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DEVELOPMENT PERSPECTIVES FOR THE WIDER EUROPEAN TERRITORY

Future Prospects for Joining the New Periphery

Andreu Ulied (*)

S y n t h e s i s

The European political scenery breakdown has suddenly produced the need to set out a new European geography of places and proximities. As Milan Kundera, the well-known Czech writer reminds to western Europeans, his country, the Czech Republic, is not an Eastern European country but a Central European one. Before the "Iron Curtain" and the "Berlin Wall" were removed,  many other symbolic barriers were also  removed  this century from the European geography, the so-called "Pyrenees Savage Frontier" -Europe ends in the Pyrenees-, for instance. These changes have facilitated the understanding of  Europe  as a whole. At the same time, they keep aware and demand a much more careful attention to the European diversity.

This paper is first focused in the implications that these changes have in the definition of the political, cultural and economic meaning of the European "center" and "periphery". Later, the paper presents some hypothesis concerning the spatial impacts of the Trans-European Transports Networks  in the European  Built Environment. 

The aim is to provide a global discussion of the concept of periphicity in the contemporary wider European Territory and to explore if the Trans-European Transport and Communication Networks can contribute to surpass  the  hierarchical dichotomy center-periphery.

Andreu Ulied  had the position of  Technical Coordinator of the Metropolitan Plan of Barcelona (1989-1993). In addition he has been researching the relation between transport infrastructures and urban and regional development with Prof. Mateu Turro. This research begun at the Universitat Politecnica de Catalunya  (UPC) in 1988. The main result of their research has been the ICON methodology to represent the Spatial Connection to the Networks. This methodology has been applied in several interregional studies made by MCRIT Inc.,  for the European Community and other Institutions. Currently  Andreu Ulied is following an Independent Advanced Study at Harvard University Graduate School of Design (MDesS) in the field  "Non-Traditional Development Nodes in the Periphery".

Political  and Cultural Prospects: Uniformity or Plurality?

The concept of periphery has always  had in Europe a strong political and cultural meaning rather than geographical one: periphery mostly implies to be different and depended,  having little influence in the decisions  that, right or wrong, others taken instead of  you. 

As Leo Marx (1988) clearly explains, the habitable European land has been owned and controlled by minorities for centuries. The mental map of Europe reveal the alignment of human political power. It is  of composed a mosaic of fragmented territories separated by frontiers. Barbarians have always been outside every frontier. Neighbor towns divided by arbitrary political borders have often substituted  their old common culture and language for new and different ones imposed from the political center to which  each town belongs.

The European cities remained surrounded by walls for centuries in the continental Europe: As Leonardo Benevolo explains (1993),  in the middle of the 15th century Europe had 70-90 million people on 2.5 million sq km and concentrated around 130.000 towns. In this continuous inhabited territory from the top of any bell tower one could see four or five others. Those 130.000 isolated and homogeneous towns were the basis of the European territorial matrix. 

The trade network of Mediterranean cities during the late Middle Age (Venice, Genoa, Barcelona, Valencia), and later the Hanseatic Ligue (Amsterdam, Hamburg, Gdansk, Riga) were multicultural networks of  free-cities that generated relatively high levels of economic and cultural development.

In Europe (especially in the older State-Nations and Colonial Empires)  the capitals of every country later used to centralize both political and economic power. The transport infrastructures and urban development plans  have been essential elements to define their territorial strategies. 

The origin of the territorial distribution of  centrality and periphicity in the different countries is the result of concrete political choices and inertias, very often independent form geographical determinations. The history of Poland and Spain, for instance,  clearly shows the political creation of the center and the periphery. During 1670 the traditional capital of Poland (Cracow) was moved out to the middle of the country (Varsow) to unify the traditional structure of the Polish cities, mostly located long the borders (Gdansk, Vilho, Lvow, Cracow, Bresta or Poznan) . Due to the changes of the Polish frontiers some of these cities now belong to other countries and even one of them is the capital of a new State (Vilho).  For similar reasons, the capital of Spain was located in the middle of the Iberian Peninsula in 1512. Gdansk, Barcelona and Valencia, finally became peripheral cities  of European peripheral countries in political, cultural and economic sense. 

As David Schyler (1986)  explains, in America the process was completely different: The location of the  Capitals for the States as well as the National Capital (Washington) were often selected to move the political power out the already existing big cities (Albany was selected in the State of New York instead of New York City, Sacramento in California instead of San Francisco). At the same time, Madrid, Paris, London, Vienna, Moscow and other European capitals tended to concentrate all the political and economical power of their countries polarizing the transportation networks. Netherlands, Germany or Switzerland had  different structures of power and followed different territorial evolutions.

The concept of periphery itself has been associated with different cultural values in Europe and America: In Europe the periphery is "far away" and in America it is "in the middle of nowhere". This different value  has had obvious consequences in the patterns of urbanization  in both continents.

Under  all of these processes there is the cultural social matrix that all individuals share. According to  Leo Marx (1988),  in the  myth of  any national origin is the image that geographers call a shared mental map. For instance, the new America mental map was created as a result of the transatlantic migration towards the east.  This mental map attributes the social value of every place and establishes the distances among them. In the mental map of most European emigrants to America  the distant settlements in the frontier represented the most valuable place, in term of maximizing their opportunities of having own land. 

In America the frontier is part of its culture as in Europe is the center. More than a place, in America the frontier is a style of life (Neil Smith, 1992). It is a fact that the historical center of the European cities changes much more slowly that the periphery does. So the center has often been the reference that unifies and makes order in the mental representation of the city and the country.  Furthermore, in most cities the center is the most valuable place and severe regulations are needed to protect it form increasing densities. 

In America the center is ubiquitous and changes over time. Downtown Clearances during the fifties and sixties completely reshaped the old centers and new spontaneous centers -so-called Edge Cities- now emerge in the periphery linking commercial activities, workplaces and some public facilities. 

The creation of the Nation-States  had the objective to unify the market, the culture and somewhere also the religion and the social values of its inhabitants. Also the idea of State was associated to the idea of progress, rationality  and modernity. The older Nation-States from the 16th and 17th centuries provide  clear examples of how  old traditional cultures and values were considered archaic and the search for a more egalitarian society had to remove local heterogeneities and privileges. The existence of minorities was regarded as a source of unstability and disorder; The borders were the most dangerous places. For centuries the European countries have been fighting among themselves to delimitate safer and "natural" boundaries to contain the homogeneous population. And still they do.

In the contemporary wider European territory there are also experiences of other national strategies. One of these is the new Law (July 7, 1993) of the Hungarian Republic to protect the rights of the minorities to be different. The Law acknowledges as cultural minorities in Hungary the Bulgars, Armenians, Rumanians, Greeks, Croats, Polacs, Germans, Serbs, Eslovacs, Eslovens, Ucranians and Gipsies, and prohibits any political action targeted to force their cultural assimilation. 

The transport infrastructure networks, as the base for both the control of the territory and the establishment of relations and exchanges, have been highly involved by political and territorial strategies. The simple maps of National Roads explain the political geography of each European country and the new plans of transport infrastructure still follow the same old patterns: for instance this becomes quite explicit when one compares between the French and Spanish High Speed railway implementation -connecting the capital and the major peripheral cities- and the German one -establishing a network of regional connections-. The same huge amount of investment that the infrastructure investment requires (e.g., 150 billions of ECU for the High speed Network) has enormous economic and politic implications. The decisions concerning the allocation of these investments is one of the major political issues and mobilizes all kind of social and economic groups (Mateu Turro, 1992).

 As Francois Plassard (1992)  says: At a given moment in history, new transport infrastructure serve certain actors to control the economic or political territory. It is illusory to consider only the relations, highly problematical, that is supposed to connect them with economic and social development. The main purpose of the transport infrastructures was rather the control and definition of the political territory than to stimulate trade, mobility and cultural exchanges.  

Still in Europe diversity and multicultural values -the plurality of the peripheries- are in some way seen as a threat for the political stability that the idea of  center symbolizes.  The territorial status-quo, the national homogeneity and the self-government seems  heavy attached to many European societies, as the difficulties in the process of  political reinvention of the  European territorial structure of government  show: The emergence of new States, the regional descentralization, the international relations among regions and cities, even the increasing political importance of the European Community, are often  considered dangerous. 

 On the other hand, it is easy to verify the crash between the logics of the international market (and the communication infrastructures that supports the international relations) and the logic of the territorial administrations. This discussion can be applied not only to the States but also to  all the territorial government organizations, for instance to the government of the metropolitan scale; in Varsow the metropolitan government was removed and now there are eight districts, in Barcelona  it was also removed and there are 28 municipalities in the continuous urban area of Barcelona and 162 in the metropolitan area, in New York it has never existed and there are 1400 municipalities in three States,. Not one of them have New York as their capital.

 As Daniel Bell (1976) observed time ago, the logic of the market will make  the Nation-State size (and many other territorial divisions) "too small for the big problems and too big for the small ones",   This dislocation presents a problem of efficiency but also a problem of legitimacy.

Otherwise, the re-creation of  networks of cities and urban-regions  linked by intensive relations and balanced by the reinforcement of  common Trans-European institutions, offers the feasible scenery to surpass during the 21th century  the political center-periphery dichotomy created since the 16th century. 

Economic Prospects:  toward Network-like economic structures?

Contemporary spatial changes based on communication technologies tend to reduce the economic meaning of the territorial borders, the already existing and the new ones. In the coming time integrated world economic system, the currently expanding metropolitan areas will become nodes connected to international networks of relations rather than centers of their traditional territories around (Vickerman, 1992; Plassard, 1992).   The economic system define an international market of exchanges  that overlaps  political territories. 

In this global market the "peripheral activities" are those will producing lower added value. The debate about the degree of openness or "selective spatial closure" that the economic development requires has led today to the assumption of the so-called "endogenous openness" paradigm: According to this paradigm, economic centrality means to be permanently connected to international flows of technological knowledge and to be able to use this information to create new competitive economic processes that improve endogenous advantages (e.g., Castells, 1991).

As the simple analysis of the European history and geography teaches,  the concept of economic periphery refers, rather than to the place itself,  to the activities located in this place at a given moment. Economic periphicity  is more a condition related to activities that a fixed geographical situation. Despite of the obvious geographical constraints, smalls and geographically remote regions can develop central activities depending on its capacity to mobilize its comparative advantages. 

Let's analyze these implications in  some historic and international cases:

-Portugal was the leading country in the era of the European discovery of the world. After the invention of the Carabelle ship in the 16th century,  Lisbon replaced Champagne  as the connection for long distance trade and transportation across Europe. According to Ake E. Anderson (1989) it became an ideal common connection point in the new network for transportation between different parts of Europe and the Americas. But, Lisbon was an  unstable connection in the new international economic order and soon was replaced by Antwerp of Flanders. With the development of the new banking system in Amsterdam, the final stable focal point was shifted to Amsterdam, the new capital of the world economy after the second logistical revolution. Why was Lisbon   able to be the center of the 16th world? Rondon Cameron (1989) provides an answer: the Portuguese had a good tradition as navigators and King Enrique II created in the south of Portugal the best navigation school of the period.

-Switzerland  is an extraordinary case. It was the most peripheral country since the renaissance. (distant to the ports, surrounded by the highest European mountains) but during the Middle Ages, the commercial links between Venice and Bruges (the north and the south of Europe)  crossed the Alps to reach Champagne. Since those times Switzerland developed relatively high add value products (cheese, watches) that were easy to transport. At the end of the 19th century Kropotkin (1929), a Russian anarchist, was surprised by the industrial capacity of a country with neither natural resources nor easy transportation. He wrote in 1912: When  we see that Switzerland has become a great exporter of steam-engines, railway engines and steam-boats, although she has no iron ore and no coal for obtaining steel, and even has no seaport to import them; when we see that Belgium has succeeded in being a great exporter of grapes, and that Manchester has managed to become a seaport, we understand that in the geographical distribution of industries, the two factors of local producers and an advantageous position by the sea are not yet the dominant factors. We begin to understand that, all taken, it is the intellectual factor, the spirit of invention, the capacity of adaptation, political liberty and so on, which counts for more than all others.

The Zurich Technological Institute was when created to support  new technological fields, such as optics. Some of these traditional products later generated some multinational corporations (Nestle Inc., still has the official headquarters in the medium size city of  Vevey). During the sixties Switzerland developed complete transportation system with high level of landscape and environmental values. The Alps are the mountains with the most tunnels in the world and, at the same time, with the most projects for the coming years.  Switzerland, the most peaceful European country, is also multicultural and polycentric.

-Scandinavia, as Curt Nicolin (1989) says,  has always been, geographically speaking, in the periphery of Europe. So, they are taking steps to bring themselves closer to the continent, as the Scandinavian links projects.  But until now their  geographical periphicity has not produced any apparent constraint to their development as one of the most reach  societies in the world. 

On the other hand, the English Channel prevented Great Britain for being involved in many European wars. This probably helped to facilitate the early British Industrial development (for instance the British cities had no walls constraining city expansion). Ireland has the opportunity to become more accessible to Japan and America than any other European Atlantic peripheral country due to they are English speakers (Bonnafous, 1990)

-Seville is the Spanish regional capital most distant from the rest of Europe. During the last five years the public and private  investment in this city has been enormous. Today Seville has a complete highway and High Speed railway links. In the same place where the EXPO'92 was celebrated, there currently exist a technological project with the objective of attracting technological corporations and public research institutes.  It is quite interesting to note that, being the Spanish most distant important city to the geographical center of Europe, Seville was also the most close to America, when the Spanish kings decided to centralize in this city all the commerce with the American Spanish Colonies.

-New Zealand is one of the most remot countries in the world. One of the most peripheral cities in New Zealand, the most distant to the New Zealand Capital, Auckland, is Dunedin. This Ultra-peripheral city started a few years ago, a long-term plan to encourage the establishment of small-scale producer services in the city-economy. The plan was the response of a small, ultra-peripheral city to the global economic change. Some results of this strategy are the expansion in the sale of research-based information generated within the University of Otago through New Zeland and the South-Pacific, for instance dental training stimulators, marine research, animal husbandry (Richard V. Welch, 1992). 

-In the United States of America the major rates of growth during the last years have been achieved in the most peripheral States: Alaska, Hawaii, Arkansas, South Dakota and others. In the '70s the American technology business was located in California (around Silicon Valley) and Massachusetts (around 128 Road). In USA the States in the " geographical center", the Middle States, used to be the  poorerest. This situation is changing slowly. Today the business technology is sifting  to the  Research Triangle in North Carolina, Texas, Denver and Arizona. 

-Korea achieved the worlds highest rate of growth during the last twenty years. The main factors in explaining the success of this relatively small country are based on the level of education of its population (due to the Japanese and American occupation during the first half of the 20th century), the relatively egalitarian rural society that provided a stable  political base for the strong military leadership  and its clearly  export oriented economic policy. Other countries with similar peripheral conditions and similar economic policies (Philippines, for instance) have had different evolutions, probably because of their different structures of leadership and social mobilization (Perkins,1992).

The earlier case of Japan, and later those of Taiwan, Singapore or Hong-Kong,  are also extremely relevant. In Hong-Kong the local telephone calls are free, the rates for international calls relatively  cheap as well as some air links connecting Hong-Kong with London or New York. It would be also interesting  to compare the level of development of similar peripheral countries with high natural resources and territorial extension, as Argentina and Australia. 

According to Chisholm (1992) today one of the most common fallacies about transports costs is that they vary with location to the extent that peripherality implies substantial cost burden over more central locations. Evidence generally suggest that transports costs faced by firms in more peripheral locations are not as much greater as the location would suggest, due to the evolution of the transport technology, the adjustment of the firm technology to allow for potentiality higher transport costs, producing goods requiring relatively less transport per unit value or being more efficient in the way transport is used (Vickerman, 1992).

 The possibility of development for geographically peripheral regions has always existed. More or less easily, remot countries could have implemented effective strategies to take advantage of their resources in all historical economic and technological contexts. The geographical location and natural resources have been extremely influencing issues, but the key factor has been the existing level of social mobilization towards development.

The openness of the economy and the possibility to exchange with other regions is required to achieve a sustained growth. So,  all the developed societies have been mobilized to remove their geographical constraints. In the pre-industrial world the geographical distance among regions defined the level of economic periphicity. Today the development of the transportation and communication as a networks is defining a completely new concept of spatial periphicity. As Bressand and Distler (1986) pointed out the distance of two places depends on the kind of networks that are linking them rather than on the geographical distance. In fact, the networks of communication are creating a new social structure of space and time (Bakis, 1980). Today the openness means to be connected to all the networks simultaneity. The connectivity to the networks levels (measured as the facility to reach the connection node and the utility of the available services there)  represents today  the transport and communication networks contribution  to define the spatial centrality (Turro & Ulied, 1988). The typical requirements for the location of a high level American workplace  is  the following: 80% of our people being able to live within twenty miles. The location had to be within three or four miles of a major interstate and it had to have room for expansion. An hour from a major airport and we also wanted to have a railway nearby but we weren't quite sure what role that was going to play (Joel Garreau, 1988). 

On the other hand, the development of the transportation systems as a universal networks implies that the absence of one kind of connection or the deficit of utility is more relevant to hinder development that the optimum connection to stimulate development. As Francois Plassard (1992) has clearly explained, in a context where transport is universal, it does not influence the location of activities at all (several empiric analysis show that, in developed contexts, the elasticity to the transport costs is becoming less important for the locacional decisions,  for instance see  Snickars, 1987).

Manuel Castells (1989)  has observed that despite these opportunities, the urban polarization of the most high strategic-decision companies  has increased during the 80's. and the decentralization of low phases of production has still followed hierarchical patterns.  According to Castells, the new technologies allow the emergence of a "space of flows", substituting the old "space of places".  In this new space the hierarchy is largely determined by the position in the network of exchanges. 

For the most high value economic activities (for instance research) and decisional processes, personal contacts are still considered essentials. The location of the most important technological developments remains located in the same old technological regions as the 128-Road (Boston), San Francisco Bay Area, San Diego-Los Angeles development corridor. In Europe the same development pattern can be found in Cambridge-London corridor, the Uppsala-Stockholm corridor and the Munich, Stuttgart and Bonn-Dusseldorf regions of Germany. All of these areas have excellent Universities and Research Centers linked to multinational corporations.

For many other economic activities the location requirements  include advanced telecommunications, overnight delivery services, cheaper air travel and the wide availability of trained employees. With those advantages an entrepreneur can operate globally from a relatively remote area that offers a lifestyle more suited to him. Gateway 2000 Inc. headquarters, which may sell more computers by mail than any US company, is located in North Sioux City, South Dakota. 

Today, new interactive networks for the transportation of goods, services and knowledge, and the communication systems for the transmission of information and routinized messages, are much more dense, admit much more frequent and small scale deliveries and are much more adaptive in time and space. This implies that there is no longer any strong requirement for the classic hierarchical production and distribution system (Ake E. Anderson, 1989).

An interesting aspect of the current system of production is the reinforcement of the small and medium-size firms competitiveness  producing "personalized" goods.  Lanzavecchia (1990) cites the Japanese "National Bicycle Industrial" case. This firm is able to produce in two weeks bikes designed by its clients with competitive prices.  In the current system of production, the small firms can create technological economies  to outstandingly competitiveness with  scale economies of mass-production. 

Peter Kropotkin (1929) almost half a century in advance of contemporary economic and technological advances, had also grasped the fact that the flexibility and adaptability of electric communications and electrical power had laid the foundation for a more decentralized industrial development in small units.

According to many analysts (for instance Evelyne Perrin, 1992), in the future we can see new forms of spatial economic organization and the emergence of the so-called network paradigm in place of the concept of hierarchy. There are new network-like structures between towns and firms where the network-technological based economies are more important that the traditional agglomeration economies  allowing the spatial decentralization of firms. Today Digital Equipment Corporation already prefers small units less than 400 employees, and its individual units are free to self-organize within small networks, as long as they fulfill corporate profitability, liquidity and marketing guidelines. 

As Paul Rind Christensen has wrote: The modern firm becomes more and more dependent on the resources of other firms simultaneously as its competence grows in the narrow niche of its own. These interdependences can be analysed as network of firms.

The fragmentation of the system of production in small processes spatially isolated requires much more productive transportation and communication. The transport and communication costs remain today roughly around 10% per unit of product but offers much more flexibility and speed. The integration of the  transport  in the logistics of the production is also changing the locational patterns  for many activities. Nowadays its becoming more important to assure the continuity of the production process than to deliver faster intermediate products.

In conclusion, the new technology can produce both spatial concentration and decentralization. The need for flexibility (to assure the maximum possible relations) seems more important than  minimize the cost of the most frequents relations at a given moment. So, the places connected to multimodal nodes of transportation are highly attractive. Moreover, the costs of the transport themselves are becoming less and less dependent on the travelling distance and more on the level of centrality that the origin and destination nodes have  in the network

In this economic and technological context,  the  geography of distances has been removed as a constraint for economic development. The spatial periphery is defined rather for the "connectedness" to the networks than for the geographical "remoteness". The development of the transport and communication networks allow that any place connected to the networks ("plugged" to them) have the same opportunities for economic development.   However, the possibility for development still depends on the capacity of every society to be mobilized: there are many  places well connected to the networks without development. On the other hand, in a long-term view, any place non-connected won't be able to sustain its development. These relations have been observed in many long-term empirical analyse of the economic impact of transport infrastructures, for instance the Spanish A-2 Highway corridor 1850-2010 analysis; Bosch & Ulied, 1993, for the Direccion General de Politica Territorial y Urbanismo, MOPT)

Transport and Communication Prospects: towards universal spatial connection to the Networks?
Long-term studies in various parts of the world have demonstrated that the demand for transport of goods and passengers usually has increased more quickly than the GDP per capita everywhere. In developed countries, transport demand has grown annually in average some 20-25% more than GDP and in developing countries the percent is around 50% (David F. Batten & R. Thord, 1989). 

Zahavi (1979) has shown that travelling is optimized under the constraints of individual time and family income budgets. On average, roughly one hour a day and 15 percent of disposable family income is allocated to travel. Marchetti (1987) argues that the allocation of time and money is made so as to maximize distance. The diffusion of more productive and faster means of transport leads to increased range and connects even larger areas into one single complex. During the last two centuries villages have merged into towns, towns into cities and cities into metropolitan areas. Large urban corridors have evolved throughout the world, some approaching one hundred million inhabitants.

The evolution of the transport and communication technologies leads to the short-term substitution of the less productive ones. In the long term, however, the increase of the number of relations created by the new technologies encourages the specializations of all the existing technologies rather than their substitution. David Batten (1987) observes that in Sweden the average per capita demand for interface communication (measured by letters, telexes and phone calls) has growth at approximately the same rate as the per capita demand for travel. According to Batten this fact suggest that travel and interface communication are predominantly complementary services at the aggregate level despite the modal competition which has restructured both markets internally over time. Batten application of this methodology to  France (1800-1990) reaches the same result over two centuries of observation. 

The market of the transport technologies tends to specialize modes: in intercity travel the auto is dominant for trips up to 100 km. Aviation is dominant for straight-line distances over 800 km. In the middle range between 100 and 600 km or so is the area where rail is a potential competitor (the design range of speed for high-speed rail is 200 km per hour "gate-to-gate speeds" requiring running speeds of 250 to 300 km per hour)

On the other hand,  Perr and Dupuy (1991) have pointed out that the evolution of all kind of technologies of communication, transportation, electricity... leads to assure in the long-term the connection of all the potential users in a compete network. Considering any network of communication, at the beginning it was constituted by few independent lines connecting only the bigger and most affluent users. 

The development of canals, relative to the achieved saturation level, was much quicker than the expansion of railways and roads (about 30 years for canals, 54 years for railroads and 56 years for forsurfaced roads, according to Nebojsa Nakicenovic, 1989). As Nabicenovic observes, it is remarkable that despite these differences, saturation and the onset of decline of all three infrastructures coincides with the beginning of prolonged recessions (in 1870's, 1930's and  1980's). 

If at the end all the networks tend to provide universal coverage, it seems highly convenient to have a long-term plan configuration and implementation that minimize both short-term and long-term redundant costs. This long-term plan of the networks (as are the TEN's) clarify future sceneries and allow the different actors to plan in advance their strategies.

On the other hand, the rise of the new technologies of transport and communications  developed since the nineteenth century (including transport of people, information, goods and services, as water supply, sewer, gas and electricity) solved the constraints that the traditional problems for the expansion of the city. H. G. Wells assay "The probable diffusion of Great Cities" (1900) analyzed the social significance of the amazing  new networks of electricity, telephones and transportation: ...the electrical system gave every point in a region the same access to power as any other; the advantage of a central location was accordingly diminished. In an analogous way, the telephone provides communication from any point. Not only could industry produce its goods more cheaply and more efficiently away the core, but businessmen would invariably choose to live in quiet country towns.

The railway produced an important change in the European urban structure. The first railways were constructed  during the 1830's and were able to extend the range, speed and productivity of canals. Together with the new railways a new era of coal, steam, steel and telegraph began (Nebojsa Nakicenovic, 1989). The first trolleys and railway-horses allowed the extension of the main cities and the railway encouraged so-called "corridors of cities" (urban development around the suburban railway stations).

Later,  the highways  reshaped again the built landscape. The massive construction of highways and other infrastructures (telephone, electricity)  during the sixties and seventies facilitated the definitive diffusion of the cities.  The much more uniform spatial distribution of accessibility provided for the private car changed completely the shape of our Built Environment.

Both the  railway and highways were constructed in each European country  based on different strategies. The first highway in the world was constructed in Germany in 1935 (Frankfurt-Darmstadt). The German Network of non-toll highways was planned to connect to them all the major cities. Until the last Schema Directeur (1991) the French toll-Higways essentially linked Paris with the rest of France. The firsts Spanish toll-highways (PANE-1970) were in the periphery. Until the last Spanish Plan of Infrastructure (PDI 1993-2007 under discussion)  all the plans were addressed mostly to the six axes that go from Madrid to its maritime periphery. All this plans have had important economic and spatial impacts, both in the national and urban scale. 

In Europe we can see today the emergence of multimodal networks of transport for freight (port, rail, car: ferroutage)  and passenger (airports, High Speed railway, highways) creating multimodal platforms of exchange with transcontinental scale. Other networks had already achieved before transcontinental scale: the fiber optics-related technologies during 1985-1995 across the world (two Transpacific systems HAW-4/TPC-3 (US-Hawaii-Guam-Japan) and GPT-2 (Guam-Philippines-Taiwan), Trans-Atlantic (1988) and Mediterranean and Caribbean, as well as satellite systems (in USA the international telephone calls were 580 million of minutes (1977) and 4.700 in 1987; Naisbitt, 1992). The network of gas soon will link Africa, Europe and Asia, going from Hassi R'Mel (Algeria) to Siberia (Asia). The electric network already existing in Europe allows for instance French Nuclear Power Centrals to sell electricity to Italy and Spain. In Europe there are no yet water systems with international scale, but in USA there are water links from South California to Canada and the last waste plants for Massachusetts Area have been located in the desert of Utah. 

As the National Transport Strategic Plan Study of USA (1990)  describes, much of the current transportation infrastructure rests on technologies that were originated in the late 19th and early 20th centuries: internal combustion engines continue to power automobiles, diesel locomotives still propel trains and electric trolleys and subways remain an important public transportation mode. Only aviation has a major technology development.

The most relevant changes in transport technology would be related in the future to the creation of new relations (e.g., daily go-and-return intercontinental trips)  and the reduction of environmental impacts (as the  electric non noise car). 

The long-distance and international aviation will produce advanced Supersonic Transport (50 passenger configuration that would operate at March 2 5.000-mile range), Hypersonic Transport (300 passenger, 6.500 nautical miles reaching NY-Tokio in 2.5 hours). 

The Maglev systems will allow more efficiency and environmental protection. The firsts permanent installation of a low-speed Maglev people-mover in an urban setting took place at the Birmingham, United Kingdom, Airport. Other experiences in West Berlin and downtown Las Vegas. The most advanced German Transrapid/Electromagnets Suspension (EMS) system, or the Japan Airlines High Speed Surface Transport (HSST) is designed for lower speeds of 60 to 185 miles per hour using attractive levitation. It would also huge produce changes in the cities, providing much more productive  public transport (more energy efficiency, less pollution efects, more safety and less congestion).

Other changes are related to the systems of traffic management, as the Intelligent Vehicle-Highway Systems (as PROMETHEUS), the Advanced Traffic Management Systems (ATMS), the Advanced Driver Information Systems (ADIS) or the Automated Vehicle Control Systems (AVCS).

Advances in Composite materials, ceramics and superconductivity, and new sources of energy would be required for a new generation of transport technological advances. If this advances are successful, according to the NTSPS (1990) during the future the market of the international  transportation  will likely be dominated by air routes and magnetic levitation (maglev) and other advanced forms of air transportation (e.g., hypersonic aircraft). 

This does not mean that the demand for personal mobility and communication has no end. The biological constraints allows in average one daily hour of time and roughly round 10%-20% income allocated in transport.  Due to the limits defined by 30 minutes (go-and-return with daily frequency) and 2-3 hours (go-and-return with week frequency) the marginal social benefit of improvements in speed inside these periods  are not so important as improvements in flexibility  or security. Also there are spontaneous process that tend to reduce as much as possible travels with low added value.  

The carrying capacity of some cities become exhausted. Los Angeles, popularly perveived as the symbol of America's love affair with the automobil, has a projected population increase of some 37 percent over the next two decades (the regional population would be roughly 18 million by 2010). The system of highways already reached saturation level during peak commuting hours and to acommodate an estimated two million more cars would require to expand the highway system with some 7.500 km additional highways (roughly $200 billion). The existing plans include, instead of these 7.500 km additional highways,  a major rail transit 30-year  plan ($130 billion) and different short term strategies (ridesharing, "cashing-out" employer-subsidized parking, alternative work schedules and telecommuting) as well as land-use policies trying to improve the Jobs/Housing balance (Esther Scott, 1992).

Following are listed some of the most relevant tendencies in the future demand of transport:

-Increasing importance of international long-distance relations (more than 500 km) based on air trips that allow go-and-return trips at the same day as well as  in leisure trips

During 1970-1990 the air transport increased 400% in the E.C. countries and is expected an increase around the 100% for the next ten years.

The analysis of David Batten (1987) shows that in Sweden since 1950 (2.600 km) to 1900 (11.000 km) have had a constant increment of the length and also of the kind of trips and destinations.

-The increasing importance of the local and regional relations (less than 150 km) based on private cars

This is the result of the extension to regional scale of the urban and metropolitan relations based on highway systems: In the countries of the E.C. during 1970-1990 the increase of pass/km and ton/km by route was around the 100% each one, and 86% all the travels in private-car had less than 150 km. (EC , 1992). During the next ten years the increase of private cars will be roughly 25-30% in the countries of the E.C. and certainly much more in the whole Europe if the GDP increase growth. The number of private cars presents important  differences between different countries but there is a common tendency towards 550-600 cars for 1000 people. The countries with low levels of car ownership will likely have an increase as quick as their level of growth allow (e.g., the Spanish and Portuguese evolution during 80's).

In USA between 1969-1990 the national population grew by 21% and total vehicle miles traveled in car increased 82%. In the next ten years is forecasts an increase of 100%.

-Spontaneous  stabilization or reduction of travels with less added-value

As the analysis of Szalai (1972) showed, the time spent  in non-work travel was the double than the time spent in work in  the most developed countries, (e.g., France 0,37/0.60 h, USA 0.42/0.88 h) being the same both in less developed countries and in European former-socialist countries, (Peru 0.62/0.88 h, Poland 0.62/0.68, Hungary 0.68/0.55, former-GDR 0.53/0.47 h).

The time to work was also smaller in the most developed countries: in average number of minutes spent daily: (Hungary 0.68, Bulgaria 0.68, Poland 0.62, France 0.37, Belgium 0.40, USA 0.42). In USA the last Census shows the declining of the average time of commuting. The time of 20-30 minutes seems the     maxim that people can afford for daily go-and-return trips.  

At the same time, the increase of non-travel works produce much more dispersion in the origin and destinations, the reasons and the kind of travels.

The Los Angeles Telecommuting Strategy  estimates that "information workers" will comprise 70 percent of the work force by 2010 (today they represent 55-60 percent). All of the should be telecommuting an average of 30 percent of the time. But, while telecommuting could reduce the number of work trips, it could at the same time help swell the much number of non-work trips as well as could induce some workers to move farther away from their place of business.

-The international concentration of the maritime and air flows in fewer continental hubs and the international concentration of activities and flows in the more developed metropolitan areas and in transport corridors among them.

According to many authors, (e.g., Healley, 1990) the process of the time-space convergence and cost-space convergence is uneven. Some places (the most prosperous largest centers) benefits first from the advances in transport and communication. Some of the less important places and the poorer in society, on the other hand, are becoming relatively more remote and less well served. For them time-space and time-cost divergence is occurring  This short-term empiric observation  would be a result of the search for productivity of the transport technologies.  

The transport  technologies  increase the urban polarization because they tend to concentrate flows in networks of hubs and spokes to achieve scale economies. At the same time they provide long term universal spatial connection. On the other hand, telecommunications technologies  allow global connection without requiring any spatial polarization. 

In conclusion, this  analysis shows that the future transport system will be constituted for the superimposition of more segregated and specialized networks of passengers and freight. Following  technological long term tendencies, these networks will provide universal connection to all the potential users.  The spatial impacts of the transport and communication networks are not determined solely by their technological aspects. Depending on many other factors, the same combination of technologies can provide both concentration of diffusion. The spontaneous trend point out toward the reinforcement of few multimodal intercontinental hubs (e.g. in air lines: London, Paris, Amsterdam or Frankfurt) but the increasing costs of congestion in the main nodes  (including  safety) can stimulate certain kind of decentralization. 
European  Built Environment Prospects:  Reinventing the European Networked City

 The last  image from the NASA Satellite shows the existence of a continuous urbanized area across Europe. The Mediterranean coast looks as a continuous occupied area. Also in Netherlands, Belgium, Germany and in other areas in the center of Europe or United Kingdom there are extended urban regions.  The map of the European  Road Traffic (Serratosa-CEDRE, 1988) confirms this image showing the spatial distribution of the basic existing relations  relations. 

Shoonbrodt (1989) identifies as a major element the European urban structure the "Central Megalopolis": England-Lombardia (so-called by others "blue banana"). According both images (the NASA Satellite and the ERT)  the European urban structure still is the simple juxtaposition of the existing structures of each European country. It is not possible to read in these images the European scale yet.

The European peripheries, in spatial terms, can be identified as heterogeneous spaces composed by areas of different sizes and characteristics requiring different policies: non-habited northern rock coastal lines and small islands, rural regions with old population and economic stagnation, mountains and highlands with natural and environmental values, regions forgotten "in between" political borders or "in the middle" of declining industrial corridors, islands with or without touristic activities and also big cities  in the less developed countries.  

On the other hand, the central spaces are spatially discontinuous but functionally well-integrated: The center is not a place but a path that links activities and  towns. Spatially, the central places have an ubiquitous shape. There are central cities in relatively remot regions (in Scandinavia, the south of Spain, Portugal, the south of Italy...) well linked to the rest trough highways, air-shuttels,  in some cases High Speed railways, having international hotels, multilingual services... There are also extended networks of medium-size central cities (Netherlands, Germany), isolated big metropolitan areas (Paris) and other more complex configurations (London-Liverpool-Manchester), etc.

Long the Mediterranean regions there is a quasi-continuous urbanized corridor  composed by old cities, industrial and residential suburbs often mixed without easy reading, diffused low density residential areas and touristic nodes... The Atlantic cities used to be more isolated but at the same time well articulate forming functional urban regions. In Galicia the corridor Vigo-La Coruna, in Asturias the triangle Oviedo-Gijon-Aviles, in the Basc Country San Sebastian-Bilbao-Vitoria, in Scotland Glasgow-Edimbourg, etc.

The fact is that the urban structure have different particularities in every country,  which reflects its concrete political choices and cultural inertias. In Germany, for instance, there is a dense network of old cities with similar sizes and levels of development that have could absorbed as a whole the growing of the second half of this century. In France and United Kingdom the size of Paris and London was partially descentralized through New Towns (or Villes Nouvelles)  around the central cities and also around few other important cities in the country (e.g., the so-called in France Metropoles d'Equilibre). In Netherlands, the Randstad (the regional circle of well-connected cities from Amsterdam to Rotterdam) aimed and preventing their melding together by preserving the undeveloped intermediate spaces. Similar situations share Switzerland, Austria and the Scandinavian countries. In those countries, as many observers consider, the planning has been able to produce excellent built environments. In Europe there is a clear correlation between planning and development.

Probably the major urban problems are the results of periods of fast expansion without appropriate  planning. The Italian and, mostly, the Spanish experience during the sixties and seventies is quite clear. The suburban extensions of low income apartments for new immigrants in the borders of the cities and the industrial development accumulated huge deficit in services and public facilities and deteriorated both the old cities and the environment. In most areas the renewal is so expansive as the demolition and substitution. 

Most of the former-socialist countries also share this problem. Not only the extensions of the city have deficit of  infrastructures but in most cases also the entire city.  The socialist big-projects (as suburban residential districts) have not stood up the past of time, suffering rapid deterioration. The attempt to rationalize public planning failed managing the scale and the economy did no provide enough resources to complete the urbanization. At least the planning assured  low density areas (with important surface of empty spaces) and the land ownership is public. This make an important difference in relation the high density south Mediterranean cities (for instance stimulating easier gentrification processes of deteriorated ares).

On the other hand, the increasing size of the metropolitan functional areas and the new scale and demands of the contemporary activities make new challenges to any urban area around the world.  Many of the traditional European cities are not able to integrate in their old fabric most of the new requirements that the contemporary technology requires: the scale of the new development is not the same that the old cities have. As some people say, the new car-factories instaled in the Barcelona Metropolitan Area are "like  aircraft carriers moored in  sportive seaports". Despite that the  population can remain in the current levels (if the European immigration continuous with the same  "fortress policy" it has),  the reduction of the rate of house occupancy (specially in the south and east European areas), the renovation of old  industrial zones, the increase of offices and commercial activities in a  long term period, can produce high levels of mobility and land-use demands.

Furthermore, the increasing size of the big metropolitan areas  includes  different old cities, low density suburban residential areas, natural parks, huge industrial and technological parks, airports, abandoned agricultural fields and other areas with segregated uses. At the same time new technologies can allow certain population to live in "rural" locations without loosing connection with the big city (as the American Metropolitan Spillover process).

The development of the new Trans-European Transport Networks  will create new multimodal transport nodes in the metropolitan peripheries and will generate a new scale of complexity  in the European urban landscape.

In Europe the peripheral landscape has been called "peri-urban", "semi-urban" or "rur-urban". It has heterogeneous characteristics in the different European regions. In United Kingdom it looks similar to the United States, the traditional urban structures of Germany or Switzerland have been able to control the process and France has an intermediate position (Dezert, 1992). In the Mediterranean urban regions the existence of enormous extensions of touristic areas and the topographical constraints,  tend to produce a chaotic  and continuos superimposition of new and old uses, as the typological analysis of Heynen, Loeckx and Smets (1989)  shows.

Is interesting to note that to understand  these new European urban shapes some contemporary American approaches seem more appropriate that many traditional European readings based on the historical continuity of the urban patterns of growing. For instance the approach of Peter G. Rowe (1990) based on a  non-historical reading of the urban periphery as the simple superimposition of singular artifacts: infrastructures, houses, industries, office buildings and malls, each one  following their own rules) 

According to Leon Krier (1993), earthworks for roads, railway tracks and airstrips may be the only twentieth-century structures to survive into future centuries. Our era will be remembered only as the era of mass movement. Then, it seems convenient to consider the new infrastructures projects as a strategic urban development and landscape design opportunities (as the firsts German highways and American Parkways already did) instead of considering them as  unenviable catastrophe. 

On the other hand, the good design of infrastructures is directly related to their large environmental impacts, for instance to their levels of safety. The USA historically has enjoyed the world's lowest highway fatality rate per 100 million vehicle miles traveled (VMT): 2.6. In 1980's many nations made significant progress toward lower rates. Sweden, Norway, Great Britain, Australia, Finland, Netherlands, France, Germany or Italy have lower than 4.00 rates, having during past years  important reductions. Spain still remained above 10.00 in 1990. The existence of toll can produce different environmental consequences in different urban areas. If the public transportation is not enough good, or the major congestions are produced for non-work travels -as happen in touristic regions-, rather than to substitute the car for the public transport, the users will look for alternative roads or streets. Increasing the price of the toll sometimes we are moving out the cars from the highways and putting them  into the streets of the cities.

The European excellent tradition of urban and regional planning can inspire future urban development strategies: the extension of Stockholm during the fifties, many Scandinavian New Towns (for instance the Finish ones), the German plans and projects of Highways, the Netherlands programs for environmental control, the Swiss and German integration of railways, the Italian renewal of old Centers (as Florence or Bologna), the extension of Barcelona during the last century (Ildefons Cerda, 1859) and last renewal projects, Paris-La Defense, Marne-La Valle and Milton Keynes as a big projects, the rationality of the firsts Polish urban plans and the recuperation of historical centers after the second World War, the Glasgow renewal, the Italian Landscape and Transportation Regional Plans (as the Emilia-Romagna Plan), the French descentralization of non-efficeint regional railways and many other cases too large to be detailed.  The role of the European Community stimulating the transfer of planning know-how among European regions and cities can be in the future extremely appropriate.

A few examples of different and contradictory contemporary urban development strategies are listed:

-The experience of Ulm (Germany) is specially interesting. It suppose a new concept for the advancement of industrial innovation and competitiveness (Josef Schmid, Heinrich Tieman and Harald Kohler, 1993). Ulm Science City is neither a satellite town (as the Japanese Technopols, e.g.  Tsukaba Science City) nor a technological or industrial development area (as many French Technopols). It supposes a massive concentration of industrial and university research in an already existing medium-size city. Ulm is well-connected to the German High Speed railway system in the sense that all the High Speed services have an stop in the city as well as in the other cities connected to the line.

-The "New Centralities" renewal policy of Barcelona consist in  some fulfill developments in the edges of the city that contained all kind of activities. They were completely integrated in the fabric of the city. Other similar  contemporary fulfil strategies mostly located in extensive suburban areas are the so-called Transit-Oriented Developments (TOD)  (Calthorpe, 1993). The objective of these TOD is to built cities rather than suburbs: moderate- dense mix of activities in compact areas around multi-modal nodes of public transportation. For instance "Dry Creek Ranch"  project  (Sacramento, California) has 8.000 residential units, 1.200 jobs, and commercial activities serving a larger suburban area around Dry Creek Ranch. Town hall, daycare center, equestrian trails, 3 elementary schools, express bus and feeder bus networks. 

-The M25 beltway, M4 west motorway, M11 towards Cambridge and M20 to Kent have induced intensive urban peripheral developments as well some French Villes Nouvelles: In Marne-La Vallee is located Euro-Disney, with an important business activity park linked to it. The High Speed line contouring Paris to London and Brussels will have an station there connected to the metropolitan railways R.E.R. and the highway belt. 

-The Hsinchu Science City (Taiwan,  less than a million inhabitants, 75-100 km from Taipe) is developing a new metropolitan plan that develops a new core area valorizing the project of the new High Speed railway linking the city with the capital Taipe. It is one of the several existing projects in the island. The development of Hong-Kong/Canton area (railway connections, new airports on the sea, plans for new cities, industrial parks 50 km long working day and night) provide also adequate reference of the scale of some Asiatic contemporary  urban transformations.

-Probably the most spectacular urban transformation over the world, in relation the changes of size, scale and location are the American Edge Cities. According to Joel Garreau (1988) an "Edge City" can be defined with these characteristics: Has five million square feet or more of leasable office space (the workplace of the Information Age), has 600.000 square feet or more of leasable retail space (equivalent to a fair-sized mall), has more jobs that bedrooms, is perceived by the population as one place, it was nothing like "city" as recently as thirty years ago (then it was just bedrooms, if not cow pastures).

Following this definition Joel Garreau identifies more than  200 spontaneous "Edge Cities" across America. Also according to Joel Garreau, by any functional standard -tall buildings, bright lights, office space that represents white-collar jobs, shopping, entertainment, prestigious hotels, corporate headquarters, hospitals with CAT scans, even population- each Edge City is larger than many American downtown areas.

Already two thirds of all American office facilities are in Edge Cities, and 80 percent of them have materialized in only the last two decades. The Edge City has not ideal shape but has ideal location: the main interchange of freeways.

Immensely different political, economic and cultural systems -with vastly different attitudes toward government planning, home ownership, tax deductions and freeways- are producing startlingly similar results. In the late twentieth century, urban areas worldwide are growing intensive urban development nodes in the periphery: downtown Toronto has only 46% of its area's market; Sidney (Australia) even without beltway is seeing Edge Cities emerging; Bangkok is throwing the classic Edge City motif in Pathoylotah Road area; Djakarta (Tamarind and Tibet); Guadalajara (Mexico) in Plaza del Sol; Seoul is trying to force Edge Cities in two locations Bundang (25 miles south downtown and Ilsan, 25 miles northwest); In Tianjin (Beijin's port) all the development is moving out to the ring road an many others (Joel Garreau, 1989).

Some hypotheses concerning  TEN's Spatial Impacts

The Trans-European Transport Infrastructure Networks development and other major Interregional projects (as the Scandinavian links, the new tunnels in the Swiss Alps, the Trans-European North-South Motorway linking the Baltic with Turkey, the Berlin-Moscow Motorway crossing Poland...)  and other communication networks, will stimulate a new historical scale of relations and a new scenery for urban and regional development opportunities and risks in the entire European Territory. The expected urban and regional transformations between 1993 and 2010-2020 could be much more complex than those occurred during the last decades of the 19th century (the railway era in the firsts industrialization and urbanization period) and during the sixties and seventies (the road and highway system, the private car explosion and the increasing size of the metropolitan areas).

Is only  possible to advance some speculative and general hypothesis concerning the urban and regional impacts:

-Reinforcement of the already existing international  centers 

Creation of constellations of cities due to the increase of the metropolitan space (150 km with high speed railway and telecommunications systems). Spontaneous process of time-converging in the central nodes and time-diverging in the rest of the space.  

-Creation of new central opportunities in cities that can be connected to the main international corridors Due to their close location  to the main corridors medium size cities can be connected to them. In these cases it seems highly convenient the previous mobilization of the local authorities and economic actors and the establishment of feasible strategies of urban and regional development. 

-Improvement of  centrality in the main cities of the  less developed European countries 

One of the  problems of these areas is the lack of enough infrastructures to support the future growth. The transport strategies must be based on metropolitan highways -without toll for local trips- and also airports with international connections conveniently connected with the public transport. In most cases it is possible to improve  railway efficiency serving metropolitan and regional commuting. New multimodal nodes in the metropolitan periphery, for instance airports linked to metropolitan transport,  can  focus new commercial and business activities or can be useful tools  for urban renewal or clearance.

-Creation of new peripheries

For instance cities in rural regions or old industrial cities located in the middle of the main metropolitan areas and not well connected to theirs corridors: far away from the closest airport, connected to less railway services that in the past, connected to highways with low utility due to the existence of toll. It is needed to decide the interest of keeping non efficient transport systems or promoting the substitution (railway for bus, for instance) and other complementary strategies (elimination of the toll for regional trips) to maintain the previous  relative level of spatial centrality.

-Reinforcement of old peripheries 

Probably  to assure a minimum accessibility to all the European territory, based on a "maxim distance" to an international highway (as the firsts German plan did) is required to avoid the abandonment of huge surfaces and at the same time to complete the European Network creating alternative links (Albert Serratosa, 1990).

The traditional urban structure is based on the following chain of dependence: National Capital-Regional Capital- Province/County Capital-Local City. Each level of transport infrastructures used to be focused in each one of these capitals. Due to the new transport networks, in the European scale small-size cities located in central corridors can improve dramatically its spatial centrality (if they achieve to be connected to the corridor)  and some regional cities can become relatively  more peripherals. This  transformations begun since the era of the railway construction but in the future can be much more important, will  broke  old remaining hierarchical organizations and will redefine them.

 The development of an integrated European Network of Transport can promote a major polarization of the European urban structure and the extension of the  bigger cities functional areas that will be connected to the main multimodals network nodes. 

But it will also encourage  new relations across the existing political  borders creating new multicultural urban regions and networks of cities that will share common challenges and development opportunities, somewhere restarting old relations broken by political divisions, as, for instance, the existing through the Danuvian axe in Center Europe. Many cities and regions as well as public institutions and private corporations have already begun to define common strategies, as the Strasbourg-Frankfurt and Main region, some regions in the Alps, all the regions both sides the Pyrenees, the Atlantic Regions, the Mediterranean Regions and may others. The new European territory will likely be a much more complex.  Some prospective studies done by the European Community with this interregional view  (for instance the Mediterranean and Atlantic Arc Studies) are extremely important as the firsts attempt to analyze  these new scales of complexity.

To deal with the diversity  of the European territories require that common development strategies defined in an interregional scale (as the Transportation Networks) be complemented with local and regional policies closely attached to the characteristics of every place.

In fact, the spatial and economic impacts associated with the Trans-European Networks will largely depend on the capacity to anticipate appropriate strategies at all levels: local, regional, national, as well as European. It is assumed that the definition of these strategies and the search for synergy among the different institutions would certainly improve the urban and regional benefits and would reduce the cost associated to the Trans-Europeans Transport Networks, in both the short and long term.

The European Community will have a leading role in promoting the valorization of the new economic development opportunities throughout Europe.  The capacity to manage complex negotiation among cities, regions, national governments, private corporations, transport administrations... will be essential to address short-term "sum zero" bargains  (which region gets more roads in the next investment program)  to long-term agreements in common interest. The European scenery will promote much more  competition but will also facilitate much more possibilities of cooperation.

Last Comments:

The concepts of center and periphery have deep political and cultural roots that must be carefully considered to avoid too naif discourses concerning economic or spatial aspects, mostly when speaking about long-term prospects. 

 Europe is much more complex that we knew but at the same time the way to deal this complexity can also be much more easier that we think.  This paper has explored the hypothesis that, instead some of the values that inspired the traditional territorial divisions (security and uniformity) contemporary cultural values and economic systems allows to manage diversity, furthermore, encourage diversity. Instead of trying only to include the new peripheries inside the same wall is also possible to link centers and peripheries in networks-like interdependent relations.  

The technology of the transport and communication infrastructures  networks that support these exchanges allows today that any place well-connected to them ("plugged" to them) share the same conditions of spatial centrality, and  could be able to attract and to develop central economic activities (those with higher added value).  The huge amount of resources needed to build these networks and the symbolic changes that they represent are excellent opportunities to encourage social mobilization. Could be extremely useful the anticipation of regional development policies and the  stimulation of  the local participation in the definition and making of them, specially when the infrastructure project has no a final design and still the introduction of modifications is relatively easy. 

Certainly seems extremely important the existence of new regional master-plans defining basic spatial elements (open spaces protections and environmental aspects, regional transportation links, networks of services, appropriate areas for urban development,  historical urban areas). These kind of plans only exists in some most developed regions, and even in most of them today are up-dated.  The interest of having these plans for less developed areas is mostly to avoid big mistakes and dangers  that later would be very difficult to solve. 

Finally, would be also needed the definition of more global European  policies concerning the European Territory: The infrastructures are essentially political instruments that can not be left only in hand of technocrats. At the same time they are extremely complex and expansive technologies that can not be implemented without enough analysis,

Annex:

Mapping the periphery

The current contemporary built environment is neither the  result of a geographical determination nor an spontaneous and ungovernable process. Instead of this, it is the result of concrete political decisions, entrepreneurs' choices, planning proposals and single families wishes. All of these decision-making processes are interchained in a somewhat manner.   As the German geographer Losch explained one century ago, after considering all the aspects carefully,  entrepreneurs choose the location that they simply "like more" and the families decide to move following expectations and feelings. As Peter Gould (1974) argues with Europe in mind, most people have a fairly strong intuitive feel for the core of a country and its more peripheral areas. In Europe many like to be close to the "center of things". In fact, our personal images reflect our information flows, which are themselves shaped by social values.

A large list of representations of Europe (or parts of Europe) have been produced during the last years using a set of very different approaches (Gould,1974, Jones 1975, Mosely 1979, Keeble 1987, Bielh 1986, RECLUS 1988, Cattan 1992, Gutierrez Puebla 1992, Cauvin 1992, Gaudard 1992, Lutter 1992, Mathis 1992, INRETS 1993, Turro-Ulied 1993, and many others).  Based on very different models and approaches, all of these new representations propose useful and complementary spatial images. Specially interesting is to compare where is  the periphery in each one of them and how it is  represented (in most cases it is in the border of the map and it is represented by black or red colors).

Whether we consider people making decisions to move or  planners trying to design better plans of transportation, the question arises as to how we might make society more aware of the implications of their spatial evaluations and perceptions. As Peter Gould & Rodney White (1974) wrote: To influence and  change deeply entrenched images that have been built up since childhood is a most difficult thing. In brief, we all need a much greater geographical awareness of our own countries an eve deeper understanding of others.

On the other hand, the way we read the space (for instance using "scientific" NASA Satellite images or any Transit Map)  is part of the cultural matrix that produced its form and its challenges. As J.B. Herley explains in a very detailed manner (1980), maps are never value-free images. They are not in themselves true or false. Both in the selectivity of their content and in their signs and styles of representation maps are a way of conceiving, articulating, and structuring the human world. By accepting such premises it becomes easier to see how appropriate they are to conscious or inconscient manipulation.
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