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Resumeé (dansk)

Transportdebatten i Danmark er staakt polariseret omkring to synspunkter. Det ene syns-
punkt understreger at transport har stor betydning for den samfundsmaessige og gkonomiske
udvikling, mens det andet synspunkt fokuserer pa at transport har store miljgmaessige om-
kostninger. Disse to synspunkter medfarer vidt forskellige konklusioner i forhold til trans-
portens udvikling: | forlaangelse af det farste synspunkt skal transporten understettes for at
sikre en positiv samfundsudvikling, mens det andet synspunkt farer til anbefalinger om at
begraase transportens omfang . Disse to synspunkter repraesenterer en gordisk knude for
transport planlagygere, politikere og forskere. Der ikke er nogle enkle eller dbenlyse lgsnin-
ger, der tilgodeser begge synspunkter. | praksis betyder det at politiske handlingsplaner fra
nationalt til EU niveau sgger at |@se denne gordiske knude ved at have malsagninger om
‘bagredygtig transport’, hvormed begge synspunkter sggestilfredsstillet. | praksishar det dog
vist sig vanskeligt at begramse transportens udvikling.

De to synspunkter og tilgange il transportproblematikken er velbelyste og godt forsknings-
maessigt underbygget. Vi har stor viden om transportens udvikling, dens store samfundsmaes-
sige og gkonomiske betydning. Ligeledes har vi stor viden om dens miljgmaessige konse-
kvenser. Mange forskningsprojekter er sdledesi de senere & igangsat og inspireret af trans-
portens gordiske knude, og har som forma at udvikle transport i nogle mere bagredygtige
retninger.

Der synessaledes at vaare et stort behov for at finde nye svar i transportforskningen. Svar, der
er resultat af nye spergsmal. Nogle af dem kan formuleres saledes: Hvilke |gsninger kan der
findes patransportens paradoks? K an de drivkragter der styrer transportens omfang og struk-
tur pavirkesi nye retninger, der kan tilgodese milja og bagredygtighed? Er transport sa dybt
forankret i det senmoderne samfund, at det bliver en vanskelig opgave? Hvilke aktarer vil
deltagei en pavirkning af transportens udvikling og med hvilke midler? Hvordan far vi skabt
en dialog omkring nye forstéel ser af transporten og dens konsekvenser?

| de senere arsforskning inden for transport har begrebet mobilitet vaaret i fokus. Det har isaar
vaget sociologien, der har bidraget med denne nye forstael se.

M obilitetsbegrebet

Mobilitet kan bruges som synonymt med transport og henviser derved til den fysiske og /eller
kropslige bevasgel se igennem tid og rum. Mobilitet kan ogsa rumme aspekter af de poten-
tielle muligheder der er tilgaangelige for at foretage disse bevasgel ser. Mobilitetsforskningen
vil dermed fokusere pa de forskellige former for mobilitet og forskellige potentialer for mo-
bilitet og vil fokusere pa fx bilisme, flyrejser, godstransport osv. | denne sammenhaang an-
vendes mobilitetsbegrebet til at forstd, hvorledes mobilitet bliver en del af dem samfunds-
maessige udvikling, og hvorledes mobiliteten og densforskellige former indgar med forskel-
lig vaagt i samfundsudviklingen. Saledes kan bilismen siges at have afgarende indflydelse pa
det senmoderne samfunds mobilitetsformer.

Studiet af mobilitet kan ikke afgraansestil enkelte positioner og traditioner i forskningen. Det
vil vagre ofte vage et tvaavidenskabeligt anliggende at studere mobilitet ligesom mobilitet
ogsa analyseres ud fra forskellige videnskabsopfattel ser. Mobilitetsperspektivet udger atsa
ikke et entydigt perspektiv padet samfundsmaessige, men daekker forskellige positioner. Disse
positioner har dog det tilfedles, at de alle sgger at karakteriserer det samfundsmaessige som
saaligt mobilt. Hvor det ssmfundsmaessige oftest taankes som knyttet til struktur, til det faste



og stabile, taankes det samfundsmaessige i mobilitetsperspektivet som konstitueret gennem
bevaagel se. Denne made at taanke pamedferer, at vi matamnke det social e og miljemaessige pa
andre og nye mader. Det er imidlertid interessant, at flere mobilitetsforskere ikke inddrager
transportens sociale og miljgmaessige konsekvenser i deresforskning. Her findes en stor frem-
tidig udfordring i forskningsfeltet.

Det er isaa John Urry, der med hans nye bog, Sociology beyond Society (2000), der har givet
inspiration til den danske debat og dermed til denne antologi. | sin bog, som han kalder et
manifesto for en ny sociologi, foresdr han, at sociologien tager udgangspunkt i de mange
mobilititeter, der udger det samfundsmaessige. Han forstar her mobiliteter som kropslig mo-
bilitet (fx bilisme, flyrejser, osv.); objekt mobilitet (alle former for ting og objekter: affald,
penge, vare osv.); imaginaa mobilitet (TV mv.) og virtuel mobilitet (fx internet). Disse
mobiliteter ser han tilsammen som konstituerende for det sociale livs strukturer “...it isin
these mobilities that social life and cultural identity are recursively formed and reformed.”
(2000:49). For at analysere disse mobiliteter udvikler han en raskke begreber, der muligger
dette. Han tiller spargsmal stegn ved det rumlige som knyttet til fysisk sted og argumenterer
i stedet, at det rumlige ma ses som konstitueret gennem netvaak og stramme. | disse netvaark
og stramme flyder de forskellige former for mobiliteter, eller ‘ komplekse mobile hybrider’,
som han ogsa kalder dem. For at analysere disse mobiliteter foresldr han en rakke centrale
dimensioner. Han lasgger vasgt pa temporalitet, sanser og hybriditet, dvs. sammensmeltning
mellem det menneskelige og teknologi, som vassentlige aspekter, der ma undersages nag-
mere i konkrete undersggel ser.

Men ogsa andre forfattere saetter mobilitet centralt i forstaelsen af det samfundsmaessige.
Nigel Thrift, der er geograf, har sagt at indkredse de kulturelle konsekvenser af udviklingen
i forholdet mellem menneske og teknologi gennem de sidste 200 &r. Han understreger at vi nu
er ved at se helt nye kulturelle former, som han kalder  cultures of feeling of mobility’ med
ingpiration fraRaymond Williams. begrebet ‘ structure of feeling’ daskker over falelser, krops-
lige praksiser, den fysiske karakter af sted mv.’. Det andrede kropslige engagement med
teknologi opbygger siledes forskellige ‘ structures of feelings’, som betyder at vi sanser og
oplever paen anden méade.

Virilio, der er arkitekt og byplanlasgger, har haft hastighed, eller ‘ speed’, som gennemgaende
temai sit arbejde. Hans grundlasggende teser er at hastighedens|ogik er, at den vil gges, og at
den @gede hastighed vil afspejle sig i anvendelse af nye transportteknologier (tog, bil, fly)
samt at indretningen af verden vil andre sig i et forsag pa at tilpasse sig hastighedens logik.
Sdledes vil vores byer, liv og omgivelser indrette sig efter vor tids hastighed. Hastigheden
sadtesifelge Virilio af samfundets fremherskende teknologi, som ofte er udviklet i militaat
regi. Saledes tamkes hastigheden i computerteknologien at have stor betydning for fremti-
dens mobilitet, ligesom bilen har haft det for vor nuvaaendes samfund. Virilio har et ret
negativt syn pa hastighedens accel eration, men har vanskeligt ved at give konkrete bud pAom
og hvorledes den kan standses.

Urry, Thrift og Virilio er tre eksempler meget forskellige eksempler pa hvordan mobilitet
begrebsliggeres og forstas som samfundsmaessigt perspektiv. Fadles mellem dem er dog, at
de peger pa en rakke dimensioner der oftest ikke star centralt i den samfundsmasssige ana-
lyse: tid, rum, krop/sanser, hastighed. Et mobilitetsperspektiv traskker derfor en ragkke di-
mensioner frem som normalt ikke star centralt i vores forstaelse af det samfundsmaessige,
men som samtidigt er saaligt interessante, ndr genstandsfeltet er transport. Disse perspekti-
ver giver derfor mulighed for at stille andre spergsmal i det empiriske arbejde og mulighed
for at efterspge andre svar. | det falgende vil vi give ordet til til oplasgsholdernei to seminarer
afholdt i efteraret 2000. De har taget bolden op og har ladet sig inspirere af mobilitets-
perspektivet. | arbejdspapirerne stilles en raskke nye spargsmal, som dermed giver os nogle
nye perspektiver pa transportdebattens paradoks.
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Deto seminarer

De to seminarer tog udgangspunkt i at synliggere mobilitetsperspektivet som en mulig
udviklingsve for den samfundsvidenskabelige transportforskning og at prassentere og disku-
tere undersagel ser, der pa forskellig vis bidrager til denne forskning. Det er der kommet en
raekke spaandende artikler ud af, som til en vis grad repraesenterer *state-of-the-art’ inden for
den samfundsvidenskabelige transportforskning pt.

Det var behovet for at  bringe nye perspektiver i spil i den danske transportdebat, som var
udgangspunkt for to forskningsseminarer afholdt i anden halvdel af 2000. Det ene var
forskningsseminaret ‘ Research seminar on Mobility’ afholdt 2. november 2000 pa Roskilde
Universitetscenter i et samarbejde mellem Institut for Miljg, Teknologi og Samfund og I nsti-
tut for Geografi (begge RUC) samt Sociologisk Institut, K@benhavns Universitet. Dette se-
minar havde John Urry som gaesteforelaeser og endvidere bidrag fra danske transport og
mobilitetsforskere. Artiklerne fra dette seminar findesi Del 1.

Det andet var workshoppen ‘ Trafikpolitik og mobilitetsforstaelse’ afholdt pa Trafikdagene
Alborg 28.-29. august 2000 arrangeret af Per Homann Jespersen og Lise Drewes Nielsen fra
Roskilde Universitetscenter. Paworkshoppen blev der via korte oplagy givet en introduktion
til en dansk debat om trafikpolitik og mobilitetsforstaelse. Artiklerne fra denne workshop
findesi del 2.

Begreber og teorier om mobilitet er relativt nye indenfor sociologien, ligesom der findes
meget lidt forskning, der anvender og diskuterer dissei relation til genstandsfeltet transport.
Mobilitetsperspektivet kan derfor ikke ses en fasttamret eller som et veletableret perspektiv
patransportfeltet, og maet med de to seminarer var da heller ikke at demonstrer dette. For-
malet med deto seminarer var at begynde at undersgge transportproblematikken med inspira-
tion fra dette perspektiv, og derigennem forhabentlig stille nye spergsmal, finde nye svar og
viden. Som sddan ma seminarerne ses som indledende, og som en begyndelsetil at tematisere
0g teoretisere transportproblematikken udfra dette perspektiv. | denne antologi har vi samlet
bidragene frade to seminarer for at give deltagere til seminarerne savel som andre mulighed
for at faindblik i dette arbejde.

Del 1. Mobilitets begrebets anvendel ser

Pa forskningsseminaret ' Research seminar on mobility’ tog Jorg Beckman udgangspunkt i
sociologiske teorier om mobilitet. Han papegede at den blinde plet er immobiliteten. Teori-
erne er imidlertid gode til at karakterisere de samfundsmaessige mobilitetsprocesser, men
ifelge Jorg Beckman overser disseteorier de selvsamme processersimmobiliserende kradter.
Med bilismen som eksempel viser han hvordan bilismen konstituerer mobilitet gennem vej-
systemet samtidigt med at den ogsa immobilisere andre trafikanter som fodgaangere, steder
som parkeringspladser, mv. Han foresar derfor, at teorier har gje for de ambivalente proces-
ser der er indlgjret i mobiliteten.

John Urry undersggte i sit papir hvordan vi bebor [inhabit] bilen gennem vores sanser og
gennem tid og rum. Farst og fremmest pragger bilen byrummet. Bilismen skaber temporal
fleksibilitet, ‘ gjeblikkelighedstid' modsat kereplanens klokketid, dominans af det offentlige
rum, skabelse af et vejrum praeget af larm, darlig smag og lugt samt ubenherlig bevasgel se,
mens den visuelle sans, der skaber reciprocitet mellem mennesker udlukkes. Bilismen skaber
imidlertid ogsa bestemte konfigurationer mellem menneske og bil. | bilen skabes et ful dstaan-
digt privatiseret rum, tilrettel agt for den enkelte bilist. Gennem de sociale relationer reprodu-
ceres familisge trak, sdsom * bagsaade-passageren’, ligesom fareren er afhaangig af passage-
ren til at laese kort og navigere. Bilistens krop fragmenteres og disciplineres til bilen, hvor



are, gje, haander og fadder tramestil at respondere, mens andre mader at sidde pa undertryk-
kes. Afdutningsvis argumenterer Urry, at byplanlasgning maintegrere mobilitet snarere end
at spge at fastfryse den. Dette kunne maske geres, foredar han, gennem udvikling af nye
typer biler og transportsystemer, der skaber nye konfigurationer mellem menneske og bil, og
nye mader at ‘bebo’ bilen pa.

Mens John Urry er interesseret i at undersgge bilismens indlgjring i det sociale liv i byen,
understeger Petter Naess betydningen af byens materielle strukturer for rejsemanstre og dis-
kuterer ssmmenhaangen mellem bymenstre og transport med udgangspunkt i et casestudiefra
en mindre dansk by. Mens nogle undersggel ser afviser en sammenhaang mellem bytaghed og
transport, viser Naess med sit studie, at der er tydelig sammenhaang mellem byens materielle
struktur og transportadfaad og rejsemenstre. Her er det isaa lokalisering af beboel sesom-
rader, der er vigtig for brugen af bilen, idet taghed/fjernhed til servicefaciliteter i forhold til
hjemmet bestemmer behovet for at na daglige eller ugentlige destinationer. Mens hans per-
spektiv sdledes primaat er strukturelt, peger han ogsa pa betydningen af socio-gkonomiske
og lilvsstilsmaessige faktorer. Afslutningsvis argumenterer Petter Naess derfor for nedvendig-
heden af at aandre byplanlaggningens menstre, hvis der skal ske en reduktion i bilismens
omfang.

Hvor de foregaende artikler har sat fokus pa persontransport tager Lise Drewes Nielsen og
Per Homann Jespersen’s artikel udgangspunkt i forskning med fokus pagodstransport. Artik-
len prassenterer metoder og angrebsvinkel pa studier af godstransport med det formal at for-
klare hvorledes organiseringen af produktion og distribution, den logistiske organisering,
influerer pastigningen i godstransporten. Desuden indehol der artiklen en beskrivelse af hvor-
ledes kompressionen af 'time and space’ har afgerende indflydelse pa organisering og ar-
bejdsvilkar i godstransportsektoren. Dermed bidrager artiklen, med udgangspunkt i gods-
sektoren, til en dybere forstaelse af hvorledes samfundets gkonomiske organisering af pro-
duktion og forbrug via transportsektoren har sociale og miljgmaessige konsekvenser, men
ogsa hvorledes di sse organisationsformer er drivkragfter bag udviklingen i mobilitet. Dermed
kan studier af godstransport ogsaydesit bidrag til en samfundsmaessig forstael se af mobilitet.

Den sidste artikel er af Michael Haldrup og sadter fokus pa begrebet destination med ud-
gangspunkt i turismeforskningen. Artiklens udgangspunkt er at mange teorier om ’tourist
consumption and production’ har en reference til begrebet 'space’ af en nassten af program-
matisk karakter. Destinationsbegrebet har ofte her en kulturel, social eller gkonomisk dimen-
sion. Artiklens mal er sdledes at diskutere 'place of space’ begrebet i turismeforskning og
levere en kritisk diskussion af turismen i senmoderniteten. Artiklen afsluttes med et anske
om at betragte turismeforskningen via mobilitetsforskningens briller og dermed falge turist-
ens valg af destinationer og oplevelser via bevaggelsen. Derved kan mobilitetsforskningen
bidragetil at dekonstruere, konstruere og rekonstruere de destinationer, hvor turismenindlg-
res.

Del 2. Trafikpolitik og mobilitetsfor staelse. En wor kshop.

Udgangspunktet for debatten pa en workshop pa Trafikdagene 2000 var, at det er ngdvendigt
at etablere en debat mellemto forskellige diskurser inden for transportomradet: én der fokuserer
pa de miljgmaessige belastninger og én der fokuserer pa mobilitetens ngdvendighed. Work-
shoppen havdetil formal at rejse debatten, at giveindsigt i den eksisterende viden paomradet
samt at laggge op til videre debat.

En handfuld oplaggsholdere var inviteret til prasentere forskellige tilgange til spargsmalet
om hvorledes der kan etableres en ny dialog.



Henrik Gudmundsson giver et analytisk approach til mobilitetsbegrebet og dets mulighed for
at forsta den nuvaarende udvikling. Malene Freuendal -Pedersen, K enneth Roslind Hansen og
Katrine Hartmann Petersen fremlagyger resultaterne af et projekt, hvor de har studeret ambi-
valensen mellem en viden om bilens miljgbelastninger og den daglige transport praksis for
udvalgte familier. Jeppe Lasssge diskuterer, hvorledes nye praksisser inden for transportom-
radet ber introduceresikke kun ved at anvende kraftgreb (f.eks. gkonomisk regulering) men
ogsa ved at inddrage kulturelle laareprocesser (fingreb) med det forma at udvikle og erfare
nye |gsninger

Arne Kvist Rannest og Tonny Lacomble Nielsen har undersagt, hvorledes forskellige sam-
fundsvidenskabelige discipliner forklarer trafikvasksten og diskuterer hvilke faktorer der an-
vendes som deforklarende variable. Til sidst oplister Per Homann Jespersen og Lise Drewes
Nielsen begrundelser for indholdet i en ny transportpolitik ved at relatere politikken til udvik-
lingeni det senmoderne samfund. Dermed dbnes op for alternative tankemader og praksisser.

Lise Drewes Nielsen
Helene Hjort Oldrup
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| ntroduction

The debate on transport in Denmark is strongly polarised. One side in the debate argues that
transport is of great importance for social and economic development, while the other side
stresses the negative environmental effects of the current transport system. These two points
of view lead to very different policy recommendations with relation to suggestions for the
devel opment of the transport system. Following thefirst argument, transport must be supported
to ensure positive socio-economic development, whilst it follows from the second argument
that transport volume must be reduced. These two points of view represents a paradox for
transport planners, researchers and politicians. There is no simple or clear solutions which
contains both perspectives. In reality thismeansthat infrastructure plansfrom national to EU
level has aims of sustainable transport systems, but in practice very little is done to reduce
transport.

Thesetwo perspectives on the transport problem arewell researched. We have alarge body of
knowledge on the development of transport and its social end economic value. We also have
knowledge about transport's environmental effects. In recent years there have been many
research projectsaimed at devel oping model s and sol utions for sustainabl e transport systems.
Nonethel ess there seemsto be aneed to ask new questions and seek new answersin transport
research. Some of them could be formulated as: What solutions can be found to solve the
paradox of transport development? Is it possible to influence the forces behind transport
development in new directions, which will minimise environmental effects? Is transport so
deeply ingrained in the late modern society, that this is almost impossible? What actors can
take part in changing the direction of transport development? How can a dial ogue about new
understandings of transport be created?

The concept of mobility

In recent yearsthe concept of mobility has been central within transport research. Inspiration
has particularly been drawn from sociology, which has contributed with new theoretical
understandings. Mobility isused synonymouswith transport and refersto the physical or/and
bodily movement through time and space. Mobility can also contain aspects of the potential
possibilities which exists for making these movements. Mobility research therefore ams at
focusing at the different forms of mobility and the different potentialsfor mobility, and hasas
its empirical area different forms of movement, for example automobility, freight transport
and air transport. In relation to this, the concept of mobility is being used to understand how
forms of mobility take part in social development in different ways. For example, automobility
can be said to have a decisive influence on forms of mobility existing in late modernity.
The study of mobility cannot be delimited to single positionsor traditionsin research. Rather,
it isacross-disciplinary task to study mobility, with different epistemological perspectives
being used. The concept of mobility does not therefore represent a single perspective on the
socia world, but coversdifferent positions. However, these positions share the characterisat-
ion of the social asbeing particularly mobile, as being constituted through movement. Thisis
in opposition to how the social world is normally thought about: it is mainly seen as being
connected to structure, to the immobile. It is however, interesting that many researchers of
mobility do not includethe socia and environmental consequences of transport. Thisrepresents
afutureresearch field.

It is particularly Professor John Urry's new book, Sociology beyond Society (2000), which
has given inspiration to the Danish debate and to this anthology. In this book, which Urry
callsamanifesto for anew sociol ogy, he suggeststhat sociology should take the many mobilities



which exist asitsstarting point. Urry understands mobility asbodily mobility (i.e. automobility,
air travel etc.); object mobility (all forms of objects: waste, money, goods €etc.); imaginary
mobility (i.e. television) and virtual mobility (internet). These mobilities he sees as being
congtitutive of the structures of social life: "...it is in these mobilities that social life and
cultural identity are recursively formed and reformed' (2000:49). To analyse these mobilities
he devel opsarange of concepts which make this possible. He questionsthe concepts of space
as being connected to place, and argues that space must be seen as being constituted through
networks and fluids. It isin these networks and fluids that different forms of mobility flow,
the complex mobile hybrids as he calls them. To analyse these hybrids he suggests some
central dimensions, namely temporality, the senses and hybridity.

Other authors also place mobility centrally in the understanding of the social. Nigel Thriftis
a geographer. In the book Spatial formations (1996) he seeks to analyse the cultural
consequences of the development of the relations between machines and humans during the
last 200 years. He argues that we now see new cultural forms which he characterises as
‘cultures of feeling of mobility’. The concept 'structure of feeling' covers feelings, bodily
practises, the physical character of place. The changed embodied engagement with technology
thus builds up different structures of feelings which means that we sense and experience
differently.

Virilio is a French architect and town planner who has speed has a recurrent theme in his
work. His suggestion is that the logic of speed is that it will increase (reflected in the
development of new transport technologies (train, cars, planes)) and that the surrounding
world (i.e. towns) will change asto conform to thelogic of speed. Accordingto Virilio, speed
isbeing determined by the dominant technology, mainly devel oped by the military. Hetherefore
sees the speed of computer technology as being of great importance for current and future
mobility, just asthe car hasin the current society. Virilio is sceptical concerning acceleration
of speed, but does not give any concrete answers as to how it will continue.

Urry, Thrift and Virilio are very different examples on how mobility is being conceptualised
and understood as a perspective on social development. However, they all include dimensions
which are often excluded from social science analysis: time, space, body, senses and speed.
Using mobility as a perspective therefore points to a number of dimensions which are
particularly interesting in relation to transport, but which are not always included. Working
with the concept of mobility therefore enables asking new questionsin relation to the empirical
work.

Two seminars on mobility and transport

It was the need to present new perspectives into the Danish transport debate which formed
the background for two research seminars held in the autumn of 2000. Both these seminars
took as their starting point the mobility perspective as possible routes for social science re-
search on transport. The am was to present and discuss studies which in different ways
contribute to this. The result of these seminarsis anumber of interesting articles which also
to a certain degree represent 'state of the art’ within current social science transport research.

One seminar was 'Research seminar on Mobility' held the 2nd of November 2000 at The
University of Roskilde in a co-operation between the Institute of Geography, the Institute of
Environment, Technology & Socia Science (both University of Roskilde), and the Institute
of Sociology, University of Copenhagen( This seminar was supported by The Danish Trans-
port Council). This seminar had professor John Urry from the UK as visiting researcher as
well asanumber of Danish transport and mobility researchers. The articlesfrom thisseminar
are placed in Part 1 of this anthology.
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The second seminar wasthe workshop "The Politics of Traffic and Understandings of Mobility'
organised by Per Homan Jespersen and Lise Drewes Nielsen from the University of Roskilde
as part of the conference 'The Traffic Days at Aalborg University, 28-29th August 2000. The
articles from this workshop are placed in Part 2 of this anthology.

Themobility perspectiveisrelatively new within transport research, and theaim of the seminars
was not to demonstrate it as a well-established or as a well-defined perspective. Rather the
aimwasto make visiblemobility asauseful perspectivewhich enable usto ask new questions
within transport research. As such, the seminars must be seen as an attempt to thematise and
theorise transport from this perspective. In this anthology, articles from the two seminars are
included and it is hoped it will inspire further research and contribute to the debate on the
development of the transport system.

Lise Drewes Nielsen
Helene Hjorth Oldrup
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Part 1.
The mobility perspective
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| ntroduction

Lise Drewes Nielsen and
Helene Hjorth Oldrup

At the seminar 'Research seminar on mobility', Jorg Beckman took sociological theories of
mobility as his starting point, and argued that their blind spot is immobility. While these
theories are useful in characterising social processes of mobility, they ignore how the proces-
ses simultaneously contain immobilising forces. Using automobility asan example, he shows
how mobility is constituted through the road system, which immobilises other travellers such
as pedestrians, and other places such as parking areas, etc. He therefore suggeststhat theories
of mobility must be aware of the ambivalences of mobility.

John Urry investigates in his article how we inhabit the car through our senses and through
time and space. Automobility creates temporal flexibility, dominance of the public sphere
and production of urban places characterised by noise, bad smells and continuous movement.
Thevisual sensewhich createsreciprocity between peopleis madeimpossible. Automobility
also creates specific configurations between humans and cars. Through the social relations of
the car, features of the family are being reproduced in the car: the back-seat passenger and the
driver. The drivers body are being fragmented and disciplined by the car, where eyes, ears,
hands and feet are being trained to respond, while other ways of sitting are suppressed. Finally
Urry argues, that town planning should integrate mobility rather than seek to freeze it. One
way of doing thiscould be by creating new types of cars and transport systems, which creates
new configurations between humans and cars, new ways of inhabiting the car.

While John Urry isinterested in how the car isintegrated into the social life of cities, Petter
Nasss is stressing the importance of the material structures of urban areas for travel patterns,
and discusses the rel ationship between town patterns and transport using a case study from a
smaller Danish town. While some studies dismisses a connection between urban density and
transport, Naess demonstrates with his study that there is a clear connection between the
material structures, travel behaviour and travel patterns. Itisespecially thelocation of housing
areas, which are important for the use of the car, as it is the closeness/distance to service
facilitieswhich determinesthe need for daily and/or weekly destinations. While Nasss primarily
takesastructural perspective, he aso pointsto theimportance of socio-economic and lifestyle
factors. In conclusion Naessarguesthat it isnecessary to change the patterns of town planning,
if automobility isto be reduced.

Where previous articles have focused on the transport of persons, Lise Drewes Nielsen and
Per Homan Jespersen ook at freight transport. The article presents methods and perspectives
for the study of how the organisation of production and distribution, together with logistical
organisation, are influencing theincrease in freight transport. The article al so describes how
the time and space compression within the sector has a decisive influence on organisation
and working conditions. The article therefore contributes to a deeper understanding of how
society's economic organisation of production and consumption via the transport sector has
social and economic consequences, as well as how these organisational forms are driving
forces behind the development of mobility. Studies of freight transport can therefore contribute
with a social understanding of mobility.

The last article by Michael Haldrup focus on the concept of destination within tourism re-
search. The starting point for the article is that many theories on tourist consumption and
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production make an almost programmatic reference to space. The concept of destination here
has often a cultural, social or economic dimension. The aim of the article is to discuss the
concept of spacein tourism research and makeacritical discussion of tourismin late modernity.
Thearticleisconcluded with awish to look at tourism research through the lenses of mobility
and follow the tourist choice of destinations and experiences through movement. In thisway
mobility research can contribute to deconstruct, construct and reconstruct the destinations,
where tourism unfolds.
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Heavy Traffic

Paradoxes of a moder nity mobility nexus

Jorg Beckmann
Department of Sociology
University of Copenhagen

Abstract

In ‘liquid modernity’ (Bauman 2000) ‘all that is solid meltsinto air’ (Berman 1988). In ‘the
civil society of automobility’ (Urry 2000) ‘time-space compression’ (Harvey 1990) coerces
people into continual motion. In ‘the new structure of feeling called mobility’ (Thrift 1996)
‘the aesthetics of disappearance’ (Virilio 1991) mould our experiences of socia reality.

Theseareonly few of the contemporary sociological conceptsthat refer to notionslike mobility,
movement and motion. All these concepts point at theinherent thrust of modernity to *liquefy’
and ‘mobilise’ human and non-human agents equally, globally. They seem to suggest that
modernity is synonymous with mobility. But what about those goods and people who stay
put?What about those who areimmobilised instead of mobilised solidified instead of liquefied?

In this paper?, | will approach mobility through its significant Other. My hypothesis is that
even under the condition of an ever-growing mobility, immobile cultures continue to exist.
Either these cultures are involuntarily excluded from a society in motion, or they express
conscious resistance towards the speeding-up of everyday life and the acceleration of physical
mobility; either they are paralysed by the risks and dangers of liquid modernity, or they
reflexively respond to them by a more sedentary way of life.

Itisin particular the demobilisation of humans quaforce, which represents the flipped, dark
side of the mobile coin. Examples that drastically illustrate how mobility immobilises are
manifold. They span from 19" century colonisation of endogenous American, African and
Asian people (and their ultimate demobilisation through ‘extinction’) to the forecasted 2,5
million fatal car-accidents world wide in the year 2030 (Teufel 1993). However, these past
and future eventsare, first and foremost, descriptions of immobilising phenomena. Departing
from here, | will arguein this paper, that immobility isnot only a‘ phenomenological issue’,
but also anissue of structural importance. Or put in other words, mobility relieson immobility.
Only because certain cultures, objects, informations are immobilised others can travel. Rat-
her than seeing modernity as a continual process of ‘setting free’ and ‘letting go’, | seeit as
equally immobilising?®. Mobilisation needs immobilisation!

In order to develop this argument of mine, | will first show how modernity has been seen as
tantamount to mobility. Secondly, | will make reference to the automobile as ‘the avatar of
mobility’ (Thrift 1996: 272). Automobility, serves as a case, by means of which | hope to
show how the setting free of one culture aways hinges on the fixing of others. For this pur-
pose, | shall draw upon anumber of ‘ auto-phenomena’ and usethemtoillustrate my point. In
the conclusion, | will return to my main hypothesis (the * structural coupling’ of mobility and
immobility) and draw upon some practical implications for the reflexive organisation of
everyday mobility.
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M oder nity as mobility

Many contemporary social scientists are now equating modernity with mobility. Often the
equation is forwarded as an axiom, as a statement, which needs no further explanation. It is
presented as so obviousan argument that it rendersany deeper explanation superfluous. Already
the semantic similarity seemsto justify treating these highly complex conceptsas equivalents.
One can get the idea that just because it sounds good, modernity is equated with mobility.

In contrast to the occasional use of the mobility modernity nexus as a fashionable semantic
bubble, more distinguished social philosophers and sociologists have provided both illustra-
tive descriptions and thorough explanations of how they couple modernity with mobility. The
basic argument that frames the modernity mobility nexus can be summarised as follows:
Modernisation brings about a social formation in which agents interact over an ever-larger
territory. It entails an inherent thrust to set individuals free from their local context. The
movement of people and goodsin modern societiesis extended and accel erated to the beat of
new transportation and communication technologies.

How is such argument reasoned? How do sociologists (of transport and mobility) explain the
very assumption that modernity and mobility form a structural couple? One of the more re-
cent attempts to weave together mobility and modernity draws upon the el ective relationship
between modernisation and mobilisation (Rammler 2000). By employing Weber’'s
‘Wahlverwandschaft’, German sociologist Stephan Rammler points out that mobility and
modernity are neither linked to each other by a stringent causal relationship nor is their co-
dependence merely coincidental. Instead, he arguesthat moderni sation fosters mobility, which
in turn further fuels an ongoing modernisation process. Here, the relationship between
modernity and mobility isdepicted by ‘ mutual penetration and attraction aswell asreciprocal
promotion’ (Rammler 2000)3.

The value of Rammler’s contribution to the debate lies in the employment of sociology’s
classical concepts. He turnsto Marx, Weber, Simmel, Spencer, Elias and others to search for
explicit and implicit transport-related approaches in the works of these socia thinkers. In
opposition to Rammler, however, John Urry’slatest book (Sociology beyond Societies) turns
away from classical theories and aims at “reconstructing the ‘social as society’ into the ‘ so-
cial as mobility’” (Urry 2000: 2). Urry presents his work as a manifesto for a more mobile
sociology that does away with the experimental certainties of its precursor. He statesthat, his
book “is about mobilities and this involves the rapid dissolving of the new fixed points that
sociology had precarioudly established over the past few decades. In such a maelstrom of
socia and intellectual mobility | ask whether any fixed points can remain” (Urry 2000: 17).
Urry ties modernity to mobility in quite a different fashion. He sees traditional sociology as
the genuine product of modernity. The modernisation of modernity, however, washes away
this sociology asaspecific academic practice of orthodox modern societiesand simultaneously
introduces anew one. In second or reflexive modernity, the social as society isreplaced by the
social as mobility. For the social theorising of late modern societies mobility has become the
central category.

Apart from these two recent ground-breaking works other sociologists have more or less
explicitly viewed mobility in line with modernity. So for instance Anthony Giddens, who
holds that “the advent of modernity increasingly tears space away from place by fostering
relations between ‘absent’ others, locationally distant from any given situation of face-to face
interaction” (Giddens1990: 18). The overcoming of distance between absent othersisenabled,
by what he calls *time-space ordering devices', such as train-time tables, automobiles or e-
mail addresses. The setting free from spatial constraintsis clearly powered by the invention
of such ever-faster transportation and communication technol ogies, resulting into a‘ shrinking
world" in which time and space areincreasingly compressed. Throughout the recent past, as

18



David Harvey argues, “time horizons of both private and public decision-making have shrunk,
while satellite communi cation and declining transport costs have madeit increasingly possible
to spread those decisions over an ever wider and variegated space” (Harvey 1990: 147).
According to these authors modernisation both demands and enables mobility. It produces
social relations that foster the mobilisation of people, capital, machines, information,
knowledge, images, pop-songs, etc. For theindividual this entails being repeatedly uprooted
from established social structures and propelled into another spatio-temporal context, dueto
anew home, job or relationship. The proliferating mobility of modern subjects, like the ones
seen by Harvey or Giddens undoubtedly poses severe social problems. However, for others
mobility isalso seen asapersonal opportunity that fuels the wishes and expectations of those
who are already ‘on the road’ as well as the ones who are not-yet mobilised. Tourism, for
instance, no matter whether it comes across as ‘mass-tourism’ or ‘backpacking’ promises
diversionfromtheknown. It may ssimply displacethe personfroma‘well-known’ toa‘familiar’
context, or contribute ‘ personal growth’ inthat it leadsto anew insight into ones own culture
by virtue of visiting another. It is against this background that Lash and Urry relate mobility
to reflexivity, when they speak of travel asamediator in the reflexive regulation of everyday
life (Lash/Urry 1994: 54). On this view, mobility comes across as afacilitator of reflexivity —
through travel we may be ableto acquireamorereflexive—i.e. self-critical —view of ourselves
and our surroundings. For Lash and Urry, “modern society is a society on the move” (Lash/
Urry 1994: 252) where mobility is*responsible for altering how people appear to experience
the modern world, changing both their forms of subjectivity and sociability and their aesthetic
appreciation of nature, landscapes, townscapes and other societies’ (Lash/Urry 1994: 256).

Whereas Lash’'s and Urry’s * Economies of Signs and Spaces predominantly emphasise the
emancipating capacities of travel and understand mobility in terms of accessibility, that isto
say the possibility of ‘gettingto’ placesand activities, Zygmunt Bauman approaches mobility
intermsof itsalienating thrust. He views mobility as, what might be called, ‘ exitability’. For
him mobility enables absenteeism just as much as it permits proximity. Bauman regards the
individual’s escape velocity as an indicator of power. He states that “the prime technique of
power isnow escape, slippage, elision and avoidance, the effective rejection of any territorial
confinement” (Bauman 2000: 11). The capacity to disengage, withdraw and move away isthe
privilege of Bauman's global elite. Mobility, here, has become the most stratifying aspect in
modern societies. Such stratification, however, is not merely a question of whether one is
able to move or not, more than that it is a question of the particular quality of mobility. The
differencein mobility, Bauman triesto highlight by virtue of hismuch cited * mobile metaphors
the *vagabond' and the ‘tourist’. Whereas the former gets pushed away, the latter gets pulled
towards a place. The vagabond is continually forced to move away from hostile contexts, the
tourist, however, is enabled to move onwards to places where his presence iswelcome. Here,
Bauman is explicitly concerned with risks of mobility. His contribution is different in so far
as he continually highlightsthe ambivalences of mobility. Still, alsoin hisuniverse, society is
first and foremost liquefied, rather than solidified; his subjects are mobilised rather than
immobilised.

To summarise, what al these authors shareisthat they view modernisation primarily interms
of itsmobilising thrust. None of them turns modernity’simmobility into acentral category. In
all contributions the undoubtedly mobilising aspects of modernisation are emphasised and
universalised. Indoing so, they overridethe*heavy’, *bulky’ and* static’ features of moderni-
sation processes that inhibit, limit, reduce, confine, slow-down or restrict the movement of
goods and people. Moreover, they ascribe only one meaning to mobility-inhibiting entities
likeborders, barriers, speed-limitsetc., that isto say the meaning that evol vesfrom modernity’s
need to tare them down®. Little relevance is given to modernity’s inherent drive to erect new
institutional barriers, geographic borders, psychological railings, organisational obstacles,
cultural perimeters and social boundaries.
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Clearly, modernity isfull of contradictions. Modern life is paradoxical and ambivalent. The
very achievement of modernist culture is that we have come to recognise this contradictory
nature of our existence. Structural differentiation, rationalisation, individualisation and
domestication — as modernisation’s constitutive dimensions — are all pregnant with their
contrary (Loo/Reijen 1992).

e With structural differentiation, de-differentiating dependencies evolve amongst
both established and newly emerging actors.

e With rationalisation, institutions pluralise and universalise their own aims and
objectives. A process, however, that is accompanied by the generalisation of
norms and values running contrary to the pluralising effects of any rationalisation.

e Withindividualisation, the human being is not only set free from traditional
social relations, but is also embraced by ever wider ranging collectives.

¢ And with the domestication of nature and the human body, new forms of
psychological and social conditioning and dependencies arise.

Against thisbackground, it seems surprising that modernity’simmobilities have not received
more attention. It isthereforethat | argue in opposition to the prominent wedding of moderni-
sation and mobilisation that modernity must be understood both in terms of its mobilising as
well as immobilising features. Moreover, | claim that mobility relies on immobility. The
‘liquidification of modern society’® (Bauman 2000) is not possible without the erection of
social, cultural, technical, organisational wallsthat both frame motion, mobility and movement
and serve as atarget for further cross-border movement.

The vehicle of moder nity

In order to elaborate how modernity both mobilises and immobilises, and illustrate how the
mobilisation of some agents relies on the immobilisation of others, | will turn to a specific
hyphenated mobility, that is to say automobility. Automobility, | understand as the modern
mobility paradigm. It istightly interwoven into the tissue of contemporary society. For many
of usit provides normal corporeal mobility, i. e. the type of mobility routinely exercised day
after day.

Most of the prominent transport sociologists have highlighted the metaphoric value of the
automobile. For all of them, the car manifests, constitutes or symbolises modernity. Nigel
Thrift, for instance, presentsthe car asthe technol ogical manifestation of modernity, when he
speaksof it as‘theavatar of mobility’ (Thrift 1996: 272). For Sheller and Urry modern societies
are societies of automobility (Sheller/Urry 2000) and Rammler presents the automobile as
both an ideological stabiliser for Fordist mass consumption as well as a symbol for the
‘egalitarian principles of ademocratic modernity’ (Rammler 1999).

In line with these views, | place my understanding of automobility as the modern mobility
paradigm. However, | do so not merely because of the car’s mobilising potency, but equally
sofor itsimmobilising capabilities. Automobility isof ambivaent character. It can beclassified
as both liberating and subjugating. When seen as afreeing aswell as a coercing artefact, the
car comes across asadoubtful joy. It cannot be reduced to only one category. Thisanomalous
nature of automobility is central to its social scientific understanding. It holds crucial
implicationsfor acritical analysis of both contemporary transportation research and politics.

Many of theimmobilising, restricting and limiting potencies of the car are known and hardly
arevelation to both critical transport experts as well as walking or cycling ‘lay’ transport
users. Planner, psychologists and sociologists have touched upon these ‘unintended auto-
consequences and shown how the hegemony of the car has hampered the movement of non-
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drivers (Freund/Martin 1993). Sheller and Urry seethis confining feature of the car asone out
of six components through which automobility should be examined. For them, “automobility
is the predominant global form of ‘quasi-private’ mobility that subordinates other * public’
mobilities of walking, cycling, travelling by rail and so on; and it reorganises how people
negotiate the opportunities for, and constraints upon, work, family life, leisure and pleasure”
(Sheller/Urry 2000: 2)

Even though, the car’s character is unmasked as Janus-faced and automobility’s flaws are
posited next to its virtues, the ambivalences of driving have not really impeded on the one-
dimensional theorising of modernity asmobility. In the paragraphs below, | aim at filling this
omission by showing how automobility is part of and contributesto the paradoxes of structural
differentiation, individualisation, rationalisation and domestication.

In traffic, it seems, there is only one type of hegemonic hyphenated mobility, that is to say
automobility. Automobility epitomises the mobile side of modernity. Here the expanding,
extending, exploding forces of modernisation have fuelled car production, consumption and
private use. The growth-dynamicsof the auto-system were tremendous and have now amounted
to aglobal car population of more than 500 million vehicles.

Theexpansion of automobility certainly counts asamodern phenomenon and can betentatively
explained by virtue of the above named constitutive dimensions of modernisation.

e Structura differentiation has given rise to afurther-reaching division of labour,
powering the increase of both passengers and goods transportation.

e [Individualisation has set the individual free from traditional institutions and local
contexts and thereby enabled and reinforced the use of transportation and
communication technologies.

e Rationalisation has framed a particular way of ordering spatial functions. It has
reinforced the erection of a car-oriented transportation system solely aiming at
overcoming ever more distancein ever lesstime.

e Domestication has lead to the exploitation of natural resources and the manage
ment of bodily constraints?, so that goods and people can travel at an ever-
higher speed’.

These four examples must not be understood as unidirectional processes. In the samefashion
differentiation, individualisation, rationalisation and domestication stimulate automobilisat-
ion, the proliferating use of cars (and other mechanical vehicles) fosters the furthering of
these processes.

Still, what | have described above is only one side of the coin. Automobility in conjunction
with these four dimensions has severely immobilised other mobile cultures. The modernisat-
ion of the auto-system, the differentiation, individualisation, rationalisation, and domestication
that goes hand in hand with thismodern mobility paradigm has grid-locked non-automobilities.
It has produced paradoxical situations and created contradictory circumstances with regards
to any of the three dimensions of mobility — its subjects, vehicles and spatio-temporalities®.

Automobility’s immobilised others

The modernisation of everyday mobility is tantamount to automobilisation. It brings about
paradoxical situationsinwhich people, placesand carriersare both mobilised and immobilised.
With respect to automobility’s immobilities non-drivers are ‘secured’, certain vehicular
movements slowed down and specific places prevented from being accessed or left. Below, |
will address these three dimensions— the subj ects, the vehicles and the spatio-temporalities—
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separately and provideillustrationsfor how automobility hasrendered other modern ‘ actants
less moveable.

Secured subjects

A gaze at any urban intersection, where the movement of different subjectsisrationally orde-
red by light signals suggeststhe following: If one type of mobile culture moves, the other has
to stop. Automotive motion brings pedestrian movement to ahalt. Now and then, it grantsthe
walkers a time slot to manoeuvre themselves between a row of impatiently waiting ‘car-
driver hybrids (Sheller/Urry 2000). Not only are mobility and immobility posited next to
each other — rather they mutually depend on each other. The stopping of the stroller is a
necessity for the motorist to move.

Parallel to the spreading of the motor-car, walking has become subordinated to the logic of
automotive movement. The pedestrian now hasto walk to the revolutions of the car’sengine.
Neither isthe walker free to choose whereto go, nor how fast to go. For the urban stroller the
expansion of automobility isendowed with restrictions, limitationsand immobilisations. Most
obviousisthisto those social groupsthat depend on walking astheir only mode of movement.
Children, for instance, havelost their right to stay (and play), oncethe car acquireditsright to
move on the road. Within the frame of reference of an auto-logic, the abandoning of children
from public spaces is interpreted as a successful attempt to increase traffic safety. Another
case where automobility as normal mobility isinflicting upon non-automotive motion isthe
mobility of disabled persons. Automobilisation adds to the discursive construction of the
mobile body as superior to the impaired body. Whereas both cars and the urban road
infrastructure enhance the mobility of the already mobile, they confine the movement of
disabled people (Imrie 1997).

Vanishing Vehicles

The priority that is given to the automobile on our urban roads inflicts upon the design and
use of other means of transportation. Most prominent is the hegemony of the car whenever
light rails or bicycles are being moved to residual spaces, that isto say under ground or to the
side of the road. Once public transport has vanished out of sight it seems to be out of mind®.
Theincarceration of certain mobilitiesinfavour of car-useis problematic, becauseit prohibits
thetraveller from seeing the built environment he or sheistravelling underneath. Stripped of
seeing the space between origin and destination, the underground traveller develops amental
map that shows extensive ‘blind-spots . For the subterranean traveller the urban space that
liesin between tube stations are non-places, that isto say unknown territories. Moreover, the
visual experienceisso central to travel that the metro-passenger isridded of one of mobility’s
most important aspects. In fact, one could argue that one of automobility’scoreinnovationsis
to see the space that one travelsin arather different way. Driving weaves moving and seeing
even closer together. However, at the sametimeit does so for those, who are able to make use
of the car, it excludes others from such visual joy by banning them underground. Through
‘blinding’ these travellers, their mobility becomes impaired.

Prohibited places

For many the automobile has provided accessto more placesfurther away and, hence, enlarged
the territory in which people’s everyday activities are located. Simultaneously though it has
created prohibited places, that isto say placesthat cannot be accessed by non-drivers. Urban
freeways and interstate highways epitomise the exclusiveness of car spaces. They exclude
any non-motorists from usage, and they form architectural barriers that fragment urban and
rural geography. This fragmentation of space is the opposite side of the car’s capability to
weavetogether distant spatial entities. With automobility urban spaceis separated into distinct
categories, that isto say housing areas, technology parks, shopping centres, leisurefacilities,
pedestrian zones. Under automobility, these spatial units must be separated from each other,
because otherwise, automotivetraffic, generated by one spatial function, would pose significant
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problems to another.

The pedestrian precinct, for instance, has restricted an area of town to pedestrians. The idea
was to preserve and protect the urban walker from the car. The flaneur/flaneuse, the stroller,
the saunterer were moved away. No longer was any street ‘strollable’. Pedestriansiation
entrapped the city walker between the shop-windows of retailers and franchisers.
Automobility’s opposites enabled a singular use of urban spaces. Each area had to have a
particular function, because amix of functionswould produce conflicts between those driving
and those living and walking in these areas. Such spacesdisplay alower mobility, in that they
prevent coexistence of different types of mobility. With increasing automobility the variety of
gpatially grounded ‘ mobility-styles decreased.

Themost striking paradox, however isautomobilty’s self-induced fixing. The rampantly gro-
wing auto-system has produced hostile conditions for automobility itself. The purposively
rational attempt to accelerate urban traffic by means of the automobile frequently endsin the
jam. Rather than being smoothly transported from origin to destination the grid-locked car
driver is fastened in his vehicle. During peak-hours, when car traffic comes to a complete
halt and the myth of the ‘freeway’ turnsinto a demobilising nightmare, the secured driver
finds himself avictim of afrustrated, road raging fellow commuter.

These and other dangers of driving have lead to the establishment of a safety complex that
further fosters the demobilisation of both car-drivers and others. Clearly, the ‘safer’ the
motorists have become through safety interventions like seat belts, ABS and air bags, the
more fatal dangers they pose against non-drivers (Adams 1995). Being virtually tied to their
seats, the car driver isnow secured and protected against himself. Onceinsidethe car thereis
only vehicular movement. Bodily movement is prohibited by the fastened seat belt and the
metal cocoon. Once on the road no mobility other than automobility ispossible. The perfection’
of the auto-system prevents us from trying other mobilities, i. e. from being mobile in terms
of moving by different means and for different ends. If automobility isall-pervasive, and the
car driver isembedded into avariety of safety features, then mobility isreduced to the utilisation
of a particular type of transport technology. The moment we replace our legs by means of
pneumatic tires we create a new type of technological dependency and limit our ability for
self-determined and independent movement — in other words, mobility persuades us into
immobility.

If the mobilisation by means of the car asamodern phenomenon has produced such anomalies,
paradoxes and contradictions, can one then continue to conceive of modernisation itself as
merely a mobilising project? Or shouldn’t one instead rather highlight the paradoxes of
modernity and see it as both a mobilising as well asimmobilising?

Conclusion

To answer these questions sufficiently would need more social theorising and analysing than
that provided in this brief paper. Nevertheless, the inquiry into modernity’s most pervasive
mobility, that is to say automobility, has shown that doubts regarding a one-dimensional in-
terpretation of the mobility modernity nexusarejustified. These doubtsalone arejustification
enough to continue looking out for the depraving, solid and static aspects of modernity. More-
over, the doubtful mobilisation of people and goods has implications not only for how
modernity istheorised, but aswell for contemporary transport politicsand planning. If mobility
isaways pregnant with itsopposite, what doesthat imply for urban planning? Or put differently,
what kind of modern mobilities do we want? Do we allow othersto move as freely aswe do
ourselves, or will we continue to restrict certain mobilities in order to accelerate our own
locomotion?
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To know about and be aware of theinherent contradictions of automobility has consequences
for the reflexive organisation of late modern mobilities. Against this background, transport
users and experts may be asked to reconfigure their ‘traffic solutions’ and acknowledge that
solving one transportation problem will always create a number of new ones. To conceive of
every new emerging ‘ bottleneck’ as atechnical challenge, will not provide equal access and
accessibility, but merely enhance the systemic growth dynamics of automobility as the
hegemonic type of everyday mobility. A change of this socially dominant ‘mobility view’
(Beckmann 2000) would, first and foremost, entail that ‘ mobility is always defined as the
mobility of the Other’™. It would require that the modern traveller measures his or her own
mobility always against that of others. Under a reflexive mobility view, the leitmotif of
conventional traffic planning (as auto-planning) would have to be reformulated. No longer
could it bethe accel eration of one type of mobile subject, but rather equal accessto mobility/
immobility for al individuals that frames such reflexive mobility view.

The core concept in such reflexive mobility view would be the notion of * motility’ rather than
‘mobility’. Whereas terms like mobility, travel, transport or traffic refer to ‘realised motion’,
motility depicts ‘ possible motion’. We are mobile, when we perform movement, and we are
motile, when we are capable of movement without necessary manifesting this capacity. The
leitmotif here is to enable movement rather than to practise it. For transport planning, this
would imply afine balance between erecting barriers, borders and speed limitsand dismantling
them. Under theream of thisnew ‘traffic morality’ (Khisty/Zeitler 2000), not every ‘ bottleneck’
would have to be widened, not every ‘missing link’ closed. Motile planning would allow to
maintain old and erect new barriers. This maintenance and erection of barriers is meant to
slow down some of the more maobile cultures in order to sustain the capacity to move for
those less mobile.

Note

| want to thank André Amtoft for his helpful comments concerning ‘form and content’ of this
paper aswell as Helene Hjorth Oldrup, Lise Drewes Nielsen and Lykke Magelund for organ-
ising the seminar ‘Research seminar on moblitu’ at Roskilde University.
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Note

1 The paper is based on a PhD-thesis at the Department of Sociology, University of Copenhagen. The study
analyses how ‘risks of automohility’ are seen through the * mobility view’ of the Danish automobile club
FDM.

21 am very grateful to Jessica Enevold who unmasked this paper’slack to address differencesin the
mobhilities of men and women. This omission of mine isthe more problematic, the clearer one sees men’s
mobilities asinextricably bound to the ‘situation’ of early modern women, who, traditionally “have been
constituted asimmobile place-bound domesticity” (Enevold 2000: 406). In her recently published article
‘Men and women on the move’ Enevold illustratively deals with thisissue, exemplifying through aliterary
analysis the persistent “ gendering [of] the travel experienceasa‘male’ identity project which
sociospatially constructs women as Others’ (Enevold 2000: 403).

3 Rammler arrives at this assumption by conceiving of modernisation in terms of its constitutive dimensions,
that isto say differentiation, individualisation, rationalisation and domestication (Loo/Reijen 1997). He
assigns central importance to thefirst of these four processes when he shows how structural differentiation
enhances transport growth. For Rammler, transportation not only allows for differentiation (that isto say
increasing specialisation and flexibilisation of work, growing spatial fragmentation etc.), but equally
provides the glue for the reintegration of the sum of social sub-systems.

4 Marx’simagethat ‘al that is solid meltsinto air’, istaken for another axiom by many modern thinkers.
Every modern construction is erected merely to be torn down again. This axiom of modernisation has been
employed as a cardina argument, for instance, Marshall Berman (1982). Berman writes: “And yet, the
truth of the matter, as Marx sees, is that everything that bourgeois society buildsis built to be torn down.
‘All that issolid’ —from the cloths on our backs to the looms and mills that weave them, to the men and
women who work the machines, to the houses and neighborhoods the workerslivein, to the firmsand
corporations that exploit the workers, to the towns and cities and whol e regions and even nations that
embrace them all —all these are made to be broken tomorrow, smashed or shredded or pulverized or
dissolved, so they can be recycled or replaced next week, and the whole process can go on again and again,
hopefully forever, in ever more profitable forms’ (Berman 1982: 99).
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5 For me, Bauman's concept of ‘liquid modernity’ evokes arather different image than an unboundedly
expanding society beyond any limits. Unlike a solid object, aliquid needs aframe to maintain its shape.
Qil is stored and kept in its position in tanks, water is bottled in order to prevent it from spilling or
evaporating. The tank and the bottle are immobile boundaries that make possible the transport of both il
and water. Accordingly, aliquefied modernity couldn’t do without solidifying institutional framesthat hold
together what seemsto fall apart ...

6 Driving sickness, for instance, isno longer felt asabodily constraint if treated properly, that isto say
medically.

7 Paul Virilio's (1991) categories of metabolic and mechanical speed areillustrative in this context. With
modernisation metabolic speed is gradually substituted by mechanical speed.

8 Thisthree-dimensional model of mobility results from a genuine understanding of everyday mobility asa
social action during which a person overcomes geographical distance and takes up time by means of some
technical or organisational device.

9 An underground rail trip may very well be an ‘exciting’ event in cities like London or Moscow. However, in
other citiesit can aswell be afrightful and boring experience that offers no incentive for the urban
commuter to use such systems. The sensual experience of ‘riding thetube' is of a different and often less
attractive character than driving above ground with its heightened visuality.

10 Sometimes frustration over such ‘entrapping’ traffic conditions culminates in deadly incidents of road
rage. The shoot-outs on the freeways are final stages of the demobilisation of the car-driver.

11 To claim that mobility is always the mobility of the other isinspired by Rosa L uxemburg's*“Freiheit ist
immer die Freiheit des anderen”.
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Mobility and Proximity*

John Urry
Dept of Sociology
Lancaster University

Abstract

In this paper | discuss just why travel take place. Why is travel necessary especialy in the
light of new communications technologies? | emphasise how corporeal proximity in diverse
modes appearsto maketravel both necessary and desirable. | examine aspectsof conversationa
practice and of ‘meetings' to show the importance of travel for sustaining the ‘ compulsion to
proximity’. | goonto consider therolesthat travel playsin establishing and sustaining pertinent
socia networks. | use here Putnam’s recent analysis of social capital and draw out the
implications of different kinds of travel for the distribution of social capital. | examine what
kinds of corporeal travel are necessary and appropriate for a rich and densely networked
socid life acrossal socia groups. And in thelight of these analyses of proximity and social
capital | show that virtual and imaginative travel will not in a simple sense substitute for
corporeal travel since at | east intermittent co-presence appears obligatory for sustaining many
forms of appropriate social life. However, virtual travel does seem to produce a strange and
uncanny life on the screen, that is near and far, present and absent, and it may be that thiswill
cometo changethevery nature of what isexperienced as‘ co-presence’ . | conclude by showing
how issues of social inclusion and exclusion cannot be examined without identifying the
complex, overlapping and contradictory mobilities that are necessarily involved in the pat-
terning of an embodied socia life.

Why travel?

This paper is concerned with avery simple question: why do people physically travel? Even
before the recent emergence of theinternet and the mobile phone, there were diverse forms of
communication between people who were geographically distant from each other. Such
‘modern’ mediaof communication includetheletter, the postcard, the telegram, thetelephone,
the fax, print media, film and the TV. Each of these communications can in rather different
ways substitute for physical transportation. Elsewhere | elaborated four different kinds of
‘travel’ (over and above communication through the telephone, letter, fax, mobile): the physical
movement of objects which are brought to producers or to consumers whose physical travel
may be consequently reduced; imaginative travel, to be transported elsewhere through the
images of places and peoples encountered on radio and especially the ubiquitous TV; virtual
travel, to ‘travel’ often in real time on the internet with many others so transcending
geographical and often socia distance; aswell asthe physical, corporeal travel of people, as
being ‘on the move' has become a*‘way of life’ for many (Urry 2000: chap 3).

Given the significance of imaginative and virtual travel within contemporary societieswhy is
there still an increasing amount of physical, corporeal travel? Why bother with the risks,
uncertainties and frustrations of corporeal movement? Will computer-mediated
communications restructure the very relationship between ‘physical travel’ and
‘communications’ enabling, through the latter, much of what has only been possible through
physically moving to sense the other person or event or place?

Elsewhere | suggest that the explanation of different forms of travel is centrally important
within areconstituted sociology that takes mobility asits central concern (see Urry 2000, for
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a manifesto for such a sociology). Sociology has tended to focus upon those ongoing and
direct social interactions between peoples and socia groupsthat constitute a proximate social
structure. In this paper | argue that central to sociology should be both the analysis of those
processes by which such co-presence is only on occasions and contingently brought about,
and the forms of socialities involved when one is not involved in ongoing daily interaction
but with whom a sense of connection or belonging is sensed and sustained. It isimportant to
investigate not only physical and immediate presence, but also the socialities involved in
occasional co-presence, imagined co-presence and virtual co-presence. Indeed all forms of
social life involve striking combinations of proximity and distance, combinations that
necessitate examination of the intersecting forms of physical, object, imaginative and virtual
mobility that contingently and complexly link people in patterns of obligation, desire and
commitment, increasingly over geographical distances of great length.

The discipline of geography has most investigated such mobilities but the geography of
transportation has concerned itself relatively little with the social bases of travel and of its
likely transformations. The geography of transportation hasregarded travel patternsaslargely
responsive, as being necessarily generated by work, household, family and leisure needs. Its
most radical turn has been to show that new transportation structures themselves generate
new patternsof travel, indeed that thereisoftena’ predict and provide’ model of transportation
forecasting and planning (Adams 1995; Whitelegg 1997). There is also a related
‘environmental’ critique of physical travel, arguing that the current hugely costly system of
“hypermobility’ cannot, and should not, continue indefinitely into the future (Adams 1999).
However, what this literature omits are the social bases of corporeal travel, and the present
and future intersections and trade-offs possible between physical, imaginative and virtual
travel. Indeed the critique of ‘hypermobility’ must examine just how and why there is an
apparent compulsion to travel physically, a compulsion stemming from the significance of
intermittent corporeal co-presence within much socid life.

First though, | note how the scale of contemporary travelling is vast, and this provides the
context both for the environmental critique of *hypermobility’ and for the belief that travel
has become so central to contemporary socialities that sociology neglectsit at itsperil. There
are 663 million international passenger arrivals each year (1999, compared with 25m in 1950
and a predicted total of 1 billion by 2010); at any one time 300,000 passengers are in flight
above the US, equivalent to a substantial city; a half million new hotel rooms are built each
year worldwide; there are 23m refugees across the globe; and there is one car for every 8.6
people worldwide (WTO 2000; Kaplan 1996: 101; Makimoto and Manners 1997: chap 1).
International travel now accounts for over one-twelfth of world trade constituting by far the
largest ever movement of people across borders. International and domestic tourism together
account for 10% of global employment and global GDP. And this affects everywhere; the
World Tourism Organisation publishestourism statisticsfor over 190 countries (WTO 2000).
There is more or less no country which is not a significant sender and receiver of visitors.
Such mobilities are enormously costly for the environment, transport accounting for around
one-third of all CO, emissions. Thereisaprojected tripling of world car travel between 1990-
2050 (Hawkin, Lovins, Lovins 1999).

Kaplan capturesthe sociaitiesinvolvedin such extensive mobility (1996). Because her family
was scattered across the USA and across various continents, travel was for Kaplan
‘unavoidable, indisputable, and always necessary for family, love and friendship as well as
work’ (1996: ix). Indeed she says that she was ‘born into a culture that took the national
benefits of travel for granted’ aswell as presuming that * US citizens[could] travel anywhere
they pleased’ (Kaplan 1996: ix). Implicit in such acultureisthe ideathat oneis both entitled
totravel andindeed shouldtravel. It ought be an essential part of one’slife and isafundamen-
tal human right. Prato and Trivero describe ‘transport’ becoming the primary activity of
existence and akey marker of status; it isno longer ametaphor of progresswhenit characterises
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how social lifewithin householdsis so constituted (1985). If household membersareregularly
on the move then the distinction of home and away loses its analytical power (see Pearce
1999, on lengthy car travel and the sustaining of family life). People can be said to dwell
within mobilities; bell hookswritesthat at least for richer households of the ‘west’: ‘homeis
no longer one place. It islocations (1991: 148).

Moreover, households in developing countries also develop similarly extensive mobility
patterns as their incomes increase; indeed the proliferation of ‘global diasporas seems if
anything to have extended the range, extent and significance of al forms of travel for far-
flung families and households. Miller and Slater argue in the case of Trinidad that one can
really only be ‘Trini’ by going abroad; around 60% of nuclear families have at least one
member living abroad (2000: 12, 36). Clifford writes: ‘dispersed peoples, once separated
from homelands by vast oceans and political barriers, increasingly find themselvesin border
relationswith the old country thanksto ato-and-fro made possible by modern technol ogies of
transport, communication, and labour migration. Airplanes, telephones, tape cassettes,
camcorders, and mobilejob markets reduce distances and facilitate two-way traffic, legal and
illegal, between the world's places (1997: 247; see Cohen 1997).

Such travel between locations occurs of course for many reasons. However, one unifying
component to physical travel isindicated by the particular term used here, corporeal travel.
This highlights how such travel is embodied and that as a consequence people come to be
bodily in the same space asvarious others, including work-mates, business colleagues, friends,
partner or family, or they bodily encounter some particular landscape or townscape, or are
physically present at aparticular live event. In other wordstravel result inintermittent moments
of physical proximity to particular peoples, places or events and that in significant waysthis
proximity is felt to be obligatory, appropriate or desirable. This paper seeks to put the body
into the analysis of the social organisation of mobility.

The most useful source on how social life requires moments of such physical proximity is
Boden and Molotch's analysis of what they term the ‘ compulsion to proximity’ (1994; and
see Schwartman 1989, on the dynamics of ‘meetings’). Initially | set out their main claims
and in passing draw out some ways that proximity or ‘ co-presence’ seemsto make corporeal
travel ‘necessary’. | then examine some shifts in the nature of contemporary social life and
consider therole that travel plays in establishing and sustaining pertinent social networks. |
use here Putnam’s recent analysis of social capital and draw out the implications of different
kinds of travel for the distribution of social capital (2000). I go on to examine what kinds of
corporeal travel are necessary and appropriate for a rich and densely networked social life
across all social groups. And in the light of these analyses of proximity and social capital |
show that virtual and imaginative travel will not in a simple sense substitute for corporeal
travel since at least intermittent co-presence appears obligatory for sustaining many forms of
appropriate social life. However, | also show how virtual travel (especially via new mobile
devicesthat travel with one‘ontheroad’) produces akind of strange and uncanny life on the
screen, a life that it near and far, present and absent, and it may be that this will come to
change the very nature of what is meant by ‘ co-presence’. | conclude by showing how issues
of social inclusion and exclusion cannot be examined without identifying the complex, overlap-
ping and contradictory mobilitiesthat are necessarily involved in the patterning of an embodied
socidl life.

The compulsion to proximity
Boden and Molotch maintain that imaginative and virtual travel will not significantly replace

physical travel since for them ‘co-present interaction’ is the fundamental mode of human
intercourse (1994). The modern world implies no dilution in the degree to which face-to-face
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or co-present interaction is both preferred and necessary across a wide range of tasks. They
analyse how such ‘thick’ co-presence involves rich, multi-layed and dense conversations.
These involve not just words, but indexical expressions, facial gestures, body language, sta-
tus, voiceintonation, pregnant silences, past histories, anticipated conversations and actions,
turn-taking practices and so on.

In particular, co-presence affords access to the part of the body that never lies, the eyes, the
windows onto the soul. Eye contact can enable the establishment of intimacy and trust but
can aso reveal insincerity and fear. Their argument here parallels Simmel who considersthat
the eyeisaunique ‘ sociological achievement’ (Frisby and Featherstone 1997: 111). Looking
at one another is what effects the connections and interactions of individuals. Simmel terms
thisthe most direct and ‘purest’ interaction. It isthe look between people (what we now call
‘eye-contact’) which produces moments of intimacy since: ‘[ o] ne cannot take through the eye
without at the same time giving’; this produces the * most complete reciprocity’ of person to
person, face to face (Frisby and Featherstone 1997: 112). Thelook isreturned and trust gets
established and reproduced.

Boden and Molotch also demonstrate how co-present bodies are actively involved in turn-
taking within conversations, with a tilt of the head indicating a willingness to receive an
utterance. Likewise co-present people can touch each other, and thereis arich, complex and
culturally variable vocabulary of touch. Boden and Molotch summarise the embodied cha-
racter of conversation that is‘amanaged physical action aswell as“brain work”’ (1994: 262;
see Urry 2000: chap 4, generally on the sensesin social life).

Such co-presence is located within time and space. Participants travel to a given place to
meet together, they each commit themselvesto remain therefor the duration of theinteraction,
and each uses and handles the timing of utterances and silences to perform the pertinent
conversations. Thereis an expectation of mutual attentiveness and thisis especially the case
within the kinds of focused interactions known as ‘meetings’. Such meetings are multi-
functional, for making decisions, seeing how oneis heard, executing standard procedures and
duties, distributing rewards, status and blame, reinforcing friendship aswell asdistance, judging
commitment, having an enjoyable time and so on (see Schwartzman 1989).

Co-presence afford opportunities to display such attentiveness and hence commitment, and
simultaneoudly to detect werethere appearsto bealack of commitment in others. Conversations
often begin with small talk, participants often protect the other in order not to embarrass
them, and much loosetalk involves hel ping and moulding the conversational flow. Co-presence
islikely to be necessary to talk through problems, especially theunmediated telling of ‘ troubles'.
Face-to-face conversations are produced, topics can come and go, misunderstandings can be
corrected, commitment and sincerity can be directly assessed. Trust is something that gets
worked at and involvesajoint performance by thosein such co-present conversations. Boden
and Molotch argue that by contrast |etters, memos, faxes and email are poor substitutes for
establishing long-term trust rel ations especially over emotional, personal or financial domains
of activity, partly because they are much more functiona and task-oriented (1994: 263-7).

Managers in the US can spend up to half of their time in face-to-face meetings and much of
their time lies in working with and evaluating colleagues through extensive physical co-
presence (Boden and Molotch 1994: 272). Thisreflectsthe shift within organi sations described
by Sennett from the *individual work ethic’ to the ‘ collective team ethic’ where face-to-face
social and leadership skills are especially valorised (1998: chap 6); this is marked where
organisations have been ‘ blown to bits' by new technologies (Evans and Wurstler 2000: 217,
onthefluiditiesof ‘deconstructed’ organisations). The higher the position in an organisational
hierarchy the more significant is establishing and nurturing ‘ complex interpersona nets’ -
where unwritten and informal co-presence is most salient (see Boden and Molotch 1994:
273, on the importance of face-to-face talk for crime networks).
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Such nets also facilitate the ‘inadvertent’ meetings that happen because like-minded people
from similar socia networks are informally encountered - in certain parts of towns or cities,
on golf courses, campuses, cafes, bars, conferencesand so on. Where peoplelive geographically
distant from each other, then certain sites of what can be called *informal co-presence’ will be
regularly travelled to, even if most of the specific encounters are un-planned (such as the
‘small worlds' of international conferences; see L odge 1983). Theimportance of such informal
encounters is connected to the growth in the number of telecommuters who may be able to
live much further from their notional workplace that is then only occasionally visited (what
we may call the academic-isation of the wider workplace!). This will in turn change the
character of such workplaces away from that of the formal ‘office’ to that of a‘club’ where
informal conversation is the main activity, as Cairncross argues in The Death of Distance
(1997).

Overal Boden and Molotch argue that this general need for co-presence ‘limits the degree
and kind of organizational, temporal, and spatial reshaping that the new technologies can
induce’ (1994: 277). Elsewhere Boden shows thisin relationship to new technologies opera-
ting in the global futures markets (2000; Thrift 1996: chap 6). Asthe world financial system
has become progressively disembedded from place, soitsvery universalism necessitates new
particularistic face-to-face relationships. Because of the fragile symbolic communities for-
med in electronic money-space, re-embedded intense meeting-places are necessary in order
to cement trustful relationships in the financial world. Boden summarises. ‘ Surrounded by
complex technology and variable degrees of uncertainty, social actors seek each other out, to
make the dealsthat, writ large across the global el ectronic boards of the exchanges, make the
market. They come together in tight social worlds to use each other and their shared under-
standing of “what’s happening” to reach out and move those levers that move the world’
(Boden 2000: 194). Similarly, members of many other kinds of organisations intermittently
come together to ‘be-with’ others in the present, in moments of intense co-present fellow-
feeling. These moments of co-presence include festivals, conferences, holidays, camps,
seminarsand sites of protest (Szerszynski 1997). Such intense moments of co-presence appear
to be necessary in order to sustain normal patternsof social lifethat are often organised on the
basis of extensive time-space distanciation with often lengthy periods of solitude (see Cohen
2000, on the neglect sociology has paid to the important topic of solitude).

Thussocial life often appearsto depend upon ‘tight socia worlds', of rich, thick co-presence,
where trust is an ongoing accomplishment and which simultaneously permits disembedded
relationsto straddle the globe (of globally networked if solitary financial traders). Someissues
raised by the analysis of such ‘tight social worlds' include:

¢ How, when and why do such socia worlds come together? How frequently does
this have to occur?

e How much sense of obligation isinvolved? What power relations operate in the
determination of the time-space location of such ‘meetings' ?
How does trust get generated and sustained?
How much do we simply seek co-presence because the available means of
transportation are accessible?

e Doesthe possibility of co-presence involve negotiation over whether or not
corporeal travel will take place?

Moreover, not only do people feel that they ‘know’ someone from having communicated
face-to-face, but they aso believe that they know aplace from encountering it directly. To be
there oneself is what is critical, whether it is a place that occupies a particular place in the
global tourist industry or simply a place that one has been told about by afamily member or
friend. Many places need to be seen ‘for oneself’, to be experienced directly: to meet a a
particular house say of one’s childhood or visit aparticular restaurant or walk along acertain
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river valley or energetically climb aparticular hill or capture agood photograph or feel ones
hands touching arock-face and so on. It is only then that we know what aplaceisredly like
(see Lewis 2000, especially on the touch of the rock-climber, aswell as Macnaghten and Urry
2000). There is then a further sense of co-presence, that of physically walking or seeing or
touching or hearing or smelling a particular place.

And in particular, Sennett argues that: ‘the body comes to life when coping with difficulty’
(1994: 310). Especidly putting one’s body through its paces demands that people physically
travel fromtimeto timeto that place of difficulty and subject the body to adirect encounter of
what we could call ‘face-to-place’ (as opposed to ‘face-to-face’). Especialy those places
wherethe body comesto life will often be geographically distant —indeed ‘ other’ —to sites of
work and domestic routine. These are places of ‘adventure’, islands of life involving bodily
arousal, from bodies that are in motion, natural and rejuvenated as people corporeally
experience environments of adventure ‘ face-to-place’ (see Macnaghten and Urry 2000; Sim-
mel 1997). These places to be faced will have to be travelled to although there are some
alternatives (such as one river valley rather than another). They can aso be travelled to at
different times (such as an out-of-season visit).

But thereisafurther kind of travel to place wheretiming iseverything and that iswhere what
is to be experienced is a ‘live’ event, an event programmed to happen at a very specific
moment, what we might term co-presence involving ‘face-the-moment’. Examples include
political, artistic, celebratory and sporting occasions, the last are especially ‘live’ since the
outcome is unknown. Each of these generates intense moments of co-presence, whether for
the State opening of Parliament, opera at Glynebourne, a New Year party or the Olympic
games. Each of these cannot be ‘missed’ and this can set up enormous demands for mobility
at very specific moments.

So far then | have elaborated three bases of co-presence, to be face-to-face, face-the —place
and face-the-moment. In the following | set out atypology that attemptsto elaborate various
basesfor co-presence; and to do that isto establish when and why corporeal travel will occur,
although actual journeys will normally involve a number of these bases of co-presence as
well asthe complex geography of location. Incidentally co-presence doesnot at all imply that
resulting travel isuncoerced and equal initsvolition by relevant parties; indeed the power to
determinethe corporeal mobility of othersisanimportant form of power in mobile societies®.
The following are the main bases of co-presence

e Legal, economic and familial obligations either to specific personsor generic
types of people: to have to go to work, to have to attend a family event (wedding,
christening, marriage, funeral, Christmas, Easter and so on), to have to meet a
legal obligation, to haveto visit apublic institution (court, school, hospital)

e Social obligations: to see specific people ‘ face-to-face’, to note their body lan
guage, to hear what they say, to meet their demands, to sense people directly,
to develop extended relations of trust with others, to converse as a side-effect of
other obligations

e Timeobligations: to spend moments of quality time with family or partner or
lover or friends

e Placeobligations: to sense a place or kind of place directly, such aswalking
within acity, visiting a specific building, being ‘ by the seaside’, climbing a
mountain, strolling along a valley bottom

e Liveobligations: to experience aparticular ‘live’ and not a‘mediated’ event
(political event, concert, theatre, match, celebration, film [rather than video])

e Object obligations: to sign contracts or to work on or to see various objects,
technologies or texts that have a specific physical location (see Dant 1999: 55,
on some related properties of ‘ objects’)
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So far then | have suggested the importance of physical co-presence for the desire for travel
and | haveidentified anumber of basesfor co-presence. The sensing of people, places, events
or objectsface-to-facerequires corporeal travel. Inthe next section | consider the significance
of such mobility for the building up people’'s social capital.

Mobility and social capital

Societiesare built up of different socialitiesthat necessitate diverse and often extensiveforms
of mobility (as| try to show in Urry 2000). And because of the importance of co-presence
corporeal travel constitutes social and economic life and is not ssimply an optiona add-on.
There are no simple ways to distinguish between those journeys that are, and those that are
not, ‘justifiable’.

According to Putnam social inclusion depends upon complex, rich and multi-layered forms
of social capital that produces both social well-being aswell as economic success (2000; and
see 1993, on how social capital correlatesvery well with economic growth acrossthe different
regions in Italy). Societies with high social capital are characterised by dense networks of
reciprocal social relations, well-devel oped sets of mutual obligations, generalised reciprocity,
high levels of trust in one's neighbours, overlapping conversational groupings, and bonds
that bridge across conventional social divides. Like Boden and Molotch, Putnam isespecialy
concerned with the social causes and consequences of ‘ conversation” within everyday life.
But while Boden and Molotch argue that the pleasures of conversation are so profound that
virtual and imaginativetravel will not erode people'scompulsion to physical proximity, Putnam
laments how declining social capital within the US is already reflected in far less frequent
face-to-face conversations. For Putnam co-presenceisnot fixed, as Boden and Mol otch appear
toargue, but hasaready reduced since the 1960s and will decline much further unlessAmerican
society comes to be massively restructured. Putham’s US data overwhelmingly bears out
Wellman's claim that ‘community interactions have moved inside the private home ...and
away from chatting with patrons in public spaces (2001: 7). The household is what gets
visited, telephoned, emailed and, according to Putnam, receivesthose TV imagesthat arethe
particular destroyer of conversation and social capital (see Putnam 2000: chap 13).

Putnam, like Boden and Molotch, does not much elaborate on the mobility implications of
his argument except in one chapter where he argues that lengthy commuting car journeys
result in reduced social capital (2000: chap 12). He notesthat two-thirds of al car tripsinvolve
‘driving alone’ and this proportion is increasing; that the time and distance of especially
solitary work commutes is also rising; that each additional growth in daily commuting time
cuts involvement in community affairs — fewer meetings, fewer committees chaired, fewer
petitions signed, less conversation and so on - both by commuters and by non-commuters;
and that thisspatial fragmentation between home and workplaceisgenerally bad for community
life and especially for community groups that historically straddled class, ethnic and gender
divides (2000: 212-4). He aso notes how 1950s and 1960s slum clearance programmes
destroyed those close-knit community ties that had involved intensive short-range mobility
(2000: 281).

Putnam strongly favours re-establishing dense social networks but, given the sprawling cha-
racter of American cities (particularly post-slum clearances), these will involve extensive
mobility for the foreseeable future. Putnam especially criticises the counter-suggestion that
we should encourage much more TV watching and the use of the phone and the internet, so
that people travel lessand live ‘life on the screen’ (see Turkle: 1996). Indeed he argues that
the widespread growth of TV has been, together with generational change, the main cause of
declining social capital within the US. He summariseshow TV ‘privatizesleisuretime... TV
watching comes at the expense of nearly every social activity outside the home, especially
social gatherings and informal conversations' (Putnam 2000: 236-7).
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At the end of Bowling Alone Putnam outlines what might reverse declining socia capital.
Amongst many suggestions is the following: ‘Let us act to ensure that by 2010 Americans
will spend lesstimetraveling and more time connecting with our neighbors than we do today,
that we will live in more integrated and pedestrian-friendly areas, and that the design of our
communities and the availability of public spacewill encourage more casual socializing with
friendsand neighbors' (2000: 407-8). M ost observerswould echo these comments but regard
them as socio-spatially implausible. After al, the development of American cities has been
dominated by commercial interests which have found it most profitable to locate housing
(especidly gated communities), (gated) workplaces, retailing (gated shopping centres), leisure
(gated theme parks) and so on in separate zones; such zoning in turn being characteristic of
much urban planning. These zones require extensive car-based mobility to get from one to
the other. There have minor modifications of this through some city centre housing and
apartments, pedestrianizing city centres, and so on, but none of these have countered the way
that co-presence in American life mostly requires very extensive mobility in order to move
from zone-to-zone even within quite small cities. And rural areas even more depend upon
extensive automobility for the sustaining of social capital.

Putnam’s account also ignores what his own practice as an academic shows, namely the
widespread growth of longer range mobility especially by air, asconferences, holidays, family
connections, diasporic relations, work connectionsand so on areincreasingly internationalised.
The compulsion to proximity often involves those in other societies, what we might loosely
call the *globalisation of intermittent co-presence’. | noted earlier how Boden shows the im-
portance of intermittent, deeply embedded co-presence for the maintenance of patterns of
global futurestrading, that increasingly ‘small social worlds' are periodically re-constituted
of those who otherwise live in geographically dispersed locations (2000). Certain kinds of
social capital seem to depend upon extensive long-range travel. The global world appearsto
requirethat whatever virtual and imaginative connections occur between people, moments of
co-presence are al'so necessary and that co-presence requires extensive corporeal travel (as
the comments from Kaplan 1996, suggested). For many peopleit isthe lack of mobility that
isthe problem and that they will seek to develop ways of enhancing their social capital through
greater mobility, although much of that mobility may well be ‘ coerced'.

Socia capital depends upon the range, extent and modes of mobility, and interventions that
reduce, channel or limit such mobilities may weaken social capital and hence generate new
forms of social exclusion. Mobility in general is central to glueing social networks together,
while physical travel is especially important in facilitating those face-to-face co-present
conversations, to the making of linksand social connections, albeit unequal, that endure over
time. Such connections derived from co-presence can generate relations of trust that enhance
both social and economic inclusion. What iscrucial hereishow patterns of social trust can be
extended and sustained in the absence of co-presence, or rather the quality and frequency of
co-presence will determine the patterning of social trust that gets established.

In conclusion, then, to be afull, active and engaged member of a society sharing initsrange
of rights and duties stretches consideration beyond legal, political and economic rights to
include socio-spatial access to participate within the main practices of one's society. Such
participationin order ‘to be admitted to ashareinthe socia heritage’ (Marshall and Bottomore
1992: 6) depends upon extensive socia capital within all localities and regions and within
each ‘society’. In particul ar, participation involves various aspects issues of transportation —
namely, how to facilitate widespread participation in society by all social groups, especially
ensuring that divisions of class, gender, ethnicity, age, do not result in significant forms of
socio-spatial exclusion, of what might be termed patterns of ‘ mobility-exclusion’.

Empirically, car-driving and its resultant socialities are often central to social capital; hence
changing the demand for driving is by no means simple in its effects and may undermine
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existing patternsof social capital. Car-driving hasbecomeacentral element of social citizenship
and therefore many restrictions upon car-drivers are unpopular and strongly resisted (see
Hodgson and Conner 2000; more generally, see Sheller and Urry 2000). And yet mobilities
themselves, as Putnam shows with regard to commuting, generate forms of social exclusion
that in turn may reduce social proximity, social trust and socia capital (and see Putnam 2000:
143 on declining civility on American highways). In the next section | consider whether and
inwhat ways virtual proximities may engender some of the characteristics of co-presenceand
could thusenhance socia capital without the need for continuousincreasesin corporeal travel,
especialy that of automobility which hasespecially detrimental effectsupon the social capital
of those not using that particular mode of corporeal mobility (see Sheller and Urry 2000a).

Virtual proximity

Two points should beinitially noted here. First, we should not describe pre-virtual forms of
co-presence asinvolving anintegrated set of community rel ationships, which arethen compared
with the airy, the fragile, and the tenuous relations of the virtual world. The relations of co-
presence typically involve nearness and farness, proximity and distance, solidity and
imagination. Even those communities that are based around co-present propinquity depend
upon diverse mobilities within acommunity’s boundaries - such aswalking along well-worn
paths, driving or cycling familiar roads and so on (see Urry 2000: chap 6). And any such
community isinterconnected to many other places through various kinds of corporeal travel.
Raymond Williamsin the Border Country is‘fascinated by the networks men and women set
up, the trails and territorial structures they make as they move across aregion, and the ways
these interact or interfere with each other’ (Pinkney 1991: 49; Williams 1988; Cresswell
1997: 373). Second, we should not posit any simple‘ substitution’ of virtual travel for corpored
travel asthough thereisafixed amount of travel that isto be met in oneway or another. Both
the virtual and changing forms of physical travel are transforming the very nature of co-
presence.

In section 2 | suggested that the main bases of physical co-presence are legal, economic and
familial obligations; social obligations involving sensing the other; time obligations; place
obligations; obligations to see events live; and object obligations. There are also what we
might call security obligations - to escape from persecution, torture, hunger and so on. | now
consider what are the properties of virtual travel and virtual co-presence and to what degree,
and in what ways, do they simulate one or more of these bases of physical co-presence?
These are complex questions because such phenomena are so new, there is a paucity of rele-
vant research and virtual relations are strange and difficult to classify in conventional terms
of presence and absence or power and status (see Evans and Wurstler 2000: 13, for relevant
dataon such growth). Evansand Wurstler incidentally note how virtual travel isdeconstructing
organisations that were once huge centres of work and enforced proximity (2000). Now
organisational relations are most importantly made with consumers and this is a matter of
both branding and appropriate ‘ navigation’, neither of which demands the physical unity and
organisational hierarchy located within asingle site (Evans and Wurstler 2000: 107-9).

The first point then is that virtual travel results from what Benedikt terms the apparent
‘ dematerializing the medium and conquering ... spaceand time' (1991: 9). Cyberspace, Heim
argues, ‘feels like transportation through a frictionless, timeless medium. There is no jump
because everything exists ... all at once’ aswe effortlessly leap across hypertext links (1991
71). There is (more or less) instantaneity and simultaneity. Such virtual travel reconfigures
humans as bits of information, as individuals are coming to exist beyond their bodies (see
Sheller and Urry 2000b, on the consequent implications for what remains‘ private’). Persons
leave traces of their selvesin informational space, and can be more readily mobile through
space, or simply stay in one place, because of a greater potential for ‘self-retrieval’, for the
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retrieval of their personally information at another timeor place. If people bank electronically,
for example, they are able to access their money in many parts of the world; if they need to
establish personal contactswith family and friends, they can do so from most anywhereinthe
world including at home; if people want to work on texts with othersthey can do so from any
networked computer. People are able to ‘plug into’ global networks of information through
which they can *do’ thingsto at |east certain objects (especially with increasing bandwidth)
and ‘talk’ to peoplewithout being present in any particular place, without their bodies having
totravel. ‘Persons thusoccur as various nodesin these multiple networks of communication
and mobility. Their body’s corporeal location is largely irrelevant in these networks of per-
son-person communication, communication that will be increasingly visual and hence may
foster akind of ‘telepresence’ (Wellman 2001).

Second, such virtual travel and the separation of the body and information results from the
array of technical and instrumental means of communications being combined with humans.
They havepartially at least replaced the spatiality of ‘ co-present sociality’ with new modes of
objectified stranger-ness (see Bogard 2000, for a Simmelian reading of cyberspace). Such
hybridsinvolve ' strangeness. .. a contradiction between nearness and remoteness, or mobility
and fixation...Cyberspace communications, in aword, are strange — at the push of a button,
territoriesdissolve, oppositions of distant and close, motion and stasis, inside and out, collapse;
identitiesare marginalized and simulated, and collectivitieslosetheir borders (Bogard 2000:
28). As a consequence there are always now ‘strangers' travelling in our midst, but they are
often hybrid strangers since cyberspace not only dissolves the distances between people (the
‘stationary wanderer’) but, more importantly, between persons, machines and organic and
technical systems. In the near future many sensory experiences as will be digitised,
informationalised, exchanged and replayed (see Gibson 1984; Bogard 2000: 33; Makimoto
and Manners 1997). Bogard proceedsto characterise such acollapse of distance asanimpure
or indeterminate rel ationship: the cyborg is neither the monad nor adyad, neither private nor
public, neither intimate nor distant (Bogard 2000: 40). Virtua travel producesakind of strange
and uncanny life on the screen, alife that it near and far, present and absent, live and dead,
and the kinds of travel and presencing that this involves will change the character and
experience of ‘ co-presence’, since people can feel proximate while still distant, especialy it
seemsif they are aso ‘on the move'.

Third, these bits of information themselvestravel, tracking where people are, where they are
moving to and on occasions why. Deleuze and Guattari suggest that there has been a recent
shift in the west away from disciplinary societies ala Foucault, to societies of control where
social relations are based upon numbers and de-territorialisation (1986). Bauman refers to
these as* post-Panopticon’ societiesorganised around ‘ liquid modernity’ (2000). Such smooth
de-territorialised spaces result from computerised digitisation where what counts is not the
barrier but the computer that tracks each person’sposition (Thrift 1996: 291). Bauman similarly
talks of power becoming ‘exterritorial’, no longer bound by the resistances of space (2000:
10-11). In particul ar, quaternary relationships occur where new electronic mediafacilitate the
obtaining of information about others, without those people knowing about the information
flow or about the specific details (Lyon 1994, 1997: 26-7). Examples include the use of
databasesto generate detail s of creditworthiness, surveillance cameras and satellitesto moni-
tor travel movements, computer hacking, the targeting of potential customersusing informa-
tion acquired from other sources, illegal tapping of phone calls, the use of GIS software to
produce highly differentiated insurance rates and so on. Eventhe most intimate ‘ private’ isno
longer entirely ‘personal’ asinformation flows about each individual arerecorded, monitored
and instantaneously circulated, as power isliquefied and separated from territory (see Sheller
and Urry 2000b). Many individual s can thus betracked without physical, corporeal surveillance.

Fourth, intermittent ‘ co-presence’ is significant even within virtual communities. They do
meet up corporeally from time to time, dwelling together in a shared place for periods (see
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Rheingold 1994: 235-40; Baym 1995: 157). Thisphysical co-presencereinforcesthe‘magical,
intensely personal, deeply emotional bondsthat the medium had enabled them to forge among
themselves (Rheingold 1994: 237). Thus face-face conversation appears crucia for the
development of trustful relationships even or perhaps especially within cyberspace. Koku,
Nazer, Wellman argue on the basis of research on research scholarsthat ‘ Frequent contact on
the Internet is a complement to frequent face-to-face contact, not a substitute for it’ (cited
Putnam 2000: 179). Other research in the US suggests that those who are on-line are also
those most active within their neighbourhood (Wellman 2001: 10). Their range of contactsis
predominantly local but much broader than those who are not online. Virtual travel would
appear to promote more extensivelocal ties, contra Putham, and hence more corporeal travel.
Wellman summarises how the distinction between on-line and off-line may gradually dissolve
since ‘many community ties are complex dances of face-to-face encounters, scheduled get
togethers, dyadic telephone class, emails to one person or several, and broader online
discussions among those sharing interests (2001: 11). Thus networked ties exist in both
physical space and cyberspace. Virtual proximitiesinvolve multiple networks, where people
can switch from one to the other, using connections from one network as a resource within
another. This will be enhanced through the shift to a personalised wireless world and its
furthering of person-person connectivity (via WAP, GPRS, UMTS and the more general
development of the ‘mobileinternet’). Each person linkstheir particular set of networks and
they may do so wherever they have appropriate access across cyberspace. Virtual travel offers
various socia affordances as cyberspace istransformed into multiple cyberplaces (see Well-
man 2001, aswell asMiller and Slater 2000, on how in Trinidad using theinternet isbecoming
central to being a*Trini’).

In cyberplacesit ispossibleto sensethe other, almost to dwell with the other, without physically
moving oneself or without moving physical objects. Cyberplaces are thus hybrids, networks
of bits of information as the ‘person’ gets distributed across cyberspace. Cyberplaces are
focused on multiple, non-overlapping person-to-person connectivitiesthat are interconnected
with diverse modes of co-presence. Being on the screen involves a strange combination of
proximity and distance, nearness and farness, what is virtual and what is non-virtual.

How do these characteristics of virtual proximity provide ways of simulating the nature of
co-presence?

e Legal, economic and familial obligationsto either specific personsor generic
types of people: these will be mostly impossible to simulate and hence corporeal
travel will continue

e Social obligations: thisis difficult to simulate since it requires co-presence but it
may be that the frequency of co-presence will reduce — that some conversation-
work in cyberplaces will replace some co-present conversations

¢ Time obligations: impossible to simulate athough the moments of such co-
present time may be further shortened and made more intense with increased
information, scheduling and monitoring of arrangements, journey times and so on

e Place obligations: increased visual and VR information about different places
and their unique characteristics will probably heighten the desire to be corporeally
present at the place in question

e Liveobligations: there is considerable possibility here of live mediated events on
TV and the internet replacing attendance at many live events — indeed that the
notion of what is‘live’ will change to that which is mediated

e Object obligations: with much greater bandwidth the increasing capacity to send
multi-media simulations of objects will mean that virtual travel can ssmulate
corporeal travel, although many new media of virtual travel and communication
will simultaneously emerge
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Overdl then there are significant possibilities of virtual proximity simulating physical co-
presence especially with regard to those proximities around objectsand events. It may also be
that virtual travel will make the compulsion to co-presence based upon social obligations|less
frequent. And the strange and uncanny ‘life on the screen” will more generally change the
character of socid life. Miller and Slater arguethat internet usein Trinidad ‘ has permesated all
sectors of society’ as hot, stylish and fashionable (2000: 27). We should regard: ‘ Internet
mediaas continuouswith and embedded in other social spaces, that they happen within mund-
ane social structures and relations that they may transform but that they cannot escape into a
self-enclosed cyberian apartness’ (2000: 5). Asvirtual travel thus becomes part of everyday
lifesoit producesalifethat transformswhat is near and what isfar, what is present and what
is absent. It indissolubly changes the character of co-presence, even where the computer is
resolutely fixed in place.

However, new modes of transport and communication are increasingly converging and this
will transform the requirements and characteristics of co-presence. Already the fashionable
mobile phonewith SM Stext messaging isenabling the flexibilisation of people's pathsthrough
time-space, making arrangements on the road as to where and when to ‘meet’. There are
countless new means of communication emerging that are small, mobile and embedded within,
or part of, the very means of mobility — these include mobile computers, palmtops, computer
connections on trains and aircraft, |CTs embedded in car-info systems, cars being devel oped
as ‘portals’ to the net, voice-activated telematics and so on (Gow: 2000; Sheller and Urry
2000a, develop some implications of such changes for urban life). These involve the
convergence of travel and communications and they will further transform the conditions of
Co-presence.

Mobilities and the good life

| havetherefore suggested that virtual travel will have some transforming consequences upon
social life and the conditions for corporeal co-presence. Certain at least of the bases for co-
presence can be met through virtual travel but many cannot. In conclusion | consider certain
ethical implications of this discussion of mobility and proximity. If all other things were
equal, then a good society would be one that would not limit, prohibit or re-direct the desire
for co-presence. The good society would seek to extend the possibilities of co-presenceto all
socia groups and would regard any infringements of this right as involving undesirable so-
cial exclusion. Thisispartly because co-presenceisdesirableinitsown right but also, according
to Putnam, because there are widespread other desirable consequences. It ishe says ‘good to
talk’ since this minimises privatisation, expands highly desirable social capital and promotes
economic activity, in amutually self-sustaining way. A socially inclusive society is one that
would elaborate and extend the possibilities of co-presence to all members. Significant
inequalities with regard to access to such co-presence would constitute bases of undesirable
social exclusion. A good society would seek to minimise* coerced immobility’ (aswell asthe
many forms of ‘ coerced mobility’) and maximise conditions for co-presence.

However, such a‘right’ hugely depends upon the socio-spatial organisation of any particular
society and of itsinter-linkageswith other societies. And theright to corporeal travel in order
to realise these bases of co-presence can never be unlimited. Such need for co-presenceisnot
without massive other consequences so societies will not normally allow the realisation of
such ‘needs’ without extensive limitation, especially related to the transportation infrastructure
aswell asto its more general socio-spatial ordering. The following are some of the crucial
social issues that this analysis of the compulsion to proximity raises:

e |f there are limitations upon the compulsion to proximity how should it be decided

that such co-presence is more important for some socia groups, for some
geographical areas, or for some kinds of organisations, than for others?
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e What are the socio-spatial inequalities with regard to co-presence that can and
should be eliminated over time and which cannot or should not?

e How should decisions be made about new investments that will enhance the
physical co-presence of some groups rather than others (say of commuters, or
air travellers, or car-drivers and so on)?

e |[sit possibleto develop ways that differentialy value different forms of movement
for co-presence, of family or work or education or pleasure or shopping and so on?

e Should we be bothered if virtual proximity, such as banking on-line and missing
out on the face-to-face conversations with bank staff, replaces such conversations?
Does the example of imaginative travel viathe TV show that there will be less
conversation and aweakening of social capital if more and more relationships
are conducted on-line (see Putnam 2000: chap 13)?

e How can we ensure that sufficient corporeal travel occurs so that the pleasures
of proximity do not disappear as more or more people live Putnam’s dystopia of
hugely privatised ‘lives on the screen’ ?

Finally, | havetalked about corporeal mobility without much discussion of the various modes
of travel. However, there are huge variations, not only in the functional saving of time or the
covering of more space within the same period of time, but in the pleasures and pain involved
in such different modes of mobility. Travel is a ‘performed art’ involving anticipation and
day-dreaming about the journey, the destination and who/what might be encountered on the
way (Adler 1989). Travel aso caninvolve entering an unbounded * out-of-time' zone between
departure and arrival. Travelling permits certain novel socialities, the domestic regime of the
car, the solitary reverie on the plane, the business meeting on the train, the talk down the
mobile while walking the city, the dangersto cyclists from untrammelled car use, and so on.
Different modesinvolve very varied combinations of pleasure, expectation, fear, kinesthetics,
convenience, boredom, slowness, comfort, speed, danger, risk, sociability, playfulness, health,
surprise and so on, as has been shown elsewhere in the case of automobility (see Sheller and
Urry 2000a, on its complex pleasures and costs for other modes). We should further consider
whether societies should demand that travel to generate co-presence is undertaken by all
social groupsin the same performed fashion (such as on public transport?). How much should
there be equality in access to the same modes of mobility, knowing that different modes are
socially divided by gender, age, ethnicity, social classand so on? And how much isthe choice
of different modes of transport is itself dependent upon distinctions of social taste directed
against those that are deemed to possess less symbolic capital ?*

Thustheanaysisof why peopletravel, and whether they should travel intheway they currently
are, istointerrogate ahugely complex set of social practices, social practicesthat involve old
and emerging technol ogies that reconstruct notions of proximity and distance, closeness and
farness, stasis and movement, the body and the other. These intersecting mobilities and di-
verse proximities are surely topicsfit for atwenty-first century sociology.
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Note

11 am very grateful for the comments on an earlier version of this paper from the Lancaster University
Mohilities Group, in particular, Noel Cass, Gordon Clark, Juliet Jain, Vincent Kaufmann, Nick Pearce,
Mimi Sheller, Elizabeth Shove and Mgjid Yar. | am very grateful for comments from Dede Boden. Some
ideas here derive from the papers appearing in a specia edition of the journal Body and Society: Bodies of
Nature, edited with Phil Macnaghten (October 2000).

2 Incidentally | do not consider here the corporeal travel of escape - from the co-presence of torturers, child
molesters, violent partners, exploiters, sources of poverty, famine and so on.

31 am grateful to Mimi Sheller for emphasising to me the complex intersections of power and mobility.

4| have not dealt here with many of the huge environmental issues that different modes of corporeal travel
raise; see Adams 1999; Hawkin, Lovins, Lovins 1999; Whitelegg 1997.
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Residential L ocation and Transport in a
Small Danish Town

- A contribution to the discussion on the influence of land use on
travel behavior

Petter Naess
Aalborg University

Abstract

This paper presents the results from an investigation of travel behavior among residents of
eleven residential areasin the Danish municipality of Frederikshavn. The town of Frederiks-
havn islocated in Northern Jutland, about 60 km to the north of the regional center of Aal-
borg. The study is one among several empirical investigations conducted as parts of are-
search program entitled “Transportation and Urban Planning” at Aalborg University. The
theme of this program is how spatial planning can be used to influence the extent and modal
split of traveling, and hence also energy use for transportation. The geographical level of the
study in Frederikshavn is the town and its nearest surroundings. Besides Frederikshavn, the
research program includes detailed studies in two larger urban areas (Aaborg and the
Copenhagen area) and two investigations focusing on the pattern of development at aregio-
nal scale.

National and international targets of reducing the energy use and emissionsfrom transportation
make up an important part of the background for the chosen topic. For governments, anumber
of imaginable measures exist in order to influence the amount of transport, the modal split
between different means of conveyance, and the energy use and related emissions from
transportation. Some of these measures (e.g., radical increases in gasoline fees, road pricing
with restrictively high rates per kilometer, or the establishment of maximum quota for each
person’s purchase of fuel) could potentially change transportation patterns significantly inthe
course of a short time. However, it has proved to be extremely difficult to gain political
backing for such measures. Part of thereason for thisis probably the fact that the very mobility
that has given most people in modern societies increased freedom to reach a wide range of
destinations and activities, has also given us a society where a high mobility isincreasingly
becoming a requirement. The location of built-up areas and activities in urban regionsis an
obvious example. During thelast half of the 20" century, it became not only possible, but also
necessary for peopleto transport themselves considerably longer distancesto reach daily and
weekly activities.

In order to break the self-perpetuating interaction between increased mobility and atransport-
generating land use, there will be a call for specific transport policy measures as well as a
location and structuring of future development aiming to limit the needsfor transportation. In
short, a coordinated land-use and transport planning.

Theoretical point of departure

Within studies of the interaction between land use and transport, a basic assumption shared
by most researchers seemsto bethat the material structure of an urban area constitutes a set of
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incentives, facilitating some kinds of transportation behavior and discouraging other types of
behavior. People are assumed, ceteris paribus, to minimize their efforts to reach their daily
activities. The efforts may include money, time, inconvenience, etc. In order to estimate a
person’stotal efforts associated with making atrip, transport economists have introduced the
concept of generalized traveling costs. The concept is closely cognated with the concept of
friction of distance within geography. The closer a destination isto the place where you are,
and the faster, cheaper and more convenient ways of transportation are at hand, thelower will
be your generalized traveling costs of going to this destination, and the higher will be its
accessibility. In addition to the accessibility of alocation, the trips to a destination of course
also depend on the reasons people may have for going there. Here, factors like the number
and diversity of jobs and service facilities in the area, or the number of residents, will be
important for the extent to which trips are attracted to a certain location.

However, in practice, also anumber of other factorsinfluence transportation behavior. These
factors include personal socioeconomic characteristics of the travelers (age, sex, income,
professional status, etc.) aswell astheir values, norms, lifestyles and acquaintances. Human
behavior is influenced by structural constraints and incentives (among which the material
urban structureis only one category), as well asthe resources, preferences and aspirations of
individuals. Also symbolic and cultural features attributed to an area may affect the number
of visitors attracted. The emerging transportation pattern is a result of people's resources,
needs and wishes, as modified by the constraints and opportunities given by the structural
conditions of society (see Figure 1).
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Figure 1. Transportation behavior as a function of land use characteristics as well as
individual characteristics of the travelers and freighters.

The situation is further complicated by the fact that increased accessibility may create new
needs. For example, the increased accessibility facilitated by the shorter average distances
between different functions (residences, jobs, servicefacilitiesetc.) in dense and concentrated
cities, might be utilized by increasing the radius of action to include a wider range of
opportunities, rather than by reducing the amount of travel. The multitude of structural and
individual factors likely to influence transportation behavior make the study of relationship
between land use and transportation a challenging exercise.

Most studies within the field of land use and transport have taken into consideration only a
few factors influencing travel behavior. The first generation of studies was dominated by
model simulations of hypothetical patterns of development. The obvious constraint of this
approach is the fact that the results of model computations depend entirely on the model’s
assumptions about the influences between its variables. Model simulations can illustrate and
synthesize aready existing knowledge about transportation consequences of alternative ur-
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ban structures, but cannot be used to investigate whether the assumptions on which the model
is based are correct. Gradually, the number of empirical studiesinto the land use — transport
relationship hasincreased. Thefirst ones of these (among others, Keyes, 1976; Newman and
Kenworthy, 1989) were comparisons of transportation activity at an aggregatelevel (typicaly
between cities or metropolitan areas). Later on, an increasing number of studies have been
carried out at a disaggregate level, with households or individuals as units of analysis. At
first, few of these studiestook into account other factors of influence than the urban structural
variableson which the studieswerefocused. Gradually, several empirical investigations have
been carried out, incorporating urban form variablesaswell as demographic and socioeconomic
factorsin the analyses. The latest development of the field of research implies awidening of
the scope also to include several attitudinal or “lifestyle”’ factors, e.g. residents attitudes to
traveling and different means of conveyance (cf., among others, Handy, 1996).

L ocation of residences

Traditionally, many European cities have had a concentration of workplaces and service
functions (particularly civil service, cultural institutions, restaurants, entertainment and
specialized stores) in the central parts. The closer to downtown the residences of such cities
arelocated, the moreworkplacesand servicefacilitiesarelikely to be availablein the proximity
of the dwelling. Therefore, inner-city residents could be expected to make shorter daily trips
than their outer-area counterparts, and a high proportion of destinations might as well be
easily reached by foot.

Figure 2 shows schematically how the location of residencesrelative to the center of the city
could be expected to affect the amount of transportation as well as the distribution between
different modes of conveyance. If theresidenceis situated closeto the center, the distancesto
the above mentioned downtown facilities will be short. This also impliesthat a higher share
of the residents will find it acceptable to walk or bike to these destinations instead of using
motorized transportation. The location of a residence within an urban area also affects the
likelihood of being surrounded by a high-density or low-density local community. Usually,
there is neither tradition nor demand for the same densities in peripheral parts of acity asin
theinner and central areas (M ogridge, 1985a; Holsen, 1995). With ahigher density of residences
and/or workplaces in the local area, the population base for various types of local service
facilitieswill aso increase. Hence, the average distance from residences to local service will
also be shorter, possibly encouraging some of the residentsto maketheir tripsto thesefacilities
by non-motorized modes.

By influencing the distancesto the downtown facilitiesaswell asto local facilities, thelocation
of the residence relative to the city center could, according to the above line of reasoning, be
expected to influence both the residents’ traveling distances and their modal choices. A cen-
tral location of residences could be expected to contribute to shorter average traveling distan-
ces and alower proportion traveled by car. Both would contribute to limit the use of energy
for everyday traveling purposes.

Investigations in a number of towns confirm that those living in the outer parts travel
considerably longer by motorized means of transportation, compared to the residents of inner
and central parts of the town. The same main pattern has been found in cities as different as
Paris(Mogridge 1985a, Fouchier, 1998), London (Mogridge, ibid.), New York and Melbourne
(Newman and Kenworthy, 1989), San Fransisco (Schipper et al., 1994), Greater Copenhagen
(Nousiainen, 1998), Greater Oslo (Naess, Rge and Larsen, 1995; Rge, 1999), Bergen (Duun,
1994) and Trondheim (Synnes, 1990). Admittedly, most of these studies have not controlled
for theinfluence from socioeconomic factors. Because, anong others, incomelevel, househol d
structure and age of the inhabitants often vary between inner and outer parts of the city, there
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Figure 2. Schematic illustration showing how the location of residences relative to the
center of the city could be expected to affect the amount of transportation and the
distribution between different modes of conveyance.

isarisk that differencesin the transportation pattern actually caused by such factorsare being
explained with differencesin the location. However, in afew of the examinations mentioned,
socioeconomic factors have been controlled for. Thisincludestheinvestigation of transportation
pattern among householdsliving in different areas within Greater Oslo, (Nasss, Rge and Lar-
sen, ibid.), where the correlation between the distance of the dwelling from the city center
and the motorized traveling distance per capitawas still present when controlling for income,
household composition, car ownership and a number of other potential factors of influence.
The central and peripheral residential areas did not differ much regarding the modal split
between car and public transport. Thus, the energy usefor transportation varied approximately
according to the same pattern as the travel distances.

The case of Frederikshavn: a closer look into the relationship between
residential location and travel behavior

Most previous studies into the relationship between location of dwellings within cities and
the residents’ travel behavior have focused on large and medium-sized cities. Few studies
have examined the situation in small towns, although a considerable proportion of the
inhabitants of European countries live in settlements with less than 50 000 inhabitants. Fre-
derikshavn, comprising 35 000 inhabitants within the municipality and 26 000 within the
continuous built-up area around the municipal center, belongs to a settlement size where the
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relationship between land use and transport has hardly been investigated before. Distinct
from many larger cities, where multinuclear or hierarchical center structures are more common,
Frederikshavn isatypical monocentric town.

In addition to gaining experience about this relationship from a small Danish town, we aso
wanted to go beyond the scope of most previous studies and investigate a broader and more
detailed range of urban form characteristics, as well as controlling for a higher number of
other factors of influence. In particular, we were curious to see whether the relationships
found between urban form variables and travel behavior were altered when the residents
attitudes and activity preferenceswere taken into consideration. Some debaters (among others,
Kitamura et al., 1997) have hypothesized that the values and attitudes of the inhabitants of
different parts of atown, for instance regarding car use, may be different, creating a possible
source of error in the research carried out till now.

Seen in awider energy use and greenhouse gas emissions perspective, an important question
arising iswhether amodest extent of local transportation will result in extended transportation
in other places, as long as the total purchasing power does not change. Is it so — given a
certain level of income — that “the sum of vicesis constant”, and that households managing
onasmall everyday amount of transportation, create even heavier environmental strainthrough
for instance weekend tripsto a cottage or long-distance holiday trips by plane? In the profes-
sional debate, some parties (e. g. Kennedy, 1995) have claimed that people living in high-
density, inner-city areas, to alarger extent than their low-density counterparts, will seek out
of town in the weekends, for instance to cottages etc., in order to compensate the lack of
accessto aprivate garden. In addition to this* hypothesis of compensation” others, including
the Swedish mobility researcher Bertil Vilhelmson (1990), have launched a “hypothesis of
opportunity” implying that the time and money people save due to shorter distancesto daily
destinations, probably will be utilized by increasing the length of their leisure journeys.

Inlinewith the above, the study in Frederikshavn focused on the following research questions,
of which the first could be characterized as the main one and the three next as secondary
guestions:

e What relationships exist between the urban structural situation of residential
areas and the residents’ travel behavior (amount, modal split and energy use)
during the week, when taking into consideration demographic, socioeconomic
aswell as attitudinal factors?

e Arethe relationships between the urban structural situation of dwelling and the
residents' travel behavior the same across popul ation groups, or do the location
and structure of residential areasinfluence travel behavior differently among
different subgroups of the population?

o Istheeffect of aresidential situation where the need for everyday transportation
islow, offset by atendency to compensate this by making more frequent and
long trips during vacations and weekends?

e Doesthe urban structura situation of the dwelling put constraints on the range
of activitiesin which people engage?

In atheory of science perspective, the study takesa* probabilistic” position wherewe believe
that it will, to some extent, be possible to predict how humans adapt their actions to their
physical surroundings. The physical conditions constitute a set of framework conditions
contributing to make some types of human activity and actions possible, and other types
impossible. Furthermore, within the range of possible actions, the physical surroundings make
some forms of behavioral adaptations more likely than other ones, for instance because
differences in geographical proximity make some choices more time-consuming, costly or
inconvenient than other alternatives. Thetheoriesthat can be devel oped from research on the
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relationship between land use and travel are “modest” in the sense that they apply to more or
lessstrong probability relationships, valid within alimited geographical situation and aconfined
period of time. In thisrespect, astudy inasingletown, such asthe Frederikshavn investigation
presented in this paper, must be considered acase study. Seeninisolation, it can only provide
a base for generalization within a quite narrow time-space context. However, if results are
available from similar case studies in other geographical contexts (e.g. cities in countries
with different social, political, and cultural conditions, or cities of varying sizes), comparisons
across such cases may provide abase for more ambitious synthesizing and generalizing. The
same may apply if experience exists from investigations carried out in different historical
periods. The generalizations that could be made will be of the same nature as those madein
multiple case studies (see, among others, Yin, 1994:31, 51).

For an aggregate of individuals (e.g. the inhabitants of an urban district) such research may
form the basis for grounded predictions about which type of travel behavior (e.g. a high
amount of car transport) will be the dominating adaptation to the physical/spatial situation
among a large number of individuals. However, because of the multitude of factors and
mechanismsinfluencing travel behavior it will not be possible to make meaningful predictions
about how or how much a specific individual will travel. Neither should we expect to find a
strong similarity in travel behavior among individuals living under identical urban structural
conditions. The ‘events' that take place (i.e. travel) are complexly composed effects of
influences from different ‘ mechanisms', where some mechanisms amplify each other, while
other mechanisms reduce each other’s influences (Sayer, 1992:117). Analyses of the travel
activitiesamong alarge number of respondents, may, however, help usidentify the prevailing
combination and proportions of causal powers. Such analyses may thusimprove our knowledge
of whether a specific causal relationship tends to be activated seldom and/or counteracted by
oppositely directed causal relationshi ps between the same structural properties(e.g. aperipheral
residential location) and categories of events (e.g. travel distance), or if it isstrong and stable
enough to manifest itself with a high degree of generality.

(For a more thorough discussion, see Naess and Saglie, 2000, and Naess and Jensen,
forthcoming.) Neither should we expect that a large proportion of the variation in the travel
behavior of individuals could be explained by the physical/structural conditions.

How the study was conducted

The main part of the study in Frederikshavn was a questionnaire survey in June, 1999 among
householdsliving in 11 residential areas, nine of which in the main urban settlement and two
insmaller, peripheral settlements. In addition to the survey investigations, qualitativeinterviews
were made with six householdsin their homes. Three of these householdslivein the center of
the town and three in one of the two satellite settlements. Figure 3 shows the approximate
location of the 11 residential aress.

Our gross sampleincluded all residentswithin the delimited residential areas. Each household
member at least 15 years old was asked to answer a range of questions about her/his travel
activities, as well as about employment and education, leisure interests and shopping
preferences, and attitudes to mobility, means of transportation, and environmental issues. We
also asked about the persona income of the respondent. In addition to these questions
concerning characteristics of theindividual respondent, one person per household was asked
to answer a few questions about the household. The focus of these questions was on the
household’'s vehicles and their driving distances (which were to be registered by noting the
mileage at the beginning of the period and again at the end of the period a week later). In
addition, we asked about the number of household members, their sex and age, and the total
household income.
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The gquestionnaireswere quite extensive, with one set per household member and arequirement
to record the traveling distances by different modes for each day of the week, aswell asthe
vehicle mileage at two times. The respondents were also asked to differentiate between trips
within and outside the municipality, and between private and official trips. Not surprisingly,
then, the overall response rate was only 24%. In total, we received completed questionnaires
from 381 households and 628 individuals aged 15 or more. Sample characteristics were
compared with statistical datafor the municipality asawhole aswell asfor the census zones
among which the residential areaswere chosen. This comparison showsthat our respondents
do not differ much from the municipal population interms of household size, sex, employment
or income. Persons above 45 years make up asomewhat larger part of our sample than in the
municipality, but thisbiasis not serious. Our respondents also include a higher proportion of
personswith along education than in the population at large. In general, still, the sample must
be considered fairly well representative for theinhabitants of Frederikshavn. Anyway, because
the questionnaire included a number of questions about socioeconomic aswell as attitudinal
characteristics of the respondents, astatistical control for theinfluence of these factorscan be
made in the analyses of the relationship between the urban structural situation of dwelling
and the residents’ travel behavior.

The persons participating in the qualitative interviews had on average longer education than
the sample of respondents, thus differing even more from the municipal average. However,
they represented a broad variation of occupations, including an assistant social worker, a
clerical assistant, a nursing assistant, atrainee teacher, a shipyard workman, two carpenters,
two teachers, achief archivist and a chief secondary school administrator.

In addition to the information provided through the questionnaires and the qualitative
interviews, a number of urban structural characteristics have been registered and measured,
based on maps, archival statistical dataand our own visitsinthe areas. The extension “ Network
Analyst” of the GI S software ArcView was used to measure distances along the road network
from each dwelling to various types of facilities, and the number of facilities of Figure 3
certain categories within a given distance from the residence. The provision of public trans-
port near the dwelling was recorded by means of route tables and maps from the operators.
The GIS-based information was supplemented by visits in the areas and studies of detailed
maps, among othersin order to identify walking distances in areas where it would be more
convenient to follow footpaths than the roads.

Analyses have been carried out with theindividual respondents aswell aswith the households
asunits. Theanayseswith individualsasunitsinclude alarger number of socioeconomic and
attitudinal characteristicsthan the analyses of the households, and thus provide abetter basis
for controlling for anumber of factors of influence apart from the urban structure. However,
the information about the distances driven by private motor vehicles must be considered
more reliable in the analyses with households as units. Here, a distinction was also made
between local trips and trips to destinations outside the local area (defined as destinations
more than 25 km from the town center). In the analyses of individual respondentsit was not
possible to make this distinction. Altogether, the analyses of individual respondents and
households, combined with the qualitative interviews, are considered to provide agood basis
for drawing conclusions about the influence of the urban structure on the traveling patterns of
residents of Frederikshavn.

49



Eragekov Hay

Figure 3. The location of the 11 residential areas. Scale: Approx. 1/110 000.

Results from the study

As mentioned above, no distinction could be made between local and non-local tripsin the
analyses with individual respondents as units. In order to reduce the source of error long-
distance trips constitute, seen in the relation to the purpose of our analysis, respondents with
outlying travel distances (i.e. values larger than 1.5 times the interquartile range above the
value of the upper 25" percentile) ascar driver, car passenger, train passenger or bus passenger
were excluded. Omitted were also persons who did not report any transport at all although
they obviously or most likely must have made trips during the week of investigation.
Furthermore, respondents who stayed overnight away from home more than three nights
during the week were excluded, astheir daily activitieswould to ahigh extent take place from
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abase different from theresidential address. For the purpose of our analysis, such respondents
would be irrelevant. The exclusion of the above-mentioned respondents narrowed down the
sample included in the analyses from 628 to 510. In the separate analyses, among others,
multivariate regression analyses, the number of units can be further reduced due to missing
values for one or more of the variables included in the specific analysis.

As mentioned earlier in the paper, investigations in a number of cities have shown a clear
relationship between the distance from the dwelling to the urban center and thetravel activities
of residents. Simple scatterplots of averages for each of the 11 investigated residential areas
indicate that such arelationship is present also in such a small town as Frederikshavn, both
regarding the total travel distance, travel distance by car, and the proportions of the distance
traveled by car and non-motorized modes. This is true also when we only include persons
who hold a driver’s license and do not use their car for official trips ten times a month or
more. Asthe percentage of respondents holding adriver’slicense varies considerably between
the areas, and since official trips have not been subtracted from the travel distance in the
analysis with individual respondents as units, it seemed immediately clear that it would be
important to control for these two variables.

Figure 4 shows arithmetic means and median values for total travel distance (to the left) and
the proportion of distancetraveled by non-motorized modes (to theright), with theinvestigated
areas placed along the horizontal axis according to their distance from the center of Frede-
rikshavn. In all these averages, respondents without a driver’slicense and respondents using
their car for official trips more than 10 times a month have been excluded.
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Figure 4

Mean and median values for total travel distance (to the left) and the proportion of
distance traveled by non-motorized modes (to the right) among respondents from
residential areas located in varying distances from the center of Frederikshavn.
Respondents without a driver’s license and respondents using their car for official trips
more than 10 times a month not included. N = 11 residential areas including 375 counting
respondents, min. 21 and max. 70 in the separate areas.

As can be seen from Figure 4, the rel ationship between the distance from the town center and
travel behavior does not appear to be linear. A curved or S-shaped graph seems to represent
the relationship in a better way than a straight line. Tests were made with bivariate and
multivariate analyses where the distance from the residence to the center had been transfor-
med by means of several mathematical functions: logarithmic, power, quadratic, cubic and
hyperbolic. The latter proved to yield a better fit than the other alternatives. In the analyses,
therefore, the distance from residence to the urban center has been transformed by means of
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a hyperbolic tangential function with its turning point at a distance of 3 km from the center.
Such a curve might mirror a situation where the accessibility to relevant facilities decreases
from ahigh level in the central areato alow level in the outer suburbs, where only the most
elementary facilities are available, with no further decrease when moving further away from
downtown.

Although respondentswith outlying travel distances have been excluded, respondents having
traveled considerably longer than the average exert a strong influence on the results of the
linear regressions analyses. Replacing the ordinary travel distanceswith thelogarithmsof the
distances travel ed reduces the influence of the longest travel distances, which may to ahigh
extent be aresult of accidental circumstances (cf. note 2). Thus, such atransformation of the
dependent variable reducesthe scopefor accidental variation and may provide a better picture
of the factors influencing the more routine transport. Actually, we have carried out analyses
with the total travel distance, the distance traveled by car and the energy use for transport
measured in ordinary kilometers and kWh as well as by logarithmic values. However, the
power of explanation of theinvestigated variablesturned out to be higher when thelogarithmic
values were used.

Based on multivariate analyseswith logarithmic travel distances, Figure 5 showstherelations-
hip between thetotal distancetraveled by theindividual respondents during the week, and the
distance from their dwelling to the center of Frederikshavn. In thisanalysis, aswell asin the
other analyses of factors influencing travel behavior, the following independent variables
were included in the regression: Hyperbolic tangent to the distance from residence to the
center of Frederikshavn, public transport provision near the residence, sex, age, number of
household members below 18 years, number of years of education, employment, whether the
respondent is a student, personal income, driving license, use of car for official trips,
responsibility for regular transportation of children, number of daysat the workplace or school
during the investigated week, attitudes to transportation issues, attitudes to environmental
issues, and preferencesfor leisure activities. Of al these variables, thelocation of the dwelling
relative to the town center turned out to have the strongest influence on the travel distance.
This can be seen in Table 1, where the absolute values of the Beta coefficients indicate the
relative strength of each variable seffect on the distancetraveled. Thelocation of the dwelling
relative to the town center was the most influential variable also when measuring travel di-
stance in ordinary kilometersinstead of logarithmic values.
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Figure 5
Total weekly travel distance (km) among respondentsliving i different distances from the
center of Frederikshavn (km). N = 453. The regression curve for the controlled relationship
between travel distance and the distance between the residence and the town center is
shown in red, based on a regression model where travel distances have been measured in
logarithmic values, cf. Table 1. Sg. = 0.000. Ten respondents with travel distances less
than 10 km are not shown in the diagram.
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Table1

Resultsfrom multivariate analysis of the influence from variousindependent variableson the
logarithm of the total travel distance (km) during the week of investigation.

The table only shows variableswith alevel of significance of 0.15 or lower. N = 453. Power
of explanation (adjusted R?): 0,281.

Unstandardized Standardized Level of significance
regtression regression

cocefficient (B) cocefficient (Beta)
Hyperbolic tangent to the distance in km along the road network between residence 0.137 0.240 0.000
and town center (turning point at a distance from the center of 3 km)
Driver’s license for car (has driver’s license = 1, does not have driver’s license = 0) 0.247 0.193 0.000
Index for domestic or non-domestic preferences for leisure activities and shopping 0.0166 0.160 0.000
(non-domestic preferences = high value)
Number of cars per adult member of the household 0.219 0.154 0.001
Use of private car for official trips at least 10 days a month 0.208 0.134 0.001
Index for environmental attitudes (high emphasis on environmental protection = -0.0200 -0.121 0.003
high value)
Sex (female = 1, male = 0) -0.0879 -0.095 0.020
Student (being a student = 1, not being a student = 0) 0.112 0.064 0.122
Constant 1.800 0.000

Ascan be seen from Figure 5, the travel distance changeslittle withinthe 1 to 1.5 km closest
to the town center. Moving further outwards, the travel distances rise sharply until some 5
kilometers away from the center, whereupon the curve levels off. When controlling for the
other independent variableswith alevel of significance of 0.15 or lower, the weekly distance
traveled increases from 84 km close to the town center to 156 km when the distance to the
center exceeds 5 km. These figures are based on the analysis with logarithmic travel distan-
ces. If ordinary distances are used, respondentswith very long trips exert astronger influence,
and the estimated travel distances increase by about 50 km in the central as well as in the
peripheral areas. Thedifference between the city center and the outskirtsisalittlebit larger in
the analysis based on non-logarithmic values (82 km, as compared to 72 kmin thelogarithmic
analysis). From Figure 5 we can seethat thereisalargeindividual variation in travel distan-
ces among respondents living in thee same distance from the city center. For the sampleasa
whole, however, the tendency is very clear, and the significance level of 0.000 also indicates
that it is highly unlikely that the relationship between location and travel distance found
among our respondents could occur by accidence.

None of the other effects found in Table 1 are surprising. Car ownership and holding a dri-
ver’slicense makesyou more mobile, and the effects of thesevariablesarein linewith findings
from numerous previous studies. For persons frequently the car for official trips, such trips
will probably make up aconsiderabl e share and contribute to ahigh amount of total traveling.
Also the effects of the two attitudinal variables are in line with expectations. Preference for
non-domestic leisure activities and shopping where commodities are cheapest rather than at
the closest store contributes to increase the traveling distance, whereas a high concern for
environmentalism has the opposite effect. Along with a number of other studies, our data
show that being a male contributes somewhat to increase the amount of traveling. The same
appliesto being astudent. Thelatter effect isprobably dueto thefact that some of the students
travel one or more of the weekdays to the university or other educational establishmentsin
the region center city of Aaborg.

Our material also showsthat the respondents’ choice of mode of transportation is affected by

the location of the dwelling. Non-motorized modes account for a considerably higher share
of the total distance traveled by residents of the central parts of Frederikshavn than what is
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the case among those who livein the outskirts of the built-up areaor in the satellite settlements.
Thiscan beseenin Figure 6. Similar to Figure 5, the regression curve has been controlled for
other variablesinfluencing the modal sharewith asignificancelevel of 0.15 or lower. Walking
and biking could be expected to account for 38 per cent of the distance traveled by adweller
of the central area of Frederikshavn, as compared to only 15 per cent when the distance to
downtown exceeds 5 kilometers. In addition to the effect of a central residential location, the
following characteristics were found to contribute to increase the share of non-motorized
transport: A low car ownership, transport attitudes not oriented towards the car, no driver’s
license, staying frequently at the workplace or school, and not being afrequent user of car for
official trips. Apart from the effect of going frequently to workplace or school, all these
effects arein line with expectations. The latter effect may perhaps reflect a tendency among
part-time workers and peopl e outside the workforce to utilize aless scheduled week to make
more frequent leisure, shopping or visit trips by car.

The proportion of distancetraveled by car showsasimilar relationship with residential location
as for the share of non-motorized transport, but with the highest proportions of car travel
among residents of the peripheral areas. K eeping the other variables constant at mean values,
aresident living morethan 5 km away from the town center could be expected to travel 77 per
cent of the weekly distance by car, as compared to 54 per cent for aresident of the centra
area.
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Figure 6

Proportion of total distance traveled by non-motorized modes among respondents living i
different distances from the center of Frederikshavn (km).

N = 448. Sg. = 0.000. The regression curve for the controlled relationship between travel
distance and the distance between the residence and the town center is shown in red.

Table 2

Resultsfrom multivariate analysis of theinfluence from variousindependent variableson the
proportion of the total distance traveled by non-motorized modes during the week of
investigation.

The table only shows variables with alevel of significance of 0.15 or lower. N = 448. Power
of explanation (adjusted R?): 0,392.



Unstandardized Standardized Level of significance
regression regression

coefficient (B) coefficient (Beta)
Number of cars per adult member of the household -0.321 -0.285 0.001
Hyperbolic tangent to the distance in km along the road network between residence -0.116 -0.258 0.000
and town center (turning point at a distance from the center of 3 km)
Index for attitudes to transportation issues (car-otiented = high value) -0.0121 -0.202 0.000
Driver’s license for car (has driver’s license = 1, does not have driver’s license = 0) -0.189 -0.183 0.000
Number of days at the wotkplace or school during the investigated week 0.00149 0.104 0.010
Use of private car for official trips at least 10 days a month -0.119 -0.097 0.010
Constant 0.691 0.000

Public transport plays a modest role for local transport in Frederikshavn. On average for the
respondents, public transport (mainly bus, and in afew cases train) accounts for only 5 per
cent of the traveling distance. Within the main urban settlement, distances are short enough
that the bike most often appears as a more relevant alternative to the car than going by bus.
Non of the urban structural factors, including the public transport provision near the residence,
appear to exert any influence worth mentioning on the share of the public transport mode.
Thisistrue also if we make separate analyses of the three residential areas located furthest
away from the town center. From theoretical considerations, one might expect public trans-
port to be more competitive in these areas, asthey are located so far away from a number of
facilities that the non-motorized modes are less attractive.

Consistent with our findings about the influence of residential location on the total travel
distance and the proportion traveled by car, we see aclear effect of thelocation of the dwelling
on the weekly distance traveled by car as well as on energy use for transport. Based on
logarithmic travel distances, our analyses show a difference in predicted travel distance by
car of 65 km between aresident in the central areaand a person living more than 5 kilometers
from the town center. In these figures, the effects of the other investigated variables have
been adjusted for. When non-logarithmic values are used, the difference is somewhat larger
(87 km). The corresponding differentialsin estimated weekly energy use for transport are 36
kWh and 37 kWh, respectively.

The above findings from the analyses with individual households as respondents are highly
consi stent with our analyses with househol ds as units, where more accurate measurements of
the vehicle kilometers of cars and other private motor vehicles could be used, and where a
distinction between local and non-local trips were made.

Dueto high multicollinearity, local areadensity or variables measuring the accessibility from
the residence to various facilities could not be included in the regression models together
with the location of the dwelling relative to the town center. Separate analyses were carried
out where the accessibility variables, or indices based on groups of such variables, were
replacing the location of the dwelling relative to the town center. The accessibility indices
were then found to influence the transportation activity variables (except the share of public
transport), but the effectswere no as strong as the effect of location of the dwelling relative to
the town center, and the power of explanation was lower. The same appliesto the population
density of theresidential areawhen thisvariable wasincluded in theregression instead of the
location of the dwelling relative to the town center.

Thelocation of the dwelling relative to the town center of Frederikshavn isthe factor which,
according to our analyses, exerts the strongest influence on both the total distance traveled
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during the week of investigation, and the travel distance by car. The proportions of distance
traveled by car and by non-motorized modes, as well as energy use for transport, are also
clearly influenced by the distance from the residence to the urban center. The accessibility to
workplaces and various types of facilitiesis strongly related to whether the residence has a
central or peripheral location. Thus, the location of the residence relative to the town center
emerges as a key factor influencing a range of urban structural factors at a more detailed
level, dl of whichinfluencing theresidents' need for transportation: accessibility to workplaces,
local administration, shopping opportunities, leisure activities and school s and kindergartens.

Thisisconfirmed by the qualitativeinterviews. Five of the six adult intervieweeslivinginthe
central part of Frederikshavn have their workplaces within 2.5 kilometers distance, and they
do their shopping intheimmediate vicinity of the residence. Distinct from this, five of the six
adult household membersliving in the satellite settlement haveto travel at least 7 kmto reach
their jobs, and shopping takes place 4.5 km or more away from home. Two of the families of
the central area have previoudly lived in satellite settlements, 8 and 13 kilometers from the
town center. Asked about the main reason for moving to the town center, both immediately
pointed to the advantage of not having to depend on so much transportation to reach daily
activities. One of theinterviewees, a56 yearsold chief school administrator, claimed that the
family had saved DKK 500 (approx. US$ 65) amonth in gasoline expenses when they moved
in 1994 to the town center from Jerup, 13 kilometers to the north:

“The reason [for moving] was solely that my job — as aleader of the municipal
secondary school —that | had to commute to and from four or five times a day,
even though thereis 13 kilometers each direction. ... Asaleader | have an
administrative responsibility, but apart from this there are activitiesin the
afternoon in the secondary school, with classes in the evening aswell, and if
there were meetings in between, | am sure you can figure out that there would
be some kilometers. ... When we moved here, we discovered that the gasoline
bill had dropped by DKK 500 a month.”

Hiswife, a53 year old assistant nurse:

“Besides — athough you drove al these times — then you also had awife, who
had to travel. And we have only one car, so it was —who of usisto take the train?
Because we do not start working at the same timein the morning. | start at

seven and he does at eight o’ clock. ... Now we don’t need to discuss who is going
to have the car, because each of us has only five minutes to the workplace, so
everything has become easier.”

Two of the three interviewee households presently living in asatellite settlement 7 km to the
west of the town center (shown as area no. 2 in Figure 3) used their car for most traveling
purposes. The members of the third family were eager cyclists and normally used their bikes
both for the journey to work and for shopping (which was mostly carried out on the way home
from work). For this family, the provision of cycle tracks along the road to the town center
was crucial. Without thisinfrastructure, they would not have settled in this neighborhood.

The wife, aclerical assistant 38 years of age:

“The cycletrack is an important reason why we live out in this place. When we
were looking for aplace to live, we also considered Kilden [another peripheral
area], where there was aview to the sea. But even for the smallest shopping or
for children to get to school, you had to travel down that hill.”

Her husband, a 38 year old carpenter:

“If it had been necessary to cycle on the main road, then | would not go by bike.”
The wife:

“Then we would never have moved to this place.”
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This family was quite atypical for their neighborhood, although some of the other residents
also used to go by bike. However, among those outer-area residents who for health or
environmental reasons prefer cycling to driving in spite of the long journey to work, the
provision of agood cycle track has facilitated the replacement of several vehicle kilometers
of car traffic each day. On the other hand, thereis no indication that the more detailed design
of the streetsand paths within the residential area (degree of traffic separation and differentia-
tion, cul-de-sacs versus thoroughfares) has any influence worth noticing on the residents
choice of travel mode.

Judged from theinterviews, thelocation of the dwelling seldom prevents peoplefrom engaging
intheactivitiesinwhichthey areinterested. At least, thisistruefor the majority of households
who own at |east one car. For those without acar, living far from relevant destinationsismore
troublesome. In particular, thisistrueif you are not physicaly fit. A woman of the peripheral
areawho had gotten her vigor reduced from disease, had the following answer to our question
about what the car meant to her:

“Everything. | would feel imprisoned if | had not got the car. Our buses do not go
on Saturdays or Sundays.”
(Femaleteacher, 56 years.)

The statistical relationships of residential location with total traveling distance, traveling di-
stance, the proportion of distances traveled by car and by non-motorized modes, as well as
with energy use for transport are distinct also when splitting our sample into subgroups
according to demography, socioeconomic status or attitudes. The only exception found is
among female employees with working-class occupations. Among this group, the traveling
patterns appear to belessinfluenced by urban structural conditionsthan among theremaining
respondents. A possible explanation could be that these women are to a higher extent than
other population groups compelled to choose among the job opportunities available in the
local area. At the same time, this group of women is often without a specialized education,
and hence less dependent on finding other types of jobs than those available in the local
community. (Jargensen, 1992.)

We do not find any tendency that households managing on a small everyday amount of
transportation create the heavier environmental strain through long and polluting leisuretrips.
Also when controlling for other potential factors of influence, there are no indications that
living close to the urban center contributes to more extensive car driving to non-local
destinations, more frequent trips out of the county or ahigher number of tripsby airplane. On
the contrary, if any pattern can at all be seen, there is a dight tendency that living in the
outskirts of the municipality contributes to somewhat more travel by car to destinations more
than 25 km away from downtown Frederikshavn.

It isworth noticing that income, believed by many transport economiststo be the main factor
influencing travel behavior, hasvirtually no direct effect ontravel distancesand only amodest
influence on the proportion of distance traveled by car. A high income contributes to some
reduction in the use of public transport, but apart from this, the direct effects of income on
travel behavior during theweek of investigation are modest. However, income playsan indirect
role by influencing car ownership. The income level is also the factor found to exert the
strongest influence on the frequency of flights and other trips outside the county of Northern
Jutland.

Conclusions

57



The Frederikshavn study showsthat urban structural variablesinfluencetheinhabitants amount
of transport and their choice of means of conveyance aso in asmall Danish town of around
30000 inhabitants. Asone might expect, socioeconomic factors (in particular, driver’slicense,
car ownership and use of car for officia trips) and the respondents’ attitudes (in particular
attitudesto transportation, but to some extent also environmental attitudesand |eisure activity
preferences) play arolefor the respondents’ traveling patterns. But also when controlling for
these factors and arange of other potential explanatory variables, we find clear relationships
between urban structural characteristics and travel activity. The location of the residence
relative to the town center isthe factor which, according to our analyses, exerts the strongest
influence of al variables on the total traveling distance and the distance traveled by car, and
the second strongest influence on the proportions of the distance traveled by car and by non-
motorized modes, as well as on energy use for transport. The distance from the residence to
the downtown areais akey factor influencing the accessibility to a number of facility types.
The proximity or remoteness of these facilities from the residence has a strong influence on
the distances needed to reach daily or weekly destinations.

Our finding about the influence of residential location on travel behavior is in line with
conclusions from investigations in a number of cities, including Paris, London, New York,
San Fransisco, Melbourne, Greater Copenhagen, Arhus, Greater Oslo, Bergen and Trondheim.
In spite of such evidence, it isstill common among debaters on sustainability and urban form
to question whether density and other urban structural factorsreally have any influenceworth
mentioning on transportation’s energy use and emissions (e. g., Breheny, 1992; Williams,
Burton and Jenks, 1999). Thosewho downplay or deny that urban density affectstransportation,
often refer to studies concluding that the urban structure exerts little or no influence on the
travel behavior of the inhabitants. Frequently, however, such conclusions stem from model
simulations where the results may simply reflect that the assumptions of the model do not
capture the actual influence of the urban structure on travel behavior (see, e.g., Dasgupta,
1994; Simmonds and Coombe, 1999). In other cases, the lack of relationship between urban
form and transport is the outcome of studies not including the variables that could from
theoretical considerations be expected to influence each other. For example, some studies
have focused on trip frequency (among others. Kitamuraet al., 1997; Boarnet and Sarmiento,
1998) or travel time (Gordon and Richardson, 1997; Snellen et al., 1998) as transportation
activity variables, without investigating the influence of urban structure on travel distancesor
modal split. In some other studies, including Breheny (1995), conclusions are made about an
absent or insignificant relationship between urban structure and travel, based on acomparison
of travel survey datafrom townsof varying population size. However, the number of inhabitants
is hardly a good indicator in order to test whether urban structure affects travel behavior.
Among empirical studieswheretheinfluencesontravel from urban densitiesand thelocation
of residences within the urban area have been investigated, the converging conclusion is that
dense and concentrated cities do contribute to reduce traveling distances and the use of cars.

The difference in traveling distances with motorized modes of transport is amost as large
between the central and peripheral residential areasin the small town of Frederikshavn asin
the much lager city of Greater Oslo. Immediately, this might seem surprising. However, Fre-
derikshavn hasatypically monocentric structure, whereaslarger cities often have ahierarchy
of local centersin addition to the downtown area. In Frederikshavn, the accessibility from the
residence to facilities depends mainly on the distance to the town center. In larger cities, the
accessibility to facilitiesisusually determined both by the distance to the downtown areaand
how the residence islocated in relation to local centers.

Developmental patterns that can contribute to reduce the amount of motorized transport in

urban areasare also favorablein order to limit the need for energy for space heatingin buildings.
Such urban structures are also favorable when eval uated against a broader set of criteriaof an
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environmentally sustainable urban development (Naess, 2000). Yet, the location of new
residences can only influence a modest part of the total energy use in Denmark. In order to
achieve improvements that can really help reducing the national contribution to global
environmental problems, amuch broader range of strategies and measures will be called for.
However, within such abroad effort, urban planning could play an important part.
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Notes

1 Here, the term “ probabilism” refers to a position assuming that one can not only distinguish between
possible and impossible actions (“ possibilism™), but in a number of cases also be able to predict which
aggregate-level behavioral patternswill be typical or dominating an among individuals acting under a
certain set of conditions.

2 Firstly, people have different material, economic and knowledge-related resources. Thisimplies, for
example, that distance probably will make up amore important deterrent when members of alow-income
family without a car choose their travel destinations, than what is the case for a high-income family with
severa carsin the household. Secondly, people have different objectives, preferences, values and social
networks. Thisinfluenceswhat each individual considersto be rational actions, both regarding
destinations, travel mode and travel frequency. Thirdly, peopl€e's behavior isto adifferent extent influenced
by social norms, and there is also a considerabl e difference from individual to individual and between
different population groups regarding which norms are being attended to. Forth, no action follows by
logical necessity from amotive or an intention. There is always a gap between the existing motivations,
impulses etc. and the resulting action, and it is the choice that fills this gap (Dsterberg 1986, quoted from
Rasch 1992, pp. 13-14). Finally, mere chance may also lead to considerable variation in the transportation
carried out during a short investigation period. For example, many people redecorate their house or take
part in organizing flee markets or sports events for alocal club now and then, and haveto drive alot
around in connection with such extraordinary tasks. Whether this occursin the very period when their
travel activities areregistered, is amatter of chance. Thus, human actions are influenced by a number of
circumstances that are difficult or impossible to survey as abasisfor statistical analyses, in addition to the
factorsthat may practically be mapped. In analyses of factors influencing the actions of individuals, it must
therefore be expected that a considerable, and often dominating, proportion of the variation will be left
unexplained. On an aggregate level, for example when comparing different residential areasor citiesto
each other, much of theindividual variationswill be leveled out. A larger proportion of the variation in the
dependent variable will then be attributable to variables that may practically be surveyed in the
investigations.

3 To be more specific, areano. 5in Figure 9.
41.e areano. 2inFigure 9.

5 When stating that residential location influences travel activity, we mean that it is a contributory cause —
understood as an INUS condition (an insufficient but necessary part of a condition which isitself
unnecessary but sufficient for the result). The relationships found in our study between residential location
and travel activity, come within what Mackie (1965:260-261) terms as cases of “functional dependence”.
This causal condition forms part of an intentional explanation, asit contributes to clarify why an acting
subject considers one specific act of traveling (or more correctly, a certain, repeated pattern of
transportation activity) as the best mean to realize his or her wishes.

6 Based on analyses with logarithmic dependent variables, the differential in travel distance by car between a
central and a peripheral location was estimated to be 66 km in the analysis with individuals as units
(including trips outside the local area), compared to 47 km in the household analysis (where non-local trips
were excluded). The latter figureis based on a presumed average car occupancy of 1.6 persons.

7 Shown as areano. 9 on themap in Figure 9.

8 Compared to simple, bivariate analyses, the rel ationships between urban structural variables and travel
behavior in our Frederikshavn data become somewhat weaker when controlling for demographic and
socioeconomic variables. However, the inclusion of attitudinal variables does not imply afurther
weakening of these relationships. On the contrary, the relationships between residential location and travel
behavior turn out to be alittle stronger when attitudinal variables areincluded in the multivariate analysis.
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Abstract

This paper presents ongoing projects at Roskilde University. The purpose of the projectsisto
explain in which way transport growth is induced by changes in logistical principles and
development of infrastructure. The projects aim to develop methods of studying relations
between infrastructure, logistical restructuring and growth in freight transport. The paper
presents the analytical framework as well as the project design and pose some questions
about in which way studies of freight transport can contribute to the understanding of mobility.

Background and aim

Within the last decennia the structure of freight transport growth in Europe has changed in
several ways, the most important being the shift fromrail to truck and the growth inlogistical
reach (distance). One explanation to this devel opment relates to the changein the logistically
induced demand on transport, especially the flexibilisation of the production and distribution
structures, another relates to the improvement of infrastructure.

The purpose of this paper is to describe how the freight transport sector is influenced by
logistical principles of production and distribution. The article will introduce new ways of
understanding freight transport as an integrated part of the changing trends of mobility. But it
will also describe how the driving forces behind mobility influences the actors within ma-
nagement and labour in the transport industry.

The article presents research carried out by the authors at Roskilde University. The presented
research isapart of aresearch programme consisting of four projects:
“‘Production, distribution and freight transport — environmental consequences and line
of action’ (in collaboration with COWI and funded by the Danish Environmental
Protection Agency)
- Infrastructure, transport and the environment — the bridges and the logistical map of
Denmark’ (funded by the Danish Transport Council)
- ‘TheContent of Transport in Food-Products' (funded by the Danish Transport Council)
- ‘Theflexible transport company’ (funded by the Danish Transport Council)

The synergetic effect of comparing the four projectsis.

- Todevelop acommon analytical framework describing the relations between growthin
transport, logistical principles and investments in infrastructure

- To present case research and empirical evidence from Denmark (atotal number of 15
cases) in order to deconstruct conventional thinking of logistics and transport as sy
stemsof flowsbuild up astop down, holistic and strategic arrangements. Only empirical
evidence can install new and differentiated pictures of a sector full of contradictions,
and processes of differentiations.
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Logistical principles and transport

Thelogistical systems are composed of supply chainsin which transport forms an integrated
part. These supply chains have in recent years undergone a series of transformations and
restructuring resulting in significant consegquencesfor the development in the total amount of
traffic and in abroader sense also the environmental impact. The changes are represented in
anumber of new principlesfor organising the flow of goods and can be seen as areflection of
how manufacturing and consumption are directed by a continuous flow of management
philosophies coming from the world of management. Often the new principlesareintroduced
asaresponseto the demands from the market/customers. New principlesemergewhile others
become obsolete and are phased out i.e.

Just-in-time manufacturing/delivery
Postponement

Centralisation/decentralisation of warehousing
Door-to-door delivery

Globalisation of supplier relations

Quick consumer response

Focused factory

Decisions on such principles are mostly taken at a strategic management level. The hauliers
and transport operators, however, also have influence on the structure of the supply chains.
Withregardsto e.g. environmental issues, the hauliershold several possibilitiesfor developing
environmentally friendly transport solutions:

- Design the supply chainsin amore environmentally friendly way

- Improvethe utilisation of capacity, decrease empty running and improve the
consolidation

- Employ intermodal transport where different modes of transport are utilised
according to the environmental impact

Presently the transport industry undergoes big changes. With the purpose of developing new
integrated transport solutions, mergers, strategic alliances and other forms of network relati-
ons are formed across the industry. Certainly this structural development also exerts an
important influence on the development of the supply chains and the location of activities
related to transport. There are different opinions of the general trend; some hold that this
development implies a centralisation of transport related activities yet others hold that the
development will result in the construction of anetwork of decentralised warehouses capable
of reaching the market as quickly as possible. Asthe location of transport related activitiesis
of great significance for the development of regions, the structural development within the
transport industry is also bound to have consequences on aregional level.

Research within the field of logistics has traditionally had a strong focus on the internal
strategic processes of the company. However, a change of focus to aso include the external
logistics tasks has provided an opening to additionally include transport and transport related
activitiesinthelogisticsresearch (Giannopoulos & Gillespie, 1993; Wandel & Ruijgrok 1993;
Drewes Nielsen & Hansen & Kornum & Nedergaard & Aastrup 1999).

Within thefield of transport research analyses have been conducted that addressthe influence
of different principles of organisations on transport (Ojala 1993; Velden 1994; Gillespie &
Capillo 1993). There are, however, considerable disagreements as to which consequences
different concepts of |ogistics management have on transport. Conversely, the need for more
specific studies within this area is unanimous.

64



Transport and goals of sustainability and growth

Figure 1. Migration towards Supply Chain focus (TNO, 1999)
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Recent scientific research under the EU and the OECD has attempted to uncover therelations
between logistical structure and transport growth. Figure 1 illustratesthree different levels of
analysis and the corresponding differences in goals of optimisation.

The figure describes three level s of relations between logistics and transport. Thefirst level,
the micros level express the companies’ goals of profit maximisation. Transport is at this
level one cost among others and the companies have an interest in minimising the costs
related to transport. The second level, the meso level, expresses the supply chain goals. The
development of production chainsasaresult of the restructuring of economy (global, economic
and technological) indicates an economic potential in optimising the whole supply chain.
One big question is however in which way this chain optimisation influences the transport
sector. For sure, the travelling of productsin these globalised chains in some waysinfluence
the chains use of transport, but tendencies to optimise the chains may indicated potentials of
diminishing transport. The meso level also consists of goals related to aggregates at a regio-
nal or industrial level. These goals often are expressed as welfare optimisations. Transport
might have a double-sided influence on these welfare optimisations. The same influence
exists on the macro level where the societal long term focus on sustainability and growth is
related to transport in a twofold way. Transport is an integrated part of the economic
restructuring (and has always been) on the other hand mobility and transport induces welfare
diminishing through problems with environment and congestion. In this way the figure
illustrates some main scientific questions around the study of logistics and transport:

o First point: Isthere differencesin the goals on the different levels, and to what
extent can the goals converge?

e Second point: How difficult isit to ‘trandlate’ goals from one level to another,
and how will the reactions of the level specific actors develop.
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e Third point: Isthere also a different time horizons between the goals and levels.
Where short term goals at the micro level conflict with long-term goals at the
macro level.

A hierarchy of logistics

Through case studies of selected industries (OECD: TRILOG 1999; REDEFINE 1999) this
research attempts to establish an overview of these relations at an aggregate or meso level.
The casesisanaysed and divided in thefollowing categories describing ahierarchy of logistical
decision-making. McKinnon (1998) originally develops the four logistical hierarchies:

1. Structure of logistical systems describes the logistical systemsin their territorial
extensions, the localising of production, warehouses, freight terminals and stores
describes.

2. Pattern of trading links describes the network of trading relations in the structure of
production and distribution schedules by commercial interests.

3. Scheduling of product flows describes how the pattern of trading linksis transformed
into planning of production and distribution and under different principles.

4. Management of transport resources describes how the transport resources are managed
under decisionstaking in level 1-3. It also describes how these resources are developed
in the relations and mutually interdependencies.

McKinnon hastogether with other extended the model with afifth level: The product design,
which indicates that the design of the product aso influences the design of the supply chain,
the systems of deliveries, the subcontracting, the distribution and even the transportation of
spare partsand final products. Although thisisclearly of importance when discussing possible
actions and policies, we have not included it in our research so far.

The different levels of decision form a hierarchy (McKinnon & Woodburn 1996), i.e. the
decisions at one level establish the framework for decisions on the subsequent levels. Thisis
surely avalid description of most industrial branches, but for many of the branchesin the new
economy the hierarchy seem to betoppled around. For example, companies heavily dependent
onjust intime as for example the computer industry, scheduling of product flow seemsto be
the uppermost layer inthe hierarchy. And for sometypes of e-trades management of transport
resourcesiscrucial to the success of thefirm, and must thus be regarded astop of the hierarchy.
This transformation of the traditional hierarchy might be a core in the understanding of the
present revolution in logistics Case analysis will indicate how and why these shiftswill take
place.

Four concepts and a model

Simpl e relationships between logistical principlesand transport growth are, however, difficult
to verify both theoretically and empirically (McKinnon 1998; Cooper et a 1998). Therefore
inour project, intermediate categories have been devel oped in an attempt to * trand ate’ logistical
principles into transport related concepts (Homan Jespersen & Drewes Nielsen & Petersen
2000).

Transport distance — how far
Speed of transport — for how long
Frequency of transport —how often
Point in time of transport —when
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To the extent that logistical principles can be described by these categories, the consequences
for transport can be empirically investigated. The four dimensions can be related to some
essential characteristics related to modern principles of production- and distribution and to
characteristics related to tendencies in the post-modern society. Three main characteristics
are close related to understanding of mobility and transport.

5. Space-compression. The shrinking of the world as aresult of the development in trans-
port and technology is a manifestation of space compression (Harvey1990)

6. Time-compression follows the space. It is possible to extend activities in time and space.
It influences the wishes of realising the possible, to reach more within specific times.
The concept of mobility often includes the concept of the potential mobility besides the
real (Gudmundsson 2000). But time compression also relates to changesin the
characteristics of time. Urry describes the changes from clock-time (scheduled time) to
instantaneous time (Urry 2000). This aso influenced the speeding up of mobility (Virilio
1986).

7. Flow society. A third characteristic isthe flow society, where relations in the flow create
the dynamics of the development in production and distribution. The relationsin the
flows are developed through IT and expand worldwide (Castells 1999).

These three characteristics of the late modern society have in common and each of them
relation to mobility and transport and is transformed in the four concepts of distance, speed,
frequency and point of time.

The use of these four concepts (distance, speed of transport, frequency and point of time)
seemstoinclude potentialsfor relating logistical principleswith more general societal trends.
Figure 2 isan attempt to set up ahypothesis concerning the rel ationship between McKinnon's
four levels of logistical hierarchies of decision-making dimensions of hierarchy and our use
of the concepts of time and space. The relationships are going to be verified (or falsified) in
our ongoing case research at Roskilde University.

Distance Speed Frequency | Point of time

Structure of

. . ++ - - -
logistical systems
Pattern of trading + ) ) _
links
Scheduling of + et Tt et
product flows
Management of + + + +
transport resources

(++ Strong relations, + relation, - no or little relation)

Figure 2. Relations between four levels of logistical hierarchies of decision-making and
four concepts of time- and space compression

Decisions at the two highest levels primarily influence the distance of transport. At the third
level the decisions influence distance, speed, point of time and frequency. The management
of transport resources (level four) influences the distance and the frequency.

Two case studies will in the future put evidence to the figure from a Danish perspective.

In the project The content of transport in food the goal is to develop and compare different
methods of describing and measuring the role of transport in the environmental l1oad of food.
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Three different methods are used to describe the same case studies — potatoes and black
bread:

e A LifeCycle Assessment (LCA) approach aimed at deconstructing the whole
supply chain from mineral extraction to consumption and estimating the amount
of transport in every part of the chain

e A macroeconomic approach based on analysis of input-output statistics (1/0O-
analysis)

e An approach coined Logistical Structural Analysiswhich is based on the thoughts
in this paper supplemented with the development of some indicators of trans
port

Itisstill too early to giveresults, but it isalready obviousthat whereasthe LCA can givevery

detailed results, but with a substantial burden of data collection, which hasto be repeated for
every case study, the I/O-analysis give more coarse results, but once the methodology is
developed it can be reused with minor adjustments for different types of food (and other
products).

In comparison to these methodsthe Logistical Structural Analysisislessfocused on quantity,
but more on understanding the dynamics of logistics and on the actors and the possibilities
for acting.

The project Infrastructure, transport and the environment — the bridges and the logistical
map of Denmark focus on the problem of influences of infrastructure on logistics and trans-
port. With regards to its infrastructure, Denmark is at present in a unique situation. The
construction of two large bridges yields prospects of changesin the patterns of transport. The
assessments of theinfluence of these bridges are numerous and often contrasting. On the one
hand, the bridges are presumed to cause an increasein transport asthe “friction” embodied in
theferry services has ceased to exist. On the other hand, the bridges are presumed to improve
the planning, organising and consolidation of transport thus not necessarily increasing the
total amount of transport. Thereis, however, alack of studies within this area.

Nonethel ess, thefixed links—the bridges—undoubtedly influence theformation of thelogistica
structures and hence the organisation of transport and related activities (transhipment,
warehousing, packaging etc.). Presently, there are already examples to be found on how the
Great Belt fixed link has resulted in arestructuring of transport.

Hitherto, a number of studies of the connection between infrastructure (especially larger in-
stalations) and industrial development have been conducted with a focus on analyses of
“before” (ex ante). This has served to substantiate the political decision making behind the
development of infrastructure. Thus, the analyses have been influenced by expectationsto a
future development and therefore do not build on actual results (Hjalager 1993; AKF 1993;
Bjarnland 1997). Ex post analyses, on the other hand, have often focused on quantitative
estimations of traffic flow. Focusing on both the Great Belt (came into use 1998) and the
Oresund (came into use 2000) fixed links, this analysis has the opportunity to observe the
processes before, during and after the restructuring of distribution systems.

Time and spacein freight transport
As described, the freight transport sector is affected by the changes in time- and space

compression and the devel oping of the network economy. Actually, the principles of logistics
might be defined as tools of time- and space compression and of building up networks.
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When studying the transport sector it might seem obvious to analyse the logistical structure
and its influence on transport systems. The problem is, however, that the field of logistics
normally only includes analyses of logi stics as a strategic, management tool with focuson the
internal processes of production or a holistic view on the supply chains from a top-down
level. Little research has focused on transport in this field. Transport has been considered
only as a consequence of logisticsin asimple cause effect relationship. But in the discipline
of transport logisticsthe need for research of theinterrel ationship between logistics and trans-
port is dealt with.

On the background of qualitative explorative research of the Danish transport industry (focus
on shippers and hauliers) we can describe some characteristics of the sector. The description
will bedivided into to approaches. Economic and technological restructuring and organisational
and working life restructuring.

Economic- and technological restructuring

In Europe the flow economy relates units of production in widely geographically spread
activities. The flow economy has been build upon systems of freight mobility, systems of
flowsof handling freight intheflow economy. Theflow systemsof mobility ismainly organised
around big transport companies organising transport corridor concepts offered to the trans-
port buyers as total concepts. But flow systems of mobility is also organised by small and
medium sized transport companies some times dedicated to specific products or to local/
global transportation.

The systems of freight mobility consist of a chaotic organised network around actorsin the
field. Interorganisational relations between firms are based on both vertical and horizontal
relations, integration and disintegration, competition and cooperation, network and hierarchies
etc.

The time pressure in the transport industry has changed dramatically during the last few
decades. The transport customers and their logistical organising dominate and subordinate
the transport industry. As a service sector, the transport industry eagerly tries to cope with
time pressure. Time seems to be the most important parameter of competition.

The time pressure has different outcomes. The time of delivery has changed from a wider
range of daysto aspecific delivery point of timewithin few hoursor even minutes. Handling
the flow of goodsin terminals has been speeded up, the time schedul e changed from hoursto
minutes.

The flows of transport have been more fluid (instantaneous). The places with time stops in
the flows have been moved away. The highway systems, the end of boarder controls and the
continuous elimination of flow interruptions bounded to places in the handling of the goods
have fluidised the flows of goods. New transport solutions that represent barriers against this
fluidisation have difficulties in breaking through (intermodal transport systems including
trangport viarail, shortseashipping etc.). Thelorrieshave until now been the adapted technol ogy
to the demands of transport. The congestion might, however, in the future represent a barrier
to the car/highway flexibility and might open up for other transport solutions.

The studies of the transport industry from these perspectives also implement knowledge of
time, space, and flow compression to other field of research of the late modern society. The
transport flow opens up the knowledge of territorial and time specific induced changesin the
systems of production. These perspectives can induce changes in the understanding of the
conditions of accumulation in the late modern society aso when studies have other foci than
transport.
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Organisation and working life

A parallel lesson can be learned from the analysis of organisation and working life in the
transport sector. The adaptation between the flow of material goods and the human resources
in the sector of transport and logistics is a story of subordinating the human capital to the
material. The time specifications in the scheduling of the product flow dominate the adapta-
tion of human capital. The fluidising of the flows also means that every barrier against the
fluidising process has been removed during the past few decades. In Europe, the drivers
lament the construction of the highway system and the end of boarder controls. No places of
meeting, no stop at exotic places diminish the senses of travelling and removing the respect
of thework. When thisis compared to the principles of lean production, where the volume of
human capital iscut down to aminimum, the working conditions suffersfrom the devel opment
(Drewes Nielsen 1999).

The work in the transport industry is characterised by time compression in different ways.
Overwork, extra hours, speed, stress and short-planning horizons often burden the working
environment. The culturein the firms are often characterised by conflicts, hard tone and even
quarrels. Thereisno room for reflection, and with Virilios expression the development of the
work can be characterised as a movement from reflection to reflex (Virilio 1986)
Conversely, you can also find proudness around the speed of work. Speed is alifestyle. The
satisfaction around solving intricate tasks and condense the solutions in one transport or the
possibility of being able to service a customer in atrustworthy and respected way.

From ahuman capital point of view the transport sector includes crucial stories of flexibility.
Transport is most commonly outsourced to independent hauliers. In Denmark only around
20% of the transport is organised by the production and distribution firms. But the transport
industry also to agreat extent outsources transport further to subcontractors. A lot of capital
isbounded in the transactions around these outsourcing activities. Transport is sourced out to
other transport companies, and often to alower level in the hierarchy of transport companies.
But al so transport related activities such aswarehousing, administration, I T etc. in hierarchies,
overwork, stress and conflicting working conditions are everyday stories.

The combination of time compression and lean production are the main explanation why
there is no room for learning, no room for solving potential conflicts. The transactions costs
are at the individual level extremely high and the organisation is unable to benefit of the
competenciesbuild up at different operativelevels of the companies. Thereisno systematically
induced learning or teaching activities and the daily routines do not leave any room for
organisational learning. Thereisno timefor exchange of competencies as Sennett has described
work in the flexible accumulation era (Sennett 1998). Other employee’s expressions about
the work and their firmsindicate that the feeling of belonging to afirm has changed, that the
feeling of a corporate culture has disappeared together with the restructuring of the work.

Thetransport industry has alwaysincluded flexible work outside normal working hours. But
the story of speed and time compression and the following symptoms of stress in the daily
work arerelated to the last few decades. Theinterviewsindicate a strong longing back to the
past, where everything was calmer and where there was room for social contact and for
experiencing the travelling spirit of the sector.

Conclusion
Two contradictionsisthelesson from studying thefreight sector. On the one hand the economic

and technological restructuring tend to create placeless flows of mobility. Corridors of trans-
port and the fluidising of the material flows supported by big infrastructural investments are
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examples of that. But on the other hand the social practices around the work in the flows: the
warehouses, the shippers, and the drivers combined with the environmental consequences of
transport is the witness of localised consequences of mobility.

The study of freight transport in the mobility perspective is very new and premature. Aswe
have described it is new in atwofold way. The lessons from studies of freight transport have
new dimensions to supplement the field of logistics and also new dimensions to supplement
the field of mobility-studies, where studies of passenger transport dominate.

Our intention at FLUX — The transport research group at Roskilde University is to present
both empirical evidence of this development and theoretically reflections. The analyses of
relations between the developments of the transport demand, the logistical restructuring of
flows and the management of the transport systems will focus on the contradictions of trans-
port. The contradiction between flows and spaces, between mobility and immobility, between
flexibility and rigidity and between mobility and environment. Transport is organised in
‘placeless’ flows as responses to economy and technology, but the transport activitiesand its
human and environmental consequences are spatially localised.
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Deconstructing Destinations?
- theplace of spacein tourism studies'

Michael Haldrup
Department of Geography
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Abstract

A central element of many social theories of tourism consumption and production is the
centrality of space. However thereferenceto spaceis mostly of aprogrammatic character and
its conceptualisation superficial. Thisis most evident in relation to the concept of the “desti-
nation”, which iswidely used in tourism studieswhether of cultural, social or economic kind.
Sometimes the concept is employed as synonymous with place image, sometimes the local
business networks and sometimes simply as synonymous the local resort area.

In this paper the place of space in tourism studies are being discussed, Through a critical
discussion of tourism in late modernity, partly inspired by the work of Michel de Certeau on
consumer tacticsand their rolein the production of place and space. In conclusion atentative
typology of different tactics employed in the performance of tourismis presented.

Tourism and the making of destinations

Tourism has from its very origin as a socia phenomenon been a disputed topic. In recent
social theory ‘thetourist’ has played a dubious role as an emblematic figure for social lifein
(post) modernity. Critical social theorists of various orientations have questions tourism - its
agents and its practices - have by critical social theorists of different orientations from the
perspective of the general social diagnosisof these authors. Boorstin (1962) thus portraitsthe
tourist asaseducable addict to fal se representations of reality; Graburn (1978) asapilgrimon
asacred jouney, MacCannel (1989) asan anthropol ogist seeking authenticity asacompensation
for the inauthenticity experienced in everydaylife, or even amodern cannibal consuming the
lives of “the other” (1992) and Urry (1991, 1995) presents the tourist as a skilled semiotic
constantly interpreting signs and texts - the very incarnation of the postmodern individual.

Parallel to this cultural criticism of tourism and modern life, the rising public expectationsto
the importance of tourism as amain source for global economic growth, havein recent years
been followed have been followed by an institutionalizing of empirical “tourismresearch” as
an independent sub-discipline in most European Countries - including Denmark.?

A recurrent complaint in thismore empirical driven research istheintangibility of tourism as
an empirical object. Asarecent review of studies within economic geography puts it

“[T]he tourism industry does not need any special analysis or policy consideration
per se because it ssimply does not exist.” (Smith 1998; p 31)

Despitethisintangibility of the tourismindustry it the production of what we usually underst-
and astourist experiences sharesits basic characteristicswith other kinds of serviceindustries.
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Like these tourism businessis characterized by the merging of production and consumption,
and to alarge extend the intangibility of tourism production isaresult of this. The provision
of the conglomerate of services that make up the “tourist product” is difficult to distinguish
from the labour implicated in the provision of the product and the spatio-temporal context of
production/consumption. In John Urrys words:

[“T]he *service' partly consists of aprocess of production which isinfused with
particular social characteristics, of gender, age, race, educational background
and so os. When the individual buys a given service, what is purchased isa
particular social composition of the service producers(...).” (Urry 1991; p 68)

Thisisafeaturethat is present in all kinds of consumer services (See Crang 1994 on restau-
rant work and McDowell & Court 1994 on merchant banking). What makestourism aparticul ar
intriguing caseisthat it isimpossible to delimit “tourism services’ to one or more sectors of
the employment structure. When tourists consumethey are not only consuming, say, the meal
they are enjoying, the setting of the restaurant and the interaction with waiters and hotel
receptionists. At the same time they are consuming the place mythologies attached to the
specific, the natural and cultural landscape, yesthey may even consume labour processes and
local forms of social organization, which in never was intended to make up part of the social
process which make up the service. To push it to the edge: tourism makes all “locals’ part of
the tourist product.

According to Crang (1997) tourism contrary to other kinds of service production is
characterized by an* extension’ of the spatio-temporal context of production and consumption:

“The production and consumption of tourism are fundamentally ‘geographical’
processes. At their heart are constructions of and rel ationshipswith places and spaces.
These places include destinations, which are differentiated through processes of
social and spatial distinction and symbolically and materially restructured through
their incorporation within the economy of taste(...) They a so include the spaces of
mobility that construct travel to these destinations, which are likewise ressources of
both self-formation and economic valuation (...). In turn, these places operates as
settingsfor the performances of both producers and consumers, hel ping to establish
the precise character of a tourism product and its performance.” (Crang 1997; p
143)

Thismeansthat thetourism ‘ product’ according to Crangisaresult of the negotiation between
both producers and consumers, and furthermore that it is the construction of place and space
bind these settings for performances (e. g. attractions and facilities). Space then is what
distinguish consumption and production of tourism from other kind of consumer services.

However Crang remains unclear at one central point as he apparently uses the concepts of
place, space and destination as entities existing apriori to the tourism performance. In fact it
seems consistent with his argument it is actually the very negotiation of space and placein
tourism implicit in the encounters between tourist and tourism producers, that makes up its
distinctive character.. As the finnish geographer Jarkko Saarinen however have argued the
destination is a concept characterised by ambiguity precisely because tourist destinations
always are products of negotiation:

“Thetransformation of atourism regionisproduced and reproduced by thediscursive
practices through which the destination receives different identities, (...). [T]he
identity of a destination contains elements from the present, traces from the past
and signs of future transformation, where the discourses transforming the destina-
tion anditsidentity can be competing or even contradictionary.” (Saarinen 1998Db; p 58)
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During the 1990 esthe historical constitution of specific place-mythsin relation to destinations
have been documented by numerous case studies. The seminal work of Rob Shields (1991)
on the changing social meaning of vacationing at the Niagara Falls and Brighton, UK aswell
as John Urry’s study on the “making of the Lake District” (1995) have shown how these
discursive practices interact with the material structuring of tourist regions and the practices
attached to the performance of tourism within these regions through long-term social proces-
ses. Inthisway destinations are aways ‘inthe making’ asthey areinscribed in the discursive
practices of a variety of agents spanning from marketing material produced by local and
national tourist boards, artistic and literary accounts and photographs, narratives produced by
tourists as well as non-tourist business interests (e. g. in non-tourist forms of ressource
exploitation and spatial planning).

While thereis avast literature on how destinations understood as the cultural landscapes of
tourism are produced through such kinds of discursive practices, there is relatively few
empirical studiesof how the non-discursive practices of tourism contributesto the production
of tourism destinations. Thisis partly because tourism by and large have been understood as
mere consumption of sign value. Hence the way tourism is being studied in its empirical
formsisclosely related to the fundamental question of hpow we understand what tourismis.
In the section below | would therefore like to discuss some of the dominant answersto this
guestion, and what lessonswe can learn from these in exploring the place of spacein tourism.

What istourism?

Social studies of tourism consumption have over a 30-years period been heavily dominated
by a cultural studies approach focusing on the power relations implicit in the historical
production of place myths attached to tourist destinations (e. g. Selwyn (ed.) 1996; Ringer
(ed.) 1998) and the representations of space through maps (Del Casino & Hanna 2000). One
main problem of these studies is that they have been rather stubborn in their view upon
tourism as mainly a matter of commodification. Mostly the cultural studies approach have
relied on a neo-marxist framework thus impling a dichotomy between (alienated) work and
the commodification of escape attempts in leisure and tourism (Rojek 1992, 1993). Thisis
also evident if we take alook at sociological and anthropological theories of tourism. Here
too tourism is viewed as a battlefield zone between consumers attempts of escaping the
restraints of everyday-life and the commodification of these escape attempts by the capitalist
economy (MacCannel 1989). Despite (or asaconsequence of ) the dominance of thisparadigm,
studies of tourist consumption within anthropology and cultural studies persistently have
focused on the intentionality of tourists. A variety of tourist typologies have subsequently
been constructed based on the different degrees to which tourists seek “authenticity” or
recreation in a secure environment (Cohen 1979, 1988; Redfoot 1984; also Smith 1978).

In part these problems reflect the dangers of treating ‘tourism’ as a social object detached
from the context of the rest of socia life implicated in the academic institutionalization of
tourism as an independent field of research. The cultural studies approach have not been
immune against criticism of this, but have been contested both on empirical, ontological as
well as epistemological grounds. In this section | shall shortly present these three types of
critiques.

Firstly, it can be argued that the dependence of the cultural studies approach on aneo-marxist
work-leisure-dichotomy are empirical obsolete. Recently the dualistic way of conceptualizing
work and leisureimplicit in these cultural studies of tourism consumption, have been contested
by proponents of “ post-tourism”, who argue that the social transformationsin thewest broadly
identified with the advent of postmodernity, have given way to anew type of tourism or rather
post-tourism in which the contexts of everydaylife and leisure becomes blurred as a process
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of “de-differentation” takes place (Feifer 1986; Urry 1991; Lash & Urry 1994 p 275ff). As
this process moves on new post-tourist practices that abandons the quest for authenticity and
self-redlization as the primary drive in tourism consumption and replaces it with a sense of
playful irony towards the identy and practice of being atourist movesto the center of current
forms of tourism (Rojek 1993; p 133ff). Thisargument do not really challenge the validity of
the lesiure-work-dichotomy. Instead it isargued that this dichotomy have become obsolete as
the world-economy undergoes a transition from organized or “fordist” to disorganized or
“post-fordist” capitalism (Harvey 1989; Lash & Urry 1994). As Orvar L ofgren points out the
three arch-typical form of touristsat stake in current debates on the transformation of tourism
(“thetraveler”, the tourist” and the * post-tourist™) historically have co-existed in the course
of tourism and travel (2000 p 260ff). Their significance asforms of tourist practices however
may vary astherole of tourism in society changes.

Here we arrive at the second objection to the cultural studies approach. Throughout the his-
tory of tourism it has been a mgjor source of socialization and class culture. Tourism and
leisure have alwaysformed part of specific “moral orders’ in society. However asthese have
shifted so has the character of tourism (Rojek 1993; p 23ff). Tourism as such do not have a
stable significance. Instead the specific content (and “meaning”) of tourism have depended
onitsposition within alarger framework of social interdependencies. Figurational sociology
thus questionsthe ontological foundation for delimiting leisure as a specific form of practice.
Instead of viewing leisure and tourism practices as compensation figurational sociology thus
argues that leisure is essential mimetic (Elias & Dunning 1986 p 66ff), and as such also an
activity subdue to the transformation and variety of the social figurations their practitioners
make part of, be that through work or private life (op. cit & Rojek 1992). Leisure therefore
may exist in a “peculiar ambiguity”, however this ambiguity is not necessarily a matter of
alienated everydaylife versus the need for authenticity, but rather an ambiguity between the
experimental opening of new horizons of experience and releasement of social restraints at
the one side and social acceptance at the other. In this way the specific forms of practices
related to leisureisamatter of negotiation (Elias& Dunning 1986; p 90). However figurational
sociology by and large have neglected how specific forms of leisure practices are being
negotiated. The focus have instead been on the historical production of forms of leisure (in
particular sports) and their attachment to the civilizing proces .3

The emphasize put on the negotiation of leisure practicesare also at the heart of theinteractionist
approach to leisure and tourism studies. This third way of contesting the cultural studies
approach takes it starting point in an objection towards the tendency to equalize tourist
experiences and tourist intentions - thus leaving out of focus the essentially negotiated cha-
racter of tourist experiences. Tourism experiences are produced through complex social
encounters between a variety of agents of which “the tourist” is only one, and subsequently
essentially a negotiated experience. Thisisthe central argument of Crang discussed earlier.
Whereas Crang pointsto the rich sources of inspiration made up by interactionist social theory
(Goffman, Giddensand de Certeau). Empirical work on the negotiation of tourist experiences
have been very sparse. One outstanding exception hereis Edensors (1998) studiesof negotiation
of tourist experiences and practices. Asis clear from Edensors ethnographic study not only
the place myth and expectations attached to the same destination differ between various so-
cial and ethnic groups, so do the “walking practices’ deployed by tourists (ibid. p 105ff. see
figure p 108).

I will return to this latter position, however | would like to emphasize that in spite of the
differences between thefour different apprioaches discussed here, | do not they are exclusive.
Tothe contrary thethree corrections of the cultural studiesapproach to the study of the sociology
and geography of tourism. In the next section, | would like to return to the question of space
and place in tourism.
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Deconstructing “the destination” ?

“The destination” is a well-established concept in tourism-research and planning practices.
The concept of the destination has obvious methodological and practical advantages when it
comesto the study of the economic and cultural aspects of tourism asit offersaconcept able
of uniting these different aspects into one coherent line of reasoning about the othervise
untangible tourist industry. In its economic aspects “the destination” becomes visible as the
product of thisindustry, making it possibleto its dynamicsin analogy to product life cycles
within other branches. Initscultural aspects*thedestination” asit appearsin tourist brochures
and marketing campaigns and the place myths attached to it becomes the prime motivating
force behind the tourists practices. However as suggested in this section the obvious practical
advantages are overwhelmingly surpassed by the problemsrelated to the concept. Theseranks
from the fuzziness regarding scale (local, regional, national, transnational) and definition
(administrative boundaries, visua representations etc.) to the the ontological problem in opera-
ting with a concept of “the destination” as tantamount to the space and place of tourism, asit
excludes the role of the tourists in the production of tourist experience. In the following
section | will elaborate on this tension between tourism and “the destination”, in order to
clarify some of the conceptual fuzzyness outlined above.

Intheir classic study of the social impacts of mass tourism The Golden Hordes Louis Turner
and John Ashrefersavisit by Anthony Haden-Guest to the headquarter of Edgar Rice Borrughs
Inc. in the early 1970es. At thisvisit Haden-Guest was presented to the plans of establishing
athemepark based on the imagery and stories of Tarzan, including Tarzan-style villages and
clothing.

Turner and Ash records:

“A boggling Haden-Guest took up this theme. Why not, he suggested, a state of
Tarzana with their own coinage and stamps? ‘Don’t laugh!” he was admonished:
Thisis not just pie in the sky. We' ve been talking to the Rothschild Bank in Paris
about this. There are anumber of African countrieswhich have absolutely nothing.
No economy, no nothing...and the thought is to merchandise the whole country....
Take it over! Change the name and just take the resort ideas on a national scale, so
the entire country isrun as a....beautiful place’” (Turner and Ash1975; p 219)

Tarzanais the ideal destination. A place constructed to fulfill the demands of tourists — an
entire country run asa* beautiful place”. Inthe mid-1970estheseideas might seem ahorrifying
exampl e of (american) multinational corporationsneo-imperialistic aspirations. 25 years|ater
wemay more clearly seethat “ Tarzana’ isnot merely animagination of the corporate managers
of the Edgar Rice Borroughs Inc..

However the ambition to run places in accordance with thisideal is also explicit in practical
planning in Denmark, both at alocal level in the form of differentiating different types of
tourist localitiesrelative to different consumer segments, and at the national level. At the one
end we find the detailed regulated time-space compressed world of theme-parks and heri-
tage-centers offering tourists a possibility for getting an as-close-as-possible-to-real-life
experience of living out mythological imaginaries close to the world of Tarzana also present
in Denmark. Reconstructed stone and iron age settlings providing week-end or week
accomodation provided guests play their roles as pre-historic families to one-day visitors to
the park have been for at least a quarter of a century, and has recently been accompanied by
Middle Age and Viking Centres and activities, often related precisely to “authentic” relics.
However itisnot inthese detailed micro-worldsthat the significance of “ Tarzana’ asemblematic
for the practice of tourism planning appears, but instead in what have become amagjor trend in
planning and marketing of tourism: the marketing of local cultures, feasts and events.
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Reading through regional business development programs on tourism in Denmark one
frequently come acrossreferencesto “authenticity” and “exoticism” asthe keyword of current
tourism management,* thus stressing that local/regional tourist planning must aim at running
localities as “beautiful places. Most evident in relation to this is the the endeavours for
constructing a “Brand name DENMARK?” and in this way associate the national “brand”
(“DENMARK?”) with specific values “cosiness, free and unpretentious people, who in an
intelligent way have arranged a society based on design, cultureand socia values’ presumably
pursued by potential tourists (Erhvervsministeriet 2000 see also Terkelsen 2000). Inthisway
the construction and development of destinations also in Denmark exemplifies the ideals at
stakein Ash & Turners“Tarzana” asan ideal destination.

The encyclopediean definition “the destination”, gives several etymological rootsand possible
practical uses of the concept. However there is a common element in the multiple forms of
use:

“Desetienastion \ (...)\ (...) destination, destinatio goal, from L., act of establishing,
determination, purpose, fr. destinatus + -ion, io -ion. 1 a: the act of appointing,
setting aside for a purpose, or predetermining < ... > b: archaic : the fact of being
designated 2 : purpose for which something isdestined : predetermined end, object,
oruse<...>3: aplacewhichisset for the end of ajourney or to which something
issent: placeor pointamedat<...>(...)” (Websters3rd New International Dictionary
of the English Language Unabridged 1971)

The very concept of “the destination” thus relies on two premises (cf. quotation above). The
destination isaplace (1) set aside or a specific purpose (appropriate practices), at the same
time (2) the place set for the end of the journey. Conceptually “destination” thereby links
place to practice.

Transferred to the context of tourism, thisimpliesfirstly a conception of the destination asa
place set aside (or even “established” or “predetermined”) for appropriate tourism practices
detached from the context of everyday non-tourist spaces, and secondly that the destinationis
“theend” of thetouristsjourney (or aternatively the placeto which they arebeing send). The
ideal destinationisapurified space, detached from non-tourist spaces, constructed and designed
to form the scene for appropriate tourist practices. “ The destination” as aregulatory concept
can be understood as a“place” in the sense of Michel de Certeau:

“A place (...) isthe order (of whatever kind) in accord with which elements are
distributed in relationships of coexistence. It thus excludes the possibility of two
things being inthe samelocation (place). The law of the“proper” rulesin the place:
the elements taken into consideration are beside one another, each situated in its
own “proper” and distinct location, a location it defines. A place is thus an
instantaneous configuration of positions. It implies an indication of stability” (de
Certeau 1988 p 110)

Places are according to de Certeau the regulated, ordering of space in relation to a specific
purpose. Places have a strategic purpose, As do “destinations” as they form part of tourism
planning. Itisin this sensethat the dream of Tarzanaisthe dream of the ultimate destination.

However de Certeau makesan important distinction between “ place” and “ space—adistinction

which ishighly relevant in relation to tourism. While “places’ are stable, strategical ordered
homogenous configurations, “spaces’ are constituted by flows, mobility and heterogeneity:
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“Thus spac eis composed of intersectionsof mobile el ements. It isin asense actuated
by the ensemble of movementsdeployed withinit. Space occursasthe effect produced
by the operations that orient it, situate it, temporalize it, and make it function in a
polyvalent unity of conflictual programs and contractual proximities. (...)

In short, spaceis practiced place.” (de Certeau op. cit).

In this contradiction between place and space de Certeau relates to his fundamental point:
that consumers are deploying arange of tactics which are non-reducible to the intent of the
producers. While de Certeaus ideas mainly is exemplified from small studies and stories
about city planning and pedestrians, this main tension between a producer and consumer
perspective is also evident in the relation between the material and symbolical construction
of tourist destinations and tourist practices.

While the purified regulated, designed spaces of mass tourist resort areas may be largely
coincident with the motives and practices at stake in the forms of tourism associated with
“fordist” patterns of consumption, the shift towards what some commentators following
Harvey (1989) have coined “ post-fordist” patterns of consumption raises some fundamental
problems. Althoughitishighly problematic to postul ate epochal shiftsin thetypesof tourism
as some commentators have done (Urry 1995, Poon 1993), it isinevitableto adressthe conflicts
and competing tactics and strategies involved in the making of space and place in tourism,
without understanding the way tourism flows makes part of the changing social figurations of
the Western world.

Broadly speaking the fordist masstourism of the mid-20™ century was aphenomenon closely
bound up with the specific social regulation and transport technologies (paid vacation, high
salaries, job stability, two-income-families, aircrafts as means for mass transportation, gene-
ral accessto one-family—cars) devel oped in North Americaand North-West Europe especially
in the years from the 1950’ esto the late 1970’ es (L 6fgren 2000p 109ff). Aswith other types
of fordist consumption the precondition for this type of mass tourism was alow price level
and the ability to standardize the product, and thisiswhat gives shapesthe basic characteristics
for fordist mass tourism: it is very much about travelling or being transported to a specific
destination (cottage resorts at the west coast in Jutland or a Mediterranean charter destina-
tion) set aside for the purpose of performing tourism practices appropriate for the place (e. g.
getting tanned, playing with your children or tasting exotic Mediterranean wines and food
and getting drunk to the sound of flamenco). The space practiced by these masstouristswere
actually largely coincident with the place of the tourist operators and planners.

Thishomology however isbeing transformed, astourism at the end of the 20" century includes
a strong tendency towards flexibility, individualization and customarization of the tourism
product — changes which is as closely related to societal transformations in work and family
structure and technol ogical innovations as the appearance of mass tourism. Social theories of
the late 20" century have related thistransformation of consumption patternsto amore gene-
ral changein the pace of modernization processesin thewesternworld inwhichthe“self” are
increasingly becoming a reflexive project, and in which indvidual choices relating to
consumption and lifestyles are gaining dominance over traditional formsof identity related to
gender, class, race etc. (Giddens 1991). Tourism - as other parts of consumption, but perhabs
even more significant - is increasingly related to individual reflexive projects of achieving
self-identity, even among social groups in which such elements have had minor significance
compared to traditional lifestylesand identitiesuntil recently. Whereas accessto standardized
tourist experiencesisthe core of fordist masstourism, differenceisat the core of post-fordist
consumption patterns. The consequence is that the space practiced by the post-fordist mass
touristsarelargely heterogeneous and therefor distanced from the place of thetourist operators
and planners.
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As en ensemble of different tactics the two forms might (and historical they actually have
been) co-existing (cf. the disciussion of tourism typologies in the preceding section). In his
study of thetourist resorts closeto Tgf Mahal in India Edensor (1998; p 149ff.), identifiestwo
overlapping tourist spaces largely coincident with the two types | have discussed here: the
enclavic tourist space of the package tourists and the heterogenous space of the individual
backpackers. However thisdichotomy between the two extremetypes of tourist settings, may
hide the real point. To paraphrase de Certeau: As different ensembles of movements within
space are deployed, different place(s) are practiced. In this way the destination is being
“deconstructed” by touristsemploying avariety of tourismtactics, and in doing thisproduces
very different destinations.

The making of tourism spaces

In this paper | have criticized dominant discourses on tourism for relying on a smplified
notion of space and place in tourism. First and foremost by assuming a direct coincidence
between place and practice. As argued in the preceding section we have to take a starting
point in the practice of tourists to understand how constructions of place and space takes a
central part as the distinct feature of tourism. Following this line of reasoning the “destina-
tions’ are in no way coincident with the spatial relations constituting the tourist region, nor
the place-image or mythology attached toit. Rather they are produced and reproduced through
the different tactics deployed by the practitionersin their performance of tourist practices.

In this section | want to present a tentative typology of different tourism tactics in the
appropriation of tourism space. | will take my starting point in the types of tactics proponed
by anthropological studies of tourism — the quest for authenticity. As we have seen this
conception of tourism can be criticized for a variety of reasons — both for being historical
obsolete and for relying on doubtful ontological and epistemological assumptions.

However the quest for authenticity is an obvious driving force in relation to a variety of
tourism practices, spanning from the ambition to experience unique objects, buildings and
places, over the practicing of what John Urry have called “romantic gazing” (1991 p 97ff) to
the summer cottage culture, which also contains a significant element of experiencing the
authenticity of material objects (e. g. through performing manual work-tasks relate to
maintenance of the house and preparation of meals plays a significant role (Williams &
Kaltenborn 1999)). In short, the quest for authenticy relies on abasic ambition to experience
objects which posess aunique aura, which distinguishesit from readymade mass-reproduced
representations available in everydaylife. Romantic tourism thus couples the very physical
journey together with self-realization (Rojek 1993; p 104ff). While the journey may be a
central element in romantic tourism its practicing requires immobility asitsimmediate goal
isthe perfect view or spot.

However not all quests for authenticity arein this sensetied up on material objects, but may
alsorelateto tourists“ own authenticity and intersubjective authenticity” (Wang 1999; p 365-
6). This“existential authenticity” isfound throughout the types of tourism practices usually
related to mass tourist activities (e. g. holiday camps, charter tours) but isacommon feature
in relation to al collectivist forms of tourism (e. g. holiday sports centres, summer parks,
beach life), and may even be be extended to the joy of sight-seeing in presence of other
tourists (Urry 1995 p137ff).

Thetwo typesof tourist tacticsidentified above may capture the dualism which characterized
fordist tourism (as such these tactics are closely related to the different tourism cultures of
respectively the fordist working class and the service class) However we should not forget
the arguments from the the proponents of the idea of “ post-tourism”. The forms of practice
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which characterize post-tourism is first and foremost that,

[T]he post tourist knows that they are atourist and that tourism isagame, or rather
a whole series of games whith multiple texts and no single, authentic tourist
experience.” (Urry 1991; p 100)

Here | would like to introduce alittle light and shade into this argument. First of al itisno
novelty that “authenticity” is negotiated between knowledgeabl e participants (tourists, tourist
workerslocals, producers of marketing material). Thisis also acknowledged by proponents
of the " authenticity-argument” (see Cohen 1988). The central point regarding “ post-tourism”
as a specific ensemble of tourist practices and tactics however is that the ironic distancing
from the situation and activities (being atourist and performing typical tourist activities). Itis
the capability of switching subject positions and thus practicing aform of existential mobility
that takes the center in post-tourism.

As with the two types of tourism tactics discussed above, also two types of mobility-based
tourism tactics can be clearly distingusihed.

In addition to the post-tourism outlined above a second type much less dependend on the
existential mobility and theironic distance can beidentified. Rather it is characterised by the
compression of physical distance through IT and acces to cheap transport technology (car,
plane). It thus contains a high degree of physical mobility - of being able to “see the world”.
This type of tourism tactic which could be called “reflexive exploration” is as posttourism
characterised by the significance of choice between amultiplicity of placesand objectswhich
are are already well-known and framed in advance. However it remains strongly attached to
the experiencing of “auratic objects’, and as with romantic tourism the journey is of central
significancetoits practitioners. Although thistype of tourism tactics may be most obviousin
the form of e. g. back-packer tourism, the flexible high mobile types of tourism is aso an
important element in new types of “flexible tourism” within traditional forms of holiday
making.®

Figure 1. A tentative typology of tourismtactics

low-mobility high-mobility
obj ective “romantic “reflexive
authenticity tourism” exploration”
existential “collective “post-tourism”
authenticity tourism

Infigure 1| have summarized thefour typesof tourism tacticsdiscussed above. Theimportant
point | want to make here is that non of these can be reduced to neither specific “types’ or
“segments’ of tourists, nor to general epochal shifts. Instead they form distinctive tacticsthat
are being employed,, combined and changed in performing tourism.

Each ensemble of tactics implies a certain way of practicing space. As de Certeau contain
space is practiced place. As we move through space we “spell out” meanings which may
undermine the symbolical and material order embodied in specific places (acity or follwing
the discussion in this paer: a tourist-destination). The tactics presented above are different
ways of spelling out a “foggy geography of meaning” (de Certeau 1988 p 104), however it
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may also be clear by now, the making of tourism spaces implicated by the different types of
tourism tactics are very different, not to say antagonistic.

Conclusion

Atthispoint | would liketo return to theintroductionary remarks on the alleged intagibility of
the tourism industry. In her recent ph.d.-work on the provision of the provision hospitality
serviceswithin adinsh tourism resort (Bornholm in the Baltic sea) Szilvia Gydmothy reports
that acentral element in the activities of service producerswithin the hospitality sector, was
that:

“They not only facilitated the visitor’s journey and stay at the destination, but also
communicated different mythol ogiesand cultural messagesviaservice environments
and staff behaviour” (Gyiméthy 2000; p 182)

Actually, she continues, this communication is what gives tourism its unique character, a
view whichislargely coincident with the views discussed in this paper (cf. Urry, 1991, Crang
1997). On the background of the discussion in this paper and in particular on the discussion
of the four types of tourism tactics, a preliminary answer to the question of why tourism
seems to be such an intangible topic can be given.

What makesthe tourism sector difficult to conceptualize, isnot necessarily that it isimpossible
to determine its character, but rather that its product (‘the tourist experience’) relies on a
negotiation process between producers and tourists practicing differing tactics in their
performance of tourism. The “producers’ thus have to cope with very different and ever-
changing constructions of space and place.

One question however remains, and that is what consequences that follows from turning the
analytical approach upside down. If we take a starting point in tourist mobilities and tactics,
what consequences do thisthen havefor destination building and marketing? Thisisaquestion
which have to be dealt with empirical,® however it seems to be a vital task to specify the
tourism tactics and their relation to the space and place of tourism empirical, and investigate
how these contribute to the deconstruction, construction and reconstruction of destinations.
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Note

1 This paper is arevised version of a presentation given at the 9" Nordic Tourism Research Conference,
Bornholm, october 2000, and the Research seminar on Mobility, Roskilde University, november 2000. |
want to thank participants at the two conferences for comments and suggestions.

2 This paper actually isaproduct of thisinstitutionalization processitself, asit is part of the collaborative
research project “ Destination Construction and Devel opment - Representations, Networks and Strategies’
conducted by Wolfgang Framke, Michael Haldrup, Jonas Larsen and Jargen Ole Bazrenholdt (Roskilde
University) in cooperation with Per Ake Nilsson (Research Centre of Bornholm) and John Urry
(University of Lancaster) under the Centre of Tourism Research in Denmark. Project description (Framke
et al. 2000) can be attained from the participants in the project or from the secretariat of the Centre.

3 Thismay partly be a consequence of the ‘involvement’ of declared figurational sociologistsin the
canonization of the basic assumptions of the theory of civilization (Elias 1989a, 1989b), and their ambition
to display the validity of Elias’ work as abroader framework for understanding social phenomena (Smith
2000)

4 Thistrend have gained new attention within thedanish tourist industry after amarketing analysisin Germany
(prime market for the danish tourist industry), had exposed that the “placeimage’ of Denmark was
associated with boring landscapes, meaningless culture, rude/racist people and bad weather (Turismens
UdviklingsCenter 2000). Responding to thisand asimilar cooling in the interest of other scandinavian
touristsin Denmark Jargen Grankjaa - (chairman of the association of tourist managersin Denmark) stated
in theradio that the primary challenge to the danish tourst business was to provide customers with amore
“exotic” experience.
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5My colleaguein the Destination-project at the Centre of Tourism Research in Denmark Jonas Larsen has
coined the term “tourist glance” to capture the difference between the immobile tourist gaze and the
restless “glance” of the mobile tourists discussed here.

6 Thefirst pilot studies aimed at identifying these tourism tactics were conducted summer season 2000,
primary by the collection of formalized diaries distributed among tourists in holiday houses and centres at
the western coastline of northern Jutland. 70 diaries were returned and these are now being analyzed. This
sample will be followed by adistribution of diariesin the rather different tourist region Roskilde and
Bornholm during pre-season 2001. Further research will focus on how these tactics are employed in
relation to encounters with tourism producers through case-studies of local tourist attractions.
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Part 2.
Transport policy and the concept of
mobility. A Workshop
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| ntroduction

Per Homann Jespersen
FLUX - Transport Research Group
Roskilde University

Transport policy in Denmark is characterised by two competing discourses, one focusing on
the environmental necessity, the other having the necessity of mobility asits nucleus.

The environmental necessity takes its starting point in an under-standing of sustainable
development, where Nature sets absolute and incontestable demands to Society's activities.

The necessity of mobility focuses on the statement that production and reproduction depend
on ahigh level of mobility. Reduction of mobility will inevitably be accompanied by loss of
welfare because production decrease and the freedom of the individuals will be re-duced.

In some areas the two discourses can unite, e.g. in demands for improvement of air quality or
traffic safety, that is, whenever atechnol ogical solution can be found. On other fieldsthe two
discoursesareirreconcilable e.g. where environmental improvements mean reduced mobility
or where increased mobility imply heavier environmental loads.

The clash between the two discourses has had the consequence that the policy amed at
improving the environment by reducing passenger and freight transport isin crisis. The Danish
government has explicitly given up its policy of reducing carbon dioxide emissions from
traffic with the result that traffic will account for one third of total Danish carbon dioxide
emissions at the Kyoto-deadline around 2010. If traffic at that point in time still continuesits
present growth rates the pressure from traffic on the other sectors of society to reduce
greenhouse gas emissionswill beimmense - unless aradical breakthrough in car technology
has seen the light till then.

Therefore, thereis areal need for stopping the 'trench warfare' between the two discourses,
and establish acommon understanding that astrategy for reduction of traffic is necessary and
that not every need for mobility necessarily hasto be met.

Thus, a better understanding of mobility and need for mobility is required, and this was the
reason why a workshop was planned at the Transport meeting in Aalborg in august 2000,
taking up this discussion and trying to reveal what we know now and where new knowledge
IS needed.

At thisopportunity ahandful of contributorswereinvited to give presentationsof their different
approaches to the question, how can socia science and transport research contribute to
establishing anew dialogue, making it possible to actually do something about traffic and to
discusstheir pointsof view with the audienceto the workshop - morethan hundred researchers,
planners, civil servants and consultants from the field of transport.

Inthefollowing, thewritten versions of these presentations are printed. Henrik Gudmundsson
givesan analytical approach to the concept of mobility and its potential for understanding the
present development. Malene Freudendal-Pedersen, Kenneth Roslind Hansen and Katrine
Hartmann-Petersen present the result of a project, where they have studied the ambivalence
between knowledge of environmental impacts of private car transportation and actual trans-
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port practices. Jeppe Laessge discusses, how new transport practices have to be introduced
not only by using brute force (e.g. economic regulations) but hasto be combined with cultural
learning processes making it possible to find and experience new solutions to mobility pro-
blems.

The approach of Arne Kvist Rannest and Tonny Lacomble Nielsen is of quite another type.
They have studied how different social scientific disciplines explain traffic growth - what are
thefactors used as explanatory variables. Finally Lise Drewes Niel sen and Per Homann Jesper-
sen state some reasonsfor theimpotence of transport policy, connecting them to general traits
of late modernity and pointing at germs of aternative thinking and acting.

In the discussions throughout the workshop some of the issues discussed were

I's the concept of mobility the right one to use? Mobility is not the problem, trafficis, it was
claimed by one participant. We could increase mobility and at the same time reduce
environmental effects of traffic. Another argued, that accessibility was amore useful termin
practice. What we want to give people is better access to different activities. Against thisit
was reasoned that apparently the possibilities given by the means of mobility is the limit to
what people want to access - with a car more distant schools, more faraway friends and
remoter leisure activities.

All the presentations at the work-shop were about the passenger car. But alot of people do not
have accessto acar - children, elderly, poor, households who have chosen not to have a car.
We ought to stress the mobility of the non-car owners much more. Every time someone buys
a car to increase his or hers own mobility, the mobility of others - and especially of those
without a car - is reduced.

What isthe mainissue of transport policy and planning? The objects of transport planning are
multiple, carbon dioxide, congestion, mobility, househol dswithout cars, pollution. Thepriority
of these objectsisnot at al clear, neither in the transport policy debate nor in the discussion
at the workshop. We as professionals should at |east state more clearly what isthe foundation
of our analyses and proposals.
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Mobility asa Concept and an Object of
Regulation

Henrik Gudmundsson
Department of Policy Analysis
National Environmental Research | nstitute

Mobility have come into the focus of policy making, but the concept has several different
meanings, and it not straightforward to makeit operational. First of all mobility isnot identical
to physical transport, it is a concept related also to the potential to move; a potential people
may have, want or be expected to possess. Analysis and regulation of mobility are therefore
issues that are much broader than ssmply the control of traffic flows.

Setting out from my recent dissertation (Gudmundsson 2000) this brief paper will unfold
sometheoretical distinctionsin the concept of mobility. On the basisthe paper will proceed to
raise some questions about the possible implications for analysis and regulation. Key in the

paper is:

1) What is mobility, and what areits driving forces?

2) Can mobility be measured and isit possible to define goalsfor it?

3) Arethe environmental impacts from mobility the same as for transport?

4) What are the human welfare implications of mobility?

5) What are the regulatory implications - isthere a need for a‘'mobility policy'?

1) What is mobility, and what are its driving forces?

In descriptiveterms| define mobility asthe unity of manifest and potential transport activity.
The concept can beillustrated with asimplefigure, depicting the mobility a person can have.
The figure will be expended in two steps.

Potential transport activity
' Manifest "
‘ transport

Resources

Figure 1. the manifest and the Figure 2. Transport, goals and Ressources
potential transport

The actual (manifest) transport are trips that people make, while the potential movement
consists of trips they could make, as enabled by the resources of mobility they command
Figure 1. Resources of mobility include access to means of transport, but also accessto other
prerequisites such as energy sources and infrastructure; as well as peoples own ability to
move around.
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This double conception is in agreement with a definition by Peter Jones (1987), while it
departs from certain other definitions, which alone sees mobility as the potential to move
(e.g. Bergeet a 1992 and Kronbak 1997), and not actual movement. One advantage of the
broader concept encompassing both aspects is that the both can be described in the same
terms, such as the speed, distance or quality of a certain movement (actual or potential).
There is thus a close link between the two aspects. An interesting question is what makes
potential transport become manifest (actual).

The driving forces behind mobility can be viewed at micro- aswell as macro level.

At micro level transport isreleased by someinterplay between the resources and the goal s of
the individual. The goals represent the needs, preferences and activities of the individual,
which hassomelevel of spatia separation. Thisseparation motivatestheindividual to activate
the resources (and move). On the other hand the resources condition the physical accessibility
to the spatially anchored goals. Accessibility isthus arelation between goals and resources.
Time and money enable and constrain the relation. This may be illustrated by expanding
Figure 2.

The same units may be found at macro (society) level Figure 3. In this framework, the goals
of theindividuals are a part of the spatial structure, while the resources of theindividua are
parts of thetransport system. The mobility of theindividual (asapotential) isthus conditioned
by its accessto structure and system respectively. The Figure 3 showsfour different relations
(r1-r4), that together mark up the mobility of theindividual. The immediate driving forces of
mobility may thus be seen as social and economic forces activating and restraining those sets
of relations. Forcesthat determinethe goalstheindividual can have accessto (r2); the system
resources they can control (r3); and the forces driving individuals to move (conceived at an
individual level asrl, and at macro level asr4).

Figure 3. Transport in a micro-macro level perspective.
micro level

Structure

macro level

Thedriving forces especially at societal level are extremely complex and interwoven. At the
most general level it can be seen as an embedded interplay between economic, social, spatial
and technical forces, that each condition the way the others affect system and structure (and
individual action). Everything depends on the space and time perspective adopted, as the
relations represent feedbacks. It isnot likely the a comprehensive universal explanatory mo-
del for the driving forces of mobility can be established.
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Can mobility be measured and can policy objectives be defined for it?

Mobility as actual, manifest transport can be measured physically as trips, distances, etc.
Also measurable are some qualitative aspects of movement such asits meaning and value for
the individual in terms such as quality, comfort, purpose etc.

Mobility as potential transport can not be directly measured. It isthe product of interrelations
between various system components - Access to car isfor instance one important parameter
contributing to potential transport, but the contribution from this parameter depend on other
system and resource elements, including the density and capacity of road infrastructure, con-
gestion levels, fuel availability, etc. If real time datafor the relevant parameters are available
potential mobility may be calculated in terms such as the distance an individual could travel
during a certain period, or the maximum speed obtainable given the available resources and
system conditions. However such information may be of little meaning, becausetherelevance
of distance and speed would be relativeto the goal sthe coul d be accessed within the particul ar
timeframe.

Still the quality of calculated potential mobility (comfort, risk, environmental effects etc.)
could berelevant to assessinitsown right. One possibleindicator could thus be the potential
distancetraveled in acertain classes of comfort or risk, given the different transport resource
and system access of various groups of individuals. Objectives for mobility would thus be
linked to the quality of the movement, whereas accessibility objectives would relate to the
type or number of goal locations they can be reaches, where movement is one among other
means.

Does mobility affect the environment in the same way as transport?

A potential does not consume or pollute. Maintaining that mobility consists of potential and
actual transport the answer to this question would appear to be 'yes. But the potentia is
conditioned by mobility resources and transport system availability. This means that the
environmental impact of mobility is also a function of production and disposal of system
components. In other words a life cycle perspective on transport systems. One interesting
parameter could be the combined environmental intensity of mobility. This would mean the
ratio between the quality of the potential transport yield and the resulting (or rather implied)
environmental pressure.

Another perspective would be to consider mobility in awider lifestyle perspective. In such a
perspective the relevant environmental impact would not be limited to the impact from
transportation systems, but the aggregate impact form a certain lifestyle supportable by a
given mobility pattern. The relevant measure would thus be the environmental intensity
(including transport impact) of various lifestyle patterns, that is contingent upon a certain
mobility pattern, and not just the transport impact itself.

What are the welfare implications of the broader mobility concept?

Thisisabigissuewith at least five different aspects, which can only just be mentioned here.
a) The quantity of potential movement co-determine the access to arenas of activity; this
access has positive welfare implications b) The quality aspects of mobility (comfort, safety)
also affect welfare regardless of accessibility issues. ) In a broader perspective mobility
enabl es the disembedding of social functions (Giddens 1990) and theindividual getsachoice
among various activity arenas and lifestyles - in effect a'liberation of the individua’, a posi-
tive impact. d) Increased mobility does also enable the ‘emptying out' of place- based
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communities and identities (Castells 1997, 1977. See also Nyiri 1999); - in effect the 'isola-
tion of theindividuals, anegative one. €) Mobility has negative external effectsthat may not
be factored in. Some of the positive effects are immediate and obvious; the negative ones are
more indirect or hidden.

What are the policy implications- do we need a mobility policy?

A policy of mobility would be about morethen controlling traffic, it would be about controlling
the potential. Thisappearsto require some coordination of mobility resource elements (means
of transport, infrastructure, energy, and individual abilitiesand restrictions). Itiseasy toimagine
that imbal ances and bottlenecks could occur in either one element. If acar can move 250 km/
h and the freeway is broad and straight, then it is hard to restrict the manifestation of poten-
tial. The question would be if the potential can be controlled at all.

The quantitative aspects of mobility arereally about increasing access. Therefore the amount
of mobility should rather be seen as part of an overall accessibility policy. How to obtain the
largest possible accessibility with the lowest possible cost, including environmental and so-
cial costs. However it would not be easy to pursue a policy goal like this, asit does presume
acertain level of predictability in what goalsthe individuals have in demand. The qualitative
aspects of mobility may be seen asaseparate policy area, mobility policy proper. Best available
mobility asthe real goal of mobility policy, rather than as much of it as possible?
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Mobility in Everyday Life- do wetalk
enough about t?

Malene Freudendal-Pedersen, Kenneth Roslind Hansen and Katrine Hartmann-
Petersen

FLUX - Transport Research Groupe

Roskilde University

Abstract

Over the past decade, a growing interest has developed in unearthing the sociological
mechanismsthat underlie theway in which we choose to transport ourselves. Asanindication
of this new awareness, the word "transport” is often replaced by "mobility”. Mobility, aswe
defineit, is aconcept which covers not only basic transportation from point A to B, but also
includestheinfluentia factorswhich have given riseto the expanding use of the car aspreferred
method of transportation. Research into the sociology of transportation should not be viewed
as an isolated topic, or as an attempt to replace research in other areas, such as commercial
and developmental planning. Instead, it should be interpreted as an attempt to enrich our
understanding of mobility, leading to greater opportunitiesfor effective regulation of vehicle
use.

Results in this paper are built upon both our own empirical and theoretical work, as well as
the results of another project, entitled "Nye veje frem! "- A Project on Family, Energy and
Transportation”. The project, which received support from the government's traffic and
environmental fund, was a cooperative effort between the Danish Society for Preservation of
the Environment, the Ministry of Transport and the Municipality of Horsens.

Analysis Results

One of the reasons for the observed increase in the demand for mobility, understood as auto
mobility, is that mobility itself has become an essentia part of nearly all lifestyles (Giddens
1996). Astoday'slifestylesinclude elements scattered over large geographical areas, mobility
providesthe meansto achieve the modern lifestyle, the nature of lifestyles has been reflected
upon much more than the indispensable role of mobility in achieving these lifestyles. Thisis
dueto the late-modern individual's preoccupation with exercising choice of lifestyleto create
an identity (Giddens 1996). Important in this context is that mobility is becoming the vital
link between these lifestyle elements, making it possible to exclude some and include others,
and to bridge the distances between lifestiles (Urry 1999).

Closely related to choice of lifestyle is the organization of everyday life. Here, the family
assumesacentral role, inthat itislargely thenature of thefamily'severyday lifethat determines
each of the individual members transportation habits. Many factors, including the home,
work place, day care and school |ocation, not to mention recreational and socia activities, all
have influence on the family's need for mobility. Unique for the late modern individual isthat
fitting in all of the above elements and activities are, in fact, possible (Giddens 1996; Beck
1996). Organising and planning everyday life has thus come to generate increased mobility,
as we pack more and more into it. Our own empirical material clearly shows that the co-
ordination off of all items on afamily's daily itinerary is feasible only with the quick and
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flexible transport provided by the car. One could perhaps conclude that the act of reaching
all of the components that define our everyday life is becoming more important than the
componentsthemsealves (Urry 1999). Another influential factor in the development of mobility-
dependent lifestylesistheincreased tendency to seek out new groupsand activitiesto participate
in, part a consequence of the gradually fading importance of tradition (Giddens 1996). This
self-initiative is one of the characteristics that define individualization, as we understand it
(Giddens 1996; Beck 1997). No longer wishing to be restrained by traditional social
relationships and activities, the modern individual has developed a need to seek out these
new and different social interactions. In contrast to traditional methods, these new groups are
selected in spite of longer distances, rather than on the basis of physical proximity? alone.

Empirical Approach

We have chosen to focus on the project, "Nye vee frem", which was carried out in the
Municipality of Horsensin 1996 and 1997. The aim of the project wasto explore thewaysin
which informative, opinion-challenging material could help motivate families to make
ecologically wiser choicesregarding transportation. This particul ar approach was chosen partly
in order to examine which methods were most effective in influencing families to reflect
daily upon their own transport, and partly to determine whether this caused discussion in the
sub political systems® (Beck 1997) which thefamily belonged to. Everyday lifeiscommonto
all, yet no two peopl e share the same one (Bech-Jargensen 1994). Everyday lifeisthe setting
in which all events take place and within which the individual can perhaps question the
requirement for such ahigh degree of mobility. In working with the devel oping need of mobility
in everyday life, we consider it necessary to concentrate on the perceptions and opinions that
theindividual expressesduringinterviewing. Our intent isto investigate whether or not mobility
isalegitimate topic for discussion both within, as well as outside the family. Did the project
in Horsens lead to an increased consideration of and reflection on transportation choices and
did people, asaresult, become more conscious of these choicesand their consequences? The
inclusion of this project should not be seen as an evaluation of the project, but rather, as a
means by which we could obtaininsight into people's everyday routine and the factorswhich
influence the creation of personal identity and attitude.

Empirical Results

One conclusion based on our qualitative interviews is that there has been an activation of
discourse of mobility and its consequences. This has produced both a direct and an indirect
effect. The direct effect of the Horsens project was a general improvement in the planning of
short trips by car. This caused, in turn, a significant reduction in the unnecessary running of
numerous short errands. The indirect effect, which is the primary focus of the project, isthe
family's growing tendency to discuss mobility, an effect we were able to identify in families
three to four years after the conclusion of the project in Horsens. The latter effect appearsto
belimited to thefamily, asthe need for mobility doesnot yet seem to be asubject of conversation
within the subsystems. Thislack of discussion is partly due to the accepted use of structural
explanations as an alibi for dependence on mobility. " Structural explanations’ (Larsen 1998)
isageneral term we use to describe the types of explanationswe often encountered during the
gualitativeinterviews. These are the arguments people commonly useto legitimatetheir actions
and decisions. Structural explanations are viewed and expressed as universal truths, agreed
upon by all. The socia practice of the individual produces and reproduces these structural
explanations, sinceit contributesto the maintains of society'sneed for high mobility. A typical
structural explanation could be the following: " when one haskids, one needsacar”. In their
use of these structural explanations, the individual never usestheword 1", but instead refers
to "aperson” or "one".
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Everyday lifeisfilled with aseries of competing discourses, all of which have great significance
for theincreasing need for mobility. Structural explanations are the outcome of these diverse
discourses. A necessary first step in bringing about serious discussion on the topic of mobility
or motivating people to re-evaluate their need for it, is the challenging of these structural
explanations. The families with whom we spoke provided a clear example of the socially
accepted practice of rationalizing their decisions, even those with negative consequences, as
long as they supported one of the more important discourses.

As a result, the need for mobility is prioritised much higher than consideration for the
environment. This, combined with the general acceptance of structural explanations astruth,
explains why the growing need for mobility has not been questioned or regarded as a pro-
blem. The challenge, of great significance for the future, is therefore to investigate how this
"truths" is social constructed and how the may eventually be deconstructed and emptied of
their legitimising content.

Conclusions

The methodical, theoretical and empirical conclusions of the project indicate that the
coordination of efforts in the area of transportation regulation would be most effective if
designed to target the issue of vehicle use as a whole. As demonstrated by our anaysis,
viewing the need for mobility along with its associated environmental consequences as a
single, complex problem produces a number of desirable synergistic effects. Building upon
these conclusions, we have outlined afew areaswherewefedl efforts could befurther developed
and improved.

Method: Interviewing individuals about their transportation habits alone is insufficient for
obtaining a clear impression of mobility and itsimportance. A more in-depth inquiry on the
subject of everyday lifeisrequired in order to fully comprehend the setting in which mobility
plays a central role. The qualitative interviews as well as the abductive research method are
decisive for the conclusions, results and perspectives we can present.

Theory: The nature of mobility is discovered only by bearing its complexity in mind.
Theoretical viewpoints and explanations are invaluable tools to aid in the interpretation of
the arguments presented. Deconstruction of aseriesof commonly used structural explanations
isan essential step towards their invalidation.

Empiric base: Mobility should be viewed primarily within its everyday context. The subject
of mobility and the environment has inspired numerous contradicting opinions. Models for
dealing with this problem should be designed so that a suitable solution is suggested for each
type of mobility-dependent situation. Before any improvements can be made, the continued
fuelling of this need for mobility, at the expense of the environment, must become socialy
unacceptable. Individuals themselves must realize and reflect upon the paradoxes that, at
times, link their situation with the choices they make.

Education: The characteristicsthat define mobility are complex and all but clearly understood.
It is everyone's responsibility to ensure that communication about mobility and its effect on
theenvironment isasdetailed and informative as possible. An especialy heavy responsibility
rests upon research and the media, the participation of the media thus having the potential to
show the importance of communication for the general public's understanding of the pro-
blem.

Politics: Mobility is not restricted to one single political sector. Asit iswidely recognised,
mobility covers a broad range of the political spectrum, and as a consequence, the solutions
to mobility-related problemswill be aproduct of co-operation between several political sectors.
Only in this approach will mobility be spoken of, and dealt with, as a problem that we are dll
a part of. Each individual should, in turn, be forced to choose between being a part of the
environmental problem or a part of its solution.
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Note

1 New waysahead
2 Neighbours and others who live within the surrounding area.

3 The groups and situations the individual encounters during atypical day, such as: at work, with friends, in
the family and in connection with children's school etc.
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The Need for Mobility

Cultural learning processes and sustainability

Jeppe Laessee
Department of Policy Analysis
National Environmental Research | nstitute

Preface

This text presents a summary of my contribution to an interdisciplinary research project on
"Everyday life - and change in transport behaviour”. In this project, which was done from
1996 to 1999, we weretrying to rethink the strategiesfor a sustainabl e transport devel opment
by means of contributions from three different positions: a social constructivistic, a social
structural and a social psychological. My part was to take care of the socia psychological
approach. Social psychology is conceived differently, so let me add that in my versionitisa
rather comprehensive discipline because its subject isthe rel ationshi ps between the individual
and the society. For that reason | have not only drawed on explicitely social psychological
material. What | have done should rather be regarded asa social psychol ogical analyses based
on knowledge derived from different psycholocial disciplines as well as from sociological
and antropological contributionsto the knowledge about modern living and cultural dynamics
relevant for an analysis of the need for mobility.

In the following summary you will not find any references. For those of you who would like
to have them or to read the full text english version of my analysis, please contact me'.

I ntroduction

The need for mobility isakey concept, though also arelatively sparsely reflected concept in
transportation and environmental research. Indeed, what kind of entity isthe need for mobility,
and what are its implications for political strategies and efforts towards a sustainable
devel opment pathway? In this contribution investigating the issue does not consider needs as
irrefutable facts, but rather as circumstances subject to historical change. Therefore, the need
for mobility is viewed in the context of modern lifestyle developments. Implications are, on
the one hand, that changes in mobility impact on lifestyle developments. But then lifestyle
developments are subject to a number of circumstances; and devel opments brought about by
such circumstances, on the other hand, a so affect the need for mobility. The present study on
the need for mobility investigates several of the dynamicsthat influence the need for mobility,
by nurturing it, perpetuating it, and/or disputing it. It does not proposeto offer afull picture of
such dynamics, but much rather to provide aconceptual framework. Moreover, in continuation
hereof, it also intended to demonstrate that an analysis of the need for mobility based on that
conceptual framework will necessarily cause us to re-think political strategies and planning
as the organisation of new cultural learning processes.

The strategic per spective

Faced with theincreasing environmental impactsof motoring, environmentalists, transportation
researchersand policy-makers have been displaying what practically amounted to aconditioned
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reflex: by increasing their callsfor regulatory measures - e.g. by demanding that petrol prices
be raised to some 17-20 DKK alitre.

But then, isthis merely a question of politicians having to get their act together and impose
consistent environmental regulatory measures for the area? What about the public opinion?
Will the environmental awareness of citizens enable them put up with such a policy without
misgivings? Some 75% of Danish households own a car. Most families have organised their
everyday lives accordingly, so in their day-to-day experience the car is a comfortable and
necessary amenity. Certainly, large segments of the population sympathise with the
environmental cause and most people favour an improvement of public transportation.
Nevertheless, their practical everyday-anchoring to alifestyle with a car would arouse fears
(andjustifiably so) that asudden and dramatic raisein petrol priceswould have heavy impacts
on their day-to-day lives, which would give riseto a political outcry.

It isaproven fact that thereis no such thing as a plain agreement between (on the one hand)
people'senvironmental knowledge and attitudes and (on the other hand) their actual behaviour.
The general trend is for time saved on transportation to be invested in increased mobility -
much rather than in amore relaxed pace at home - in order to access more distant destinations,
or get to go more places. That seems to indicate that we have needs driving us in other
directions than where our environmental conscience would take us - that, as in many other
avenuesof life - we harbour an ambivalent dynamic driverather than asingle and unambivalent
mindset.

Thefact that sustainable transportation fails to make sufficient progress - that regulation has
failed so far - does not necessarily imply that a different strategy should be adopted, with
rather more militant and unyielding forms of environmental regulation. That would risk
activating adverse sentiments, and thus backfire. The alternative is not necessarily going to
the opposite extreme, allowing transportation policies - in a populist fashion - to satisfy the
immediate wishes and whims of the populace. The message of the present contribution isthat
our transportation and environmental policies need to identify, and relate to, the inherent
dynamics of needs and dilemmas that influence the practice of the population, and against
that background, to develop more insightful policies, promoting solutions that will also res-
pond to such needs and dilemmas.

In figurative terms the difference between both types of political strategies can be likened to
the difference between using power gribs or precision gribs when solving a problem. The
‘power gribs approach can be illustrated by a jammed door, which we try to kick in. The
forces keeping that door closed are not understood. We simply try to trump them with our
ownforce. (Oneexampleisthecall for consistent implementation of top-down environmental
regulation.) Conversely, the 'precision gribs approach would be an insightful solution - an
attempt to pry open the lock mechanism - meaning an intervention meant to rel ease whatever
forces are keeping the door closed, in order to achieve the opposite effect, that the door opens.

Such efforts are not successful each time. The problem of the Gordian knot was not solved
until Alexander the Great cut it using brute force. It might be that similar forceful interven-
tion or events are needed to curb the continuing growth in transportation. Yet, while the
metaphor of the Gordian knot represents aternative actions as an either-or, | would rather
advocate a both-and strategy, - a strategy aimed at promoting an interplay of devices. The
intelligent aspect of the solution lies with the synergism between democratic enlightenment
and political intervention; actively exposing the subjective needs and dynamics of individual
citizens and including them in the design of regulatory policies targeting economic and
structural conditions- whichinturnwill enable changesinlifestyle and (consecutive) changes
in experience and needs.
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Creating a conceptual framework

The concept of "need" isused frequently and in avast number of different contexts. Thisgoes
for everyday language and in social and humanities research as well. We therefore need to
point out that the concept of need will be used as a historical concept, denoting the motives
for action - conscious and unconscious alike - that are currently being formed by each
individual'slife story - i.e. by the experience gained fromhis or her active practice under the
given social and material circumstances - and are influenced by, and thus finally made mani-
fest only in the specific situation.

Viewing the need for transportation in accordance with thistheory hel psto bridge afrequently
applied dualism distingui shing between externa (social) andinternal (emotional) explanations.
On the one hand peopl€'s transportation behaviour is not one-sidedly seen as the product of
external pressure. Severa studies have shown that less external pressure does not cause usto
transport ourselves less. Obvioudly, there is also an inner drive. On the other hand that inner
driveisnot seen as a psychological justification in its own right, since in terms of emotional
dynamicsit is understood as a phenomenon evolving in practical life - in an active interplay
with the outside world, and therefore under its continual influence.

With this conception of the need for mobility asour starting point, three points are made, with
bearings on the further analysis:

e Needsof historic/social origin are real and should be taken serioudly.

» We have the capacity of transforming our own needs.

o Wemust learn about our needs by studying our lifestyle and the changesto our
lifestyle - i.e. the total range of our activities.

Similar to the concept of need, the concept of lifestyle is being used in several ways. It is
often used to describe behavioural patterns, or to classify the population according to different
lifestyletypes. When applied to such purposes, thelifestyle-concept will describe and explain
lifestyle' as something relatively stable. However, in relation to the key issues of the present
study, the disadvantage of such an approach isthat it cannot account for how lifestyles change,
and why they do so. Asfor the issue of what devel ops our need for mobility, and what are its
potentialsfor change, the key point isto comprehend theinherent dynamics of our behavioural
patterns; What created our need for mobility in the first place, what perpetuatesit, and what
propelling forcestowards change exist? In terms of lifestyle description, the main focusis not
on individual values and attitudes, OR on people's nature-related and socio-structural life
opportunities, OR on their social interactions with others, and the social identification taking
placein that context. Much rather should lifestyle be viewed asthe sluggish/changeable orga-
nisation of each individual's course of life that emerges from the interplay between these
dynamic forces. Thus, the lifestyle concept is being used to identify the specific interplay of
living opportunities (nature-related & social), social relations and subjective predispositions,
asexpressed by theway an individual will organisehisor her practices, and by the associated
patter ns of meaning.

A major point when discussing the concept of need was that lifestyle changes impact upon
the need for mobility. Further to the above specification of how the lifestyle concept is being
used, another major point needs to be made, namely that changes of lifestyle take placein a
reciprocal relation. Lifestyle is the mediator between society and individual. Socio-cultural
circumstances influence lifestyle, which in turn impacts upon the psychological constitution
of the individual - which conversely aso has repercussions on lifestyle which, finally, are
reflected in socio-cultural relationships. Yet another point should be added to this definition
of lifestylein adynamic crossfield, namely that lifestyle, understood as a set of more or less
organised practices, hasitsown intrinsic dynamics. It holdsforcesinhibiting itsown transfor-
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mation, and forces promoting transformation. Which iswhy, when analysing lifestyle and the
need for mobility, we need to keep in mind both man's need for stability and the drive for
transformation.

The conceptua discussion thus unfolds two dimensions that could structure an analysis of
the need for mobility:

The first dimension concerns the relations between social and subjective redlity -
with lifestyle as the central mediating category. Although the need for mobility
belongs in the subjective redlity, its transformation should be understood as the
result of dynamic interplay between social reality, subjective reality, and lifestyle.
The second dimension concerns the direction of such influences: Since alifestyle
can encompass both a sluggish/stabilising dynamic and astriving/-transformational
dynamic, we aso need to consider their dynamic effects on the need for mobility as
different in terms of character and direction. Analytically we need to investigate
whatever contributes to increasing the need for mobility, what servesto perpetuate
it, and what contributes to disputing and potentially reducing it.

Analysis of the need for mobility

A summary over afew pageswill not provide anything like a reasonable presentation of the
dynamicsinfluencing the mobility needs of modern individuals. Hopefully, it will convey an
impression of the scope of such dynamics, since they are made the starting point of the final
discussion, concerning the possible implications of this conceptual framework intermsof a
political strategy and planning for a sustainable devel opment in transportation.

Dynamicsthat promote the need for mobility

Mobility isabout moving in time and space; and precisely the changing time-space rel ations-
hip is an essential feature in the cultural modernisation process which our societies, with
increasing intensity, have undergone since the onset of industrialisation in the early 19th
century. In pre-modern cultures time and space are practically always intimately connected
entities, and 'space’ equals'place’ (locality). Following the technical evolution in transportation
and communications, there was a disembedding of existing socia systems (the term used by
Anthony Giddens, English sociologist). The social organisation was gradually shifted from
‘gemeinschaft’ towards 'gesellschaft’. The shift created new opportunities of living - brought
about by arelief from the bonds of tradition and collectivity, and also caused by an enforced
detachment from former ways of life. Both changes fuelled the need for mobility. The local
place lost ground as the setting of people's basic needs for 'social responsivity', at the same
time, the whole world opened up, giving access to entirely new scopes for self-expression.

Gradually, the search for opportunities has become a necessity, and also attractive to the
contemporary individual - making mobility a sine qua non. At the same time mobility has
also become the mediating factor in the dilemma of the modern individual: our need for
individual self-affirmation, and the experienced restraints, structurally and resource-wise.
The more mobile we are - the faster and longer we can move - the more we have timeto do.
At thelifestylelevel we haveturned our everyday livesinto an organised attempt to optimise
thetiming of numerousdaily chores. And the car hasbecome avital instrument in our attempt
to minimise time consumption in order to achieve more. It allows us to combine the qualities
of rural and urban life. And it also gives usachanceto escape the crowded and understimul ated
humdrum. Finally we need to mention the increasing reflectivity and dissemination of infor-
mation, sincethe need for mobility also thrives on theindividual's expanding cognitive horizon,
and on the socio-normative benefits to be derived from high mobility and wide travelsinto
the expanding sphere of cognitive mobility.
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What per petuatesthe need for mobility?

The dynamics that fuel the need for mobility are among the factors impeding behavioural
changes that could reduce the need for transportation. However, other sluggish forces are at
play to make changes difficult. The vast majority of everyday transport actions are of aquite
limited nature, sincethey arelinked up with previous structural choices. Othersare associated
with the pleasure-rel ated needsthat we have devel oped. Asaready mentioned the car permits
a compressed timing of our everyday lives - including our structure- and pleasure-related
activities, meaning that they also become barriers to reduced driving. In other words, the car
has become the 'putty’ that holds the different everyday projects together. Moreover, driving
carsis a practice that fills in and generates needs: It constitutes the 'interspacing’ between
activities, allowing timefor usto get our planstogether. It ingeniously combines mobility and
privacy. Not only does it provide access to new opportunities and experience; it also allows
for our desire for stability - the need for a secure and transparent framework. Seclusion and
security are also combined with the enjoyment of activity, action and excitement. Environmental
awareness thus gives rise to an emotional ambivalence that makes it easier to repress our
abstract intentions than to change our pleasure-driven everyday behaviour. What is more,
sincetheindividual hascomealot moreinfocus, the social identification processisbecoming
increasingly important when it comesto maintaining one's self-esteem. The car and our mobility
potential s have assumed significant symbolic signalling functionsin thisregard: Low mobility
implies that 'you need help' and cannot do a number of things that are appreciated socially.
Finally, the need for mobility isalso being perpetuated by social dilemmas; reflections on the
expediency of one's own behaviour as compared to that of other citizensand social institutions.

What challengesthe need for mobility?

In historical terms, the emergence of modernity and mobility are so closely interwoven that
attemptsto reduce the need for mobility would seem like awrestling with the very essence of
modernity. And yet - finally change, and not stability is the hallmark of modernity. So why
indeed shouldn't modernity turn the dynamic of change on itself? According to Ulrik Beck,
German sociologist, precisely that isabout to happen. Modern socia devel opment isbecoming
increasingly reflective; expanding in new fieldsand focusing on the alocation of progressare
no longer the main issues; instead there is a growing focus on the risks brought on ourselves,
and on their management. A critical dismissal of modernity does not make sense. Inits pre-
sent reflective phase, political strategy and planning need to identify forces that can be made
thetoolsfor solving some of the problemsit has created. The very reflection of risksimplies
that mobility, too, does not unambiguously stand out as a benefit, but asan ambivalence. That
awareness hasadynamic of itsown which should not be suppressed, soitisvital that attractive,
aternative action potentialsare at hand. A dynamic which spursour interest in alternativesis
therealisation that carsare not just the vehicles of liberation; they al so create new dependence.
Our quest for an ever-increasing array of opportunities for self-fulfilment has also bred its
own opposite pole, intheform of stressand asense of qualitieslost in our everyday lives. Our
daysare packed more and more effectively in order to maketimefor everything; yet, timeand
again, wefind thereisawholelot we cannot fit in anyway; thingswe merely do 'half-heartedly’,
or haveto give up altogether. From amodern self-realisation perspective thisisfelt to beless
than satisfying. So today, a little more leisure and quality of life at a more sedate pace are
often described as something worthwhile. Time-pioneers pursuing such avision are not anti-
moderns; in terms of their very motive they are modern. They are thus concerned with the
dynamics of time sensibilisation, subject centring, more reflectivity, more autonomy, and a
quest for positions offering alarger scopefor self-fulfilment, experimentation and excitement.

A different trend towards a re-vitalisation of local environments is evident. Ideologically
speaking the trend embodies profoundly antimodern attitudes; yet, it could also facilitate the
transformation of modern, local communities. Individualisation does not necessarily imply
selfishness and moral decay; it can also spur reactions against impersona systems, ethical
reflection and solidarity between individuals, asit isfound in social movements and voluntary
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initiatives in civil society. Nor is solitude attractive, so in that sense, too, trends towards
individualisation engender aneed for bel onging, though in other waysthan before. So policies
giving priority to local communities, including support for experiments, should have some
potential in terms of reducing the need for mobility.

Present developments in information technology are influencing our lifestyle development.
They may involve an extension of our cognitive 'mobility sphere’, and thus fuel our need for
mobility. However, we should be well advised to merely project the trends known from the
evolution of communication technologies in the past. With the advent of 'cyberspace' the
issue is no longer a ssmple one, of faster communication across longer distances, but much
rather one of communication and experience in 'a space without a place’. This situation pro-
vides new opportunities for social interaction and intensity, while also inserting a protective
filter that allows for and enlarges our fear of attachment. Since it also reduces time for other
activities, it could imply that our need for mobility would be alowed to develop further,
while actually reducing our material transportation requirements.

Policy-making and planning for organised cultural learning processes

In conclusion, the issue of a sustainable transportation strategy is once more taken up.
Traditional tools are not dismissed in terms of relevance, but because of their conceptual
framework. The focus is shifted - from the well-known perspective centred around
transportation and environment, in which solutions are advanced merely based on studies of
trangportation and environmental problems- and towardsthe inherent socio-cultural dynamics
of the causes, conditions and resources underlying the problems. Yet, ameredynamic analysis
would beincomplete. It does not sufficefor usto know theforces at play. That alone does not
provide answer the crucial question: How to deal with such forces in policy-making and
planning? That question cannot be answered, unless we 1) have atheory on how to promote
socio-cultural transformation processes, and 2) relate to the democracy issue.

Asfor notions of how to promote transformation processes, it isfelt that we cannot just try to
‘dam up the need for mobility'; i.e. usefinancial and normative regulationsasbarriersin order
to keep the consequences of the mobility need in check. The idea was to investigate, if per-
haps the familiar strategy could be supplemented by another that would virtually 'puncture
thevery need for mobility, reduceit, lessen our demandsfor more transport. Theintroduction
hinted the difference between both strategies, by juxtaposing the'power gribs and the'precision
gribs strategy: Instead of trying to suppress existing dynamics, we should try to take heed of
them and apply them to good use.

Whenever (asin thiscase) theissueisabout supporting the transformation of socio-culturally
derived needs and lifestyles, and about learning how to deal with the associated psycho-
socia dynamics, policy-makersand planners could find much useful inspirationin thelearning
theories of pedagogical philosophy and psychology. A few major stepsin developing anin-
telligent strategy are:

- Relating to the potentials of assimilative learning. I.e. in order to promote a future
development based on existing structures and dynamics. Asfor the need for mobility,
efforts towards its future development in afictionalised (non-material) formin
cyberspace could exemplify the use of this option.

- Relating to the potentials of overcoming problems by accommodative learning
processes. Accommodative learning processes are about changing subjective premises
already formed. That is, something has to be demolished for something new to be
constructed. Meaning that the 'need for mobility" issue will not just be shunted over
to aharmlesstrack. It needs atotal revision.
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Thus, accommodative learning processes are of a more radical nature, and therefore more
difficult to bring about. They will inevitably provoke resistance, since they endanger the
present emotional stability (the need for ontological security), by being the antithesis of current
social standards, and by potentially activating social dilemmas. Moreover, the abstract nature
of an alternative could also cause lethargy. However, such types of resistance and inertia
could be approached and overcome in different ways:

1. By applying the mind to the 'constellation of instruments'. Cultural transformation
processes do not take place as plain cause-and-effect relations. Aggregate influences will
determine whether or not we continue a given practice or change it. So, in terms of
political strategies, it isvital to avoid applying a pressure full of contradictions, and
instead to promote the interplay between multiple efforts - that is, a synergism. Which
means that alearning process scenario is not confined to so-called 'pedagogical instru-
ments;; it also comprises financial and normative policies. For instance, changing the
need for mobility could involve an approach of combined urban and technology policies
to enable local living and make it attractive; afinancial policy increasing the cost of
transportation; alabour market policy enabling other forms of employment and working,
and thus a different everyday life; funding for public campaignsin support of a quality-
of-life movement; culture-political support for the fictionalisation of mobility ...

2. By producing an attractive alternative. That is, one addressing our yearnings and our
frustrations with the present conditions. Where the need for mobility is concerned, our
frustration over the pressure of time, and the present interest in modern local
communities are both potentials that could drawn upon to promote lifestyles which will
both contradict present practices and perhaps make a competitive alternative. A planning
effort to make towns more attractive, both socially and in terms of nature, could be
another countermove against commuting.

3. By applying the jiu-jitsu principle. That is by trying to resolve resistance by applying its
own dynamic against it. The dynamics underlying the need for mobility are also about
the quest for intimacy, meaning, and intensive response to ourselves. Needs, which
would best be accommodated by more possibilities for shaping our local environment,
and in aliving high-quality socia interplay. Thus, if policies and planning were to
facilitate such cultural transformation and learning processes, they would have to work
by releasing and relieving the dynamics underlying the need for mobility, thus promoting
new practices that would totally transform the need for mobility.

4. By promoting creative, practical experiments. Human comprehension and learning are
optimal, only when we are able to experience by our senses. In order to counteract the
abstract nature of possible aternatives, they need to be made available to our senses. If
policies support social experiments, the thrill of active creation becomes their ally;
moreover, it generates concrete experience that can be made useful for qualifying further
development.

5. By providing time and space for collective processing of experience. Democratic
enlightenment is not about disseminating political opinions and decisions, but about
asking the questions, and about catalysing a critical dialogue and a productive collective
processing. Supporting aternative life styleswon't do. Individual sense-concrete
experience needs to be conceptualised and processed in awider circle, to thus promote
the development of knowledge, values and social standards.
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6. By adopting a long-term process horizon. Cultural learning processes require an entirely
different horizon than the time-window of ordinary politico-economical thought. Itis
vital for the new to always constitute a'comfortable difference’ from the old, meaning
that it should not challenge our need for stability, thus blocking the learning process. The
learning process should also take place as an organic progression: Starting with the easy
and attractive, over public revealing and working on the barriers, and to setting up
opportunities for more demanding behavioural changes. From small, well-defined
experimental projects, over organising networks and backup institutions, and to larger
structure-political changes.

7. By organising the process as an open, democratic process. From alearning process
viewpoint, politics are not about moral instruction, but about changing our scope of
action, in order that we change our practices, gain new experience and thus transform
ourselves. That does sound goal rational; however, it will become part of one big,
ungovernable complexity that will cause the picture to constantly change, and therefore
need frequent revisions and new departures. Meaning that the risks of 'social
engineering' are hardly amajor problem. However, the very focus on the ‘cause’ -
transportation and environment - could very easily risk to rule and restrict the learning
process. Thereis not just one, but a number of potential ways of solving problems of
transportation and environment, and their selection should be determined by our values
and goals - and with due considerations for other social issues that would be affected by
the solution. To allow for that, the learning process needs to be organised to catalyse a
broad democratic debate.

This certainly won't make the process any less protracted. So if we intend to render the need
for mobility more sustainable, it is high time to get moving!

Note

1 Adress: Department of Policy Analysis, National Environmental Institute, DK-4000 Roskilde, Denmark.
E-mail: JEP@dmu.dk.

106



Why isthe Traffic Growing?

Tonny Lacomble Nielsen (Danish Road Directorate) and
Arne Kvist Rannest (Cowi)

There has been a steady growth of private traffic over the last few years, and there is no
indication thiswill change in the coming years. But why isit growing? A study initiated by
the Danish Road Directorate hasinvestigated thisissue in thereport " The Anatomy of Traffic
Growth" (2000)

The perspective of continuous growth in Danish road traffic has accentuated the need for
improvements of the knowledge about the driving forces of traffic growth. A better under-
standing of such mechanisms will help to identify and assess the necessary actions to be
taken by society in order to cope with the increasing traffic volumes.,

The Danish Road Sector Council has decided to investigate this problem further, and therefore
the Danish Road Directorate has asked COWI to carry out a project analysing the driving
forces of the passenger traffic growth.

The purpose of the project isto establish and justify the factors (determinants) which may be
of importanceto the growth of passenger traffic in Denmark. Since the purpose of the project
isto analyse the causes of passenger traffic growth, focus has been on factors, which have an
upward influence on traffic growth.

An interdisciplinary approach, describing the determinants on the basis of four explanatory
frameworks, has been chosen. These frameworks have served as inspiration for choosing the
determinants and comparisons between the approaches and determinants of the various
frameworks has been made.

Theanalysishasaqualitative approach, and focus has been on providing an overall impression
of the possible determinants. Within certain areas there is some knowledge, while in other
areas there is only limited knowledge. No new, independent analyses of the determinants
have been made in this context. In some areas, therefore, it has only been possible to put
forward hypotheses on the determinants' influence on the traffic growth.

The analysis concerns passenger transport and is based on areview of availableliterature and
two workshops in which a number of traffic experts participated.

23 determinants have been identified. These have been classified as economic determinants
(8), sociological determinants (5), political-institutional determinants (6) and planning and
structures in space (4). Priority has been given to identify the most important determinants
within each explanatory framework, and the list should not be considered complete.

For each determinant arguments are presented as to why the determinant influences traffic
growth. An evaluation is made of which traffic segment it particularly influences, and to the
extent possible an assessment of the individual determinants importance for traffic growth
has been made.
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Some of the determinants have not yet been analysed in a Danish context, and therefore only
hypotheses are presented. However, an assessment of the need for more knowledge has been
givenfor eachindividual determinant. Thusthe report also constitutes a catal ogue of possible
research areas, especialy within the political-institutional and sociological areas.

Furthermore, the influence of information technology for traffic growth could be of interest.
This aspect, however, has not been covered in this report.

The four explanatory frameworks are briefly characterised in the following way:

Under the economic framework transport is regarded as a commodity, for which demand
increases with the level of economic activity. Transport costs are considered important for
traffic growth, asincreasing costs entail reduced demand for transport, while declining costs
entail increased demand for transport. Demographic and other social-economic determinants
are also included in this framework.

The sociological framework points at the devel opment and organisation of everyday lifeasa
factor leading to traffic growth. It also points at peopl€’ s preferences for mobility and to the
fact that these preferences are based on not only functional, but also social and symbolic
needs.

Asfor the political-institutional framework, traffic growth is seen as aresult of the political
decision-making process, economic interests and institutional conditions. The political
decisions of importance for traffic growth are seen as results of the impact of social groups
with a strong desire to secure mobility as compared to the impact of social groups, which
have other targets higher on their agenda.

The spatial planning framework focuses on the fact that the traffic volume is affected by the
spatial structures within which people organise their activities. Spatial planning can frame
the overall physical structures, whereas the actual localisation of activities depends on the
localisation patterns established within these structures. The results of this process may
encourage or subdue the mobility needs.

The analysis shows, that determinants for traffic growth are very complex, and that the four
explanatory frameworks for traffic growth supplement each other rather than compete with
each other.

Compared to a more traditional economic approach, the other explanatory frameworks have
contributed by identifying new determinants, which are not in focus within the economic
approach.

The sociological framework concerns the relationship between the individuals and the over-
all social conditions, with respect to the organisation of everyday life, social affinity and fear
of social marginalisation (low status, lack of influence and isolation). The determinants un-
der this framework contribute to an understanding of preferences for transport, and seek the
social and psychological causes of these preferences. The population's preferences form the
basis of the demand for mobility and thus for traffic growth, under the given economic con-
ditions. In this way the sociological framework supplements the economic framework that
takes the consumers preferences for granted.

The political-ingtitutional framework deal swith the relation between individual s or organisa-
tionswith different interests and attitudes to for instance economic growth, mobility and the
environment. Thisframework contributes to an understanding of the forcesthat influencethe
conditions and devel opment of the transport sector, such asthe devel opment of infrastructure
and public transport or the level of taxes and subsidies. Whereas the economic framework
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points at determinants such astaxes and subsidies, the political-institutional framework points
at the political conditionsimportant for the determination of the tax and subsidy levelsin the
transport sector.

The spatial planning framework contributesto an understanding of theimportance of physical
structures for traffic growth. Thus, analyses have shown that the physical planning has an
influence on the mobility and transport patterns of the population. This framework is
characterised by pointing at determinants with a relatively long time frame as the spatial
structures only change slowly.

Summarily the analysis point at the following conclusions:

Many determinants are apparently rooted in relations that are not directly within
the traffic authorities domain, as the driving forces are found in very different
placesin the political and economic life - in the EU, other ministries, the
municipalities, a political players, commercial interests, etc.

Rather than de-dramatise the traffic growth seen so far, the study givesriseto
the expectation that the traffic growth will continue, as the mobility needs seem
to be deeply embedded in modern society and every day life, and that there are
both many and strong determinants behind traffic growth;

The inter-disciplinary approach to identifying determinants have proved valuable,
inthat it has provided an understanding of the many and different kinds of
driving forces behind the traffic growth;

The study has disclosed a substantial need for knowledge, especially in relation
to the political-institutional and the sociological determinants.
As areflection of the results of the analysis the following is pointed out:

Dissemination. In the light of the many and strong determinants of traffic growth
there seems to be at work, it isworth considering if the problems and challenges
of handling the future traffic growth has been communicated sufficiently enough
to the public. A broad debate about and public commitment concerning the
dilemmas related to traffic growth islikely to be of major importance for the
establishment of appropriate solutionsin this area.

Fromindividual measuresto overall regulation. Because of the many and strong
determinants for traffic growth, it would require very strong measures, if e.g.
taxes are chosen as the primary means of regulation. The analysis further suggests
that such a strategy would presently be very difficult to carry out, because of the
political-institutional conditions.

The analysis points at the use of a more comprehensive effort and regulation in
the transport sector, based on a broader understanding of the importance of
mobility of society, including the public preferences and habits within the trans
port area. There isthe possibility of exploring an overall regulation by involving
the other policy areas such as health policy, environmental policy, educational
policy, cultural policy and labour market policy as well as aspects concerning

in  formation technology.

Cross sectoral regulation. Since many determinants are rooted in conditions

which are not specifically or not at al within the traffic authorities domain, this
leads to a need for integration of transport considerations in other sector areas
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and sector policies. Such cross sectoral regulation is known from environmental
regulation, where environmental considerations are not only the responsibility
of the environmental authorities, but a matter of broad public interest, which
other authorities must consider in their policies.

See the report (in Danish) on the Danish Road Directorate's homepage at:
www.vejdirektoratet.dk
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Mobility and Transport Policy

Lise Drewes Nielsen and Per Homann Jespersen
FLUX - Transport Research Group
Roskilde University

With this paper we want to contribute with some understandings, which can renew the dialogue
between the two parties dominating the debate on transport policy. On one side the proponents
of the environmental necessity to reduce car-traffic, on the other the advocates of the necessity
for mobility in order to sustain Society's production and reproduction.

The German Markus Hesse has in hisbook Verkehrswende (Hesse, 1995) (Verkehr = traffic,
Wende = (drastic) change) analysed the development the development of the German traffic
and transport policy. There are many parallels to the Danish development, but here we will
only mention three of his main statements.

Transport generates transport

Transport growth is not exclusively due to external factors; it must also be explained by
positive feedback - the increased mobility influences localisation and organisation of
production, consumption and leisure in a manner that increases transport even more.
New principles of production- and distribution as e.g. flexible specialisation, JI T,
quick consumer response and day-to-day-delivery all establish more direct
connection between production and demand. When production series decrease
and production becomes more consumers oriented it means ceteris paribus that
less goods in each transport unit (lorry) areto be transported longer distances.
Competition for customers means that manufacturers fight to deliver the fastest
and the most flexible. Effective distribution becomes a focus in competition
The mobility of the consumers give them alarger supply of goods, which makes
possible a greater centralisation of the retail sector which in turn promote
consumer mobility
By living amodern lifestyle with its high mobility and itstight schemes we also
impose compressed time schedules on others

Common for these examples is that the need for greater mobility on the micro level (the
company, the individual) promotes actions, which on amacro level generate an even greater
call for mobility (Jespersen, 2000). Transport is not just generated by material societal needs;
it a'so generates the need for itself.

The secret transport policy

The other main statement of Markus Hesse concerns transport policy. In Germany - asin
Denmark - transport policy does not include objectives for traffic nor visions of the role of
transport in society.

The term of 'the secret transport policy' describes the phenomenon that transport not in any
way may become an obstacle for societal activities necessary for growth. In Denmark, the
official goal has been to reduce CO2-emissions from transport to 1988-level in year 2005. In
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2000 the emission of CO2 was 17% above the 1988-level, and the specific emission goal for
the transport sector was abandoned. The Danish Ministry of Finances accompanied thisby a
statement that 'This increase is mainly due to the increasing road transport which is a
consequence of economic growth' (Finansministeriet, 1999). In other words, if we want
economic growth we will have to accept more transport.

The motto of 'the secret transport policy' is friction prevention, the demand that society at
every point intime hasto meet any traffic demand with appropriate infrastructure. Companies
need mobility in order to get goods and work force to and from its premises, retailers expect
that the necessary infrastructureisavailable so that customers easily can reach the store whether
itislocalised in abuilt-up area or on an isolated spot in the countryside. And as individuals
we wish to reach our workplace, our retail store, our preferred sports facility, or the goal of
our holiday without any unnecessary delay, as e.g. queues.

An alternative transport policy

Thethird main statement of M arkus Hesse concerns e ements, which areformulation of trans-
port policy must include.

The first is that the standard notion of the unavoidability of traffic escalation has to be
eliminated. As mentioned earlier, transport has a tendency to generate more traffic without
any benefit for Society or the individual. We are saving time without gaining any time.

Thus, a new transport policy must as a central element have the fundamental mechanisms
generating traffic and not only the negative impacts of traffic. In analogy with the relative
successful energy policy of the last decennia, we will have to look much more differentiated
at what we are getting out of traffic, both from Society's and the individual point of view.
Why should it not be possibleto talk about traffic savings and promoting traffic efficiency in
the same way we have got used to talk of energy savings and promoting energy efficiency
without connecting this to serious loss of welfare?

Transport policy has to be regarded as much more than a sector policy. When transport is
regarded as a sector, limited and one-dimensional solutions will be the answer to problems
that arefounded in some basic socia structures- mobility ispart of astructure, which extends
far beyond the transport sector. Hence transport sector solutions so often fail.

Fundamentally, transport policy isabout how to organize thefuture. We haveto regard mobility
as alimited resource and that there are different social, economic and individual interestsin
this resource. Thus these interests have to be made transparent and be object for political
discussions of how to distribute mobility in stead of basing politics on an illusion of infinite
and inexhaustible mobility.

Thereareno technical solutions, which will allow aconstant extension of mobility. Thereare
limitations in the eco-systems, there are limitations in the resources available for the trans-
port sector and there are limits to how much we will allow traffic to impact nature and urban
Space.

Fundamentally, it is a question of letting the transport system, which now acts like an
autonomous system with itsown laws, be controlled by Society. Urban space, nature and man
shall not adapt to the transport system but vice versa.

Mobility shall not be understood as an unchangeable natural phenomenon growing by its
own dynamics, but shall be tested by the aim, the distance and the speed transport of humans
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and freight is necessary and how it can happen in an effective, human and environmentally
sound way. Not the traffic is of interest but what we get fromit (Hesse, 1995).

The concept of mobility

In order to get alittle deeper in this analysis we will introduce some concepts connecting
mobility with some characteristics of modern society.

Thefirst of them isthe place and the communities. In the physical planning of our townswe
have separated activitiesin time and space. Houses are separated from workpl aces, shopsand
leisure activities. We have to move more around in order to organize daily life. Daily, we
move through many places and many communities. Mobility isaresult of this searching for
activitiesin time and space.

The second is the movement and the travel. We are travelling through the day and through
life, wearetravelling longer distances and are having more global experience. Thefrequency
and the distances of travel are increased, and the same thing goes for goods, they are al'so
becoming 'widely travelled'. An exampleisthe shrimps, caught in Greenland, landed in Hol-
land and sent by car to Morocco in order to be shelled, just to go back to Denmark to be sold
asthe'offer of theweek'. Thisispossible dueto thedifferent in global wagesand the cheapness
of transport. The possibility of movement and travel isaresult of technological development,
the plane and the car being technologies excellently suited for this demand for movement.

The development of movement is to distinguish from the third concept, speed. Speed has
increased. The French philosopher of speed (Virilio 1986) find the reason for that in
technol ogica devel opment; the plane and the car haveincreased speed, but of |atest theinternet
has set new conditions of speed. We can reach longer in a shorter time. We demand that
activities take place at an increased pace. Goods have to be produced and delivered to the
customers within tighter and tighter schedules. Twenty years ago the normal time for freight
to reach central Europe might be two or three days. It is not uncommon that time limits now
are 12 to 16 hours.

With speed also its contrast appears - Virilio argues that speed brings around boredom. When
everything is so fast we are saturated with volatile and superficial events, advancing bore-
dom. We react, not with reflection but with reflex.

And here we are at the fourth dimension of mobility, time. Time has - in the words of the
English Sociologist John Urry - moved from clock time to instantaneous time. Clock time
wastypical of periodswhen railway prevailed. Timetables had to befollowed precisely. With
instantaneous time we have to react instantly. We want to move immediately and for this pur-
posethe car is perfect - automobility isthe mobility of the car.

Somethink we aretoo busy in thisage of automobility that we rush around between activities
and places in order to do everything. Others think we use time in the wrong way, and others
again that we should stop and develop a slower society. Slowness could mean greater
contemplation; with Kunderas (1995) words. The degree of slowness is proportional to the
intensity of the memory; the degree of speed is proportional to the intensity of oblivion.

The question now isif this could influence mobility. Urry's answer is clear, he proposes that
we should work with another concept of time, glacial time. Inthe glacier thereisamovement
in harmony with the movement of nature. This concept of timeisassociated to thecyclictime
of many indigenous people depending on the shifting seasons and the advancement of nature.
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Germs of counter-moder nity?

We have focused on how modern society has increased mobility and developed means of
transport giving serious environmental problems. Modernity and mobility are so entangled,
that it is difficult to find possibilities for limiting mobility. The question therefore is if a
counter-modernity can develop. Germs exist for sure; in the new ecological movement new
balances between production, consumption and locality are discussed. If production and
consumption in aregion became more balanced, the need for long distance transport could be
reduced drastically. Thisis not new, concepts of self-sufficiency and local cycles have been
proposed before. The new is that some of these things are now being tried out on an
experimental scalein e.g. ecological villagesin Denmark. The debate on the slow society as
areaction to the high-speed-society is another place where germsfor counter-modernity can
be seen.

But it is not only a question of 'us and them' - ambivalence is a concept describing that the
contradiction between modernity and counter-modernity, between the high mobility society
and the slow, reflection society, isinherent in many individuals. Several studiesin recent year
have shown, that longingsfor having lesswork hours and spending moretimewith thefamily
exist along with practices of overtime and less time with the family. Other studies show
ambivalences in the relation between environmental knowledge, wishes of doing the
environmentally right thing and actual practice. Thisis especially the case for car driving.
Also on a political level we find these ambivalences, when environmental goals and
environmental practices conflict.

A new kind of transport discour se?

This paper has one objective - to turn the debate about transport and mobility in new direct-
ions. Fundamental questions can be put to the necessity of mobility. This, however, require
that the connection between mobility and modernity is put to focus. And the question is
simple:

When will transport policy be about time, speed and movement, and not just about cars,
bridges and highways?
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