network nodes has been unstable and contested.
15

  Many of the networks 

that supposedly unite Europe also transcend any cohesive geographical notion of 

Europe and uneven access within those spaces results in internal 'splintering' of 

localities.
16

  As the internal boundaries between EU member states have gradually 

become more porous through the rise of a 'network Europe' characterized by 

instantaneous flows of people, goods and capital, more attention is being paid toward 

the hardening and networked proliferation of 'external' boundaries and (re-)assertions 

of territorial space.
17

   

These problems of space return us to the problems of maps, and in particular 

of those maps that have sought to portray the large and fragmentary constructions of 

Europe and infrastructures in the same frame.  In spite of what EU officials would 

occasionally have one believe, various material infrastructures have purported in one 

way or another to be 'the European network' long before the process described as 

European integration began.
18

  The role and power of maps in shaping ideas of nations 

as well as ideas of Europe has been well-documented.
19

  Similarly, as noted, the 

connection between the growth of transport and communication infrastructures in 

strengthening ties both within and between nations in Europe has been frequently 

asserted.  Maps of networks, particularly transport and communication networks, thus 

form an important, and largely underexplored, site where the ideologies and tensions 

surrounding European networks become visible.
20

 Maps' two-dimensional 

representational framework presents an enduring code of representation that requires 

strategic simplifications and silences in order to reconcile the complex relations they 

seek to describe.
21

  These representational devices, in turn, guide and shape network 

practices. 

To make these processes visible I will proceed in two parts here.  In the first 

part, drawing on analytical tools from recent critical engagements with maps 

specifically, and space in general, I will point to various ways in which the cohesion 

of infrastructures and the cohesion of 'European' space have been co-constructed 

through maps.  This will be based on observations drawn from a broad survey of maps 

collected over the course of research on a number of different networks.
22

  In the 

second part, I will look at two cases of how cartographic myths of the European 

network have been employed in specific contexts and at different levels.  One 
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highlights the role of maps in the planning and partial execution of a single road-

building project in the interwar period to show how a number of spatial visions of 

European networks flowed into and out of the processes of construction; the second 

examines maps of European road and rail networks made for tourists during the Cold 

War to show how enduring visions and material links were embedded within the 

divided geopolitical framework.  

 

European networks as myths 

 

In recent years, critical engagement with maps, particularly following on from 

the work of J.B. Harley, has led to a general understanding of them not as 

disinterested reporting of facts, but as 'representations of belief and ideology – rooted 

in particular cultures and institutions.'
23

 Much of this critical understanding has been 

based around the semiological analysis of maps' functioning as myths, defined by 

Roland Barthes as 'second-order signifiers' that mobilize representations of 

historically contingent circumstances and events as forms that signify them as 

universal, natural and/or disinterested fact.
24

  Maps not only represent the physical 

relations of objects in space, they also select them, frame them, bound them, name 

them, and assert the co-presence of their various disparate elements as natural and 

significant.
25

  As Harley has pointed out, the expert knowledge of cartography, much 

like that of engineers, makes 'black boxes' out of many maps that mask their 

ideological agendas by appearing to be purely products of neutral technical practices 

and standards.
26

  At the same time, maps assert power over space, not least through 

their linkages to notions of territory.
27

  By exploring a map's various silences, 

ambiguities and margins, analysts seek to de-naturalize its various elements to see the 

various ideologies at work through them.   

While I will draw on such semiotic tools to analyse the maps in question, I 

also agree with post-structuralist critiques of such approaches, which stress that they 

are often so focussed on 'de-mythologizing' maps in a 'search for conspiracies' by the 

mapmakers that they overlook maps' inter-textual and ambiguous natures.
28

  In 

seeking to account for the ways in which meanings of places and spaces are generated 

and practiced, Rob Shields looks to a more dynamic model of the way specific places 

and spaces acquire mythical meaning through the accumulation of 'place-images' and 

'space-images.'
29

 These are partial, and often exaggerated, but through practice, '[a] set 

of core images forms a widely disseminated and commonly held set of images of a 

place or space.  These form a relatively stable group of ideas in currency, reinforced 

by their communication value as conventions circulating in a discursive economy'.
30

  

Maps act as place and space images by ordering representations of various places and 

spaces in relation to each other with regard to a number of binary oppositions such as 

central or peripheral, connected or disconnected, natural or civilized, or indeed, 

European or non-European.  The truth value of maps, which includes their mythical 

persuasions, grants them particular currency in reinforcing or transforming the myths 

of the various places they represent.  At the same time, being alert to the disjunctures 

and ambiguities between place and space myths can draw attention to various realms 

for resistant identity formation.  Such insights help us to understand maps as integral 

parts of changing material, institutional and discursive assemblages that are structured 

according to evolving regimes of practice. 
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To be clear: in stressing these additional layers of maps' meaning, my point is 

not about how or whether maps 'lie' or misrepresent material realities, nor that they 

operate in a symbolic sphere somehow divorced from material or spatial practices.
31

 

Quite the contrary, my argument is that maps offer a means of understanding the 

complex material, institutional and discursive assemblages of European networks 

because they are part of the 'reality' of infrastructures. Highlighting the ideological 

and symbolic dimensions that structure infrastructures' design and use sheds important 

light on how such systems have been embedded and contested over time. Bearing this 

in mind, I will sketch here briefly some of the most frequently recurring mythologies 

and point to some of their ambiguities and rhetorical uses.   

Europe is where the network is.  One of the most noted aspects of maps is their 

power to name.
32

  Unlike nation-states, the absence of a precise hegemonic definition 

of European space affords network maps greater persuasive power in claiming to be 

‘the European network’, particularly when the network seems to be their primary 

object.  This is visible, for example, in a map of 'Europe's Autobahn Network' from a 

German book on roads from 1959 (Figure 2.3).
33

  While showing a space that is 

mostly filled by Germany – notably with its pre-WWII borders – the map claims to be 

of 'Europe's' network. Few readers of the map would consider the space described as 

all of Europe, but by claiming that the network is 'European' it claims definitively that 

the space it shows is central to it.  The rest is off the map, unimportant, less European.  

An overview of collected system maps shows that the spatial definition of Europe as 

expressed through maps of its infrastructure reflects strongly the many competing 

notions of where Europe is.  The much-problematized Eastern boundary of Europe is 

defined differently from map to map, with maps sometimes including and naming 

Russia and showing Moscow as included in the network; sometimes all of Turkey is 

present, most often half or merely its West coast, sometimes including only Istanbul. 

The same is also true in the other cardinal directions: Northern Scandinavia, the 

Iberian Peninsula, Southern Italy and North Africa are routinely out of frame.  

Notably, this range of framings of European networks, both in the maps of planners 

and in maps produced by external organizations such as the tourist maps below, seems 

to change little over time.  To be sure, the national boundaries, when they are shown, 

usually (but not always) change with the changes in politics, but in matters of 

framing, presence or absence of national boundaries, portrayal of natural features, 

there are no readily identifiable periodic shifts.  As I will show, even during the sharp 

divisions of the Cold War, both visions and practices of cross-'Curtain' networks 

persisted.
34

   



Badenoch and Fickers, Materializing Europe 

Chapter 2: Badenoch, Myths of the European Network 

7 

 

 

Figure 2.3 'The European Motorway Network' from Herman Schreiber, Sinfonie 

der Strasse, 1959. 
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Figure 2.4 The European road network, Europa Touring, Hallwag, 1929 

 

Networkedness. Lines on a map suggest connection and even flow between all 

points.
35

 As Barry points out, networks have become not only a commonplace entity 

within society, they also function as metaphors for it.
36

  Maps can powerfully 

emphasize such images, as in the classic example of Henry Beck's London tube map, 

which did away with scale and incorporated the London suburbs into an image of a 

compact, well-connected city (I am surely not alone in having cursed the name of 

Henry Beck whilst hurriedly trying to get between trains at a neat-appearing 'node' on 

his map).
37

  At the European level, many such maps of networks were not normally 

produced by the system administrators, but by third parties with a vested interest in 

portraying the various systems as a transnational network. In the mid-nineteenth 

century, British mapmaker Bradshaw and later tour operator Thomas Cook (among 

others) began producing railway maps and timetables for 'the Continent' to help 

travellers to cope with what was often perceived as the 'chaos' of a continent served 

by numerous different private companies.
38

 Several decades later, while plans to build 

a European motor-road network were still being debated, the Swiss firm Hallwag was 

producing a motor-touring atlas that already presented Europe's roads as a 

transcontinental network, ordered hierarchically and appearing as a coherent whole 

that did not relate to national boundaries (Figure 2.4).
39

  Maier usefully highlights the 

importance of networks in constructions of 20
th

 Century territoriality, in which he 

argues that 'identity space' and 'decision space' until around 1970 'coexisted like 

magnetic fields and electrical fields, orthogonal but overlaid, movement through one 

generating energy in the other.'
40

  On a rhetorical level, maps can also emphasize 
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imbalances as a means of justifying intervention.  The European Roundtable of 

Industrialists, for example called for infrastructure intervention by invoking 

international connections as a larger network, re-framing several points as 'missing 

links' or 'bottlenecks' in a larger network.
41

 

Obduracy refers to the sense of things portrayed in maps as fixed, durable and 

long-standing. Obsolescence is the greatest threat to a map.
42

  Most maps therefore 

'exist in the present, or, if they can possibly get away with it, the aorist: no time at 

all.'
43

  This temporal assumption about maps reinforces assumptions that both 

(national) territories and infrastructures are static or slowly-changing.  As Barthes has 

argued about myths, maps function by holding the histories of spaces and places at a 

distance but in reserve, at once acknowledging their presence but not allowing them 

into the narrative.
44

  But obduracy does not apply equally to all elements in a map.  As 

Denis Wood argues, 'every sign system is potentially figure and every sign system is 

potentially ground.'
45

  The hierarchies of obduracy in a map are seldom unambiguous, 

and even subtle shifts in relative density of lines, colours, etc., can powerfully 

emphasize or alter a map's argument.  In general, networks are assumed to be the 

more dynamic element in a system.  This becomes apparent when maps do state a 

specific time, which draws attention to what could change; it asks questions about the 

relation of the network to the areas beyond, and can dramatize the map's boundaries 

and frames as spaces that are potentially to be networked.   

Naturalness. Naturalizing relations is a key function of myths generally.  On 

European network maps, 'nature' in its colloquial sense, plays an important role in 

such strategies.  Inserting natural features, usually to the exclusion of all other signs of 

habitation, can assert the naturalness of a space, in which a network (particularly one 

fitted to its contours) then seems a 'natural' addition.  Such features are also useful in 

positing national borders as 'unnatural' objects.  Would-be network builders from 

Hermann Sörgel's overly-ambitious Atlantropa project in the 1930s, to Marshall Plan 

proponents in the 1950s and the European Union in recent years have all mobilized 

natural-looking relief maps of Europe as arguments for integrated European-scale 

technological networks.
46

   

Neutrality is a common cartographic myth that pervades European network 

maps in a variety of particular ways.  Both the technology of map-making itself (and 

the authority behind it) as well as the technical networks portrayed on maps appear as 

neutral or disinterested.  Similarly, the disinterested nature of the nation as 'imagined 

community' carries over into representations of national territories and justifies their 

being filled with national networks.
47

  Transnational system-builders, by contrast, 

have often been at pains to portray their networks as existing without any interest in – 

or effect on – national territories whatsoever, as part of an agenda of 'hiding' their 

integration work.
48

  Maps drawn up by international bodies such as the UNECE 

contain disclaimers, stating that they make no statement 'concerning the legal status of 

any country or territory or of its authorities, or concerning the delimitation of the 

frontiers of any country or territory.'  By freeing map-makers of involvement in 

international tensions, such statements further suggest that the networks on the map 

are somehow disinterested, serving their own harmless or benevolent purpose.  Even 

maps that are used for clearly interested purposes, such as those embedded in tourist 

advertisements, often seem to act as neutral testimonials 'quoted' by the interested 

institution, or as evidence of their knowledge or competence over the network and 

space portrayed. 
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Invoking the European network: the transcontinental motorway
49

 

 

The period after the First World War saw a rapid, if uneven, rise of 

automobility in Europe, spurred on in various ways by the war, as well as by the new 

demands of peace.
50

  Increased desire for cars brought increased pressure to build 

roads better adapted to them.  At the same time as plans for building national motor-

road networks also came many proposals to build transnational roads in Europe.  

Several different plans to build a European network of motor-roads, all of which were 

more or less unsuccessful, were proposed through a number of different international 

bodies throughout the 1930s.
51

  The demand for transnational roads was part and 

parcel of the understanding of the uses of cars in their earliest incarnation as leisure 

vehicles for the rich, namely racing and touring.   

One such plan was proposed in 1930 by the British Automobile Association to 

the Alliance Internationale de Tourisme (AIT), a confederation of mostly European 

national motoring clubs to build a road from London to Istanbul.  The AIT did not 

have the funds to build roads, but they did have the ability, individually and 

collectively, to lobby governments.  At a time when many plans for large-scale road-

building in Europe were being proposed, the AIT plan was quite modest, and as such 

made it relatively easy for state governments to support.  The plan was not to build a 

new road but to improve existing roads along a specific route to a minimum standard, 

and to produce numerous materials that would guide motorists along the route.  It 

would be up to each individual nation through which the road passed to design and 

build its own section along the route prescribed.  In short, the AIT used existing 

structures to invoke ideas of a European network in order to shape practices in a 

number of settings and contexts.
52

   

Many maps of the road show it proceeding in straight lines from capital to 

capital, making it implicitly a link between nations.  Though seldom referred to 

explicitly, the focus on directness and speed in planning the road reflected an overall 

view prevalent at the time that increased rationality and efficiency would necessarily 

bring greater prosperity where it was built.
53

  Indeed, the maps that were produced of 

the route closely resemble many maps for European networks, both extant and 

planned, that were in circulation at the time.  One standard for the road was adhered to 

as strictly as possible: 'In principle, the route of the road between the large centres 

which have been marked out should be as direct as possible.'
54

 

Although the road as initially proposed by the AA was only to build a road to 

Istanbul, the plans soon were expanded to include the British colonial outlook, with 

extensions going on from Istanbul to Cape Town and Calcutta (see Figure 2.4).  The 

map of the route that the AA produced to support this route, which was published in 

various places, expresses several spatial visions.  Through the use of the large title 

inset over the bulk of Asia and a distortion in the size of Europe, the map bears some 

semblance to medieval T-O maps that show Europe, Asia and Africa as three equally 

balanced parts of the world, with Jerusalem (almost) as the middle point.
55

  Whereas 

the medieval maps expressed a balanced world, however, the tipped axis of the road 

in the AA map, and the list of distances counted from London make it clear where the 

road's physical and ideological origins lie.    
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Figure 2.5 'London to Bombay by Road' from the Western India 

Automobile Association, 1935.  Image courtesy of the Automobile Association 

 

For the nations through which the road passed, the road's inscription on the 

map was not so much an invitation to create a road, but to join a reality.  The road's 

first inspection survey in 1933, in which a well-known British motoring journalist 

drove the proposed route, is what first constructed the road, as a single, uniform 

entity, out of the disparate national roads it was laid over.  Within two years of that 

survey, all of the member governments through which the road passed had adopted it 

into their national road-building schemes, and many gave the road highest priority.  

While the road was portrayed as a single line, it was meant also to invoke by its very 

presence a European network.  A stated aim of the project was to form 'the first 

channel to conduct road traffic to and from Europe, and from and to the Continents of 
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Africa and Asia,' envisioning that traffic would 'flow into and out of the Route at 

hundreds of points.'
56

  Many nations that were not part of the proposed route saw the 

plan as an opportunity to 'get on the map' in Europe.
57

 The Dutch added their own 

colonial visions to the project with an extension onward from India, hoping the road 

would improve tourism to their colonies in Indonesia.
58

 The Touring Club of Norway 

sought to put their own nation on the map by proposing a route that would come down 

all the way from Kirkenes to Hamburg.
59

 By connecting to the London-Istanbul route, 

and so to Cape Town, the road would thus create a complete North-South Axis, 

spanning from the 'Northern Cape' to the 'Southern Cape'.
60

 The map of the road was 

not merely an invitation to join in cartographic fantasy, however.  Its presence and 

coming-into-being also provided the AIT (via its members in national touring clubs) 

with a powerful  
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argument for lobbying their governments to adopt uniform standards for road design, 

border crossings and customs activities. 

The vision of the road as the first part of a complete rational network, offering 

apparent equal links and access between all cities on the route, while playing an 

important role in the representation and acceptance of the road, also stood in tension 

with existing place-myths of the places it was joining up.  Although the road also 

travelled a great distance from north to south, it was 'read' by its makers almost 

exclusively in terms of its east-west axis.  Such views were reflected in the map of the 

route produced by the AA in 1935 (Figure 2.5). While also resembling maps of 

transnational auto races, with their emphasis on the route rather than the outlines of 

larger geographical spaces, this particular map actually shifted the map by several 

degrees. Europe appears not so much dis-oriented as hyper-oriented, entirely 

concerned with its route to the East.  The planned road resembles nothing so much as 

a river flowing across the continent.  Indeed, this particular map was to show the 

intersections of the road with the natural feature of the Danube, and the existing 

Orient Express rail line.  

 

Figure 2.6 Europe, oriented: the London to Istanbul road from a 1933 planning 

map.  Image courtesy of the Automobile Association 

 

The vision of the road as a 'natural' link between East and West was expressed during 

the first meeting of the route's permanent committee. Paul Duchaine, president of the 

Belgian touring club as well as long-time secretary general of the AIT, stated 

majestically: 

It is not the AIT, it is geography, it is the sun, which has chosen the path of the 

road that unites London and Stamboul. This path was once the route of warlike 

invasion, the route of the peoples of Asia, coming to invade Europe. From 

henceforth, it will be the great artery of commerce and industry, the beautiful 

road of the future, joining Europe peacefully to Asia.
61

  

 

Though speaking of London and Istanbul being united by the 'natural' path 

between them, Duchaine actually points to the mental difference.  The creation of 

peace between the two continents is about reversing the flow along the path, bringing 

Western wealth and enlightenment to the East. The choice of Budapest as a host of the 
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meeting was praised by many of the speakers as being the centre-point between West 

and East, while all made equally clear that this 'centre' was also in the East, praising 

its 'oriental' nature.  When it came his turn to address the meeting, Rechid Safvet 

Atabinen of Turkey also spoke of Budapest in similar terms, though with markedly 

different emphasis: 

The Turks, who traditionally have experience of Hungarian hospitality, thus 

consider that our meeting in this city has much to recommend it. It is not merely 

situated at the geographical centre of the route, but the path of the Asiatic 

invasions which brought the Huns, the Kumans to this region, will henceforth be 

a route of interpenetration of the interests and cultures of Europe and Asia.
62

 

Both speakers invoked the same history with regard to the road and the city of 

Budapest, as well as its symbolic and physical position just east of the centre of 

Europe.  While Duchaine spoke of reversing the flow of the road toward the East, 

Atabinen recalled the former Ottoman possession of much of the Danube basin, 

presenting the road as following a 'natural' course of interpenetration between Europe 

and Asia.  From the time it was proposed, the transcontinental road followed much 

more the vision expressed by Duchaine, clearly being 'read' in one direction, from 

West to East. Quite apart from the routine way of referring to the road as 'London to 

Istanbul,' (or 'London to India,' or 'London to Cape Town') the recitation of the road's 

journey from West to East was even written into the planning practice for the road. 

Both the permanent committee's the rotating presidency, as well as the order of 

reports presented to it, followed 'the geographical order of the road,' passed on from 

West to East.  In this light, Atabinen's flowery speech becomes intelligible as 

strongly-worded resistance to a number of practices and myths surrounding the road.  

He drew on the myth of networkedness to assert not only the historical relations of 

Turkey to the nations further West, but uses the road to put a modern, 

contemporaneous Turkey on the map. 

The road's already well-entrenched position in physical and symbolic space 

had the effect of making its position in time a great deal less certain.  Some accounts 

referred to it unproblematically in the present tense as a road that could be driven 

straightaway, others still in the future tense.  When the Second World War finally 

drew a halt to the construction work, the position still remained uncertain, and this 

uncertainty continued into the 1950s.  A British film reel from 1944 showed both 

maps, one after another, and mentioned the road as an extant thing.
63

  At a meeting of 

the AIT in 1949, the Turkish delegate explained that the Turkish section of the road 

was nearly complete, and advocated that once the road was finished, that the 

headquarters of the permanent committee be moved to Istanbul so that road building 

could then be concentrated more on Asia.
64

  A British touring guide from 1950 

mentions the road, with reference to the segment of it in Belgium as a road still in 

progress, as does a film advertising for the Marshall Plan in 1951, and the 1952 

edition of Europa Touring mentioned it in the sections on Hungary and Bulgaria, but 

nowhere else.
65

  Noteworthy about the mentions in the latter touring guides is that 

they were mentioned specifically with regard to national road networks, where the 

myth of the European network served as evidence of those nations' modernity and 

integration long after the actual road had been bypassed in the European road network 

building.
66

 

The supposedly 'organic' planning path of the road was smoothed considerably 

by invoking specific visions of European space.  Imperial powers read it as a way of 
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inscribing their colonial controls and ambitions on and beyond the map of Europe, 

while many of the smaller states were able to place themselves on the map as modern 

European nations.  For the Balkans and Turkey it was about becoming modern 

nations, for the countries in the West it was at least in part about looking at their own 

past in the East.  While unifying Europe was one of the purposes that was stated for 

the road, ultimately, the process actually worked the other way around: on maps and 

in practice, 'Europe' unified the road.   

 

The European network as ghost: addressing the 'Iron Curtain' 

 

The Second World War did not completely interrupt networking activity in 

Europe. If anything, military logistics and Nazi plans for large-scale economy 

(Großraumwirtschaft) in the lands they conquered resulted in the proliferation and 

circulation of ideas and visions for united the continent technologically.
67

  As the 

resurrection of the London-Istanbul road in the closing days of the war indicated as 

well, these visions and plans had a momentum of their own that echoed forward past 

the war.  On the material side, the post-WWII division of Europe did not create a 

sudden, clean, or even steady division of Europe's existing transport networks, 

although the blocking of cross-border networks became one of the most dramatic, and 

in many cases traumatic, phenomena of the post-war division of Europe.
68

  On the 

other hand, the perceived mutual threat meant that both sides had an interest in 

keeping the border in place and obvious.
69

  Turning away from the divide, however, 

both the Americans and the Soviets also had a vested interest in seeing the nations in 

each respective bloc integrated, both for economic reasons and to bind the countries 

together for mutual defense.  Marshall Plan propaganda specifically targeted national 

boundaries across roads and railways as 'unnatural' hindrances to the freedom of roads 

and railways.
70

  One major impetus for the reconstruction of transport networks, as 

well as the lowering of national restrictions on travel, particularly in Western Europe, 

was to once more get revenue flowing from the 'hidden export' of tourism, particularly 

for Americans.
71

  Movement between countries was to become free as possible, not 

only for Europeans, but for Americans, who tended to see Europe as a single place, 

and wanted to see multiple countries on their tours. 

At the same time, there were also efforts at bridging the divide through 

networks.
72

  The most notable of these was the UNECE, mentioned at the start of this 

paper. Established in 1947, the UNECE set out explicitly to link all of Europe through 

the building of material systems.  Initially, at least, they were particularly successful 

in the realm of road-planning.  By the beginning of the 1950s, a proposal for a 

Europe-wide network of roads, the E-road system, was proposed.
73

  Working in much 

the way the London to Istanbul Road had worked before, the E-road network was 

conceived of not as specific roads but as a series of itineraries, which were laid out 

across the Cold War divide.  Each nation was able to designate which routes would 

make up the network, and improve them in the way that they were best able.  Perhaps 

paradoxically, one of the main drivers behind the creation of the E-road network was 

the International Road Federation, a body made up largely of Western (including US) 

oil, rubber and auto industries, which were primarily interested in promoting 

automobility in the West, where they would be able to sell their products.  Maps of 

transport networks were caught between these two important tensions: the need to 
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acknowledge the geopolitical division of the continent, but also to present visions of 

connectivity and mobility. 

These tensions are very visible in the 1952 edition of Swiss-based auto guide 

Europa Touring.  The dramatic language of division was written into the book's 'key', 

which told readers that 'the countries at present behind the "Iron Curtain" [...] are 

grouped at the end of the book,'
74

 and indeed on the following page those countries 

are shown, out of the alphabetical order in which the other countries are arranged, 

separated from them by a line of x's that call to mind nothing so much as a row of 

barbed wire.   The following page provides a political map of Europe showing all of 

the nations portrayed in the book as a key to the breakdown of maps in the rest of the 

book.  The 'Iron Curtain' runs as the heaviest line across the map (Figure 2.7).  Apart 

from this spatial removal, however, the tourist information is nearly as thorough as 

many of the other countries portrayed, complete with driving instructions and list of 

attractive sights to see, without any mention of border crossings.  The individual maps 

of these countries are presented as smaller, generally one country per page in contrast 

to those of Western nations.  At the back of the book, however, the route-planning 

map shows the network in full.  All of the nations of Europe, including Russia (but 

not, notably, going as far back as Moscow) are visible with each of the countries 

pictured (with the exception of the Maghreb, and Turkey beyond Istanbul) pictured 

with its national auto-symbol.  The map of the network here is shown as crossing 

boundaries to the East with the same ease as in the West. The reverse side of the map 

shows touring information only for the countries in the west, laid out in a convenient 

table. 
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Figures 2.7 and 2.8  Now you see the ‘Iron Curtain’, now you don’t. Front and back 

maps from Europa Touring, 1952.  While the front ‘territorial’ map draws attention to the Cold 

War divide, the network map in the back ignores it entirely.  Used by permission of Hallwag. 

 

A more dramatic approach to Europe and its borders is the Esso 'Road Map 

and Pictorial Guide to Western Europe and Adjacent North Africa'.
75

  On one side of 

the map appears the 'Esso guide to happy motoring' (Figure 2.9) designed to give the 

reader an idea of what is worth seeing.  Small iconic figures fill the map on the 

Western side, portraying the West as a fecund place, filled with historical places, 

natives in traditional costumes, and modern leisure pursuits.  Pictures of women in 

swimsuits beckon the presumably heterosexual male driver to beaches.  Set against 

this abundance, on the other side of the divide there is merely empty yellow space, 

and a small sign announcing 'travel is restricted in areas shown in yellow (September 

1950).'  The rigid date attached to the travel restriction is at once a citation of 

unnamed authority and a gesture that freezes the Eastern side in time.  The note's 

temporal message is all the more evocative – and ambiguous – given that it sits inside 

an outline of the German borders from 1937, within which the cities all bear their 

German names (this was not unusual for German maps through the 1970s).  The 

unease visible in the assertion of the 1937 eastern border is mirrored in the unease 

surrounding the disputed internal border, which is here partly obscured by images of 

transport infrastructure, the 'Autobahn' (clean and modern, with a lone car) and 

'Tempelhof Airport (Berlin)', placed not over Berlin, but instead obliterating the 

borderline. 
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Figure 2.9  Detail from the 'Pictorial guide to Happy Motoring' on the 

'Esso Map of Western Europe and Adjacent North Africa - Road Map with 

Pictorial Guide' 1955 Copyright American Map Corporation - Used with 

Permission 

 

The reverse side of the map then portrays the road network, laid out over a 

map rendered to the same scale as the 'Happy Motoring' guide.  Although the division 

of Europe is designated with a thick but pale pink line, the actual road network is 

portrayed as crossing the lines as part of a complete network, with the distances 

between Krakow and Budapest given just as those between Bonn and Luxembourg.  

At a basic level, the road network follows a separate logic from the political 

boundaries that are represented on the map.  An apparently unified network is laid 

over a territory that is strongly divided politically.  Though in not quite such dramatic 

fashion, the Shell map of Europe follows a similar pattern.
76

  The front side of the 

map shows a Europe expanding quite far to the East, covered with a full European 

road network.  The E-road network is marked with little green signs, along which one 

can follow trajectories, on paper at least, through to Russia.  The only 

acknowledgement of the 'Iron Curtain' is the addition of checkpoints over the border.  

The reverse side is filled with information for the tourist, all of which advertise 

tourism in Europe as an abundant land of plenty: visa and customs regulations 

(symbolized by the cartoon of a fat man smoking a giant cigar, riding a liquor bottle 

on wheels), a calendar of 'events in Europe', almost exclusively composed of folk 

festivals, lists of the various national auto-stickers, all for the Western nations in 

Europe – not to mention the full range of Shell auto products.  

Both Esso and Shell, like other Western petrol companies, had a vested 

interest not only in getting people into cars in Europe, but also in keeping them in 

places where they sold petrol.  As an advert for Shell maps of Europe in the mid-
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1960s reminded readers, 'Wherever you go in Western Europe – except in Spain and 

Yugoslavia – Shell service stations are always near at hand'.
77

   For the driver in the 

West, to whom the maps are addressed, the appearance of the broader network could 

potentially appear as a statement of the 'natural' freedom of roads.  If you have a car, 

you can go anywhere there is a road, if only political divisions do not get in the way.  

Juxtaposed with the 'Happy motoring guide,' or the bright colourful information on 

the back of the Shell map, however, the 'freedom' of the road network in the East also 

appears somewhat more sinister when the network crosses the border.  Whereas in the 

West, the road will take you through lands filled with extraordinary sights and 

pleasures, the East, by contrast, appears as a place that is merely rational.  Filled 

neither with natural landscapes and natives in costumes, nor with modern sites for 

play, they are represented as being without past or future, but as stuck in the everyday, 

that is just slightly behind.
78

  On this side of the map, the network is a ghost: a visible 

but intangible relic, haunting a place from an indeterminate point in the past.   

A railway network map for tourists in 1955 by the CICE, the information 

branch of the Union Internationale de Chemins de Fer (UIC) the international railway 

union seems to take the opposite approach to the Cold War divide by ignoring it 

outright.  The railway network in this map is shown laid out over a topographic map 

of Europe, depicting Europe as a natural whole, with no national boundaries and no 

'Iron Curtain' at all.  The network stretches out in gently curving lines, connecting 

capital cities, which are specially highlighted on the map.  The flags that surround the 

map highlight the internationality of the network.  The blurb above the map portrays 

the network as a unified system, kept running smoothly by expert international co-

operation. 

While the passengers speed forth at 120 km per hour, thousands of well-

trained and specialized men are looking out for their security in the stations, on 

the lines and on the telephones.  Everywhere, at the signal houses and command 

posts, the railwaymen of Europe are working hand in hand to ensure you a good 

journey.
79

 

This tone is continued throughout the brochure in blurbs that explain that the train is 

fast, convenient, modern, and 'lets you see the landscape.'  Throughout these blurbs, 

variations on the theme of 'the European railway' are repeated almost like a mantra, 

ensuring the reader that the railway network in Europe functions smoothly, like one 

large machine.  This is significant: for all that the map of Europe stands at the centre 

of the brochure, the rest of the brochure has very little to say about what Europe 

actually contains, other than railways.  The most important feature of Europe to be 

seen is a uniform, cohesive railway network.       

One has to look past the map to notice that the brochure is actually only about 

railways in the West.  On the map itself, the inset showing the modern trains of the 

German, Danish and British railways handily covers over the Soviet Union (which 

quit the UIC after the war) and moves the capitals of the cities in East Central Europe 

to the apparent edge of the map.  Indeed, they are shown as linked only to the centre 

and not to each other, as outposts, and in the case of Warsaw, as terminus of the 

network that is centred in West Central Europe.  The flags that surround the map are 

also only of nations in the West, so while at first glance they appear to uphold the 

image of a Europe made up of nation-states, it actually only legitimates those in the 

West.  Reading further into the brochure, the small pictures are all accompanied by 

the insignias of Western railways, and a list of travel times from Dutch cities cites 
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destinations of Paris, Brussels, Hamburg and Luxembourg.  The map of a large, 

unified Europe appears to be there entirely to signify the apparently free and 

frictionless movement of the traveller through the network, and to appropriate the 

designation of Europe for the networks in the West.  In other words, while apparently 

taking precisely the opposite approach to the Iron Curtain from the roadmaps cited 

above, the overall effect is very similar in that it attempts to get the traveller to look 

away from the division that would restrict movement.  

To highlight the ambivalence of such networks, I will point to one more road 

map, this one from Poland's state cartographic publisher in 1985.
80

   The opening 

pages of the Polish atlas present the reader with three maps of Europe, which, 

particularly seen in rapid succession, seem to make evocative statements about the 

unity of Europe.  The first page offers a route planning map with all of the major 

roads in Europe.  Although they are not labelled as such, this is the E-road network.  

The map itself is a very broad map of the continent, stretching well beyond Moscow, 

containing almost all of Turkey, the northern tip of Scandinavia, as well as Iceland in 

an upper corner.  This map is framed with the flags of all of the nations portrayed 

(except those in North Africa) presenting the reader with a vision of a Europe united 

under a road regime governed by individual sovereign states.  The next pages give an 

overview map showing the breakdown of individual maps to be found in the atlas.  

Here an even larger version of Europe is shown, this time with national boundaries 

and no roads, but instead with the major rivers, presenting Europe as a natural whole.  

Lest the reader miss the point, the next pages provide the exact same breakdown of 

maps again, but this time superimposed over a full relief map of Europe. 

Particularly taken together, these three maps bear a strong resemblance to the 

1955 railway map discussed above.  Both provide a view of Europe as a large, natural 

space, gently filled with a network.  But whereas the former mostly used the space of 

Europe to mark the many other aspects of the railway network as European, here the 

roads appear as one of three expressions of belonging to a broader Europe.  These 

maps are particularly interesting given the revival of the discourse of Europe, and in 

particular Central Europe, that was taking place on both sides of the map during much 

of the 1980s.
81

  These maps are also intriguing because they describe a range of 

mobility that was still simply not available to the majority of people in the countries 

where they were produced.  After 1989, many countries formerly in the Soviet bloc or 

Soviet Union created new 'cartographies of independence' to show proudly their 

position in Europe.
82

  Motoring maps of the frame and style shown here played an 

important role in these new persuasive geographies.
83

  The cartographic obduracy of 

the network became the proof that (at least some parts of) 'the East' had always been 

central to Europe, and formed one building block in the rhetoric that eventually 

moved many of the nations in the 'middle' to the 'West'.
84

   

 

Disconnecting network from territory: another interruption in place of a conclusion 

 

The mapping processes I have described have shown in most cases how maps 

of European networks have been used, alternately or together, to call into being a 

networked place called Europe.   In the case of the London to Istanbul road, while 

myths of a rational, straight road through empty space were superimposed on the map, 

specific place-myths of Europe were repeatedly called upon to make the road seem 
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like a 'natural' occurrence and expression of places that already existed.  In the case of 

the Cold War maps, the network appeared as a ghost: something visible and indelibly 

tied to a place, but intangible and unstuck in time. 

I will close by considering one further map, produced by A SEED Europe, one 

group that has actively opposed the various transport networks of the EU on an EU-

wide basis.
85

  As the map claims: 

This is what Europe looks like.  For a large part a busy, densely 

populated and ever-building small-size continent.  Unfortunately, the green lines 

on this map aren't showing valuable forests or nature areas but the extensive 

infrastructure that is planned for Europe – East, North South and West.  The EU 

driven projects TENs and TINA corridor links (Transport Infrastructure Needs 

Assessment) are mega-billion projects that should make Europe 'a coherent, 

easily-accessible continent'.  [...]  Take a close look! It's quite 'green' isn't it?
86

 

This map attempts to hijack the myth of Europe as a networked space and turn it into 

a map of local resistance, showing widespread dissatisfaction and 'friction' against the 

coming of infrastructures.  At first glance, it appears to be a very familiar map.  It lists 

priority European projects in red (and hard-to-read) numbers, and has a series of 

alternate nodes in yellow flags, each one a listing for an organization working to 

oppose the projects, and visually outnumbering the red dots.   

Unlike the other maps discussed here, where the network has appeared as 

more or less naturally integrated into the territory portrayed, this map posits the 

continent of Europe as a natural space against the network.  The yellow flags make 

specific appeals to places, asserting their historicity and locality against the 'flows' of 

the network.  In so doing, whether deliberately or not, however, the map also makes 

an appeal to an apparently naturally and nationally-based European territory.  The 

Maghreb and the Asian part of Turkey appear in white (which the legend lists as 

'other continents') while, interestingly the European side of Turkey is not only 

coloured in, and an Istanbul-based resistance group is listed.  Ironically, it reproduces 

a similar cartographic confusion to that in the map with which I began this chapter. 

Above all, the map highlights the as-yet limited spatial rhetoric of resistance to 

network projects at the European level, both in terms of the points at which resistance 

can be exercised, but also in terms of the alternate visions available in current 

discourse.
87

 It suggests that, like EU planning processes themselves, resistance may 

ultimately be best expressed 'off the map'.
88
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