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‘Mirror, signal, manoeuvre’: assembling and governing the motorway driver in late fifties Britain

Introduction

In a number of recent accounts of driving, sociologists and geographers have drawn upon the writings of Bruno Latour, John Law, Donna Haraway and others to stress the complex relations between cars and their drivers; tracing the socio-material forms and practices of such hybrid or cyborg actants as “human-car co(a)gents” (Michael 2000, p.73), “the car/driver” (Lupton 1999, p.59), “car-based mobile workers” (Laurier and Philo 2001, p.5), and the “cason” (a conflation of car-person)(Michael 2000, p.93; see also Urry 2000; Sheller and Urry 2000). As the accounts of these different writers suggest, while the normalised and individualised ‘figure’ of the driver, and the mass-produced yet invariably customised vehicle, may appear to lie at the centre of these mobile assemblages, it is futile to attempt to understand the performances, movements, semiotics and ontologies associated with driving by attempting to (endlessly) break or purify these hybrid agents into their constituent parts (e.g. human bodies, vehicles). Attention has focused on the processes of hybridisation, purification and distribution that are performed in acts of writing, talking about and doing driving, but the spaces of the road are almost entirely absent from these relational discussions (cf. Sheller and Urry 2000)
. No road signs, highway codes, roadside trees, fog, or fluffy dice are present in the mobile, hybrid assemblages described by these thinkers, although a number of ethno-methodological studies have reflected upon the relations between driving, being-in-traffic, structures such as traffic lights, and the formalised rules of the road (see e.g. Lynch 1993; Ogborn 2000; Laurier 2001).
 

In this paper I adopt a different strategy. Rather than attempting to observe and record a series of regularised practices and movements associated with driving, I examine how the opening of a new type of road in Britain (i.e. the emergence of a new type of driving environment) led a range of cultural commentators and experts to attempt to predict, measure, problematise and effect changes on the movements of drivers and vehicles in specific spaces through the formulation and distribution/deployment of a range of “technologies of government” (Miller and Rose 1990, p.8; Foucault 1986). Such ‘technologies’ may include the highway code, legal documents, a road sign, a police car, a white line, an AA patrolman, or a road map, as well as other instruments associated with the judiciary and government. While a few of these instruments may be seen to function more broadly as disciplinary technologies, I want to examine how a number of more enabling technologies were designed to be appropriated as “technologies of the self”, which as Foucault states:

“permit individuals to effect by their own means or with the help of others a certain number of operations on their own bodies and souls, thoughts, conduct, and way of being, so as to transform themselves in order to attain a certain state of happiness, purity, wisdom, perfection, or immortality” (Foucault 1988, p.18).

As Nikolas Rose (1996) has stated in relation to his broader conception of “technologies of subjectification”:

“Technologies of subjectification, then, are the machinations, the being-assembled-together with particular intellectual and practical instruments, components, entities, and devices that produce certain ways of being-human, territorialize, stratify, fix, organize, and render durable particular relations that humans may truthfully establish with themselves. …[A]gency is itself an effect, a distributed outcome of particular technologies of subjectfication that invoke human beings as subjects of a certain type of freedom and supply the norms and techniques by which that freedom is to be recognized, assembled, and played out in specific domains” (ibid., p.186-7).

In the case of motorway driving, governmental technologies have been deployed and utilised by politicians, police officers, service area operators, Road Research Laboratory scientists, and AA patrolmen as part of a series of ongoing, partial, and contingent attempts to assemble driving-subjects, through and in relation to their bodies, vehicles, and other spaces, texts and thoughts – whether assembling them as drivers, travellers, consumers, criminals, experts, statistics, navigators, mechanics, citizens and participants in scientific experiments.

In this paper I focus on how different experts attempted to distribute and localise agency, competencies, blame, trust and autonomy across and within the heterogeneous socio-material networks comprising the M1 motorway (cf. Latour 1992). In the first section of the paper, I focus on the concerns which were expressed in the late 1950s and early 1960s about the performance of drivers and vehicles on motorways, showing how a range of other spaces and technologies become enfolded into the topologies of motorway driving – from the highway code to spaces opened up by car mirrors. I then go on to discuss the role of two different figures of expertise in debates about the movements of motorway drivers – the AA patrolman and the racing driver – before examining how engineers, landscape architects, planners, and government committees designed, constructed and assessed the performance of the M1 in relation to the predicted and actual movements of drivers and vehicles. In the conclusion I draw these ideas together, and argue that a relational approach to the spaces of driving provides an invaluable position from which to critique and reformulate the ideas of the French anthropologist Marc Auge (1995) on “non-places”.    

Motorway driving in late fifties Britain

In 1958 and early 1959 – before the opening of the M1 in November 1959 – journalists, politicians, police and motoring organisations began to express concern about the potential of both drivers and vehicles to cope with the speeds and stresses of motorway driving. A number of questions emerged at the heart of discussions. Would Britain’s drivers, many of whom had little or no experience of driving on multi-lane dual carriageway roads, know which lane to drive in, stay in one lane, or check their mirrors when overtaking? Would they or their vehicles be able to cope with the high speeds that were possible and legal with the absence of a speed limit? Would they understand the new signs or be able to negotiate flyover junctions safely? 

In a satirical article published in Punch just days before the opening of the motorway, H.F. Ellis predicted scenes of chaos caused by a number of caricatured vehicle-drivers (Figure 1). While it was expected that “the young and ardent” would drive their sports cars and motor-cycles at speeds of over 90mph, his attention focused on those who had neither the skill, experience nor vehicles to attain such speeds (Ellis 1959, p.362). It was the lorry drivers “released from the constraints of A5”, the “old fool in a worn-out soap box”, and the “normally rational people in unbalanced saloons” who Ellis expected to exceed their mental, physical and technical abilities; becoming corrupted, poisoned and paralysed as their mobile hybridised bodies failed to cope with the new speeds and spatialities of the motorway (Ellis 1959, p.363). The age, speeds, styles and conditions of drivers become compared with those of their vehicle, and it was felt that the capabilities and performances of drivers and vehicles must be complementary and appropriate to the speeds attempted and spaces traversed. This assumption, of a “distribution of competences” (Latour 1992, p.233) or abilities, was implicit in the government’s motorway regulations, which were devised prior to the opening of the Preston Bypass Motorway in 1958 (see Hansard 1958). The motorway regulations limited access to vehicles that were: of an accepted type, size and weight; centred on an inanimate source of power; fast; and were controlled by a qualified human operator. Motorways are spaces from which cyclists, mopeds, animals, unauthorised oversized loads, agricultural vehicles, pedestrians, learner drivers and invalid carriages were, and are, excluded (see MOTCA and COI 1958, 1959). 

Drivers were informed of the motorway regulations through prominent notice boards on slip roads, but while these immobile signs presented statutory rules to drivers entering these spaces, the Ministry of Transport and Civil Aviation and Central Office of Information also issued a much smaller and mobile advisory code in 1958 that was designed to educate and guide motorists (MOTCA and COI 1958).
 The Motorway Code was drafted as a code of good conduct, a quasi-moral contract that would serve as a “technology of government”: a tool to be bought, read and translated by motorists into a series of embodied techniques by which they could relate to themselves, their vehicle and other drivers, and move swiftly and safely through the spaces of the motorway (Rose 1996; also Foucault 1988, 1991). The publication of the code was also backed up with supplementary campaigns. Sections of the Code were displayed on posters attached to the back of a fleet of Bedford lorries which used the motorway (The Autocar 1959), while public information films – addressing issues such as lane discipline, turning, and “the correct use of hard shoulders” – were shown on television (The Times 1959a, p.14). The Code was expected to aid drivers in adapting their ways of moving and being, and to become incorporated into the heterogeneous forms and spatialities associated with the performances of vehicle-drivers. As a Northampton Chronicle and Echo reporter stated in November 1958, the motorway driver would “only become a being apart while he is actually on the motorways. When he leaves them he will automatically be transformed into an ‘ordinary’ motorist…” (Chronicle and Echo 1958). The transformation was expected to be immanent, with the ontologies of motorway drivers being performed through specific vehicles, materials and spaces, and the Motorway Code providing advice on how to cope in these new landscapes: on how to join and leave the motorway, driving at night, overtaking, “lane discipline”, and where to stop in an emergency (MOTCA and COI 1958; 1959). 

The Motorway Code was just one of a series of ‘things’ that was distributed with the intention of governing the performances, desires and experiences of drivers-in-vehicles; subtly changing the relations between the bodies of drivers and vehicles, and the spaces through which they travel. While the new Motorway Code was expected to serve as a more long-term tool for educating drivers, the sections on motorway driving were also reprinted in special guides to the opening of the M1 in local and national newspapers, the motoring press (e.g. The Autocar and The Motor), and leaflets issued by the AA and RAC (Figure 2). The AA’s “Guide to the Motorway” contained a map of the M1’s location, guides to the new signs, a reprinted Motorway Code, details of the AA’s motorway service, and advice on “your car on the motorway”. The advice given in the latter section was deemed to be particularly important, and the RAC, motoring magazines, newspapers and a range of manufacturing companies also emphasised the importance of maintaining and modifying one’s vehicle. At a time when poor aerodynamics, noise, vibrations, and cold drafts would have resulted in a very different embodied experience of driving than the largely visual experience described by Sheller and Urry (2000), motoring correspondents stressed the need for more powerful headlights and radios, overdrive gears, wing mirrors, and better insulation, and predicted the launch of a specially designed “motorway cruiser” (The Motor 1959, p.135). The emphasis here was on controlling the sensory experiences and enhancing the capabilities of the hybridised car traveller by persuading owners to incorporate new technologies into their heterogeneous vehicles; engineering the intricate relations between drivers, passengers, vehicles, and the spaces of the motorway. 

Manufacturing companies took the opportunity to associate their products with high performance driving and the spectacle of the new M1. In The Times, on the opening day of the motorway, India Tyres urged Britain’s drivers to purchase their high performance tyres “For that motorway outlook” (The Times 1959b, p.5)(Figure 3). The advert suggested that driving required a symmetry between the capabilities of driver and machine, and that while the masculine driver-consumer would be able to raise his performance, “India Super” and “India Super Multigrip” would be required to “make the most of your car’s power” and to match these skills (The Times 1959b, p.5). The advertisers, here, are emphasising the necessity of balancing capabilities throughout this mobile-consuming assemblage, whose driver is seen to perform his masculinity through his body, automotive body-work, and the spaces of the road.
 

In a similar advert, Automotive Products Associated Limited also suggested that motorway drivers would “need more than skill behind the wheel” (The Times 1959c, p.9) (Figure 4). Drivers must ensure that the capabilities and performance of their vehicle match their skills and expertise, while high speed driving is seen to increase the importance of networks of trust and faith weaving together drivers, vehicles, respected companies, numerous organisations, engineers, and the government (see Hawkins 1986; Giddens 1990; Lynch 1993; Latour 1992): as “you need complete faith in your vehicle” you “can put your trust in LOCKHEED disc and drum brakes…, rely on a BORG & BECK clutch…, [and] be sure of steering accuracy with THOMPSON Tie Roads and Ball Joints” (The Times 1959c, p.9, emphasis mine). 

While the ideal situation was one of symmetry between driver and machine, or evenly distributed abilities and competences, the remarks of commentators suggest that there was all-too-frequently perceived to be an asymmetry between the performances of drivers and vehicles on the motorway.
 When the Minister of Transport, Ernest Marples, opened the M1, he expressed shock at the speed and general conduct of the first drivers on the motorway and the poor maintenance of the vehicles that passed him (see Cardew 1959; Mennem 1959). As civil servants had predicted, and Marples bitterly complained, many drivers displayed poor lane discipline and “showed a blithe disregard of common-sense overtaking rules” (Daily Telegraph 1959, p.1). Marples argued that drivers must learn and abide by the motorway regulations, while the motoring correspondent of The Times (1959g) argued that direction indicator lights and wing mirrors must be made compulsory fittings for vehicles using the motorway. In the accounts of a range of different commentators, it is implied that mirrors and indicator lights, as well as written advice and codes, become inseparable from the new spatialities, ontologies, and hybrid associations which are performed on the motorway (cf. Lynch 1993). In particular, spaces and movements behind and alongside one’s vehicle become enfolded into mobile assemblages and performed in new ways; whether in texts relating to motorway driving or the changing use of mirrors and glances by drivers. As David Martin wrote in a Radio Times preview of his television documentary about M1, “driving techniques must be altered. The motorist will have to realise that what is coming behind him is of more importance than what is in front of him” (Martin 1959). J. Eason Gibson made similar observations when writing on “The pros and cons of M1” for Country Life in 1959:

“the motorway calls for a completely different type of skill. Because one’s vision both forwards and to the rear through the mirror is greatly extended on the motorway, one can easily be faced with the task of judging the relative speeds of four cars in front and the same number visible in the mirror. This is far from being as easy as it might at first appear.” (Eason Gibson 1959, p.1089)

So, motorway driving was seen to necessitate an adjusted and heightened sense of spatial awareness, new bodily capabilities, and differing strategies for dwelling in the spaces of the car and traversing the landscapes of the motorway, while a diverse range of technologies or ‘things’ were seen to be inseparable from and central to the networks of skill, competence, trust, and sensing which were seen to enable the safe and efficient movement of vehicles and drivers. 

Expertise and ‘government’

While the conduct and movements of motorway drivers surfaced in numerous debates, a diverse range of individuals and organisations – including journalists, advertisers, engineers, policemen, designers, AA patrolmen, judges, politicians, and racing drivers – were constructed as experts with the necessary skills and experience to predict, measure and control the movements, conduct and experiences of vehicle-drivers which used the M1. The relations these experts established and maintained with motorway drivers and vehicles were clearly quite diverse, but in this section and the next I examine the different ways in which certain experts assembled the ‘figure’ of the motorway driver.
 

One key organisation which constructed a position for itself in relation to drivers and vehicles was the Automobile Association. While the AA were vying with the RAC for publicity relating to the opening of the M1, their services were designed to ensure that both drivers and vehicles performed in an orderly manner. One of the key tasks the Association bestowed on its team of elite motorway patrolmen was to record both unusual and everyday occurrences during the first few months of operation, including:

“Accidents and breakdowns. General standard of driving. Lane discipline. Average speeds. Types of vehicles. [And] Density of traffic in general terms”. (Memo 29/10/59, AA: Motorways)

The AA perceived their role as being to study, as well as effect and facilitate changes to, the performance of drivers and vehicles: studying the behaviour of motorists and vehicles; educating drivers about good driving and vehicle maintenance; and spotting and repairing vehicles that had broken down. The AA’s “Guide to the Motorway” operated as a more enabling and informative “technology of government” than the government’s more proscriptive Motorway Code, but while these different educative and legislative technologies were designed to modify the embodied practices and movements of vehicle-drivers – preventing poor conduct and facilitating good practice – many of the other activities of the AA were intended to register and cope with the aftermath of errors or breakdowns in the performance of drivers and vehicles. The first patrol to register a problem was often the AA’s “hovering eye”: a de Havilland Rapide spotter aircraft that would radio the position of stationary vehicles to the “Super Mobile office” near Newport Pagnell (Daily Express 1959, p.5). The immobility of drivers was registered as problematic, a threat to order, on a motorway where it is illegal to stop without due cause, and an AA patrolman would be despatched in a van to resolve the issue. 

Now as AA patrolmen were well aware, it is often futile to localise blame when hybrid, mobile agents breakdown or fail (cf. Latour 1992; Michael 2000, 2001; Lupton 1999).
 To journalists, politicians and the AA, punctures, cars running out of petrol and oil, and overheating were generally presented as evidence of poor driving and a lack of maintenance by the public; but such ‘failures’ clearly emerge as effects of complex relations, performances and competences weaving together drivers, manufacturers, mechanics, vehicles and policy makers in the spaces of the motorway, car factory, garage, car, and even parliament. When a tyre bursts at high speed on the motorway, the driver, vehicle (or part), vehicle manufacturer, a mechanic, the weather, highway engineers, motorway maintenance teams, or government legislators could all be blamed by different actors for this ‘failing’ (Hawkins 1986). But, as with other organisations and automotive engineers, the AA would attempt to identify and localise the actions and failings of a series of purified agents and bodies – e.g. drivers, vehicles, tyres. 

The police and judiciary also focussed their attention on the erratic and disorderly movements and actions of drivers and vehicles – attempting to educate, observe, normalise, abstract, and discipline drivers in diverse ways. But while these and other experts sought to govern the movements of drivers and vehicles in distinct ways, a series of other experts were constructed as experienced, skilful and exemplary role-models for the average motorist. At the formal dinner at the Savoy Hotel marking the opening of the M1, the former Minister of Transport and Civil Aviation, Harold Watkinson, expressed hope that drivers would aspire to take the Institute of Advanced Motorists’ test, “a passport to safe driving on motor roads” (Watkinson 1959). But the ultimate figure who was seen to be both physically and mentally equipped to cope with the speeds and driving conditions on M1 was the British grand prix racing driver.
 Who better, then, to cast an expert opinion on the performance of the M1? 

On November 8th 1959, Ferrari’s 27 year-old racing driver Tony Brooks wrote a critical review of the M1 for The Observer newspaper, comparing the performance of the motorway and its drivers and vehicles with that of the latest motor roads in America and Europe. Brooks was constructed by the editors of the newspaper as the ideal figure to write about the motorway, an expert driver with a high performance car and superb reactions (which had been verified on a British School of Motoring reaction test machine). Brooks and the Aston Martin set off from Marble Arch, and the frustrations and exertions of the slow journey through North London are suggested by his tally of over 100 gear changes and remarks on the endless use of brake and accelerator pedals. But when he reaches the motorway the car, its controls, other vehicles, other drivers and the spaces of the road are gathered into his descriptions or placings of their collective performance, which emerges from the complex relations and encounters weaving together and through these ‘spaces’ and ‘things’:

At first everything was wrong: an L-driver teetering along uncertainly in the middle of the road, a van broadside on and reversing on a feed-off, many cars sitting complacently astride the lanes. But then we all seemed to settle down…

The three smooth-surfaced lanes, good standard of driving by every-one (lorry drivers in particular), the good conditions and the effortless cruising of the Aston Martin were hurrying us along. (Brooks 1959, p.5)

Brooks’ description of his drive up the motorway highlights the complex associations weaving together the endlessly purified figures of the driver, vehicle and motorway in the hybrid networks, performances and ontologies associated with motorway driving (Latour 1993). Different spaces, materials, texts and atmospheres become incorporated into the spaces of the mobilised, purified and hybridised driving-subject, from signs, trees, and service areas, to the rain, light conditions and dazzle which troubled Brooks on his return journey to London, and the fog and ice which he feared may turn the motorway into a death-trap (Brooks 1959). These presences may be all-too-familiar to many drivers, but they are often absent from the accounts of contemporary sociologists, and in the next section I want to focus more specifically on these broader spaces of the road as they are performed through and arranged around the figure of the motorway vehicle-driver.

Spaces of the motorway
The engineers, landscape architects, planners and government committees that were involved in designing different aspects of the M1 arranged (or ‘placed’) their designs and constructions around the expected movements and capabilities of drivers and vehicles. Government committees and civil servants established numerous design standards, while the government’s Advisory Committee on the Landscape Treatment of Trunk Roads
 ensured that the motorway’s designers, Sir Owen Williams and Partners, planted trees and shrubs that were appropriate for a high speed motorway (see PRO: MT123/59, MT121/78). The debates around this latter issue proved particularly lengthy. 

While Sir Owen Williams and Partners had included colourful species of vegetation in their original planting schedules, the Landscape Advisory Committee criticised their plans for the inclusion of ‘exotic’ species that were too complicated, fussy, colourful and detailed to be experienced by drivers in the desired manner. The Committee suggested that detailed plants of a semi-urban character would distract the attention of motorway drivers and result in accidents. As one committee member, Sir Eric Savill, stated in February 1958, “A fast motorway is not a place for the encouragement of interest in flowering shrubs. ‘Eyes on the road’ should be the motto!” (letter 6/2/58, PRO: MT121/78). It was argued that the design and planting of the motorway should enliven but not distract drivers; keeping them awake, guiding their attention, screening certain views, but not distracting their attention for long periods (Colvin 1959; Crowe 1960; also Colvin 1948; Jellicoe 1958). Planting formed a key element in governing the experiences and movements of drivers in vehicles. It was seen to have both beneficial and detrimental physical and psychological effects on the motorway driver; as the shapes, silhouettes, textures, colours, and arrangements of the plants were seen to impress themselves on the psyches of these mobile subjects. So the landscapes/environments through which drivers, passengers and vehicles pass (and in which they dwell) may be seen to be incorporated into particular hybridised assemblages, subjectivities and ontologies in different ways, whether through sensory effects and impressions arising from interactions with the socio-material spaces of the motorway,
 or diverse relations with other drivers/travellers, texts, thoughts, experts, and atmospheres associated with these landscapes. 
The construction of a new and largely experimental motorway led scientists at the government’s Road Research Laboratory to focus their attention on the relations between, and performance of, drivers, vehicles and the road itself (see Merriman 2001). RRL engineers investigated the merits of the different materials and construction techniques used, while the occurrence of problems just days after the opening – including the collapse of large sections of grassed hard shoulder – led the Laboratory’s scientists to turn their attention to the irregular movements of vehicles and construction materials in the spaces of the motorway (The Times 1959f; PRO: DSIR12/152). The Laboratory set up three automatic traffic counters to register and quantify the presence of drivers, but their scientists were principally concerned with the irregular movements of drivers and vehicles involved in breakdowns and accidents, whose presence, absence and trajectories may suggest the effectiveness or otherwise of experimental crash barriers, fog warning signs, anti-dazzle fences/plants, speed limits, and propaganda distributed at different times. The hybrid figure of the motorway vehicle-driver was frequently reduced to a statistic and then quantified or mapped. In one investigation, the occurrence of a series of accidents, and their location on a map of a motorway junction, was seen to highlight the need for a “reduce speed now” sign that may govern or affect the relationship drivers have with them-selves, their vehicle, and the spaces of the motorway – aiming to prevent similar accidents by impressing on vehicle-drivers the need to slow ‘their’ speed from that point on (Adams 1961). In other cases, however, RRL scientists attempted to investigate more specific events and the movements of individual vehicle-drivers, in order to assess the role played by the motorway itself in serious accidents. This was the case with the Laboratory’s investigation into the death of Mrs. Valerie Hopkins in June 1960. At the inquest into her death, Valerie’s husband suggested that their car had overturned after she swerved to avoid what they thought was “‘a furniture lorry with no lights’” parked under a bridge (Daily Express 1960, p.13). The police couldn’t trace the mystery van, and Mr. Hopkins expressed some doubt as to whether it had in fact existed. This suggestion was confirmed by the evidence of a lorry driver who had witnessed the incident and attested to the existence of a shadowy “phantom menace” which lorry drivers frequently observed under the bridges (Daily Express 1960, p.13). Politicians and journalists picked up the story, suggesting that alterations may need to be made to the bridges (Hansard 1960), and an investigation was subsequently conducted by V.J. Jehu (1960) of the Road Research Laboratory in an attempt to account for the Hopkins’ irregular movements and experiences, and to try to apportion causes and blame. While the press described the presence of mysterious shadows, which appeared to disturb the measured and engineered spaces of the motorway, Jehu set out to explain away these ghostly presences by providing a scientific explanation of the effects. While his investigations were inconclusive, he did argue that the bridges (and hence the engineers) were not to blame and that if the headlights of the Hopkins’ Ford Popular had been at full beam then the edge of the road would have been clearly visible, and the illusion unlikely (Jehu 1960).

Of course, the hybridised figure of the motorway driver was not simply assembled as a mobile driver. As civil servants, advertisers and numerous companies recognised, drivers, vehicles and passengers required rest and refuelling; stopping at the specially designed service areas to go to the toilet, ‘refuel’ with petrol, oil, water, tea or sandwiches, and rest their bodies and vehicles. These were spaces where numerous experts, and campaigners sought to govern the consumption of drivers, passengers and vehicles. The Ministry of Transport scrutinised the prices, facilities, and range of petrols available. Operators devised specific services for different types of consuming-vehicle-driver, while motorists themselves experienced, dwelled in, and moved through these spaces in distinct ways (Merriman 2001). While many food critics, cultural commentators and members of the public soon expressed a dislike of the food and surroundings associated with service areas, these sites became integral to the social lives and identities of a “generation of teenagers who did not know there was anything special about being young but forsook the coffee bars of Soho to spend Saturday night ‘doing a ton’ on this long straight road” (Greaves 1985, p.8). Newport Pagnell service area emerged as an exciting “place of pilgrimage for teenagers hoping for instant glamour” (Greaves 1985, p.8). Cona coffee, fresh ice cream, plastic vinyl seats, as well as motorbikes, cars and other teenagers, became bound into the subjectivities and identities of mobile, hybrid teenagers-on-a-night-out. But while coffee, ice cream and petrol seemed like harmless substances for vehicle-drivers to consume in regularised or accepted ways, alcohol emerged as a fluid whose presence and circulations, it was argued, could disrupt the orderly movements of the motorway driver, although the operators argued that foreign tourists using the M1 would expect to be able to purchase alcohol with a meal – the desires of vehicle-drivers being nationalised here in distinct ways (The Times 1960).

While motorists were governed in different spaces and through an array of relations and technologies, many of them didn’t travel alone. Passengers form an important part of these mobile assemblages, interacting with the driver, vehicle and spaces of the road in diverse ways: navigating, talking to, and perhaps disturbing the driver, advising the driver (i.e. back seat driving), pointing to landmarks, playing car games, or keeping the kids occupied. And indeed, car-passengers were themselves constructed in relation to the spaces of the car and road as particular kinds of consumer, who were to be persuaded to use maps, I-Spy books, or guides such as Margaret Baker’s Discovering M1: “a glove-compartment guide to the motorway and the places of interest that can be seen from it”, which was “written for passengers – perhaps bored by the apparent monotony of a road devoid of strip development and place-name signs” (Baker 1968, p.1/3).

Conclusions

In this paper I have explored how a range of technologies – from road signs to articles on good driving – were deployed by experts who attempted to govern the movements and subjectivities of the hybridised motorway vehicle driver; a figure whose performances, capabilities, desires, movements and ontologies cannot be explained or understood by attempting to separate it into particular components. While academics have explored the more durable or well-practised relationalities of hybridised car-drivers, I have argued that many other ‘things’ became bound into the contingent and momentary orderings of these hybrid forms. Legislative codes, roadside trees, service areas, ‘cat’s eyes’, passengers, wing mirrors, cups of tea, tarmac, fog, and various experts may serve as constituent elements in the relational performance of motorway driving. When the driver proceeds along the motorway in an orderly fashion there appears to be a unity in these hybridised movements and senses of being, but drivers and expert commentators proceed to purify these hybrids – establishing divisions and identifying asymmetries – when things go wrong and unexpected orderings occur. When, for example, a child spills something on the backseat of a car or a driver gets caught in a tailback, the constituent elements in these mobile networks and assemblages may be purified, divided out, ‘judged’ – as clumsy, faulty – or experienced as an ‘other’ place/’abject’ body or thing – whether the soiled seat, blocked road, or an offending vehicle, driver or child.

These observations can perhaps further our understanding of Marc Augé’s conceptualisation of motorways, airports and other Western spaces of travel, consumption and exchange as “non-places” (Augé 1995). Whereas Augé argues that these spaces of “supermodernity” are frequently constructed as non-places of solitariness and excess where social relations are rarely established, I would argue that the materials, atmospheres, movements, landscapes, and times associated with these spaces become incorporated into the subjectivities and ontologies of travellers in contingent, momentary, repetitive and integral ways, and that the experiences Augé describes may occur when these travellers are unable or unconcerned about separating out (i.e. purifying) their bodies from these places. So these travellers may ‘place’ these spaces of travel in the same spaces as their bodies, momentarily associating and incorporating these socio-material spaces into their ontologies and bodily regimes and spatialities. Until, of course, something goes wrong, they bump into someone familiar, their flight is delayed; or they are a first time flyer, commuter, or motorway maintenance worker (see Cresswell 2001; Morley 2000; Augé 1994). So, while I do not like the term ‘non-places’, one could follow Augé in arguing that places and non-places are relational, partial and incomplete, and that the effects he experiences and describes during his ethnological journeys may arise through the ‘placings’ of a particular kind of traveller tied into particular social networks – a point which links in with Augé’s remarks on his ethnological projects, which were conceived and practised as forms of “self-analysis” (Augé 1996, p.175) or as “exercises in ethno-fiction” (Augé 1999, p.118).
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� One exception is an article by Sheller and Urry, in which they stress that the diverse “scapes”  associated with car travel – e.g. motorways, flyovers and service areas – are intricately related to the “machinic hybridisation of the car driver” (Sheller and Urry 2000, p.447).


� For a more detailed discussion of the design, construction and use of England’s M1 motorway, see Merriman (2001, forthcoming).


� The Motorway Code was drafted prior to the opening of the Preston Bypass in 1958. Free copies were distributed by Lancashire County Council and Lancashire Police to drivers in the North West of England who might use the Preston Bypass, while a further 250000 copies were issued by the AA and RAC (The Autocar 1958; The Times 1958). 





� While discussions of motorway driving tended to refer to male drivers, there appear to have been no articles which addressed issues of gender and motorway driving per se, or suggested any differences in the performances of men and women on the motorway.


� Michael Lynch (1993) has also referred to the asymmetrical (communicative) relations which weave such assemblages together: “Driving is a game in which instant and violent death can result from a lapse in mutual attentiveness, a misbegotten gesture, or any variety of asymmetries in the communicational order” (Lynch 1993, p.154). 


� Of course, these different experts were themselves assembled as hybrid figures that were seen to possess specific qualities, capabilities, tools, vehicles, thoughts, uniforms, and bodies; while the effects of power and authority associated with such individuals emerged from their ‘work’ within broader social, cultural, scientific, legal and political networks. In this paper I do not explore the socio-material construction of these heterogeneous experts in any great detail (on the social construction of expertise, see e.g. Rose 1994). 


� The futility of such purifications is demonstrated by Michael (2000, 2001) and Lupton’s (1999) studies of the frequent attempts of drivers and social commentators to localise or attribute the causes and effects of roads rage to specific constituent actors (e.g. drivers or other vehicles).


� The late 1950s was a time when Stirling Moss had become a household name and British racing was held in high esteem. Nevertheless, Ernest Marples announced at the opening of M1 that even expert drivers must drive with care on the new motorway: “There must be skill and judgement and discipline. Skill alone is not enough at high speed” (Marples, in The Guardian 1959). To illustrate this point, Marples referred to the tragic death of Mike Hawthorn, Britain’s first ever motor-racing world champion, who had crashed his Jaguar on the Guildford bypass in January 1959, only three months after winning the 1958 Drivers’ World Championship with Ferrari (The Times 1959d, e).





� The Advisory Committee on the Landscape Treatment of Trunk Roads were formed by the Minister of Transport and Civil Aviation in April 1956. They were commonly referred to as the Landscape Advisory Committee; a title I use throughout this paper.


� As I may have implied earlier, people’s interactions with the socio-material spaces of the motorway are not limited or reduced to the view through the car windscreen (cf. Sheller and Urry 2000). While manufacturers may attempt to provide drivers with technologies that inform them of external temperatures, their global position, forthcoming traffic conditions, and deal with changes in traction conditions and provide improved insulation, drivers still engage with the rhythms, sounds and smells, as well as ‘look’, of these spaces/landscapes in distinct ways.
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