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Synthesis of the 2007 seminar by Michel Savy
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the ever-groWing PoSSibiLitieS For 
traveL and communication, combined 
With an economic environment in Which 
the WatchWordS are FLeXibiLity and 
Service, have accentuated the roLe and 
ScoPe oF mobiLity in the WorkPLace. 
mobiLity iS oFten aSSociated With 
commuting and With recreation, but 
it iS imPortant to take account oF 
the mobiLitieS aSSociated With the 
inStabiLity or variabiLity – Whether 
Permanent or occaSionaL – oF certain 
JobS. 
mobiLity iS thuS becoming an eSSentiaL 
comPonent oF the urban economy, With 
rePercuSSionS beyond the tranSPort 
Sector aLone.  From Pizza deLivery 
to PhySicianS’ houSe caLLS, there iS 
ignorance about Work-reLated mobiLity, 
deSPite itS maJor imPact on buSineSS 
organiSation, WorkerS’ LiveS and the 
adminiStration oF PubLic SPace. 

The members of the scientific 
committee behind the seminar 
were:
n micheL Savy, engineer and 
economist, Professor at University 
Paris-Est Créteil and at the 
National Institute of Civil 
Engineering, a specialist in the 
spatial organisation of goods 
production and transportation, 
Director of the Observatory of 
Transportation Policies and 
Strategies in Europe, who also 
edited the findings of the seminar.
n Frédéric de coninck, 
Research Director and Professor at 
the National Institute of Civil 
Engineering.  His field of research 
at Paris-Est Créteil University’s 
Cities, Mobilities, Transportation 
Laboratory is the way in which 
changing work patterns and the 
spatiotemporal organisation of 
modern services are transforming 
the individual’s relation to space 
and time.
n Jean-Pierre orFeuiL, 
Professor at the Paris Institute of 
Urban Planning, University of Paris 
Paris-Est Créteil, Director of the 
Centre for Research on Space, 
Transportation, Environment and 
Local Institutions and Chairman of 
the Scientific Committee of the 
IVM Chair. 
n mireiLLe aPeL-muLLer,  
Chief Executive of IVM.
n Laurent FLéty,  
assistant to the IVM Chair.

To access all the seminar 
publications and project 
presentations, go to the City  
on the Move Institute website:  
www.city-en-the-move.com

On June 14-15, 2007, the City on 
the Move Institute organised a 
seminar in Paris for researchers 
from different disciplines 
(sociology, transport economics, 
psychology, etc.), together with 
professionals in the field of urban 
planning and logistics. This 
document summarises that seminar 
and outlines a few potential 
avenues for research.   
This scientific seminar was one of 
the events organised in parallel 
with the exhibition “The street 
belongs to all of us!”, staged by the 
City on the Move Institute. This 
exhibition highlights social 
practices, urban governance issues 
and innovative architectural and 
urban design projects to stimulate 
debate about new ways of 
designing and managing the street.
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eXPLoratory aPProach
At this stage, these assertions are no more than 
hypotheses which will need to be confirmed and 
refined by an analysis of the facts (large statistical 
evaluations or more qualitative studies).
Rather than the culmination of a long line of re-
search, the seminar sees itself as the beginning of 
a new programme. The need now is to elicit ques-
tions, build up data through surveys, prompt inter-
changes between disciplines, between areas of 
observation and action.
Indeed, this process has a purpose: its aim is to 
apply the knowledge acquired through these ap-
proaches to the city and the wider regions where 
these kinds of mobility take place. The city is an 
active component in the system of production and 
that productive function needs to be managed as 
one of the different practices that coexist within 
the city and sometimes compete for a part of it. Is 
the city able to make space for work-related 
movement, quasi invisible and neglected as it is, 
and what will be the impact of such an accommo-
dation on the total dynamic of the city?

three  
croSS-
diSciPLinary 
QueStionS 
Three different points of view, put forward in 
three working sessions, will give an idea of the 
primary dimensions of a phenomenon – mobility 
in work – that lies at the intersection of multiple 
determinants and implications: the organisation of 
work within the company and within its network 
of intercompany relations, where mobility oper-
ates; the organisation and economics of move-
ment itself; and finally, the urban environment in 
which movement occurs, and the implications for 
urban development and management.

What tranSFormationS 
reQuired oF comPanieS?  
Although the movement in question takes place 
outside the boundaries of the company, it is the 
company that sets the goals and requirements of 
work-related mobility. More generally – and to 
bring freelance workers into the equation – it is 
the organisation of work that sets the “format” of 
mobility. 
For example, many firms form networks – both 
organisational and spatial – in which a number of 
separate sites function together (not always with-
out dysfunctions or contradictions).  As well as 
the institution’s own sites, moreover, such a net-
work can be extended to include establishments 
belonging to suppliers and customers. This geo-
graphically fragmented integration of productive 
networks now extends to ever larger scales, partly 
as a result of the increasing mobility of people 
and goods, but also of the ability to manage infor-
mation remotely, which means that an internation-
al operation can now effectively monitor multiple 
sites in real time. In this sense, the management 
of major corporations is becoming genuinely 
“global”.
However, an examination of concrete examples 
shows that this development is neither linear nor 
uniform. Within a given international corporation, 
workplace mobility is on the rise for certain cate-
gories of worker but static or even falling for oth-
ers. In addition to the frequency of travel, it is its 
content that is changing and that reveals a new 
type of relation between sites, characterised by 
structural precariousness and the constant need to 
find new configurations and to deal with problems 

an eXPLoratory 
Seminar

initiaL  
hyPotheSiS
The seminar started out from a hypothesis that 
was also the outline of a working programme: the 
importance of movement in contemporary work 
patterns and the failure to recognize the impor-
tance of that movement. In addition, this neglect-
ed mobility does not exist in isolation, but is part 
of a day-to-day programme of activity and move-
ment, for different purposes, which juxtaposes 
elements of the private sphere and of the social 
sphere. The links in the chains of movement are 
not independent, since it is often the most prob-
lematic link that governs the method of transport 
used throughout: so for example, if one of the 
destinations in an itinerary can only be reached by 
car, the car will be the method of transport used 
for the whole itinerary. 
Work-related movement can immediately be di-
vided into movement that constitutes the job itself 
(truck driver, delivery driver, ambulance driver) 
and movement that is only one component of the 
job, whether in old professions like plumbing or 
new ones like pizza delivery or computer repair. 
Moreover, the flexibility that is one of the watch-
words of current development models, demands a 
general intensif ication of working relations, 
whether face-to-face or remote. It can therefore be 
assumed that movement as an internal component 
of work is increasing and evolving, and that it 
plays a growing role in economic dynamics, and 
in the competitiveness of businesses and regions. 
Light needs to be cast on this little-known aspect 
of mobility and of the urban environment in 
which it takes place.

mobiLity and the Production 
FrameWork
To begin with, work-related mobility is under-
stood within a context, that of the model that cur-
rently structures most production of goods and 
services. The term production model here is to be 
understood as a set of systems and skills to be 
adopted or adapted as required, and not as a rigid 
and unvarying structure. Today’s model, based on 
flexibility and outsourcing, contrasts with the 
model of mass production and productive integra-
tion that it has replaced, which had been the driv-
ing force of the post-war boom.This new model, 
in which variability no longer represents a transi-
tional state between two stable phases but is a per-
manent condition, entails a more intense “service 
relationship” between customer and supplier. This 
interaction can take place remotely through ICT 
(which didn’t exist, or was still in its infancy, dur-
ing the previous period of mass production), but it 
also demands presence, personal face-to-face re-
lations. Notwithstanding earlier predictions, tele-
communications have not replaced direct contact 
to any significant degree, nor therefore the physi-
cal displacement that it requires.
These changes are taking place in the corporate 
world, in companies that produce industrial prod-
ucts or supply services to other companies or other 
consumers, but also in other business sectors, in the 
liberal professions or public services provided by 
government or voluntary agencies (such as human 
services, where demand is growing as the popula-
tion ages).  Whatever the context, they require a 
particular type of mobility from the service pro-
vider – from workers – in addition to commuting, 
which remains a major condition of access to work 
(since tele-working too has not developed to the 
extent predicted by futurologists).

an eXPLoratory 
Seminar
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theme 1.  
comPanieS and 
the tooLS For 
Working on the 
move

neW 
organiSationS, 
neW meaning  
oF mobiLity  
in Work

thème 1. LeS 
entrePriSeS et 
LeS outiLS du 
travaiL mobiLe

by Frédéric de coninck  
(City, Mobility, Transport Laboratory) 
and giLLeS crague (Technologies, Territories 
and Society Laboratory), University of Paris 
East.

Organisations today think in terms of ever greater 
spaces, and of ever shorter timeframes. Compa-
nies obtain supplies from further and further away 
and work increasingly closely with their custo-
mers. Logically, these changes should lead to 
greater mobility in work. However, although 
workplace mobility is on the rise, the increase is 
not dramatic. At a deeper level, its nature has 
changed: it no longer reflects the same activities 
and no longer affects the same social groups.
Since the late 1970s, there has emerged a dual 

dynamic of interconnection and interde-
pendence between sites (initially in in-
dustry) and of a closer relationship with 
the customer (initially in the service sec-
tor). Making use of the new IT tools 
(from the first Materials Requirement 
Planning software to Manufacturing 
Resource Planning), strategic cells wor-

king closely with management implement Supply 
Chain Management, model commodity flows, 
outsource, in-source, reallocate production, re-
view distribution circuits, construct customer in-
terfaces, etc. It would seem logical that manage-
ment, at least, should become increasingly 
mobile, moving from one site to another, coordi-
nating with colleagues, talking to suppliers, loo-
king for new possibilities, attending meetings all 
over Europe and throughout the world. On the 
customer side, service offerings have multiplied 
in what is now a demand-led market. The role of 
services in business has increased, a trend that 
includes industrial firms. However, delivering a 
service often requires both the service provider 
and the recipient to be present. Even if some of 
these services can be accessed online, via compu-

The increase in work-related mobility reflects 
transformations in the world of work:  
the focus on flexibility and on quality of service, 
organisational and technological 
transformations, etc. 

State  
oF PLay   
In reality, the lack of information about work-re-
lated mobility proved even greater than the semi-
nar organisers expected. This accentuated the ex-
ploratory nature of the event. The literature 
dealing directly with this topic is particularly 
sparse, mobility statistics do not include headings 
for work-related mobility, etc.
Given that this topic is newer and less well docu-
mented than expected, it would be approached in 
by roundabout and perhaps temporary means, 
pending ad hoc surveys that may perhaps be 
launched in the follow-up to the seminar… There 
is the possibility of combining statistical sources 
of different types, not initially intended for the 
study of work-related mobility, of producing mon-
ographs on company practices relating to work-
force mobility, or of particular professions where 
mobility plays a significant (even if long neglect-
ed) role, of obtaining personal accounts from 
practitioners (several of the seminar’s round tables 
would contribute) or else studying objects directly 
linked to types of mobility, which would in a 
sense constitute indicators of the corresponding 
movements and their management. Research may 
thus be done into the composition and use of light 
commercial vehicles (LCVs), information and 
communications technology (ICT) or else specific 
items such as package delivery notes. 
These different contributions can be found in each 
of the seminar’s three core sessions.
 

of varying severity associated with their imple-
mentation. The result is that the value associated 
with business travel has diminished.

neW ProFeSSionaL  
PracticeS? 
As a frequent and integrated component of pro-
fessional life, travel constructs the relationship 
between the individual at work and the structure 
that employs him.  This results in a blurring of the 
boundary between professional and private life in 
the management of space and time.
Yet does this mean that the ability to be mobile 
constitutes a skill that is recognized and rewarded, 
whether amongst employees or freelance work-
ers?
Remote communication, including mobile 
phones, places mobile workers in a new situation, 
marked by symmetrical and asymmetrical rela-
tions between themselves and the structure that 
employs them. Does this result in reinforced man-
agement control, or conversely the emergence of 
an area of autonomy where a professional identity 
can be constructed?

neW urban management 
reQuirementS? 
By contrast with commuting, other forms of pro-
fessional mobility entail multiple distances, in-
cluding international travel. However, it is the 
component of such travel that takes place in cities 
that is the primary object of study. The largest 
proportion of work-related journeys take place 
within cities. In addition, most long journeys con-
sist of several segments, and the outgoing and in-
coming segments are usually urban or periurban. 
It is the impact of this mobility on the city, and 
conversely the ability of the city to accommodate 
it effectively, that we will consider here.
The street is once again becoming the multifunc-
tional space that it was in earlier centuries. Its car-
carrying function is no longer the only focus, as it 
has been in recent times, although it remains an 
important component. This only makes the divi-
sion of space between cars, buses, utility and de-
livery vehicles, bicycles, not to mention wider 
pavements, even trickier. How do mobile workers 
organise their use of public space? What do they 
think of the way local authorities manage it, of the 
space allocated to them in this system? What are 
the challenges for the city, what is the political 
process linking stakeholders and decision-makers, 
to improve urban policy in the balance between 
functions and territories?
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enough to carry people, whether for commuting 
purposes, private use or other business use.
These different uses are associated with a very 
wide range of annual mileage figures, revealing 
the degree to which the vehicle is used either as a 
general means of transport or as a mobile work-
place. In any case, a majority of the journeys are 
for short distances. It can be calculated that in and 
around cities, LCVs are responsible for around a 
quarter of goods transport. This proportion of lo-
cal traffic would be even greater if considered not 
in terms of tonnes per kilometre but in terms of 
cost (because of the smaller size and lower pro-
ductivity of LCVs compared with HGVs), of em-
ployment, and of contribution to road traffic, 
congestion, pollution and energy consumption: 
whilst LCVs in France are responsible for 17% of 
total road transport carbon dioxide emissions, as 
compared with 25% for HGVs and 58% for cars, 
this proportion rises to some 30% in urban envi-
ronments. This raises technical, economic and 
political questions relating to urban logistics.
The intensity and diversity of these uses reveals the 
unrecognized extent of mobility in professional acti-
vities, and confirms that this mobility requires parti-
cular tools. The contribution of these moving flows 
of products and people to the life of urban areas is a 
significant issue. To what extent should it be factored 
in to policies on the management of public space

the introduction oF urban 
LogiSticS SPaceS (uLS)  
and changeS to Work-reLated 
mobiLity PatternS  
(the eXPerienceS  
oF chronoPoSt and SchindLer  
in PariS)
by Laetitia dabLanc, researcher  
at INRETS (National Research Institute on 
Transport and Transport Safety).

In recent years, most logistics facilities have gra-
dually moved away from the urban centres. The 
big call centres and warehouses are now located 
in the outer ring of metropolitan areas or beyond. 
Urban delivery rounds to one or more neighbou-
rhoods are done by small vehicles from hubs lo-
cated around 10 to 20 km from town centres. The 
delivery drivers set out very early in the morning 
from suburban platforms.
Reproached with large increases in vehicle mi-
leage, and therefore in atmospheric emissions, 
congestion, energy consumption and costs, these 
systems are currently under review by logistics 
experts and urban authorities. Their main idea is 
to bring the dispatch hubs closer to town centres, 
in order to reduce the number of journeys in the 
last few miles. The impact of these reorganisa-
tions on the mobility of employees and on logisti-
cal flows has been assessed through two recent 
examples, a collaborative effort between the City 
of Paris and logistics operators: Chronopost’s ur-
ban logistics base at la Concorde in Paris and the 
Consignity automated locker system distributing 
spare parts for Schindler’s elevator service engi-
neers.

Chronopost now delivers its packages for Paris’s 
7th and 8th districts from a hub located in a car 
park under Place de la Concorde. Electric vehi-
cles are used for the final delivery phase. This 
means that delivery rounds now start from the 
Concorde logistics space, rather than the Charen-
ton branch. 
After six months in operation, this system has 
been shown to reduce journeys by delivery vehi-
cles by 28% compared with distribution from the 
suburbs. In addition, the use of electric vehicles 
practically eliminates pollution and greenhouse 
gas emissions. For their part, the employees ap-

preciate the comfort of this type of vehicle (al-
though pedestrians tend not to notice them be-
cause they make “too” little noise!), the shorter 
travel distances and the later startup, which al-
lows them to use public transport in the mor-

ning.

breakdoWn oF vehicLe uSe  
by category oF ProFeSSionaL 
uSerS (year 2000) 
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ter interfaces or call centres, in this area too we 
should be seeing a significant rise in the mobility 
of service providers.
In fact, work-related mobility is increasing very 
unevenly across socio-professional categories, 
and in most cases only to a limited degree. Des-
pite the absence of any dedicated survey on work-
related mobility, the indirect use of other sources 
(1981 and 1993 National Transportation Surveys, 
1994 and 2003 Medical Risk Surveillance sur-
veys, 1993 Organisational Changes and Compu-
terisation survey, 1999 Time Use survey) in fact 
reveals that executive mobility has remained 
stable, whereas it has increased at the lower end 
of the hierarchy. A case study on an automobile 
equipment supplier helps to give a qualitative ex-
planation of these changes.
In conclusion, close relations with customers do 
play a role. Technicians, specialist workers and 
service personnel travel more than in the past. 
They are responsible for handling potentially 
conflictual interfaces with customers and is 
struggle to retain control of their work schedule.
In big structures, mobility is greater in the sup-
port functions, which have to deal with the adjust-
ments following incessant organisational changes 
and also devote more time to sales. In addition, 
the growing interconnections between sites within 
a single company or between companies have not 
increased the quantity of travel but have brought 
about a qualitative change in its nature: movement 
is more often a matter of emergency, entailing 
dealings with a wider variety of people in a 
context of great tension. As a result, business tra-
vel is hardly seen now as a mark of prestige but as 
a task to be delegated as far as possible, with the 
exception of the most important meetings.
The pressure that interconnected, fluctuating and 
customer-focused organisations place on all wor-
kers (whether employees or not) is thus that of 
interaction in a context of limited trust and of 
mobility primarily imposed from above. Workers 
can certainly “organise” to deal with it, but that 
task of organisation is now largely incumbent on 
them.

Urban freight traffic is both the hidden side of 
freight activity (statistical surveys on roadgoing 
goods transport do not include vehicles with a 
payload of less than 3 tonnes) and of urban trans-
portation (which is usually considered from the 
perspective of cars and mass transit, and occasio-
nally non-motorised methods of transport). The 
technical objects considered here (the “LCV” and 
the “ULS”), together with the specific job of deli-
very driver, revealed several types of work-related 
mobility and the challenges associated with ma-
naging them within the space of the individual 
firm and, more broadly, of the city.

the Light commerciaL vehicLe 
(Lcv): tooLboX – WorkShoP – 
oFFice – mobiLe changing room
by micheL Savy (CRETEIL Laboratory, 
University of Paris 12).

Light commercial vehicles (vehicles with a pay-
load of less than 3 tonnes) constitute a significant 
proportion of total vehicle numbers: almost 5 mil-
lion LCVs in France, in other words 10 times as 
many LCVs as HGVs.
They are used for multiple purposes, both by indi-
viduals (for leisure activities, DIY) and busi-
nesses (small traders, shopkeepers, service provi-
ders of all kinds). The proportion of corporations 
owning LCVs is on the rise, whilst ownership 
amongst sole traders is declining. It is not only 
small traders for whom the LCV is the primary 
working tool – it is an indicator of workplace mo-
bility for a wide range of employees.
As regards business use, the transport of goods 
per se plays a very minor role compared with the 
task of supplying work sites, aftersales service 
and maintenance, deliveries to local shops and 
services, etc., mostly in towns and cities. Much 
more than just a means of transport, the LCV is 
simultaneously a toolbox, a mobile warehouse for 
materials and spare parts, a workshop, an office, a 
changing room, a diner... It is also versatile 

neW tooLS,  
neW 
organiSationS 
– Some 
eXamPLeS
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In the last three years or so, on-board IT systems 
have changed the way the sector operates, with 
instructions to the delivery driver being sent to a 
mobile terminal and the possibility of adjusting 
routes to traffic conditions. As a result, drivers 
need to spend less time at their employer’s office 
or loading platform. The impact of this change is 
ambiguous. Apart from the fact that it increases 
the sense of individuality in this mobile and soli-
tary job, is the degree of initiative of delivery dri-
vers, and hence their level of professional compe-
tence, diminished by it (as a result of being sent 
detailed, real-time instructions) or increased (as a 
result of the inevitable unforeseeables and the 
need for them to find their own solutions)?

The question of urban freight casts doubt on the 
research methods used in the field of goods trans-
portation, since they ignore LCVs and use the 
tonne and tonnage per kilometre as their unit of 
measurement, although these do not provide an 
adequate measure of the economic value of the 
transport and delivery of a parcel, especially in 
the case of valuable, high-density products or 
urgent items.
As regards labour and businesses, the distinctions 
are more complex than the traditional division 
between scheduled work and flexible – or im-
promptu – work. This distinction, though relevant, 
does not reflect the division between work done 
for an organising firm and subcontracted work, or 
between work covered by a regulatory system and 
unregulated work. Little is known about the wor-
king populations in new or fast changing activi-
ties. Which of the companies involved are develo-
ping technical innovations with the appropriate 

organisational innovation? What will be the 
impact of the use of ICT, which is still in its 
infancy?
The rationalisation of urban freight will en-
tail increased professionalisation (beginning 
with the replacement of transport by senders 
using their own resources with transport on 
behalf of others by professional transport 

operators) and, within transport on behalf of third 
parties, by forms of concentration that have still to 
be defined. 
Will organisational integration take the form of 
concentration into very large unit (such as the Ja-
panese takyubin specialist Yamato) or of bipolari-
sation, with an unequal alliance between big cus-
tomers and small transport subcontractors?
Finally, the impact of urban freight on its imme-
diate environment has a directly political dimen-
sion, through its effect on local people. The prohi-
bition of HGVs in city centres may be 
environmentally counterproductive if every lorry 
has to be replaced by 10 vans or 30 private cars. 
Consultation between professionals and planners 
is essential. In Paris, discussions with the City led 
to the publication of a delivery charter in 2006.

urban Freight: 
a changing 
buSineSS For a 
groWing 
market

The Consignity systems are automated lockers 
designed for “professionals with mobile recipients 
who cannot be available at city centre delivery 
times” (as defined by the DHL delivery firm, a 
subsidiary of the Deutsche Post Group, which 
manages this system). The lockers used by Schin-
dler are located in underground car parks, by 
agreement with the City of Paris.
In 2006, Schindler began replacing its branches 
around Paris (Nanterre, Aubervilliers, Vanves and 
Arcueil) with Consignity automated lockers, 
which are used by some of its engineers to obtain 
the parts required for the repair of elevators in 
Paris. The items are collected from Schindler and 
delivered to the Consignity lockers the next day, 
in a single, early morning delivery round in Paris. 
The engineers then pick up the parts between 9 
a.m. and noon, as required, or sometimes in the 
lunch hour.
The service engineers find the lockers easy to use, 
and appreciate the car park location, which makes 
parking easy, the reliability of the equipment and 
the time saved. It also saves them the round trip to 
the Aubervilliers branch, an 18 km journey taking 
around 30 minutes. They calculate that the Consi-
gnity pickup point enables them to make an addi-
tional service call per day (8 customers instead of 
7).
For the management, the trial has been conclusive 
and they want to locate a couple of automatic loc-
kers in each district of Paris. Overall, Schindler 
aims to extend the coverage of its two spare part 
pickup point networks (Consignity automatic loc-
kers and traditional parcel network), so that even-
tually their service engineers will no longer need 
vehicles and will be able to make their service 
calls on foot. It would be interesting to conduct a 
before-and-after environmental audit of the orga-
nisation.

Do these two trials offer a foretaste of a more ge-
neral redeployment of logistics organisations in 
cities, in particular message delivery services? 
That is not certain. Firstly, they result from a deli-
berate effort by the City of Paris, which has in-
cluded freight hubs in its urban and transport 
plans in order to reduce the distances covered by 
incoming supplies and to make its logistics less 
dependent on suburban local authorities. Moreo-
ver, these experiments, however positive, only af-
fect an infinitesimal proportion of goods transport 
in Paris, whilst the vast majority of the some 
300,000 daily deliveries and collections involve 
crossing the orbital boulevard. Indeed, land prices 
in the Paris area are such that it is hard for a car-
rier or logistics operator to think of setting up a   

hub, even of modest size, in Paris, without politi-
cal support providing substantial resources.

Light tranSPort and the city
by Jean-LouiS bourdiL, Chairman of the 
National Light Transport Union.

Light transport is carriage on behalf of a third 
party (done by professional carriers on behalf of 
customers, the “senders”) using small vehicles 
(with a total weight of less than 3.5 tonnes which 
can be driven by holders of a standard car driving 
licence). In France, this activity concerns around 
18,000 firms employing 45,000 people. This type 
of transportation is provided by four-wheel LCVs, 
but also by two-wheeled vehicles.
Of these firms, the so-called “messenger” firms 
carry small, urgent parcels within and around ci-
ties, transported directly from the sender’s address 
to the reception point (unlike courier services, 
which pick up parcels from centralised collection 
centres, transport them long distances, and then 
sort them at distribution centres prior to final deli-
very). Messenger services account for approxima-
tely 10% of total light transportation. Of France’s 
1200 messenger services, 800 are in the Paris 
area, the others in the big conurbations. Most 
messenger services are provided by very small 
firms, averaging little more than 2 people: it is a 
labour-intensive business requiring little invest-
ment (wages commonly represent 50% to 70% of 
the total cost of such transport) and the entry 
threshold is low.
However, there is a strong trend towards concen-
tration in this sector, whilst the volume of busi-
ness, formerly fast-growing, is stabilising: pre-
viously used as a sign of status, messenger 
services have now become just one delivery solu-
tion amongst many. Since 2005, messenger and 
light transport services have been treated for ad-
ministrative purposes as roadgoing goods trans-
port and are covered by a new collective agree-
ment. Such a change is desirable, in that it reflects 
the professionalisation of an activity long marked 
by very high staff turnover. Light transport and 
messenger services could play a significant role in 
the social integration of a young and underquali-
fied (even illiterate) population, often of “inner-
city” origin, provided that employers and their 
professional organisations implement an exten-
sive training policy. This entails a major safety 
component, especially as the traditional practice 
of paying messengers by volume (by the number 
of packages delivered) encourages dangerous dri-
ving habits. 
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ted in a single location, is distributed between 
options as diverse as fixed but remote working 
(tele-working) and mobile but face-to-face wor-
king (such as a doctor on a home visit), and every 
combination of mobility and immediacy in the 
relationship.
What modern technologies have in common is 
that they permit greater flexibility in the organisa-
tion and scheduling of work, accommodating to 
growing uncertainty as to the nature and volume 
of the company’s business, even within a short ti-
meframe. This shift can be placed within a wider 
and longer term perspective. The aim of 20th-cen-
tury technology was to satisfy mass demand for 
familiar and standardised products (like the model 
T Ford, “available in any colour provided it’s 
black”), whilst 21st-century technology aims to 
meet individualised demand for services of an 
indeterminate nature, decided between the provi-
der and the consumer within a real-time rela-
tionship of coproduction.
Technology interacts with the organisation and 
evolves rapidly. The goal today is to increase not 
only the portability of communications instru-
ments but also their embeddedness in their envi-
ronment and therefore their capacity to adapt to 
the context of the relationship. More than the 
computer, which though portable is still the same 
basic machine, the modern tool that is the most 
embedded in its environment is the cellphone, 
which is diminishing in size and weight to the 
point of invisibility. 
However, we need to distinguish between techno-
logy, or the uses its designers had in mind for it, 
and the way it is actually used. In principle, the 
mobile phone is undoubtedly an instrument of 
smooth, effortless coordination: work-related 
conversations are generally short (around 50 se-
conds) and don’t have to be scheduled in advance. 
However, the availability it allows quickly became 
institutionalised, a rule. The owner of a mobile 
phone becomes, for their colleagues or friends, 
unreliable or suspect if they can’t be contacted... 
An instrument of mobility and autonomy, the mo-
bile is also becoming an instrument of control, 
with each of us required to say where we are, what 
we are doing... Availability increases with syn-
chronicity: whilst it is “normal” to delay answe-
ring e-mails on a desktop PC, people who receive 
their e-mail on their mobile phones are expected 
to answer very quickly. 
All these communicational relations reflect the 
symmetrical or asymmetric nature of the rela-
tionship, which is not about technology but the 
way it is used. The telephone is a symmetrical 
technology, but the use of the telephone is com-

monly asymmetric. However, in many companies, 
several systems of coordination and organisation 
coexist, generally not without contradictions and 
conflicts. On the one hand, traditional organisa-
tion remains relevant for the delivery of a stan-
dard product or service, on a stable and efficient 
basis. On the other hand, the company must be 
able to seize opportunities, obtain new resources, 
conquer new markets by means of flexible tactics 
underpinned by an extensive network. The first 
type of organisation is based on a hierarchical 
flow of information, each level communicating 
directly only with the level immediately above. 
The second relies on constant innovation and 
structural mobility, and is opposed to formal hie-
rarchy (whilst introducing new, de facto, hierar-
chies, based on emergent balances of power). 
Within this antagonistic framework, the introduc-
tion of networking technologies, which are in 
principle symmetrical, is easily accepted.
In fact, individuals and organisations vary in their 
capacity to handle the symmetry and asymmetry 
of the relationship, through a compromise 
between availability and individual rights, which 
are not just about the right to a private life but also 
a condition of productivity: excessive availability 
can impede work.  Unnecessary communication 
must be avoided if the (technical) effectiveness of 
the communication is not to undermine its (eco-
nomic) efficiency.
Finally, mobility itself has its limits: the more re-
mote the communication, the more the interaction 
requires mutual trust. However, such trust is pri-
marily acquired in face-to-face meetings... In this 
case, communication technologies are then used 
to decide when and where the meeting will take 
place.

mobiLity: the threat  
to the SenSe oF SeLF
by yveS cLot, Occupational Psychologist, 
Professor at the National Arts and Crafts 
Conservatory.

Occupational psychology begins by looking at the 
subject’s experience as a way into questions such 
as occupational illness and more broadly work-
place health (which obviously constitutes a signi-
ficant issue for companies as well as the indivi-
dual). In fact, the definition of health is not the 
absence of illness. Being healthy means “feeling 
well”, in other words, as Canguilhem puts it, 
being responsible for one’s actions, being creative, 
establishing links between things which, without 
the intervention of the subject, would not exist. 

theme 2.  
neW SkiLLS  
and eXPertiSe

Whilst it is a component in the organisation of 
companies, their internal operations and their im-
mediate relations with their “partners” – suppliers 
and customers – work-related mobility is primarily 
about workers themselves. Whether employing 
mass transit or individual methods of travel, mobi-
lity is particularly a time when the worker is away 
from bosses, colleagues or subordinates, a time of 
initiative in the choice of methods, times, routes, 
work scheduling, etc.  The way that workers ma-
nage their mobility is also a component in their 
work-life balance. Mobility thus requires particular 
skills in spatial orientation (starting with the ability 
to read a map), in choosing between different solu-
tions with or without advance knowledge, resol-
ving problems and finding the right compromises, 
reacting to unforeseen events. Yet mobility skills 
are not acquired by explicit learning or recognized 
as a basis of qualification or remuneration.

The new telecommunications technologies are of 
course profoundly altering the conditions of mobi-
lity and relations between individuals, which can 
now take place face-to-face or remotely. However, 
their impact on the different categories of the work-
force varies greatly, the same tool being for some 
an instrument of increased control and dependency 
and, for others, an additional factor of autonomy in 
social relations, whose symmetry or asymmetry is 
being renegotiated.

mobiLe buSineSS and PervaSive 
technoLogy
by caSten SørenSen, Professor at the 
London School of Economics and Political 
Science (Information Systems and Innovation 
Group).

In the interaction between work, technology and 
organisation, what are the main changes that have 
taken place in recent decades?
As regards technology, we can contrast the old 
computer, a bulky, isolated machine occupying 
the basement of a building, with today’s PC or 
laptop, linked (connected) with others both local-
ly and more widely.
As regards work, in the past information had to be 
processed within the enclosed world of the office.  
Now it can be distributed over several smaller 
sites, or even move outside the company space 
into the field, to customers, and even to workers’ 
homes. Task coordination, previously concentra-
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occuPation? 
occaSionaL 
nomad... 
eXamPLeS  
oF nomadic 
JobS 
Four concrete and exemplary case studies serve 
both to confirm and to refine the general ap-
proaches presented above. In particular, they look 
at the question of the appropriation of the instru-
ments of mobility and the use of time that mobi-
lity in work requires and permits.

home ServiceS: inviSibLe 
mobiLity
by FLorence Jany-catrice, researcher at the 
CLERSE (Lille Centre For Sociological and 
Economic Studies and Research), lecturer at the 
University of Lille 1.

Altogether, human services represent 500,000 to 
one million jobs, and this number is set to increase 
in the coming years. In particular, home support 
services would seem to be a paradigmatic example, 
even from the perspective of workplace mobility, 
an underexplored aspect of this profession. 
Mobility in this type of work raises many ques-
tions, bearing in mind from the start that 98% of 
the workers in question are women. Let us take the 
example of Mona. She has a DEAVS (homecare 
assistant) qualification, works 48 hours a week and 
visits five to six homes a day. Travelling a total dis-
tance of some 120 km per week, she records levels 
of mobility that have long been invisible, since it is 
neither paid for nor defrayed. Mona now receive 
€0.33 per kilometre and each journey counts as a 
standard 15 minutes of work. In addition, she has 
to make regular visits to the management company 
office, primarily to pick up or drop off keys. 
The nature of the work itself assumes a high de-
gree of adaptability, from one home to another, 
one task to another, and of course from one per-
son to another. Within a single household, a high 
level of versatility is required. The ability to re-
late, like the ability to move around, is largely 
ignored, though it requires great skill in finding a 
balance between familiarity and distance. The 
other side of autonomy in work is loneliness, 
which impedes the sharing of the experiences and 

emotions associated with difficult situations. And 
finally, this mobility in the work of homecare pro-
viders contrasts with the immobility of their pro-
fessional status and their pay.

the tradeSman or the 
diFFicuLty oF cuStomer 
reLationS
by LeSLie beLton, Doctoral Researcher at the 
City, Mobility, Transport Laboratory (LVMT).

The working life of the tradesman entails a great 
deal of mobility arising out of the work itself and 
the various relations with customers. These rela-
tions can also be conducted remotely on the web 
and by e-mail (which can easily carry photos, in-
formation on suppliers, etc. and therefore prevent 
unnecessary journeys) and by mobile phone, 
which for the tradesman is the primary instrument 
of mobility. 
In responding to the demands of customers, some 
of whom may call at any time, the tradesman must 
find a balance between private life (family, friends) 
and working life. Apart from the choice between 
physical movement and telecommunications, there 
is also a gradation of availability based on the com-
munication tools employed. This gradation is si-
multaneously technical (with the use of voicemail 
or separate business and private phone lines), social 
(in contacts with colleagues, one avoids answering 
too late), cognitive (one chooses which customers 
to answer, bases decisions on whether the call is 
local or international, etc.). The purpose of these 
practices is to “educate customers” to maintain a 
reasonably balanced relationship.

the deLivery driver:  
managing the area  
oF coverage
by céLine choLez, Lecturer at the University 
of Grenoble 2, researcher at CRISTO 
(Sociotechnical Innovation and Industrial 
Organisations Research Centre).

Delivery is the final link in a parcel courier chain. 
It involves a delivery round to an industrial zone, 
the countryside, a town centre. The town centre 
delivery round is the most difficult and stressful. 
Rounds and vehicles are often assigned to the dif-
ferent delivery drivers in the local network. A de-
livery round is likely to entail a journey of 100 km 
in a day, with 30 stops to deliver 80 parcels.
The delivery driver organises his own round, lin-
king each street with a major traffic route through 

n the impersonal, generic role, defined by the or-
ganisation, decontextualised and recorded in orga-
nisation charts. This dimension is also necessary, 
to allow a degree of interchangeability between 
people within an organisation.
n the interpersonal role, since any job involves 
working with others, but also against others or on 
others, in a lattice of vertical and horizontal rela-
tions.
n finally, the transpersonal role, which includes 
the collective memory that enables each person to 
anticipate changes in their role, a memory to 
which the individual contributes and is, to a de-
gree, accountable. 

As regards workplace health, the problem increa-
singly lies in the capacity to remain a stakeholder 
in this transpersonal memory, to pass on one’s ex-
perience and lay the groundwork for the future. As 
a result, the collective dimension of the role is 
weakened and the very notion of the professional 
role disrupted. A living profession is characterised 
by its ability to use an organisation to develop 
others, to gain nourishment from a dialogue 
between the personal and impersonal levels of the 
profession. Otherwise, employees feel lost, to the 
detriment of their health.
We probably ought to move on from the old defini-
tion of jobs. In traditional industry, the individual 
belonged to the collective. In the modern service 
economy, where interactions with the customer are 
unpredictable, the collective must conversely be 
embodied in the individual, and the latter is res-
ponsible for their own health and the efficacy of 
their work. The process of individuation of work is 
only viable if it can draw on the repertoire of pos-
sibilities handed on by the collective. A profession 
thus develops through the displacement of collec-
tive history and not its disappearance. The exercise 
of a profession on the profession, of a reflexive 
development, is becoming a condition of corporate 
performance, in a collective debate that goes right 
to the core of the organisation. 
When, by contrast, professionals cannot identify 
with something that they see as defensible, we 
observe an inflation of the desire to be recognized 
by the other. Interpersonal inflation is fed by the 
deflation of transpersonal recognition. It can result 
in the poisoning of interpersonal relations, or of 
the relationship to the self. In other words, mobi-
lity in work is no substitute for the mobility of 
work.

The loss of health frequently precedes actual ill-
ness. However, situations in which things begin to 
have links between them which are not the wor-
ker’s doing are becoming more common, even at 
management level, as is shown by the study of a 
multinational company specialising in high-level 
electrical equipment conducted by a research and 
innovation centre.
In its move towards globalisation, this company 
established new product development centres in 
China and India. These new R&D centres trans-
pose the experience of the company’s historic 
heart, located in Grenoble, to very different envi-
ronments. The role of the executives in the parent 
company then becomes more about having things 
done than doing, supporting processes of appro-
priation on a local and global scale. This transmis-
sion involves a decreasing number of face-to-face 
contacts, but this difficulty is offset by an intense 
process of formalisation of the act of transmis-
sion, set out in contractual form in data produc-
tion protocols. To ensure that experience is effec-
tively transmitted in environments with very 
different timeframes, everything has to be written 
down and done, as the executives describe it, “in 
contract mode”. Most executive business travel 
occurs for the purpose of resolving unforeseen 
problems in the implementation of the parent 
company’s experience.
The activity of transmission is encoded through 
the use of a software package, CMM, created in 
1989 by the US Ministry of Defence to determine 
the degree of maturity of a project and assess its 
performance in real time. However, from the point 
of view of the real work, that is not how things 
happen. After discussions by phone and e-mail, 
the executives realise that there are more and 
more misunderstandings with their counterparts. 
Their assignment of training experts within time-
frames that are far too short undermines the very 
notion of expertise. These problems are not sur-
prising and should not be insoluble. The difficulty 
arises from the fact that they are denied, whereas 
they could lead to the development of a new exe-
cutive role as a transmitter of competency. Instead, 
their experience goes to waste and, seeing it unre-
cognized, the transmitters are afraid of eventually 
losing their role and develop defensive systems to 
protect themselves from the very co-operation 
they are responsible for.
Extending this experience, we could develop a 
model of the professional role based on four di-
mensions. They are:
n the personal role, the activity by which an indi-
vidual defines their activity and their own way of 
doing it.
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theme 3 :  
urban  
management  
and  
ProFeSSionaL 
mobiLity 
All urban travel, and in particular work-related 
travel, takes place in the public space of the street, 
given that this is also where the access to the 
subway is located. The role assigned to movement 
in the way the street is shared between multiple 
uses has evolved significantly over time, reflecting 
the model of development and urban life that pre-
dominates, explicitly or not, in the minds of poli-
tical leaders. All these points are considered in a 

threshold analysis that situates the issues both 
through a historical recapitulation and by combi-
ning and adapting various surveys that establish 
the major bulk of journey types, their status and 
methods, drawing on the paroxysmal example of 
Paris. A round table of contributions by professio-
nals and researchers enhances the detail and scope 
of the analysis, and opens new avenues for reflec-
tion.

many economic and domestic – and consequently 
social – activities. In the 19th century, the increase 
in traffic and the need for faster travel to cover 
expanding urban areas leads to a focus on the lon-
gitudinal use of the street, in contrast with the 
transverse use that had previously predominated. 
This process continues in the 20th century, up to 
the threshold notion of the expressway which ex-
cludes any function other  than automobile traffic. 
Then, in the 1970s, this concept reaches a crisis 
point with the abandonment of several infrastruc-
ture projects, such as the extension of the ex-
pressway on to the banks of the Seine in Paris, 
and new possibilities open up.
Today, we are beginning to see the quest for a bet-
ter coexistence between different uses – the need 
for mobility whether work-related or not, and the 
need for a static relation to street space itself.  The 
street – particularly in a city with as rich a heri-
tage as Paris – is no longer simply a useful locus 

city oF 
Production, 
city oF 
habitation: 
the PLace oF 
movement
by Laetitia dabLanc (INRETS)  
and Jean-Pierre orFeuiL (PARIS-EST 
CRÉTEIL UNIVERSITY).

Over the centuries, there have been profound 
changes in the way the street is used. Until the 
18th century, a multifunctional use prevails, in 
which the street is an extension of the house for 
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The company is trying to help its employees to 
situate themselves in a more complex environ-
ment (containing several competing suppliers) 
and to maintain their professionalism (in particu-
lar for gas, where safety is obviously an issue). 
While the job is defined as a local public service 
based on mobility and technical know-how, this 
specific purpose does not remove the need to give 
employees medium-term professional prospects, 
with the possibility of moving to other jobs, for 
example in system operation.

WorkmateS 
or Street 
mateS? 
The four examples described above confirm the 
degree of expertise in mobility required to do 
many jobs, and the frequent difficulty in getting 
that expertise properly recognized. Mobility skills 
are not so much about orientation in space, rea-
ding a street map or public transport guide, as 
about being able to manage relations with other 
people, without support from a structure. This 
neglect of mobility becomes even more problema-
tic and perhaps costly if, when workers finally 
come to learn about the mobility aspect of their 
jobs, they have no one to talk to about it.
The nomadic nature of certain jobs generates new 
work collectives, which are no longer – no longer 
solely – the company, but the territory covered. 
The delivery driver has more in common with 
garbage collectors, policemen and car drivers, 
than with his company’s office, and must reach 
the right adjustments with these “others”. In 
contrast with the nostalgia for a long-lost neigh-
bourhood life (which parallels the disappearance 
of working collectives in the corporate world), 
could we speak of the emergence of a more inte-
ractive city-enterprise? The fact is that the em-
ployment market, and production requirements, 
obviously remain the prerogative of the enterprise.
Moreover, certain mobility professionals, such as 
delivery drivers, continue to relate more to the 
space of the road than to the space of the city 
(which they manage in company with other 
network professionals: water, gas, electricity, etc.). 
Given the tough and difficult nature of these jobs, 
will the use of ICT make it possible to mobilise 
another workforce, less experienced in the handling 
of geographical space, particularly in the Paris re-
gion where employee turnover is particularly high? 

 

a personal hierarchy. He must know the roads 
network and the different traffic conditions (e.g. 
garbage collection routes). The driver loads his 
vehicle to match his delivery stops, and may some-
times perform additional services (package han-
dling, installation). He manages the documentation 
associated with each item (delivery slips). He must 
try to restrict contact with the recipient to limit 
stoppage time. Relations with car drivers are some-
times difficult (in a conflict of legitimacy for the 
use of public space), as are relations with the police 
(in particular finding compromises that allow him 
to do his job despite parking restrictions).
The whole of the working day is marked by a 
struggle to save time, with constant recalculation 
of delivery routes. The city is a circulatory terri-
tory which delivery drivers learn to manage.

the edF-gdF engineer:  
a nomadic PubLic Service
by Jean-marie charPentier, Head of 
communications at EDF-GDF Distribution.

An EDF-GDF Distribution customer service engi-
neer performs fundamental technical functions: 
installing and dismantling gas and electricity 
metres, switches, fuses, meter reading, late pay-
ment collection, disconnections, emergency ser-
vice.
These outside activities require basic knowledge 
of electricity and gas technology, an ability to re-
late to customers, to apply rules and procedures, 
to organise and adapt, and finally an awareness of 
risks. Each engineer has basic kit consisting of a 
light vehicle, a lightweight toolbox, individual 
protective gear, a portable input terminal for me-
ter readings, whilst a computer called PICTREL 
records activity and any problems and fills out the 
customer record after each service call. These per-
sonnel commonly say that they chose the job for 
its mobility, which goes along with a high degree 
of autonomy and contact with customers.
However, with the opening up of the energy mar-
kets, the distributor has become a separate entity, 
required to treat the different suppliers with com-
plete neutrality. The job has been re-centred on 
core technical operations and involves fewer re-
pairs, fewer connections, less advice on energy, 
price packages and power, all of which now fall 
within the remit of the energy suppliers. 
The workload has increased (to the detriment of 
quality?), as has the degree of outsourcing. In the 
interface with customers, the margin of discretion 
left to the engineer has shrunk. This means that the 
professional identity of this job is being redefined. 
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have no choice (but what limits, for example in 
the case of a car badly parked by a doctor on 
emergency call?). 
Parking management has its contradictions. For 
example, from a local political perspective the 
undesirable user is generally a commuter who 
comes in from outside and occupies a parking 
space for the whole day. This also applies to the 
occupant of a park-and-ride facility, where people 
leave their cars and continue their route by public 
transport. The promotion of intermodality thus 
raises a contradiction between the community 
advantages associated with it on the metropolitan 
scale and on the local scale.

tradeSmen:  
What mobiLity needS?
by PhiLiPPe boSSin, Interface Transport 
research bureau

Whilst we have some idea about the movement of 
goods in the city, our knowledge of the move-
ments of tradesmen is somewhat sparse. However, 
a survey in Lyon has shown that a tradesman is 
likely to own two vehicles, almost all LCVs (only 
the building sector uses real lorries). They are 
often relatively new vehicles (more than half the 
fleet already meets Euro 3 and Euro 4 emission 
standards), and multipurpose (not simply for 
carrying goods as such). This means that the au-
thorities know how many vehicles they would 
exclude from the city if they imposed stricter pol-
lution standards, and assess the corresponding 
political risk.
As regards parking, a distinction can be made 
between a limited stop (to unload) and a pro-
longed stop (for a repair), between authorised and 
unauthorised parking, depending on reasons, etc. 
The morning is the critical period of the day, star-
ting early before the peak commuting times.
As regards traffic flows, much of this is local and 
therefore – contrary to the popular view – does 
not contribute to exchanges between the town 
centre and the periphery.

roadSide advertiSing:  
catching the FLoWS
by PhiLiPPe Sobreira, head of marketing and 
geomarketing at the bill-posting firm Insert.

For its own needs, a bill-posting firm develops an 
extensive understanding of the street, in terms of 
geomarketing. It thus makes a distinction between 
locations aimed at targeted roads and those aimed 

at mass transit networks.
Efforts are in progress to rationalise and even to 
industrialise the bill-posting round, which usually 
takes place between 5 a.m. and 9 a.m. Each bill-
poster is familiar with his round, but there are dif-
ficulties in replacement during holidays, illness, 
or exceptional bill-posting operations. 
The poster, as an advertising medium, is sensitive 
to changes in the uses of the street. It can thus be 
observed that public transport in the future will 
not greatly increase its share of the transport mar-
ket, that pedestrians will be more numerous in 
town centres, and that information technologies 
will facilitate private transport... As a street prac-
titioner, the bill-poster can thus contributes to an 
analysis of the other ways in which a fast chan-
ging urban society uses the street.

for economic activities, but has become an econo-
mic object itself, to be consumed by practices of 
recreation and tourism whose impact on the urban 
economy is growing fast. Any observation of the 
uses of street space – as we can obtain, for 
example, from the analysis of CCTV recordings 
in English town centres – reveals their extreme 
diversity. A biped is not only a pedestrian – it can 
move around, park, perform or look around, work 
or consume, etc.
Indeed, what we are seeing, particularly in cities, 
is the retreat of a productive economy and the 
strengthening of a “presential” economy, fed by 
transfers of revenues through practices of 
consumption. During this shift, industrial activi-
ties have largely moved away from urban centres, 
as have certain innovative scientific and technical 
activities that might be described as schumpete-
rian, which are concentrated in a few medium-
sized “technopolitan” towns or in science parks 
within metropolitan areas. However, apart from 
tourism, Europe’s central cities have not lost all 
their jobs, in particular in ancillary services to 
companies, and they are irrigated by multiple 
flows of assets, people at leisure, street workers, 
freight (although heavy goods vehicles now avoid 
town centres), etc. Movement within the city – 
whether goods transport or business meetings – 
remains indispensable to companies. All methods 
of transport are used for these purposes, starting 
with the car, but including LCVs, motorcycles 
and public transport. It is estimated that move-
ment around Paris is equally divided between pro-
duction and consumption.
These characteristics must be taken into account 
in the development of future public policy, which 
can be based on a range of options: an egalitarian 
model would impose the same constraints on eve-
ryone in motion, regardless of disparities in their 
ability to adapt; a collaborative approach would 
seek to involve the different groups of stakehol-
ders in the management of traffic and public space 
(for example, a few parking spaces around buil-
dings would be reserved for human services); a 
distributive approach would allocate portions of 
the street space to different users (deliveries, cy-
clists, people with disabilities, firefighters, etc.). A 
number of technical and organisational innova-
tions remain to be explored A “stealth enginee-
ring” approach would seek to produce a vehicle 
that is as invisible as possible in urban space, 
quiet, nonpolluting, able to run below ground, in 
order to achieve optimal coexistence between the 
city of production and the city of habitation. The 
third dimension – underground space – remains 
largely underused. Yield management – in which 

the price paid for a service varies according to 
consumers’ willingness to pay – could be applied 
to parking, which should make it possible to give 
differential rights to various categories of users, 
e.g. for the reservation of parking spaces, etc. The 
history of the street is back on the drawing board.

Work  
iS in the 
Street?
The street is not only a strolling zone, it is also a 
workspace for the people who use it and park on 
it. In order to understand the issues involved in 
the governance of this public space, stakeholders 
have been asked to give  Their views.

Which uSerS ShouLd have 
Priority For Parking
by thierry deLvauX, research bureau, 
specialising in parking.

Access to a space as rare and in demand as the 
street cannot be allocated uniformly to all poten-
tial users. This raises the question of the criteria 
for identifying priority users, based on the diffi-
culties they have or the jobs they perform. This 
applies in particular to the key issue of parking.
It has been observed that priority treatment goes 
to users whose absence would otherwise have a 
negative impact on the community, whether from 
the perspective of ethics, safety, the environment, 
or whatever. Depending on circumstances, parity 
will be assigned to the user or the vehicle they use 
(e.g. for deliveries). In the case of firefighters, the 
two criteria come together... To enjoy priority, a 
particular group must be a minority and de-
pendent on the car. The negative consequences of 
prohibiting a vehicle must be significant (e.g. in 
the hypothetical case of an ambulance). And final-
ly, the solution must be achievable in terms of 
cost, management of the ensuing risks, legitimacy 
in the eyes of other users, consistency with other 
aspects of public policy, etc., when setting limits 
for the advantages granted. 
As regards parking, the measures taken will apply 
to pricing, conditions of access (subscription, mo-
bile phone reservation, etc.), on exemptions from 
time limits (e.g. for tradesmen), on the allocation 
of certain spaces to certain uses (whilst avoiding 
waste, significant in the case of spaces reserved 
for cash deliveries and pick-ups used for a few 
minutes a week), the tolerance for people who 
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Outsourcing transforms the city into a production 
space, where work no longer goes on exclusively 
within the corporate space (a version of the 18th 
century “putting out” system which inserted in-
dustrial work into the domestic space). What inte-
ractions emerge between work-related activities 
and other street activities (a question widely ad-
dressed in the exhibition “The street belongs to all 
of us!”)? The compatibility of work functions and 
other urban functions raises complex technical 
problems, especially in terms of logistics. What is 
at stake is very real, nothing less than the produc-
tivity of enterprises and of the city that depends 
on them. The case of parcel deliveries, a field 
where innovation is rife (pickup points, automatic 
lockers, etc.) is exemplary in this respect, since it 
shows the possibility of convergence between pro-
ductive efficiency and environmental sustainabi-
lity.
The management of urban flows can be based on 
more integrated systems. When a mass transit 
company like Veolia – the world leader in its field 
– considers setting up a mobility centre capable of 
providing real-time information on all methods of 
transport, the global efficiency of the whole mobi-
lity system and all its components is enhanced as 
a result. It would then be preferable that it should 
not be managed by an individual operator and 
should be subject to a different regulatory regime 
than the transport system. This brings new par-
tners into the traditional set of the organising au-
thorities and the public transport operators. 
It also brings a new set of factors to bear on the 
question of street governance. After a period in 
which it served a purely traffic function, the street 
is once again coming under the control of local 
people (who, as citizens, vote where they sleep), 
which does not remove the need to consider the 
diverse and sometimes opposing needs of passers-
by (strollers or workers), street workers, etc.: the 
set of players is opening up and becoming more 
complex.

Before mobility, outsourcing raises the question 
of work “outside the walls”, work that is less and 
less defined and organised and increasingly pene-
trated by “otherness”, compared with the internal 
space of the company. Reciprocally, corporate real 
estate is changing as fewer and fewer employees 
work within the space of their own company. Mo-
bility skills do not only – or even mainly – relate 
to geographical movement. Above all, they are 
about a capacity for social adaptation, the ability 
to integrate into a new environment and in parti-
cular to find one’s own responses to customer de-
mands. The search for solutions also relates – es-
pecially for self-employed workers – to the 
establishment of a work-life balance. Outside the 
walls, the worker is isolated and in need of an-
chors, whereas for his interlocutors he embodies 
the whole company in his person. 
As well as the management of the use of the road 
network by motorised vehicles, other activities 
can be incorporated into the analysis. As well as 
the police patrols, the refuse collectors and the bin 
movers who emerged with the disappearance of 
the concierge system, there are other static jobs, 
which are exercised in the streets but require a 
good understanding of the flows that take place 
there. For example there are the street sellers – 
selling papers, fruit, etc. – who choose places near 
passenger interchange points, such as subway 
exits, to set up their stalls more or less stealthily 
in the interstices of public traffic spaces. The free 
press has revived the trade of the hawker. It is dif-
ficult to set a figure on the number of jobs in-
volved, especially as they can be done by illegal 
workers. They undoubtedly contribute to the qua-
lity of urban life and the safety of public space, 
although public policy seeks to suppress then or 
tolerates them without acknowledging this contri-
bution. 
 
 

hoW do  
We aSSeSS  
the eXtent  
oF 
ProFeSSionaL 
mobiLity?

reSearch  
iSSueS

by FrançoiS aScher [†], Professor at the 
French Institute of Urban Planning (University 
Paris 8), Chairman of the IVM Scientific and 
Strategy Committee, 2000 to 2009.

The management of work-related mobility is re-
sulting in the emergence of new jobs, such as 
“company concierge”, a person employed to deal, 
on behalf of employees, with the host of small 
problems which would otherwise reduce their 
availability: getting clothes cleaned, organising 
travel and reservations, childcare, etc.  Is this type 
of job on the increase? It is referred to here be-
cause it shows that mobility in the workplace is a 
subject that is not only underresearched, but also 
poorly integrated into the activities of organisa-
tions. Organisations in general, because the out-
sourcing of certain tasks – “having things done” 
– affects the domestic sphere as well as the pro-
fessional sphere. Moreover, the questions of 

space, jobs and mobility relations cannot be sepa-
rated from growing societal concerns such as sus-
tainable development and the greenhouse effect.
From the worker’s point of view, mobility plays a 
threefold role as a context of activity, as a charac-
teristic of the workplace and as a skill (a skill for 
life in general, for access to work and for doing 
the work itself). The professional dimension of 
mobility, and the competencies required, is some-
times neglected by companies. It also modifies 
social relations within work, when the employee 
spends more time with a customer than with his 
managers or colleagues. The topic of workplace 
mobility has sometimes been looked at in relation 
to particular professions, but hardly ever from a 
perspective that cuts across the usual professional 
divisions and therefore opens up a new field of 
research.
Mobility also gives rise to other professional rela-
tions, not necessarily with workmates but within 
the larger city space: with employees of other 
companies, other sectors, but also of competing 
firms that share the same space. Do we need spe-
cific concepts to describe these types of social 
relation, from the angle of their territorialisation? 
Are there sites for professional organisations and 
the authorities to consider them explicitly?

reSearch 
iSSueS
This seminar confirmed that mobile activities need 
to be studied in their own right, as they have major 
repercussions for business productivity, the attrac-
tiveness of cities, working conditions and the qua-
lity of urban life. This approach is necessarily 
transverse, since it has equal relevance for econo-
mic analysis, the sociology of organisations and of 

employment, and for urban planning. That is why 
the seminar concluded with a debate between the 
seminar contributors, the scientific committee of 
the chair and the seminar and different figures from 
the main research institutes (PUCA, INRETS, 
PREDIT, National Transportation Council, General 
Civil Engineering Council, etc.) . 

From 
WorkPLace 
mobiLity  
to the neW 
governance 
oF the Street



22 23

lances, firefighters). Despite the assistance of their 
technical departments, politicians are often at a 
loss to manage the interface between the public 
and private sphere, since it is clearly difficult to 
resolve conflicts without knowledge of the factors 
involved. On their side, professionals are often 
demanding in their dealings with politicians, but 
lack an understanding of the multiple viewpoints 
that public policy must seek to reconcile. Here, 
researchers can help move things forward, without 
departing from their role.
At the end of this encounter, questions remain 
about the limitations of the work done so far and 
about issues left fallow. The city space referred to 
in the seminar contributions was usually the city 
– or even metropolitan – centre, space that is par-
ticularly precious, rare, expensive and limited. 
The advantage of this choice is that it polarises 
the issues and thus makes them stand out. The li-
mitation is a matter of exemplarity, the extent to 
which these cases provide a fair – though concen-
trated – reflection of different situations. If we 
transpose the analysis to a multipolar suburban 
context (metapolis?), where a multiplicity of 
centres is not only a reality but is sought and deli-
berately constructed, are there the same 
constraints on the use of the street and are those 
constraints the same as in city centres? Can we 
not already see other compromises between prac-
tice and regulation in smaller French towns and, 
of course, in other cities around the world?
A final question, to initiate further analysis, 
concerns the formal or informal nature of work in 
the street. The expression “informal work”, com-
monly used in speaking of developing countries, 
refers to productive market activities that are not 
incorporated into official administrative, fiscal or 
statistical records. However, itinerant jobs and 
street trades include activities that are accessible, 
in a country like France, to illegal workers, inclu-
ding people “without papers” who take big risks 
to make a living when the police are given targets 
for the expulsion of illegal immigrants. Informal 
work is commonplace in sectors as diverse as hu-
man services and scalping, but also goods trans-
portation, building, cleaning, etc.  Whilst it is ob-
viously hard to establish figures, the number of 
jobs involved probably runs into the tens of thou-
sands. Legally constituted firms are in constant 
contact with informal activities, which they per-
ceive as unfair competition but also as a cheap 
outsourcing resource on which they sometimes 
draw themselves. There is a somewhat vague and 
porous no man’s land between the official and the 
unofficial sector which would be worth exploring.  
Such an exploration could include the perspective 

of mobility into work and within work which 
takes a particular form in this domain, not forget-
ting the opportunity for integration and inclusion 
that it offers, countering the mechanisms of exclu-
sion, in a society where social cohesion is in short 
supply.

by micheL Savy 

The originality and fertility of the theme of work-
based mobility has been confirmed throughout the 
seminar, so there is no need to dwell on it, nor on 
the effectiveness of the three-way division pro-
posed from the start.
One of the problems of method and content worth 
mentioning is the question of how work is measu-
red. Economic “science” has the habit of reducing 
production processes to a black box, on either side 
of which we measure the inputs and outputs in a 
single and universal unit – money. The theme of 
mobility which we have examined over three in-
tense sessions, and which might also be of interest 
to economists, can simply not be understood if we 
do not attribute more complexity, more density to 
the notion of production and of work. This is true 
in particular for service activity, where production 
and consumption merge together into an interac-
tive process between provider and user. Doing jus-
tice to work and to its effects requires a much 
more detailed effort of description, which does 
not rule out the possibility of measuring certain of 
its aspects through the right quantitative indica-
tors. Conversely, an analysis based on financial 
aspects alone neglects and excludes that com-
plexity, and often produces damaging results.
Another difficulty is the mobility of the produc-
tive system itself, in the sense of transformation. 
Work-related movement has been connected with 
the growing need to resolve dysfunctions within 
organisations that are subject to contradictory 
demands.  We need to be able to understand the 
long-term global process of change into which 
these short-term adaptations fit. That is a very 
ambitious task in itself.
The difficulty of mobile work, when the worker is 
alone in the relation with the customer, was consi-
dered several times, Mobility often places the 

worker in a double bind, marked on the one hand 
by autonomy and the capacity to resolve pro-
blems, to satisfy a customer in many unpredic-
table ways, and on the other by the need to limit 
the time spent on each operation and thereby to 
think about the productivity (however that is defi-
ned…) and the profitability of the firm. These 
days, mobility no longer precludes accessibility 
(being reachable), thanks to the new communica-
tions technologies. Do these technologies reduce 
the mental load on workers, for example by giving 
them access to knowledge bases that they can use 
to handle new situations, or do they diminish that 
feeling of relative freedom from employer control 
which was one of the characteristic features of 
work on the move?
Finally, the street emerged as a multipurpose 
space where, alongside a circulatory function 
which remains essential but is gradually losing its 
hegemony, other activities of production and 
consumption survive and are acquiring new life. 
As a result, we can now bring together – from an 
unusual perspective – jobs and enterprises that 
belong to different economic spheres but are 
united by the fact that they share – sometimes 
with difficulty or even conflictually – a space that 
is in short supply. This space is public and, in a 
representative democracy, its management falls 
within the remit of elected politicians. It is they 
who set the rules for the use and sharing of the 
street, who seek the right compromise between 
equality and discrimination regarding the right to 
come and go, granting priority to users with par-
ticular difficulties (e.g. people with certain disabi-
lities), having particular travelling or parking 
needs in the performance of their jobs (e.g. trades-
men on home callouts), especially when those 
jobs are of great value to the community (ambu-

Seminar 
Summary
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