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A multidisciplinary
colloquium
True to the spirit of the place, therefore, the
colloquium brought together researchers
from different social sciences (sociologists,
political scientists, geographers,
anthropologists, economists), business
leaders (Jean-Martin Folz, CEO of the PSA
Peugeot Citröen Group; Anne-Marie Idrac,
Chairwoman of the RATP; René Zingraff,
joint manager of the Michelin companies),
politicians (Jean-Marie Bockel, Mayor of
Mulhouse; Wolfgang Schuster, Mayor of
Stuttgart), artists, including the Chinese
film director Ning Ying and the electronic
music specialist Jean-Yves Leloup.  In all,
a hundred or so contributors from all
around the world.

The senses of
movement
BY SYLVAIN ALLEMAND journalist

Movement is a relevant way to approach
the changes affecting contemporary
societies, individual behaviour and
lifestyles, the transformations in cities,
architecture and town planning, and
thereby to understand the challenges facing
the societies of today and tomorrow.  
This was the hypothesis underlying 
the colloquium organised last June by the
City on the Move Institute (IVM), 
an event attended by specialists from
different disciplinary horizons as well as
geographers and businesspeople 1

The place chosen to host this colloquium 
– the Cerisy-la-Salle International Cultural
Centre (Cotentin) – was well-suited to this
openness and to the exchange of different
viewpoints: the centre, housed in an 
17th-century chateau, is a mecca of
intellectual and cultural debate which, for
more than half a century, has hosted the
greatest thinkers, researchers and writers
from France and abroad, at the so-called
“decades” that have so marked the history
of ideas.  It is also a place where the issues
discussed are usually still on the margins
of public debate and academic research 
or ordinary artistic creation.  The
movements that characterise contemporary
societies are one of these. 
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The Institut pour la ville en mouvement
(City on the Move) was created in 2001 on
the initiative of the PSA Peugeot Citroën
Group, for the purpose of contributing to
reflection, action and innovation with the
potential to enhance urban mobility.
The capacity for people, goods or
information to move around, and the
accessibility of every part of the city, are
basic social imperatives, since they
increasingly govern access to habitat, to
jobs, to culture, to health, to family
relations and to leisure.
IVM has, in collaboration with different
partners, already undertaken a series of
actions or initiated projects designed in
particular to:
■ enhance the mobility of categories of
populations who have difficulty in moving
around (the blind, children, jobseekers);
■ study innovative urban transport solutions
(in particular the development of
intermodality and multimodality and
improvement of the urban and architectural
quality of the loci of mobility);
■ to enhance knowledge in this field
(notably by means of the Chair created in
2001 in partnership with the “City and
Environment” Doctoral College (National
Civil Engineering College, University of
Marne-la-Vallée, French Town Planning
Institute, University Paris-12, Higher
National School of Geography, School of
Architecture).
IVM also operates abroad, particularly in
China where problems of urban transport
are set to become particularly acute and
where new solutions will need to be
invented.

For more information, visit our website:
http://www.city-on-the-move.com
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densification is no longer necessarily the
most efficient system (witness threshold
effects and the problems of city-centre
congestion). Only the uncontrolled spread
of periurban habitat has negative
environmental consequences (loss of
ground porosity, greenhouse gases etc.). 
Likewise, in the transport sphere, the notion
of decoupling* introduced by a recent
European Commission White Paper, needs
thinking about before it is held up as the
solution to all the problems in this area: by
promoting economic growth that is
economical in terms of transport, this
notion fails to take account of the
productivity gains that can be made in
transport or the “modal” alternatives. In
addition, it appears to attempt to introduce
another model of development, the precise
contours of which are, to say the least, hard
to guess.  Rather than devising (imposing?)
another model of economic, social and
technical development, would it not be
possible to take forward the advances
transport professionals have made both in
productivity and environmental protection?
This question was at the heart of a debate
involving the UMP member of parliament
Hervé Mariton and the CGT trades unionist
Christian Dellacherie.
The theme of sustainable development*,
which has been high on the agenda since
the mid-1980s, is all the more interesting in
that it offers new perspectives for short-
circuiting an argument based on binary

opposites: public transport versus car,
extended city/compact city,
growth/transport. It remains to be seen how
solutions can be constructed that combine
the demands of economic efficiency with
social equity and an environmental ethic.
This was the core of the debate about the
“governance of mobilities” involving
business leaders and politicians, alongside
the vice-president of the National
Commission for Public Debate (CNDP),
Georges Mercadal.  It is also one of the
issues of the charter proposed by IVM in
the appendix to this document. 

Towards a right
to mobility
Apart from environmental concerns, there
is another issue common to all urban
societies: access to the workplace, but also
to leisure and to consumption. There is no
doubting that this accessibility is unevenly
distributed between individuals.  Whether
or not they are attracted by mobility, not
everyone has equal access to the workplace,
to leisure, or to consumption. “To go where
I want, when I want and how I want”: it is a
possibility that is still no more than a
slogan for most people. What should we
conclude from this fact, if not the need for
the recognition of another right alongside
those that already exist: a right to mobility? 

* INTERMODALITY
Refers both to the use of
several modes of travel
within a single journey, and
to the organisational
principle of seeking greater
complementarity between
these modes of travel,
whether private or public,
motorised or non-
motorised. 

* MULTIMODALITY
Alternating different 
modes of transport
depending on the
destination or the purpose
of travel.  The opposite of
“monomodal” travel.

* SUSTAINABLE DEVELOPMENT
Development which, in line
with the recommendations
of the 1986 Brundtland
Report, is based on local,
national or international
initiatives, containing a
threefold requirement:
economic growth, social
equity and environmental
protection out of respect for
future generations.

KEY-WORDS
* DECOUPLING
Notion introduced by the
European Commission
White Paper on transport
(White Paper.  European
transport policy for 2010:
time to decide, European
Commission, Sept. 2001) in
reference to a model of
development in which
economic growth is
“decoupled” from transport
growth in order to reduce
its harmful effects on the
environment.

As the title suggests (“The senses of
movement”), which in French includes a
punning reference to the substance (essence
– petrol) that fuels one of the modern
world’s primary means of travel (the car),
the main subject was urban mobilities,
viewed from an anthropological and
sociological perspective, as well from the
point of view of their spatial,
developmental or political implications.
These urban mobilities are an expression of
modernity not only because they rely on
technical innovations in the sphere of
transport, but also because they represent
the possibility available to human beings
today to multiply their living spaces and
emancipate themselves from places that
subjugate them. 

At the same time, however, these mobilities
also generate harmful effects of all kinds:
noise, air pollution, congestion, traffic jams
etc. They are also blamed for uncontrolled
urban sprawl and the resulting
disfigurement of the landscape.  How can
these harmful effects be limited?  What
technical solutions are available?  What
kind of public policy should be
implemented?  These were the central
questions at the workshops and plenary
sessions that punctuated the week-long
colloquium. The responses that emerged
confirmed not only that most of the
stakeholders (transport professionals,
politicians or ordinary citizens) are aware
of the issues, but also the extreme diversity
of the solutions that have been tried and
implemented throughout the world to
enhance mobility for both people and goods
in an environmentally friendly way. These
solutions are now well known: they are
based around principles which, although
not yet fully assimilated by the general
public, have become widely acknowledged
templates amongst transport professionals
and specialists in urban mobilities:
multimodality*and intermodality*. 
From the debates, there emerged a
recognition of the need at all costs to avoid

turnkey solutions transposed wholesale
from one city or society to another, but
rather to focus on solutions tailored to each
situation. Indeed, that was the great
advantage of having present representatives
of a country that is facing a spectacular rise
in mobilities, and with them, of the car:
China. Confronted by the environmental
challenges posed by economic growth,
there is a great temptation to apply
solutions that have been tested in the West,
without taking the aspirations of the
Chinese population into account.  This
temptation is not confined to the emerging
nations. It is also apparent – albeit
unexpectedly – on the other side of the
Atlantic, for example in the New Urbanism,
an approach to development inspired by the

model of the European city,
with its centrality and density,
by contrast with the sprawling
automobile-based metropolis as
typically exemplified by Los
Angeles. 
The search for appropriate, and
if possible innovative,
solutions, is all the more
pressing in that mobility
practices are fashioned by
history, city morphology, local
politics, the requirements of

populations etc.  In this sense, it is no
overstatement to say that mobilities are part
of urban cultures. What is true of the
transport of people is also true of goods,
and in particular of urban logistics, as we
were reminded in the workshop dedicated
to that subject. 
This means that it is illusory to try to
impose an authoritarian model such as that
of the “compact city” to replace the
“extended city” produced by
periurbanisation and the spread of the
automobile, especially in a developed and
democratic society. The detached house
with garden is a powerful aspiration in such
societies, as was underlined by François
Ascher, Professor at the French Planning
Institute and Director of IVM’s scientific
and steering committee. Moreover, it is
possible to find more ecologically correct
solutions, partly by diversified town
planning (to reflect the diversity of modern
societies), and partly by a genuine urbanism
for the low-density city (for example, by
concentrating detached houses in
“ecological estates” with alternative sources
of energy, autonomous water treatment
systems, on-request transport services etc.).
From a functional, or even economic, point
of view, François Ascher pointed out,

Mobilities are part of urban
cultures: they are fashioned 
by the history, the morphology 
of cities, by the actions 
of local authorities.

... //     
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This workshop dealt with the changing
nature of mobilities in the contemporary
period. All were concerned with mobilities
that to a degree move across national
borders and problematise the notion that
there are individual national societies
providing a common experience or
imagined community for all their members.
The Workshop explored many different
forms, features and consequences of such
diverse mobilities. Especially important, it
was argued, was the way that mobilities
intersect with each other to produce new
forms of life and new ways that people
relate to each other across time and space.
Overall examining mobility was shown to
be absolutely central to determining what
contemporary life is like, with how it is
changing and how it may develop over the
next few decades.  

A key to
understand
contemporary
social life
Two important points were especially
developed in the Workshop. First, the
analysis of these mobilities is key to
understanding contemporary social life. It
is not something that can be treated as a
marginal or trivial issue. Mobilities thus
matter albeit in many different ways.
Second, such analyses cannot be left to
those who have conventionally analysed
‘movement’, namely transport researchers
steeped in engineering and economics
disciplines. Mobilities are everywhere and
in a way all sorts of disciplines have
something to offer in order to examine how
they develop, operate, change and intersect.
The Workshop was intended to develop
further the ‘mobility turn’ currently
sweeping through the social and
management sciences.
The Workshop featured papers by
geographers, urbanists and sociologists. It
began with John Urry’s attempt to link the
growth of new mobilities to the
development of a more networked society.
As social networks are increasingly spread
out so people seem to need to come
together in intermittent encounters, in
meetings that are face-to-face. So the
larger-scale networking implies the
opposite, of intermittent meetings of
businesses, families, friendship groups,

WORKSHOP 1: 
Beyond
societies...
BY JOHN URRY sociologist

Such a right is all the more crucial in that it
is a condition of many other rights: the
right to housing, to work, to education etc.2

To recognise its justice is also to
acknowledge the multiple patterns that the
city nowadays accommodates, as people
enjoy increasing time for leisure, be it by
day or night. In this sense, the right to
mobility is also a right to the city.  For
pedestrians, cyclists, rollerbladers, scooter
riders, or public transport user, but also for
car drivers, delivery drivers, taxi drivers…
For people with full use of their motor
capacities or people with reduced mobility
or vision. Achieving coexistence between
the different modes of movement and each
form of mobility is the other challenge that
underlies the recognition of a right to
mobility. Which means that such a right
goes far beyond purely technical or town
and country planning considerations, and
affects the question of civil rights
themselves. 
While the question of the right to mobility
was not explicitly discussed, it proved to be

the guiding thread running through the
workshops summarised in the texts below.
In grappling with this issue, the colloquium
organised by IVM sought to constitute the
founding act in a new way of understanding
mobilities in contemporary urban societies.
This was also the purpose behind the
preparation of the above-mentioned charter,
which could perhaps prove a rallying point
for the different stakeholders: architects,
town planners, transport firms, ordinary
citizens. The reader may refer to the
appendix for an outline of the principles it
might contain, and may perhaps even find
reasons for contributing to its development.

TRANSPORT
The action of transporting
something or someone from
one place to another.
Transport of merchandise,
of artillery, of money.
Fig.  Violent movement of
passion which takes us
outside ourselves.

MODERN
1) Now existing (1752). 
Of or pertaining to the
present and recent times;
originating in the current
age or period (1585).
Modern history: history of
the times subsequent to the
Middle Ages.
2) Which benefits from
recent progress in
technology, in science.
3) Which is designed, made
according to contemporary
rules (i.e. of the “western”
world).
4) Which takes account of
recent developments in the
field.

5) In sociology:
combination of societal
changes that characterises
western societies since the
Renaissance (reason,
individualism, social
differentiation…) and
which, according to some,
are becoming radicalised
(ultramodernity,
hypermodernity) or being
overtaken (postmodernity).

1. Colloquium 
“The senses of
movement.
Modernity and
mobilities in
contemporary
urban societies”,
Cerisy International
Cultural Centre,
13-19 June 2003.
For a detailed
description of the

programme:
www.city-on-the-
move.com
2. On this theme:
minutes of the
Chair Seminar for
the City on the
move: Jean-Pierre
Orfeuil (dir.),
Transports,
pauvretés, exclusions.
Pouvoir bouger

pour s’en sortir,
éditions de l’Aube,
awaiting
publication (March
2004).

MOVEMENT
The action or process of
moving.
Mechanical term.  Change
whereby a body is
successively present in
different parts of space;
state of a body whose
distance relative to a fixed
point changes continuously.

MOBILITY 
The quality or condition of
being mobile.  
General property of bodies,
by virtue of which they
comply perfectly, and in all
directions, with the causes
of movement.
Ability to adopt different
expressions. “This actor
possesses great mobility in
his physiognomy.”
Ability to change quickly
from one disposition to
another. “What I loved
about them, was the graces
of their mind, the mobility
of their imagination, the
easy turn of their ideas and
their language.”

//     ...



there is the movement of objects, so the
unique object in one place is the collected
object in another or the kitsch object in
another. 
Objects, images, information and people
are on the move changing their relations to
each other as they stride across the stage of
the new global order. The Workshop
examined various new configurations as to
how people’s lives involve various
performances to put together, contingently
and complexly, the multiple flows of
objects, images, information and people.
There is life on the move like we have not
previously known.
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European Union), numerous ideologies
(including peripatetic ideology),
architectural design, and so on. It was also
noted that multiple mobilities generate
massive inequalities especially stemming
from the power of what he called the
kinetic elite, as well as from the coerced
mobility of asylum seekers and refugees,
the blocked mobilities generated by gated
communities and the restrictions placed on
the kinetic underclass. Discussion focused
upon the desirability of slowing down life
as well as speeding up, something that
would almost certainly reduce social
inequalities.

The story 
of the chicken-
pitcher
Sharon Zukin examined the interesting
ways that mobilities intersect. She took a
case-study of a chicken-pitcher (that is a
jug in the shape of a chicken). She
examined how this apparently ‘same’ object
was consumed in very different ways and
therefore the object differed because of this
varied consumption. In Manhattan this
chicken-pitcher was encountered while she
practised flânerie. In Tuscany she was a
tourist consumer and multiple chicken-
pitchers were examples of tourist kitsch.
But as she built up expertise in such
chicken-pitchers so she became a traveller
connoisseur enjoying the thrill of
acquisition and extensive mobility. And
finally when she travelled to eBay she
became a commercial buyer and potential
seller of such chicken-pitchers. Her
relationships were commercialised. 
What Zukin’s paper illustrates is that there
are complex intersections of different
mobilities and contemporary social life is
put together through often strange
combinations of these. First, there is
corporeal movement that can vary greatly,
as from the walking flâneur, to the tourist
gazer, to the travelling connoisseur. Second
there is the imaginative travel to other
places, through televisual, filmic and
virtual signifiers of say Tuscany that are
formed in people’s imagination before they
can be corporeally encountered. Third, there
is virtual movement by which relations are
established at a distance and which may
transform other components of such
relations through say commercialisation or
through connected presence. And finally

professions and so on. These meetings
generate the small world phenomenon,
when apparent strangers actually find that
they are connected by a relatively short
number of connections. It was argued that it
is unlikely that virtual communications will
alter the importance of this ‘meetingness’ at
least in the shorter term. It was noted
though that research on financial traders
and teenage mobile phone users suggests
some interesting communications at a
distance where the ‘screen’ can partially
replace being face-to-face. 

From letters 
to SMS
messages
The way that social life is conducted at a
distance was explored by Christian
Licoppe. He noted how there have been

different kinds of exchange that have in a
way held social life together. In the
sixteenth century Western Europe there
were gifts, in the nineteenth century letters,
in the late twentieth century phone calls
and now mobile phone calls, emails and
SMS messages. The accumulation of many
small communication gestures keeps an
extended sense of presence albeit at a
distance. He especially noted how it is that
people ‘live together’, rather like fish,
moving to similar rhythms through a kind
of connected presence. Especially new
communication devices provide this
frequent but small contact, a mode of
presence that is in-between absence and
presence. So ICTs are to be viewed not
only as compensating for absence but also
as providing a kind of connected presence
but at a distance, feeling near, beating to
the same rhythm while apart.

New
configurations 
of address,
placement 
and movement
Nigel Thrift also examined some of the
processes that make possible social life.
In his case he examined those pre-
cognitive processes by which it is known
that things will turn up, that people are
ready for action, that the world does as it
is expected to do. These are spaces of
anticipation, or what Thrift terms a
‘technological unconscious’. There are
things that we do because we do them.
There is an immense repetition in the
social world. He especially examined
some of the spatial characteristics of
reliable repetition and especially the

standardisation of space
through novel technologies
concerned with how it is that
things are placed. He
provided brief histories of
forms of address that place
people and things in space.
Especial attention was
directed to barcodes,
GIS/GPS, logistics, the
spreadsheet, the SIM card and
the radio frequency
identifiers. These all
presuppose new
configurations of address,
placement and movement,

which provide new ways of making
possible social life.

Once upon 
a time
mobility…
In Tim Cresswell’s paper he placed the
growth of various mobilities in the context
of philosophical, scientific and historical
transformations over the past few centuries.
He showed that there is nothing natural
about the notion of mobility; it has a
history. Many processes developed the
notion of mobility especially as a social
good, including Galileo’s science,
Hobbesian political philosophy, various
rights of citizenship (including those of the

In the 16th century, people 
gave presents; in the 19th century, 
they sent letters; at the end 
of the 20th, they phoned on
landlines; today we use mobile
phones and send each 
other e-mails and text messages.
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“traffic”, and urban practices from “urban
form”.  In linear terms, therefore, it was
the most material aspect of the transport
networks that functioned as the prime
cause.  We now operate in a markedly
different culture of debate. We perceive
mobility as a complex whole connected
with another complex whole: urban space.
Each of these wholes depends on the other,
generating a compound system made up of
two interdependent subsystems.  In
concrete terms, this means that the
determinants (political culture, public
policy, lifestyles, relation to space, societal
choice, values…) that contribute to
producing a given urban situation,
influence mobilities as much as,
conversely, transport networks and flows
influence urban space.
To summarise, we need to consider systems
of intentional agents who manipulate
sophisticated technical constructs.  What
results is simultaneously a system of
mobilities and an urban space.  The latter is
made up of behaviours, practices, actions,
but also representations, desires, ideals.  We
need, therefore, to examine on the one hand
the relations between the practices and
horizons of intra- and inter-urban mobility,
and on the other the desired models for
organising urban space.
And indeed it would seem that systems of
mobility, approached from the perspective
of transport networks and modes, are not
simply a neutral technical mechanism to
support an activity that acts as a substrate
to urban life or as an operant of lifestyle
choices.  In fact, the options between

methods of transport –notably between cars
and public transport – relate to the private
or public nature of city space and practices,
to density, to diversity, to environmental
issues, in short to a direct confrontation
between the “compact city” and the
“diffuse city”.  In other words, what we
need to consider is a complex distribution
of strategic choices, which certainly
includes —but is not restricted to— the
issue of intensity in mobility.  We can
therefore start from the hypothesis that

mobilities constitute, if the pun may be
excused, a good vehicle by which to
approach the debates that are on the
political agenda of urban societies.

A new
geography of
movement
As we saw in Edward Soja’s paper, the
urbanisation of the planet has crossed a
fundamental threshold.  The majority of the
global population now not only lives in
towns but in huge multicentred urban
regions with more than a million —sometimes
more than 50 million— inhabitants.
Researchers have linked this event to three
interconnected processes:
1. the geographical concentration of flows
of capital, jobs and information within a
worldwide network of “megaurban”
regions;
2. the restructuring of cities and regions
giving rise to a new economy that
increasingly monopolises advantages for
urban innovation and industrial diversity;
3 - a revolution in information and
telecommunications technologies, which,
contrary to many expectations, has
strengthened rather than weakened the
importance of location and network
nodalities.
Edward Soja suggests the word post-
metropolitan for these new composite urban
forms that have emerged in the last 30

years.  They are notably
characterised by suburban
“urbanisation”, the growth
of extraurban
technopolises, increased
social fragmentation and
cultural heterogeneity,
obsession with security
and the emergence of an
urban culture specific to
poor workers.

The formation of this post-metropolitan
spatiality relates clearly to the geography of
movement as it operates on multiple scales,
from the local to the global.  However,
mobility is in no way disconnected from
place, it is “anchored”, and this is equally
true of “virtual cyberspace” and, a fortiori,
of post-metropolitan space.  All the flows
that operate in the material world are
affected one way or another by the friction
of distance and, for that reason, as well as
by reason of the motives of human action,

The aim of this workshop was to link
mobility with other spatialities, and notably
city spatiality in general.  A discussion of
the connection between mobility and the
city inevitably raises a question that has
been fundamental since Neolithic times:
how do human beings manage distance?
And, more specifically, how do they handle
the three major modalities on offer:
copresence, which eliminates distance,
mobility, which handles it through
displacement, and tele-communication,
which is no more than the transfer of
dematerialised information.  In
interweaving urban space and mobility,
therefore, we are at the interface between
two of these modalities.  It is fairly easy to
see that the links between modalities are
marked by a dual relation of
complementarity and competition, or, to
coin a neologism, of coopetition.  In one
sense, each of these modalities seems a
substitute for the others —if you can find
everything in the city, you don’t need to
move to get what you’re looking for—; in
another sense, each of the modalities
absolutely needs the others to achieve its
own utopia—what would the city be
without urban transport?
Among the clarifications that are worth
making to begin with, is the difference
between movement and mobility.  Mobility
can be defined as the “social relation to
change of place”, which means that it is
not simply the sum of journeys made.  It
contains a significant proportion of virtual
journeys that would be possible but do not
become actual.  It could even be said that
the more mobility increases —in other
words the more strongly different places
are governed by their physical
connections— the greater is the role of
unmade journeys.  In a restricted system of
mobility, actual journeys are the only ones
that are possible.  In a system of mobility
where the degrees of freedom increase, the
problem for the actor —for the agent
indeed becomes an actor— is to manage as
best as he can the multiplicity of possible
journeys which, if they were all made,
would take more than a lifetime.  We need,
therefore, to get used to seeing mobility as
an object of study that is more idea than
reality.
The third clarification required relates to
the type of causality which underpins the
approach to mobilities.  We come from a
mental universe in which the explanatory
logic consisted, more or less explicitly, in
deriving “traffic” from the transport
infrastructures, “urban form” from

WORKSHOP 2: 
New 
urban
spatialities…
BY JACQUES LÉVY geographer

Political culture, public policy,
lifestyles, all influence mobilities
in the same way as networks and
flows influence urban space.
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In fact, as we saw in Marcel Smets’ paper,
things are more complex.  Much depends
on the new object’s scale relative to existing
urban practices.  What counts is not so
much discretion, camouflage, as the
capacity to analyse what gives the city its
movement and to respect it by a discretion
that is less material than functional.
However, much also depends on the
context: a motorway bridge in mid-
countryside or a bridge across an estuary
can easily become strong signals, while the
same objects within dense spaces – even
reduced or “disguised” – quickly become
near-incurable cancers.  So everything
depends on an understanding of the
different layers that make up the city, on
our capacity to recognise them, to frame
them and to create a dialogue between
them.

Models 
of mobility,
models 
of urbanity
Finally, one can defend the idea that there is
a very strong connection between
mobilities and the general operation of the
urban.  This is in part self-evident, but it is
also worth re-examining in several respects.
First, by extending the notion of mobility to
mean all the way people relate socially to
change of place, rather than the mere fact
of movement; in other words, by
incorporating a virtual component (an
unrealised potential) by which immobility
becomes a special case of mobility.
Next, by considering transport not only as a
set of technical constraints (which is what it
actually is) but also as a dimension of a
more profound connection with societal
space, whose essential gradient is its more
or less public character.
Finally, by establishing a dichotomy
between agent and system, but using the
prism of mobility to examine a system of
agents in which even the most modest
operators play a not insignificant role in the
organisation of the urban Whole, while
being at the same time exposed to the
powerful presence of the whole.
That said, we can understand why, in the
debate on the big options relating to
urbanity, mobility occupies a central place.
This link is all the more crucial in that,
firstly, these options —which are

essentially twofold: acceptance or refusal of
the very principle of urbanity as constituted
of density and diversity; and secondly in
that the public/private dichotomy, the
relation to otherness, the respective roles of
intention and chance, the type of social
game expected, all of which constitute the
fundamental issues of these models – are
directly relevant to the style of mobilities,
and notably to the pair of antagonists
represented by the metrics of the pedestrian
(public transport) and the metrics of the car.

these flows are organised in three ways.
Flows form networks, networks aggregate
into nodes and these reticular “nodalities”,
to use Edward Soja’s expression, structure
the surrounding space to varying degrees
and on different scales.  We all live in a
multiscale environment of interlocking and
reticulated spatial nodes, from the human
body to the entire planet, from the most
intimate to the most exterior, with a
multitude of activities and identities
between the two extremes.

And this is perhaps the most fundamental
characteristic of our societies.  It is what
Henri Lefebvre meant when he explained
that human societies are actualised, made
real, specifically in their urban form.  This
fundamental spatiality is obviously subject
to historical change, patterned by the
geography of movement with which it is
closely associated.  It can therefore be
shown that the analysis of post-
metropolitan nodalities casts light, in theory
and practice, on recent transformations in
urban life. 

Hypermobility
and tele-
communication
The telecommunicational frenzy of the
mobile phone generation, considered by
Francis Jauréguiberry, is a good example of
the apparently contradictory two-way
movement that defines the frenetic life of
the modern individual.
On one side, he explains, society appears
increasingly fragmented. Managing the
everyday resembles a sort of occupational
zapping between different places, tasks,
roles and interests. It is a long time since
physical contiguity was a synonym of
shared identity.  The places of social
investment and emotional experience are
increasingly separate, journeys are longer,
meetings less frequent.  In parallel, time
has accelerated and become discontinuous.

It is compressed to meet the imperatives of
urgency, simultaneity and immediacy.
Without this stable nucleus, membership of
a social circle, which until recently defined
the individual, is being replaced by a set of
varyingly temporary bubbles of identity and
occupation with few points of intersection.
The mobile phone no doubt comes at just
the right time to manage this heterogeneity.
It makes it possible to shift instantly from
one “tribe” to another, to compress time, to
intensify travel, to multiply opportunities,

to coordinate tasks.  In
short, in utilitarian terms,
it makes it possible to be
more efficient.
Yet in another, apparently
paradoxical, respect,
contemporary individuals
are looking for a principle
of unity and permanence
which their occupational
zapping renders ever more

unlikely.  They are looking for a way of
dealing with the fragmentation of
experience and the breakdown of identity
that threaten their equilibrium.  The
mobile phone can be an instrument of this
quest, creating the impression of
recentering and continuity.  For the user, it
restores a connection that distance,
fragmentation and anonymity have
destroyed.  Mobile man is no longer alone
in his nomadism.  Wherever he is, he can
now call his “mates”, regardless of
physical distance. To the picaresque of
situation, the ephemera of encounters and
the brutality of deadlines, the mobile
phone opposes a “hertzian continuity”, a
“communicational space” from which the
user can draw resources, where instant
connections can counter the immediacy 
of change.

Infrastructures
and urban
spaces: 
fragilities 
and apposites
In this context, incorporating transport
infrastructures into urban space is far from
simple.  Large developments often seem
like violent intrusions which traumatise the
existing space, its accessibilities and its
civilities.

Coping with everyday life 
is like a sort of occupational
zapping between different places,
tasks, roles and interests. 
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expanding form of mobility, but it covers a
wide range of situations.  It implies the
long-term abandonment of the initial
starting place.  However, migration is
usually accompanied by an increase in all
the other forms of mobility and hence in
travel.  This fact and the existence of
phenomena such as multi-residence, but
also the possibility of replacing residential
migration with commuting, casts doubt on
the relevance of this distinction between
travel and migration. 
Perhaps a more relevant way of
discriminating between different types of
mobility would be the finality of mobility?
Sightseeing or leisure, business travel,
residential migration, commuting,
pilgrimage, shopping etc. However,
specialists consider that we should not try
to turn such distinctions into a rigid
classification.  Indeed, research has shown
that mobility practices are in fact hybrid:
thus a pilgrim is also, at least potentially, a
tourist, and within the pilgrimage returns
to his habits of “commuting” and/or leisure
travel; migrants use the same mobility
technologies and structures as tourists,
business people, pilgrims etc. In parallel,
many of their practices include greatly
varying periods of rest, stases, which may
or may not be exploited, sought or
imposed.  Think, for example, of the
pilgrim’s staging posts or holy places, the
tourist waiting for a delayed plane, the
migrant in a holding zone or a people
trafficker’s halfway house, the commuter
stuck in traffic, perhaps taking a break to
read, listen to the radio, daydream.  It is
true that mobility largely involves the
pursuit of speed and efficiency (although
certain forms of tourism and pilgrimage
extol taking one’s time), but there is no
mobility without interruption, interruption
about which the social sciences usually say
nothing, even though it is one of the
ingredients and even one of the registers of
the fact of mobility.

Deciphering
mobility
practices
So what matters is to understand the
situations of mobility and the experiences 
it gives rise to for the people involved.
They operate in precise cultural and social
contexts which imbue their practices,
practices which at the same time help

construct the contexts.  Pilgrimages, long-
distance migrations, tourist travel, help us
understand the composite and cumulative
nature of the forms and modalities of
movement.  Every individual thus
structures and regulates a system of
mobility, which intersects with the systems
of other individuals, which imposes
dispositions of space and time, complex
spatialities and temporalities that vary
depending on the spatial and social
positions and cultural loci of the individuals
concerned.
A comprehensive approach to the practices
of mobility requires a grasp of the reality
of contemporary movement but also an
analysis of the genealogy of these
practices. The aim here is not so much to
describe the development of the
instruments of mobility, but rather to
probe the construction of systems of
values, technologies of the mind,
legitimate uses of the gaze, the senses, the
body, which underpin a society’s
legitimate practices of movement.  Thus,
technical conditions are certainly
important in explaining the forms of
mobility, but cultural and intellectual
frameworks are no less so, insofar as they
underlie the “crafting” of mobility.  In this
respect, it seems that the issue of the way
of seeing others, things, the spatial scenes
that surround the moving individual and
which, sometimes, “form” his landscape,
whether present or past, constitute a
particularly rich field of exploration.
Indeed, it may be considered that legitimate
cultural forms, in Europe and the USA,
were, from at least the 19th century, marked
by the importance of flow, movement,
travel (in particular urban travel).  
This significance has since continued to
grow, to the point that mobility today is a
specific culture, with its own values 
and customs, which tends to dominate and
even set the standard for all the others.  
This culture assigns a fundamental 
role to the gaze in defining for the
individual both his rate of attention to
others and things, and his busyness, 
his activity.  Today, this rate of attention and
this busyness are generally assessed 
in terms of their intrinsic connection 
with movement, the very movement 
that is forced on the individual and that
conditions specific “ways of seeing”, 
to the point that it produces what amounts
to a specific aesthetic — e.g. the aesthetic
of the moving landscape, which 
we see today along the motorways or main
railway lines.

The purpose of this workshop was to
consider mobility from a comparative
historical, geographical and anthropological
perspective. 
Contemporary mobility is usually studied
as if it were a universal fact, applicable 
in all conditions, and varying only 
in intensity.  A gradient is postulated which
differentiates societies and spaces 
of high mobility from those with low
mobilities. 
However, this approach can be avoided by
studying the facts, practices and values of
mobility with reference to the cultural data
specific to different groups and societies.
The idea behind this workshop, therefore,
was that it is essential to take cultures (in
the anthropological sense) into account in
differentiating and specifying mobilities
both within a single society and between
societies. 
The work began with an examination of
culturally situated mobilities, i.e. mobilities
as they unfurl within particular cultural
spheres, but also with an analysis of
situations where societies differ in and
through the practices of mobility.  

Hybrid
mobilities
Considering mobility within a perspective
that emphasises cultural and ideational
aspects and how they are represented within
material space prompts one to question
certain tendencies in the way that
perspective is approached in the social
sciences.
To begin with, it was important to avoid
reducing mobility to movement.  True,
movement is an important expression of
mobility, but to equate them is a step too
far.  For by consigning mobility to
movement alone, we lose much of what
makes the notion interesting, an interest
which lies in its complexity and precisely in
its cultural dimension. This prompts us to
see mobility as a composite set of practices
of movement, of ideologies of values and
culture, of social techniques and
technologies —including those of the body
in and inside movement.
Secondly, there was criticism of the still
frequent habit of dividing “geographical
mobility” (i.e. spatial mobility) into two
major types: migration —the definitive
change of life space—; and travel— the
temporary change of life space.
Undoubtedly, migration is a specific and

WORKSHOP 3: 
Mobilities
elsewhere.
Comparative
approaches...
BY MICHEL LUSSAULT geographer
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How should we speak of generalised
mobility?  We could stick to the single fact
of the generalisation of movement and
discuss the set of practices associated with
it.  Here, tourism is perceived as the
consequence of easy travel, or corporate
relocation as the consequence of cheaper
long-distance transport.  However, we
know that elite tourism developed from
depictions of other worlds, for example as
cultural material in the case of the British
aristocracy’s “grand tours”, and from the
activities available in specific parts of
those other worlds (taking the waters,
thermal baths).  Mass tourism is the result
of more leisure, the attraction of sunshine
and certain sports, the quest for particular
types of sociability etc. In corporate
relocations cheaper transport is only one
of a number of factors, which include
market liberalisation, labour costs,
specialisation etc. These two simple
examples show that changes in transport
or travel are only significant in
combination with other factors and that
the use of the broader term of mobility
implies that these factors are included in
one’s reasoning.
However, the approach put forward in this
workshop had more ambitious goals. The
aim was not only to show that, in order to
analyse the development of mobility,
movement must be measured within a
context. The goal was rather to examine
the actual basis of such measurement.
What are the social constructions that
underlie a definition of the idea of
movement so firmly rooted that it seems
natural and unquestionable? Is it not the
evolution of these social constructions,
rather than the development of
technologies and the increase in the
number of kilometres covered by goods
and people, that enables us to understand
what mobility is becoming?  Let us
acknowledge that though we use the same
terms and though the figures seem
comparable, the number of kilometres
travelled does not literally mean the same
thing —i.e. not only does not have the
same sense but is not perceived in the
same way— as a century ago, just as it is
not perceived in the same way in different
contemporary cultures. 
This hypothesis defines a posture, that of
an anthropology (in the philosophical sense
of the term) of mobility. This requires us to
reject the evidence of well-established
definitions, which is particularly difficult to
do and always leads to a debate between
common sense and the apparent wanderings

WORKSHOP 4: 
Hypermodern
individuals?
BY ALAIN BOURDIN sociologist

A reading of
societal space
Approaching phenomena of mobility in
this way leads logically to questions on the
way in which mobility is both instituted by
and institutes the sociability and spatiality
of individuals and groups.  The attention to
mobility, to its practices and its cultural
expressions, leads one on to the subject of
the modes of social relation in
contemporary societies.  It also provides a
new way of looking at how human beings
inhabit places —that fundamental act by
which the individual constructs and
occupies spaces, constitutes his habitat.
Habitat is not the same thing as housing,
but includes all places, territories,
networks, that an agent occupies.  From
this point of view, the tourist or the pilgrim
inhabit the space that they discover, just as
migrants inhabit the space of the networks
that take them to their destination.  Today,
inhabiting is intrinsically linked with
mobility and for most people habitat is
now “polytopian”.  Inhabiting no longer
means being confined to one place.  It
means marking space with multiple points
of attachment, which are visited more or
less frequently. This moving habitat is a
vector of today’s processes of
deterritorialisation, understood as the way
whereby contemporary forms of
organisation of social spaces have become
detached from the traditional framework of
boundaried and controlled territory,
defined by a single and specific culture.
One of the features of mobility is the fact
that the different fractions of human space
possess different potentials.  The variety of
spaces is the source of exchange and of
movement.  This differentiation is both
quantitative (the quantity of social
substances present in one space compared
with others), organisational (the spatial
configuration of these different substances)
and qualitative (agents attribute different
social value to different spaces).  The form
it takes is both material (the shape of the
arrangement of space) and ideational.  This
differential and the complementarity that
then emerges between different places, is a
key aspect of spatial interaction.  Apropos
of this, there is an interesting thesis titled
the Increased Differentiation of the World.
It judiciously casts doubt on the common
view that the world is becoming
homogeneous, when it can in fact be
postulated that there exists a quasi-infinite
diversity of social, spatial and cultural

combinations possible today practically
anywhere in the world.  This combination,
always constructed by social operators,
produces the specificities of each country
in comparison with its neighbour,
specificities that are frequently apparent in
the rhetorics of spatial identity.  Such a
process also contributes to
deterritorialisation, since the traditional
territory always more or less implies a
harmonisation of all the points that lie
within it.  If we accept this differentialist
perspective, it can in any case be
understood why mobility has increased.
Thus, for many people (but not for all,
hence the necessity never to neglect the role
played by each agent’s habits and mindset),
the landscape of a tourist destination is
different and more attractive than that of an
industrial city; an executive housing estate
is a better place to live than an industrial
zone; but the differentials in labour costs, in
tax law, in climate etc. are also elements of
differentiation in geographical space.
Attaching anthropological and geographical
ideas on mobility to the facts of culture and
value, therefore, does not mean treating
mobility as no more than a pretext.  On the
contrary, the purpose is to understand what
mobility means for someone and thereby to
understand that person’s roles in the
organisation and social and spatial
operation of societies.
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universe to become the most easily
recognisable proof of social status.
■ Hyperactivity is a symptom of individuals
marked both by an excess of work, and,
often, by a high capacity for spatial
displacement.  The world for them is both
larger and more familiar, time more intense
and rarer: such people do many different
things within very short periods of time,
with a concomitant increase in both culture
shock and familiarity.
■ Mobility becomes an indicator of social
prestige (the “value” of an executive is
measured by the number of times he travels
each month), a way of perceiving individual
capacities to conquer space and time, to
achieve a fantasy of
ubiquitousness. In this
world where space is no
longer an inevitable
obstacle to action and
communication, the
primary sign of status
becomes physical
copresence.
If the dominant definition
of the real incorporates
increasing doses of
“immateriality”,
“hyperactivity” and
“mobility”, that which is described and
experienced as the non-world, as cognate to
the unreal, characterises life zones
conversely marked by an excessive
rootedness in materiality, being and locality.
In another way, what is “sense of
movement” for one person is non-sense and
dereliction in the experience of another.
The extent and meanings of the process are
particularly ambiguous and never truly
linear.  

The burden 
of 
presentism
For his part, Patrick Baert examines the
category of the present, which, in his view,
needs to be “reconceptualised”.  Today's
western societies are becoming “presentist”,
in the sense that they attribute meaning
from the here and now.
Conservatism sought lessons for the present
in the past, but the belief that political
action must primarily answer technical
questions and that the world is in the
process of radical change, completely
devalues the lessons of the past. The same

is true of the historical laws of historicism:
there is scepticism concerning the notion of
law in history, while complexity theory,
Luhman’s theory or neo-pragmatism have
made us receptive to the relative
indeterminacy of the future. On the other
hand, utopian thinking is out of fashion and
we no longer model the present with an eye
to the future.  The future, as demonstrated
by the German sociologist Ulrich Beck,
appears primarily as an area of problems
and risks.  The teleological outlooks of the
Judaeo-Christian or socialist traditions have
weakened or collapsed.  What remains 
is a philosophy of the present which 
G. H. Mead formulated as far back as the

1920s.  His particular perception was that
the present is the only locus of reality.  Past
and future are symbolic constructions
extrapolated from the present.
Today’s “presentism” has shaken off the
past and produces ideologies focused
entirely on problem solving.  So for
example, the sole declared ambition of
Britain’s “third way” is to organise relations
with the contemporary world more
efficiently. 
Presentism also has a “biographical” aspect.
Traditionally, individual biography, even if
punctuated by breaks, was presented
primarily as a continuum, which could be
attested by a social entourage.  With today’s
levels of geographical mobility, biographies
tend to be constructed as disconnected
episodes of varying duration.  The
reduction in entourages also means that we
are often unaware that our biography is part
of a larger picture.  The “picaresque” aspect
is reinforced by the importance of short-
term emotional relations. We feel that the
stages of our life can be reversed, we relive
the past and postpone the future. Finally,
neo-liberalism produces two consequences:
the most disadvantaged fall back on a life
in the present without plans for the future;
at the same time, the “audit culture” and the
value placed on flexibility emphasise the

of the imagination.  It also requires us to
question the big categories through which a
culture, a civilisation, perceives the world.
This is not easy either, since particular
groups or individuals lie more or less
outside such general analyses —which
proves nothing but always instils doubt—
while, much more seriously, it is easy to
generalise analyses that only really apply to
a specific group or context.  
Nonetheless, this was the perspective that
underpins the papers in this workshop,
which questioned some of the fundamental
categories by which the current conception
of generalised mobility has been formed:
the present, the real and the individual.
Convergently, another paper applies a
similar perspective to transport planning.  

Individualism
and 
mobility
Alain Bourdin focuses his analysis on the
relations in contemporary culture between
individualism and mobility.  According to
him, generalised mobility as a principle of
social organisation contains quite disparate
elements. For the sake of simplicity,
mobility may be described as changing
position in a real or virtual space, which
can be physical, social, axiological,
cultural, emotional, cognitive. Over a
historically meaningful period (the last
half-century) our societies have been
characterised by the rise of mobility in
every sphere. 
This rise takes place in a permanent
interaction with two other major currents
—generalised individuation and
differentiation— which is notably reflected
in the increasing complexity of 
day-to-day life.
Individualism reigns in metaphysics, in
politics (with the development of individual
rights) and, even more, in social life.  The
family, now a purely private matter, is
losing its role in social control and
regulation.  Social relations have almost
ceased to matter.  Individuals have
discovered the freedom of not having to
think what they are in society: social links
are defined, along market lines, as a 
“result [and not as] a responsibility”
(Marcel Gauchet). 
Against this background, procedures of
avoidance come to the fore, and a society
where people avoid rather than confront

must have many “escape routes”, which
promotes generalised mobility.  However,
individualism also feeds on emotional,
cognitive, social and other displacements,
through which the individual produces
himself and retains his equilibrium. 
The permanent game of difference places
us in a universe of generalised choice. For
each of us, day-to-day life is a matter of
constantly deciding, with varying degrees
of coercion, between a diversity of
solutions that are not necessarily of the
same level and that we understand poorly. 
The procedures used are a kind of
displacement, involving manoeuvres
between systems of equivalence or
reconfigurations of the problem.  Time,
money, space, risk, become interchangeable
categories. Rather than trying to change a
difficult situation, many prefer to change
the context (“look elsewhere”) or change
their perceptual framework. This feeds a
great “appetite” for physical travel.
So generalised mobility structures our
societies in many more ways than the mere
movement that is part of it.  It makes it
possible to rebuild contexts, to be different,
or to go in search of that indispensable and
uncomfortable other.  This pattern is
growing stronger, though survivals and its
social consequences are highly contrasted..

Mobility 
as social
standing
Danilo Martucelli examines the category of
the real in its relation to social power.  For
him, it is no longer just the consumer
fashions and tastes of the upper classes, but
their entire experience, which have become
a template for the definition of the “real”.
Reality is still rooted in its material and
physical immediacy, but is increasingly
defined by a differential of status between
different “life zones”.  It relates to an ever
more “remote” and “inaccessible” world.
Identified with the world of the “powerful”,
the standard ideal of the “real” is today
connected with at least three big elements:
the immaterial, hyperactivity and mobility.  
■ The combination of the real and the
immaterial is part of the aestheticisation of
everyday life, and of the growing
semiotisation of consumption, which leads
to a considerable increase in the strictly
symbolic nature of objects.  The trend is for
the degree of “immateriality” of a social

Identified with the world 
of the “powerful”, the aspirational
ideal of the “real” today 
is associated with at least three
major elements: virtuality,
hyperactivity and mobility.
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Transport requirements and city design
have always been closely connected, for this
exchange is at the heart of the urbanisation
process.
With the development of capitalism and
modern town planning, these links have
become even closer and it can even be said
that the circulation of people, goods and
information has gradually becomes the
major issue, the one that governs the main
infrastructures, and whose solutions
determine the general form of the city. 

Diversity 
of the relations
between 
cities 
and transport
This dynamic did not arise in the same way
and at the same time in the different
countries, and the same transport
techniques did not produce completely
identical urban forms: the shortage of land
in the Netherlands and Switzerland, the
density of German cities, early
urbanisation in Great Britain, France’s low
urban density and Parisian focus, together
with diverse cultural and political socio-
economic contexts, have given rise to
different approaches to road and rail
infrastructures and to urban planning. 
These differences are not necessarily
growing less, despite certain appearances:
trams, buses and cars, of course, are pretty
much the same almost everywhere in
Europe, but they are not used in the same
way and in the same proportions from one
country to another, or from one region to
another.  This structural diversity,
underpinned by systems of agents and
habits that are still largely national and
local, limits the possibilities of transferring
solutions from one city or country to
others.  So the question of “good practice”,
promoted by many international
institutions, needs to be handled with care:
solutions that seem to have worked
elsewhere cannot be transferred intact, and
can only be used once reformulated for
integration into systems that are still very
different. 
However, the diversity of contexts does not
mean that a certain number of identical
issues do not now arise in every country:
this is particularly true of the ambivalence

WORKSHOP 5: 
Urban
policy and
generalised
mobility
BY FRANÇOIS ASCHER urbanist

present to the detriment of broad models of
behaviour.
In short, the contemporary individual lives
in a sort of dissociated present, which
makes it difficult to construct a narrative of
one’s own life and empties the inter-
generational experience of meaning.  In this
sense, individual experience comes to have
the same character as the evolution of
political ideologies.

A question 
of gender
Finally, Christine Bauhardt sees speed, in
its assimilation to economic progress,
technical modernisation and spatial
autonomy, as the consequence of the
Enlightenment construction of the
masculine subject. There is a male-centred
concept of urban development, which leads
directly to a male-centred approach to
transport planning.  She illustrates this
process by the example of the Ruhr Valley. 
From a male-centred perspective, the most
important problem is how people get to
work. The male commuter becomes the
exemplar of the dominant model of
mobility.  However, people do many more
things in their everyday lives: they go
shopping, they participate in cultural and
social life, they look after children or the
elderly.  In the organisation of the everyday,
women combine in time and in space the
spheres of productive and reproductive life.
Their model of mobility largely involves
short and sequential journeys.  This implies
a qualitative understanding of mobility,
where the purposes of mobility are
analysed.  In the quantitative understanding
of mobility, on the other hand, it is
sufficient to calculate the kilometres or
tonnes transported and the time taken.  The
gender approach treats time and space as
social categories and not as economic
resources. It makes the reappropriation of
time and space a prior condition of
communication and quality of life in the
city and leads to a sustainable approach to
the design of space and transport.
There are several ways of looking at the
planning of urban and transport
development from a gender perspective.
However, they all converge in the insistence
that caring for others and social connection
need to be taken into account in urban
planning and that many more women from
different social and cultural milieus should
be involved in urban planning, and
particularly in transport planning. 
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shopping trips is converted to travel for
other practical purposes or for leisure.
Likewise, homeworking has enabled some
people to change their working habits and
reduce commuting, but instead they move
increasingly far from their primary
workplace.
■ Mobilities can also be altered by direct
action on transport supply. For example,
most European cities have introduced
policies designed to reduce car use in city
centres and highly populated areas (by
pedestrian zones and
congestion charging), and
to promote the use of
public transport (by
building new
infrastructures, changing
transport organisation and
patterns, and by fare
structures).  Widespread efforts have also
been made in Europe and America to
promote public transport on request
(notably by using ICT, a form of public
transport that offers more personalised
services better suited to low-density areas). 
These so-called “modal switch” policies
have disparate effects on the development
of mobilities and urban forms. Scientific
studies on modal switching show that it is
fairly limited when confined to one-off
measures.  Moreover, an individual’s choice
of a mode of transport is not governed by
single variables, but often depends on
household lifestyle.  So imposed modal
switches often produce changes in
destination and/or activities that can have
the opposite of the desired effect: for
example, the absence of automobile access
to central parts of a city can result in
housing, employment and shops moving to
the outskirts.
Policies based on transport supply more
generally succeed through multimodal
approaches (since individuals use several
methods of transport and choose one or
more of them depending on the
circumstances) and intermodal approaches
(by which they can use several modes in
succession).
2/ Compromises between mobilities and
environmental quality will be easier to
establish and implement if transport has
less of a negative impact on the
environment, and if the loci of transport
become pleasanter and more functional.
This is an important axis of policy for
institutions (from the European to the local
scale) and for private and public
stakeholders in the world of transport. In
this regard, we need to distinguish between

direct environmental impact (generally
local) and large-scale environmental
impact, i.e. primarily the contribution of
carbon emissions to global warming.
In fact, direct atmospheric and noise
pollution from cars has diminished
considerably.  Trams are quieter and are
beginning to be powered from the ground,
which eliminates overhead cables.  In many
cities, tunnels have been designed or built
to accommodate roads and release surface
land. Town planners have also moved on in

street design and are better at combining
different modes. These improvements open
up new possibilities for urban design and
for making cities more comfortable and
friendlier.
The loci of transport can also improve,
notably by becoming more multifunctional;
they can also not only be better integrated
into the territory (preservation of
monuments, sites and landscapes), but help
rehabilitate certain urban environments. 
With recent forms of transport, carbon
emissions have fallen considerably and
European standards will reduce them yet
further in the coming years.  It is probable
that this reduction will be quicker than
transport growth in many countries with a
long history of industrialisation and
urbanisation. On the other hand, in
countries where cities are growing fast,
carbon emissions will increase
significantly. Thus the Chinese authorities,
autorités chinoises, in developing a national
automobile industry, have simultaneously
embarked on a range of new policies to
combat pollution and promote urban public
transport

Towards new
urban forms 
and practices?
A set of changes associated with the
transport of goods, people and information
is likely to contribute to the transformation
of lifestyles and city morphology: 
■ Mobilities Shifting centralities, and
trends in many countries to develop

The success of transport policies
involves multimodal 
and intermodal approaches.

of urban mobilities, which are both a
resource for individuals and economic
development, and a problem from the point
of view of the consequences that transport
growth can have on living conditions and
the environment.

Urbanism
between
transport and
environment
The richness and attractiveness of big cities
greatly depend on their external and
internal accessibility: airports, rapid urban
and interurban rail transit and efficient
regional urban road networks are the
primary instruments that enable the big
cities to offer individuals and businesses the
variety and quality that they require in all
spheres: jobs, housing, education, culture,
leisure etc.
However, building these infrastructures 
and operating transport systems also imposes
constraints and discomfort, as well as causing

environmental damage on a number of
scales, from local pollution to global
warming.  These problems are further
exacerbated by the fact that transport
designers have long ignored dimensions
other than their techniques and the interests
of certain groups.  Conversely, some
environmental activists have tended to
underestimate the other issues and to oppose
transport development —especially car use—
without reference to mobility needs and
demands. Today, however, new approaches
are emerging, notably within the context of
“sustainable development”, which advances
the need to take account simultaneously of
economic development, social development
and ecological quality, and to reach
constructive and achievable compromises
through increased democratisation.

Today, a wide range of methods are being
mobilised, in different ways in the different
countries, in order that transport
development may contribute to sustainable
development.  These methods are of two
main kinds: firstly, those that seek to
operate upstream by changing mobilities
and favouring those that entail transport
with limited environmental impact; and
secondly, those that try to reduce the
negative environmental impact of transport
without attempting to influence mobilities
themselves.
These two approaches which, for various
reasons, were in conflict for some time,
now increasingly seem complementary.
1/ Mobilities can be modified in different
ways:
■ By intervening a long way upstream and
designing cities in such a way as to
minimise travel.  This is notably the stance
adopted in New Urbanism, which is very
fashionable in the USA, where the aim is to
promote development based on small towns
within which Americans would use their
cars less.  In China, the issue is focused at
the level of national territorial development
policy, which seeks to encourage the
development of medium-sized cities.  In

Europe, but even more so
in countries with fast urban
development like China,
the emphasis is also more
on planning approaches
that reinforce density.
These policies, designed to
act on city form and the
location of activities and
habitats (functional mix),
are more effective when
town planning is dominant.
They inevitably have less

impact in entirely urbanised countries
where growth and stock renewal are of the
order of 2 percent per year.  They also run
counter to the desires of many citizens to
own a detached house with a maximum of
space, to the dynamics of property markets,
and to the competition between cities and
towns which prompts some of them to
extensive urban development.
■ The development of information and
telecommunication technologies can also
offer alternatives to some work-related and
domestic travel.  However, so far the effects
of homeworking and e-commerce have
proved somewhat ambiguous: they certainly
“save” a certain number of journeys, but it
also seems that in many cases they generate
others or only modify some of them.  In
certain households, the time saved on

All kinds of resources 
are now mobilised to make 
transport development 
contribute to sustainable
development.
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ATELIER 6: 
Freight and
logistics.
Towards
decoupling?  
BY MICHEL SAVY economist

polycentric urban systems, with relative
specialisation of certain centres;
■ Mobilities growing importance of
deliveries, both professional (which
transform cities into productive spaces) and
domestic (which could eventually modify
the architecture of the urban retail trade),
which entail new road layouts or design
changes (urban logistical platforms,
delivery points in transport locations etc.);
■ Mobilities growing segmentation of the
residential markets, made possible by
greater overall city accessibility;
■ Mobilities growing use of mopeds and
scooters;
■ Mobilities development of tunnels for
private and public urban transport;
■ Mobilities development of urban
navigation support services and
diversification of activity programmes and
itineraries.

The importance
of public 
policy
Transport depends on infrastructures, and
these are everywhere determined by public
authorities, even if in some cases the
building, funding and management are
primarily assigned to the private sector.
These infrastructures are defined according
to criteria and objectives that vary from one
country to another, but they have a
significant impact on land use and therefore
on urban forms. The challenge in many
countries today is to ensure that they do a
better job of incorporating town planning
and urban design objectives. This process is
inhibited not only by different influences,
but above all by the absence or
enfeeblement of metropolitan institutions.
In most historically democratic countries,
the fragmentation of local authorities,
decentralisation, intercommunal
competition, the selfishness of certain
populations, make it difficult to promote
public interests on the scale of large
conurbations and obstruct infrastructural
development. 

Despite periodic references to the
“dematerialisation” of the economy, the
transport of people and goods continues to
expand everywhere in the world.  Is the
continuation of this process likely?
desirable?  possible (sustainable)? 
These questions are no longer purely
speculative and have entered the political
debate, now that the European
Commission’s White Paper on transport 
sets the objective of “decoupling”
economic growth from transport growth. 
In exploring the links between
development models and transport, the
workshop considered a number of options:
it dealt mainly with the transport of goods
(“merchandise”) rather than people.  It
combined global approaches and case
studies, aspects associated with the private
sphere and with the public sphere; finally,
it brought together the viewpoints of
professionals and academics. 
While the transport of goods involves
needs to be approached in a different way
than the transport of people, the two are
complementary in that they clarify
essential aspects of social life, such 
as the creation, circulation and
consumption of wealth, not forgetting 
the recycling and treatment of waste. 
In addition, freight transport interferes
directly with human mobility, if in
nothing else than the sharing 
of infrastructures and public roads.

Decoupling
growth 
from goods
transport
Michel Savy’s case study on France 
from 1962 to the present day shows that
decoupling was in fact characteristic 
of a whole phase of economic history,
approximately the period 1974-1985. 
The “economic crisis” triggered then by
the “oil crisis” led to heavy industries
(coal, steel etc.) shrinking and to 
some of them relocating to ports, thereby
restricting the use of land-based 
transport, while the development of
nuclear power replaced the transport 
of oil and coal with that of electricity.  
During this period, and at a time 
of resumed growth in GDP and industrial
production, the transport 
of merchandise declined in absolute
terms.
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Three distinctive periods stand out: 1962-
1974, 1975-1985 and 1986-2000.  The
year 1975 marks a clear break: virtually
overlapping between 1962 and 1974, 
the four indices in question then diverge
spectacularly.  While industrial production
falls off suddenly then grows more
unevenly, total production, increasingly in
the tertiary sector, continues to grow,
though at a slower rate.  Transport reflects
in amplified fashion the fluctuations of the
economy as a whole.  Tonnages carried
fall in absolute terms, returning to
previous levels only 25 years later!  When
measured in kilometre-tonnes, transport is
sensitive both to product quantities and
transport distances.  It recovers faster, and
returns to lively growth in the 1990s.
The break of 1975 marks a profound
change, still present today, in fundamental
economic mechanisms:
■ less industrial growth,
■ tertiarisation of the economy,
■ absolute drop in tonnage carried, due
both to industrial slowdown and to a
lightening of the products manufactured
(but not “dematérialisation” of the
economy).  This trend increased for
several years in France, as the steel
industry was transferred to port locations
and nuclear energy was substituted for
fossil fuel energy, with the corresponding
disappearance of massive land-based 
flows of heavy products.
■ Longer transport distances, as a result of
the polarisation of manufacturing and
distribution sites and the extension of their
supply and delivery ranges.  This trend is
also partly a consequence of the structural
effect associated with production changes:
production volumes of long-distance
transport goods grew faster than those of
short-range goods, which, since each
category of goods maintained the same
transport distances, resulted in an increase
in average distances across all products.
What we can see is the emergence of a
new model of industrial and logistical
organisation.  After 1975, it would take
more than 10 years for the major
restructurings to be completed and for
growth to resume.

Germany Spain France Italy U. K.

GRAPH 2:
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Comparison in five western
European countries
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In Europe, this decoupling was a French
exception, as much a result of the scale of
industrial restructuring as of decisions
about the country’s energy policy. 
The decoupling of economic growth from
the growth in goods transport ended 
in the mid-1980s, when industrial
restructuring was complete and a new
cycle of growth, based on a new, more
flexible, way of organising production,
was introduced.  France’s
development then came back into
line with its neighbours (UK,
Germany, Italy and Spain), with
elasticity of freight transport
(measured in kilometre-
tonnes) relative to GDP in
excess of 1: 10 % of
economic growth was
accompanied by
transport growth in
the region of 14 %.

GRAPH 1
TRANSPORT AND
ACTIVITY IN FRANCE
Relative trends
1962-2000
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not put an end to these changes, but simply
demonstrated their largely indeterminate
character and their strength. 
The examination of the mobility of
merchandise reveals a profound
reconfiguration of territories, at every scale
(from urban logistics to globalisation),
where industrial and economic systems
encounter lifestyle transformations in all
their complexity.  The cases that follow are
just two examples.

Industrial
logistics: 
the Yoplait case
The first example cited by Gérard Serre
describes the temporal and spatial logic
that controls the movement of mass
consumption goods, from one end to the
other of the production and distribution
chain, within which the information circuit
governs the product circuit. In the case of
the fresh products that his company
produces, the aim is to reconcile the flows
driven from upstream (there is scarcely
any flexibility in milk production) with the
flows attracted from downstream (with
fluctuations in consumption, encouraged
by producers themselves through their
promotional campaigns). A supermarket
puts in its orders for next day delivery, far
too short a time to manufacture and
deliver the product ordered. So demand
must be anticipated, on the
basis of historical data, by
producing the quantity
and variety of the most
likely products, and yet
“smoothing out”
unnecessary fluctuations
which penalise both
manufacturers and
logisticians. More
transparent sharing of information between
agents in the chain, from downstream to
upstream, would allow further substantial
progress. As regards the management of
transport and logistical operations, the
sharing of resources between competing
industries, or between industries and
distributors, has reduced the movement of
products. Only 20 years ago, industries
delivered direct to thousands of points of
sale, independently of each other.
Nowadays, they deliver to only a few
hundred platforms, from which their
products, mixed with others, are mass

delivered to the supermarkets. 
Referring to the deliberations of the
transport working group that he heads,
which includes some of the biggest players
in the mass consumer market, Gérard
Serre explains that, rather than rejecting
the theme of decoupling out of hand, as do
certain professional “haulage” groups,
these firms genuinely consider the
question of managing their flows more
rationally, both in terms of better
environmental practices and even of
reducing transport volumes.  The objective
of this experimental approach is to put
forward proposals to government for a
better use of transport capacities.

Household
delivery service:
the Yamato case
The second example is the Japanese
delivery service Yamato.  It provides a way
of measuring the extent to which a
household parcel delivery service
(“takinn”) needs to adapt precisely to the
organisation of everyday life.
In a country where mail order and home
delivery have a long pedigree, the creation
of a dense parcel transport network meets
a huge need.  Currently, the size of this
market is increasing in a virtuous circle: as
a result, the number of customers makes it
possible to offer several precise delivery

times throughout the day, thus resolving
the problem of the recipient’s absence,
which undermines the efficiency of
European delivery services.  In addition, 
a highly ramified network of delivery
drops (in some 300,000 local stores)
further facilitates both the dispatch and
reception processes.
The power of the network means it can
operate on a level playing field with the
producing industries.  Instead of acting as
a subcontractor, carrying products sold
through e-commerce, the network operator
can successfully achieve vertical

In the light of the available data and 
taking the turning point of 1985
established in the French case, we can
compare the elasticity of transport versus
GDP in each country calculated for the
two periods 1970-1985 and 1985-1997.
Very disparate in the first period, the rates
converged markedly in the second.  
The restructurings of French heavy
industry were complete and prospects for
freight transport in France were now more
solid, in that the specific features which
diverted that country from the average
trajectory no longer applied: it was the end
of the French exception.
In consequence, is the Commission’s
ambition to achieve decoupling for the
coming period reasonable?  Several
variables offer room for manoeuvre.
Firstly, transport growth comes not so
much from the increase in the tonnages
carried as from the average distance of
travel. This means that one can intervene
upstream to try to change the spatial
distribution of activities, since the
tendency to polarisation of industrial 
and logistical sites extends transport
distances, while conversely a broader
spatial distribution of activities would
generate a reduction in traffic.  
Secondly, the purpose of a reduction, or a
decoupling, needs to be defined: is the aim
to restrict product flows (measured in
tonnes), transport (in kilometre-tonnes) or
traffic (in vehicle-kilometres)? If it is the
latter, in our view most relevant response,
that wins, it is also possible to intervene
downstream on the size and load levels of
the vehicles used. 
Finally, a last interpretation, less radical
but also easier to implement, is to seek to
decouple the problems created 
by transport —and not transport itself—
from economic growth.  Which relates to
more traditional questions of reducing
pollution and transferring some road
freight to other forms of transport (rail,
waterways, sea and intermodal
combinations), which generate fewer
problems. 
Changing such variables can only be
envisaged over the long term, given the
inertia of elements in the system
(especially if we take into account 
where activities are located) 
and of stakeholder behaviour. An attempt
at prediction would be very helpful 
in clarifying the issues and impact 
of transport policies, the choices 
they require and their acceptance by
citizens. 

The impact 
of e-commerce
To what extent are the stakes changed by
the prospects afforded by e-commerce?  Is
it capable, as some suggest, of
transforming commercial practices in their
entirety, including their logistical and
transport aspects?  Nothing, as Alain
Rallet demonstrated, could be less certain.
Rather than a caesura between electronic
and traditional commerce, he identifies a
richer hybridisation. For example, a buyer
can look up different sites on the Internet,
then go to a traditional store to complete
the purchase he has prepared
“electronically”. Reciprocally, stores can
be places where ICT is used intensively, in
addition to their normal resources. 
E-commerce is one aspect of a broader
recomposition of commercial functions, of
new systems of services that are threatening
the model —still dominant in France but
not in other developed countries— of the
hypermarket. For example, certain stores
no longer define themselves in terms of a
range of products, but in terms of a
“universe” containing multiple “solutions”
(household, leisure etc.). There is no
evidence that the Internet can be applied
to this more contextual approach to
product supply.  
In urban space and with changes in the
uses of time, whether sedentary or mobile,
the division between centre and periphery
is becoming less defined.  For example,
certain stores move close to the workplace,
while there is an increase in powerful
points of interchange, linked to the
interconnection of several transport
networks but also appropriate to other
activities. The large metropolis is
beginning to emerge as a polycentric
space, with new central/decentered
districts where “hybridised” commerce
will find its place.
These currents are in their infancy and
require closer investigation that notably
distinguishes between families of products,
both from the perspective of buying
practices and of the logistical constraints
associated with their supply: mineral water
requires different treatment from clothing.
The ramification of distribution channels,
both business to business (B2B) and
business to consumer (B2C), requires new
intermediate storage and delivery points, at
the final destination or at relay points.
Finally, the bursting of the “dotcom”
bubble created by the new technologies has

When we look at the mobility 
of goods, we find a 
profound reconfiguration of
territories on all scales.
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The right 
to mobility
The right to freedom of movement is an
integral aspect of Human Rights and is
referred to directly or indirectly in several
articles of the Universal Declaration.*
It is a relatively recent right (the French
land transport Act of 1982 referred to the
right to transport and this theme has also
been taken up in different European
documents) which is still subject to
restrictions in a number of countries.
However, it is also a right which is of
growing importance today.
Both in highly industrialised societies and
in developing countries, division of labour
contributes to changes of scale in the lives
of individuals and in economic, social and
political life. 
Movement —within cities, to cities, even
outside cities— has become or is becoming
a necessity for access to most goods,

In the light of the issues that are
constellated around today’s cities and
transport, the text below proposes five
indissoluble principles which could
eventually give rise to a charter that would
unite all those who work to promote the
right to mobility.
The purpose of this charter is to prompt or
to sustain debate and action within the
perspective of sustainable development, that
is, development that reconciles economic
growth, social equity, environmental quality
and the preservation of nonrenewable
natural resources.
This outline “charter” is not a blueprint for
action, although the principles that it
advances can help in decision-making.  Nor
is it a text to be accepted or rejected.  It is a
working document that will evolve through
input from all those who share its
objectives and fundamental principles.
It will be widely circulated and used as a
basis for meeting and debates, both real and
virtual (on the Web).

integration and market products from his
website under his own brand, which he
then delivers (CDs and books, but also
everyday consumer products, including
fresh products).
Can this type of service, closely associated
with Japanese lifestyle and urban form, be

exported? Yamato is developing similar
services in Taiwan and in the Shanghai
region.  But it is content to carry out the more
traditional functions of a forwarding agent in
other parts of the world, as a correspondent
for the Americans courier UPS.

Devising 
urban logistics
These examples, like the considerations on
decoupling and e-commerce, show —if it
were needed— the challenge that urban
logic represents.  As Michael Browne
recalled, this issue emerged everywhere in
Europe a decade or so ago.  Because of its
multiple effects, direct and indirect,
positive and negative, the urban transport
of goods opened a new chapter in city
policy, with which local authorities are
now coming to grips.
Despite the fact that regulations —notably
affecting delivery zones and times, the
types of vehicles authorised etc.— were
introduced before the results were known,
the need for new data has prompted
original research to define and measure
the flows concerned. We now know that
goods transport represents some 20 % of
urban traffic (measured in vehicle-
kilometres), and even more in terms of
road occupation or energy consumption. 
Comparison of the available monographs
demonstrated that, beyond comparable
orders of magnitude from one site to
another, local particularities require
targeted responses to resolve problems
such as night-time delivery in the absence
of people authorised to receive products at
the delivery points, noise limitation etc.

The setting up of “urban distribution
centres” (CDU) to group and rationalise
deliveries, raises the question of how to
choose the CDU operator and how to
finance these activities, given the balance
of economic and social costs and benefits
that they generate. The diversity of the

circuit involved —from
fresh fruit to express
letters— and 
the large number of
private and public
stakeholders 
—shopkeepers,
distributors, logistical
service providers, not to
mention the end users and
the local population—
further add to the

complexity of the problem.
It is too soon to draw generalisable
conclusions from the few existing
experiments.  However, we can
hypothesise that specialist operators will
emerge who are capable of adopting good
practices and spreading them profitably,
but we also need to consider questions
such as the shortage of labour in freight
transport, the need to raise the skills
levels, the establishment of sufficiently
advantageous prices to ensure the
necessary quality of service etc.  Another
job for the city of tomorrow...

Because of their multiple effects,
direct and indirect, positive 
and negative, the urban transport
of goods is beginning 
a new chapter in city policy. 

A Charter for
the city on the
move?

ARTICLE 13 1/ Everyone has
the right to freedom of
movement and residence
within the borders of each
state. 2/ Everyone has the
right to leave any country,
including his own, and to
return to his country. 
ARTICLE 19 Everyone has the
right to freedom of opinion
and expression; this right
includes freedom to hold
opinions without
interference and to seek,

receive and impart
information and ideas
through any media and
regardless of frontiers.
ARTICLE 23  1/ Everyone has
the right to work, to free
choice of employment, to
just and favourable
conditions of work and to
protection against
unemployment
ARTICLE 27  1/ Everyone has
the right to participate
freely in the cultural life of

the community, to enjoy the
arts and to share in
scientific advancement and
its benefits …“ “

* EXTRACTS OF THE UNIVERSAL DECLARATION OF HUMAN RIGHTS



An ethic 
of 
responsibility
So powerful are the technical resources of
our societies that the consequences of our
acts can be very remote in space and in
time.  This is particularly apparent in the
sphere of energy: “atomic clouds” cross
frontiers, some types of nuclear waste can
remain active for hundreds of years, carbon
emissions probably contribute to the
greenhouse effect and are implicated in
climate change, dams alter the ecology of
entire regions.
These remote effects play a part in
globalisation, by creating planet-wide
challenges.  They call for the development
of institutions capable of acting as a focus
of information, of expertise, of debate, of
consultation, and even of discussion,
negotiation and —why not–— of decision,
on these matters.  Eventually, it should be
possible for subsidiarity to operate on a
global scale in spheres that exceed the
scope of national or supranational interests
(e.g. European).
The issue is not quite the same with respect
to effects over time.  The concept of a
“right of future generations” is hard to
apply, since, as these generations do not yet
exist, it is by definition difficult for them to
uphold their rights and impossible for us to
speak on their behalf. There is therefore no
governance possible with future
generations, which means that we cannot
make choices in their name.  Thus, today's
development perhaps entails climate risks,
but it may also perhaps provide the
technical and economic means for future
generations to find new energy solutions.
So although it is difficult to act in the name
of the “rights” of future generations, our
society nevertheless has duties towards
them. This constitutes a sort of ethic of
responsibility, which implies that we seek
to pass on to future generations only an
inheritance of which they can, if they wish,
dispose.  This is probably not possible in all
cases, but it should guide us in our search
for solutions and in our attempts to arbitrate
between conflicting interests.
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A common
democratic
principle
The right to mobility and the right to the
city, like all other rights, clearly entail
respect for the rights of others.  Genuine
rights are therefore impossible without
agreement on the rules that define them
and that are to be used as a basis for
arbitration in the event of conflict.
In very concrete terms, one person’s
movement can cause harm to another person.
This is one of the major issues in today’s
cities.  On the one hand, the democratisation
of our societies is driving decentralisation,
so local communities consequently become
more important; on the other hand, as
activities become more specialised and more
mutually interdependent, on ever larger
scales, public or community interest requires
them to operate more remotely from
individuals and local communities.
Subsidiarity, which is at the heart of the
treaties and acts of the European Union,
would seem to be an appropriate response
to this type of problem.  Its principle may
be defined as follows: “Authority should
only be exercised to compensate for the
incapacity of a lesser authority.  If this
incapacity is recognised, on the other hand,
there is not only a right, but a duty, for such
authority to be exercised.”  
The first part of the principle of subsidiarity
is often used, not only as a means of
decentralising institutions, but also as a
principle of economic liberalism.  The
second part, however, which may be defined
as the right and duty of different public
authorities to intervene, confers another
meaning and could make subsidiarity a key
element of a shared social philosophy.
Authorities both small and large have specific
responsibilities to provide the right to the city
and the right to mobility across the board, i.e.
to provide universal access to diversity. The
specific role of smaller authorities is to
uphold the interests of local communities, of
“locals”, but the larger authorities must have
the resources to uphold the interests of entire
conurbations, even urban regions, and to
provide fair compensation, in different forms,
to those who may be damaged by these large-
scale solutions.
The more widespread and lively are the
debates to explain the issues, identify the
problems and devise solutions, the easier it
will subsequently be to take decisions and
to implement them effectively.

services and social relations.  Transport has
become essential for access to housing,
work, education, culture, health, leisure,
individual autonomy and community life. 
This shift brings onto the agenda the issue
of a right to mobility that goes beyond mere
freedom of movement, one that would in a
way constitute a “generic right”, since it is
a condition of the respect and exercise of
many other rights.  
It is therefore a right with a twofold
dimension:
■ a freedom-right that extends the right to
freedom of movement;
■ an obligation-right which implies that all
individuals should actually have the means
to move. This places a specific responsibility
on governments to make mobility possible
for the different groups of people who suffer
from social, cultural, economic,
psychological and physical handicaps.
This obligation-right also implies that society
should acquire the economic and technical
resources to respond to transport needs.

The right 
to the city
Today, in countries with a long history 
of industrialisation, and increasingly in
developing countries, cities are the 
main centres of production.  Equally,
populations that live from agriculture 
or in the countryside, nevertheless have
urban lifestyles, go largely to the same
places, and have many of the same
practices, as town dwellers.  In the
developing countries, large-scale
migrations to the cities are evidence 
of the inability of the rural world, on its
own, to deal with development problems,
and highlight the increasingly critical
social and economic role of the 
urban world.
That which broadly makes cities special 
for their inhabitants is that they potentially
offer the individuals who live there a wide
choice in all aspects of existence: family,
work, habitat, leisure, education, political
involvement etc.
Cities, especially the biggest cities, 
also play a growing economic role, partly
because they provide greater possibilities
for employment and commerce, and 
partly because the location of economic
activity is less and less dependent on the
location of natural resources.
In many cases, however, the choices
available to citizens are only potential and

are limited by economic, sociopolitical
and cultural constraints.  In addition,
cities are often highly fragmented,
whether spatially, institutionally or
socially, and do not actually make their
development potential available to all the
different social and economic
stakeholders.
Against this background, the concept 
of the “right to the city” can be taken to
mean the right of citizens and social 
and economic stakeholders to have full
access to the contemporary city, 
i.e. to an open, varied and multiform city,
with different modes of habitat, 
with multiple forms of employment, 
with heterogeneous practices, with 
diverse cultures.
The right to the city, too, is very largely
conditioned by the right to mobility: the
potential of cities is necessarily diverse,
and this diversity must be accessible to as
many people as possible. 

The need 
for economic
development
Economic growth is necessary to meet
individual needs and the needs of the
majority, whether in developed or
developing countries.  It is necessary but
not sufficient, because the rewards of this
growth must also be equitably distributed.
However, growth can also be counter-
productive when it is not controlled, since it
can produce damage of all kinds: social,
cultural, environmental. 
Today’s economic growth is largely 
based on an escalating division of labour,
which in turn implies and necessitates
increasing movement of people,
information and goods.  It is therefore
important that such movement be
facilitated.  However, it is also important
to evaluate the effects of these 
mobilities, especially their social and
environmental impact, and if necessary 
to devise alternative transport, to develop
new methods, to mobilise other 
energy resources and perhaps more
effective ways of organising the economy,
in terms of the triptych that constitutes 
the imperatives of sustainable
development: economic growth, social
equity, environmental quality 
and the preservation of nonrenewable
natural resources.
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Tekno, journey of
initiation into the
heart of electronic
music”, France
“Electronic
mobilities, techno
nomadism”

WORKSHOP 1:
“Mobilities for the
XXIRTS Century: Beyond
Societies…” 
Coordinator:
JOHN URRY
sociologist,
University of
Lancaster, UK
“Small Worlds”

With: 
CHRISTIAN LICOPPE
historian,
sociologist, France
Télécom, France
“Urban mobilities
in the age of the
mobile phone”

NIGEL THRIFT
geographer,
University of
Bristol, UK
“Instant mobility”

TIM CRESSWELL 
geographer,
Hampshire, UK
“Towards an
ethics and politics
of mobilities”

SHARON ZUKIN
sociologist, City
University of New
York, USA 
“Home Shopping
in the Global
Marketplace”

WORKSHOP 2:
“Urban mobilities
and spatialities” 
Coordinator:
JACQUES LÉVY
geographer, IEP de
Paris, France 
“Model of mobility,
model of urbanity”

With: 
MARCEL SMETS 
town planner and
architect, University
of Leuven, Belgium 
“The contemporary
landscape of Europe’s
infrastructure”

VINCENT KAUFMANN
Sociologist,
Polytechnic School
of Lausanne,
Switzerland
“The issue of
modal choices and
the technical and
political factors
that influence
these choices”

FRANCIS
JAURÉGUIBERRY
Societies and
Development
Research Institute,
Paris, France 
“The telephonic
cocooning of the
hypermobile”

EDWARD SOJA
geographer, 
University of
California, USA
“Postmetropolitan
Nodalities: Reshaping
the Geography of
Movement in
Contemporary Urban
Societies”

WORKSHOP 3:
“Mobilities and
cultures:
anthropology-based
comparative
approaches” 
Coordinator:
MICHEL LUSSAULT
geographer,
University of
Tours, France
“Mobility as
event”

With:
JOHN EADE
sociologist,
University of
Surrey,
Roehampton, UK
“Visitors, Locals
and Cultural
Meeting Grounds:
Explorer Tourism ,
Pilgrimage and
Labour
Migration”

JEAN-SAMUEL
BORDREUIL
sociologist,
Mediterranean
Centre for the
Human and Social
Sciences,
Aix/Marseille,
France 
“Culture and
orchestrations of
mobilities”

ROGÉRIO HAESBAERT
DA COSTA 
geographer,
Federal University
Fluminense de
Rio, Brazil 
“The myth of
deteritorialisation”

WORKSHOP 4:
“Individuals and the
generalisation of
mobility?” 
Coordinator:
ALAIN BOURDIN
French Institute
for Town Planning,
University of
Paris-8, France
“Generalised
mobility”

With:
PATRICK BAERT
sociologist,
Faculty of Social
and Political
Sciences,
University of
Cambridge, UK
“Contemporary
society and
cultural shifts”

MATHIS STOCK
geographer,
University of
Reims, France
“Societies with
mobile
individuals:
towards a new way
of inhabiting?
The example of
tourism practices”

DANILO
MARTUCCELLI
sociologist, CNRS
Clersé / Lille
Centre for
Sociological and
Economic Study
and Research,
France
“Metamorphoses
of the real”

CHRISTINE
BAUHARDT 
political scientist,
Technische
Universität Berlin,
Germany “Im-
mobilities?
Transport policies
for the postmodern
European city”

WORKSHOP 5:
“Relations between
urban policies 
and generalised
mobilities” 
Coordinator:
FRANÇOIS ASCHER
professor at the
French Institute of
Town Planning
University of
Paris-8, France 

With:
FRANCIS BEAUCIRE
geographer,
University of
Cergy-Pontoise,
France 
“Relations between
town planning 
and transport
policies in Western
Europe”

ROBERT CERVERO
University of
California, Berkeley,
USA 
“Traditional
urbanism, New
technologies, and
Mobility choices”

LU HUAPU 
Institute of
Transportation
Studies, Beijing,
China 
“Urban planning
and choice of
transport methods
in the big Chinese
conurbations”

DANIEL LATOUCHE
National Institute
for Scientific
Research,
Montreal, Canada
“Mobility and
sustainable
competitiveness in
urban societies”

WORKSHOP 6:
“Development
models and
transportation” 
Coordinator:
MICHEL SAVY
economist,
Observatory for
Transport Policies
and Strategies in
Europe, France 
“Decoupling the
growth from the
transport of goods”

With:
MICHAEL BROWNE
economist,
University of
Westminster, UK
“Developments in
urban logistics”

ALAIN RALLET
economist,
University of
Paris-11, France
“e-commerce and
urban mobility:
reduction or
growth?”

GÉRARD SERRE
director of
Logistics at
Yoplait, France,
director of an
SMS company 

ROUND-TABLE 1
“Is movement
sustainable?” 
Moderator:
MICHEL SAVY
economist 

With:
CHRISTIAN
DELLACHERIE 
trade unionist,
CGT, France 

HERVÉ MARITON MP
for the Drôme,
UMP, France 

ROUND-TABLE 2
“On the margins of
modernity: immobile
and hypermobile
populations” 
Moderator:
SYLVAIN ALLEMAND
journalist, France 

With:
DANA DIMINESCU
sociologist,
Institute of Human
Sciences, France  

SYLVIE ZUCCA
Psychiatre, Samu
Social, France 

ERIC LE BRETON
Lecturer at the
University of
Rennes-2,
Laboratory for
Human and Social
Science Research/
LARES, France  

ROUND-TABLE 3
“Companies: the
agents of
movement”, 
“The governance of
mobilities” 
Moderator:
JEAN LEBRUN 
France Culture,
France 

With:
JEAN-MARIE BOCKEL 
mayor of
Mulhouse, France 

JEAN-MARTIN FOLZ
president of PSA
Peugeot Citroën,
France 

ANNE-MARIE IDRAC
chairman of the
RATP, France

GEORGES MERCADAL
vice-President of
the National
Commission for
Public
Debate/CNDP,
France 

WOLFGANG
SCHUSTER 
mayor of Stuttgart,
Germany 

RENÉ ZINGRAFF 
joint-Manager of
the Michelin
companies, France 
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