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Abstract

The ‘mobility turn’ in social sciences (Cresswell 2006; Hannam, Sheller et al. 2006; Sheller
and Urry 2006) is based on the inevitable impacts all types of mobility currently have on
contemporary living and “examines how social relations necessitate the intermittent and
intersecting movement of people, objects, information and images across distance” (Urry
2007: 54 ). Mobility studies include research on migration, tourism, residential mobility and
urban daily mobility — the latter is the central interest of this thesis. Urban daily mobility
refers to all the ways people relate experientially to change of place on a daily basis, which
means that it encompasses more than the sum of journeys made or the time it takes to make
them. This understanding of mobility as a social practice requires methodological access to
the social meaning invested in movement, whether that movement is physical, imaginative,

virtual, or a combination of these.

How do practices of urban daily mobility shape the way urban living is experienced in
contemporary cities? This thesis addresses mobility as a social practice and uses an
ethnographic approach to explore the way mobility is experienced daily by selected
individuals in Santiago de Chile. It argues that an urban daily mobility approach captures an
ontological shift in the way the urban spaces are experienced. This shift has implications for
the way urban relations and urban structures are observed; that is, from fixed physical

entities to moving and dynamic relations.

Moreover, this shift has significant implications in various areas of urban analysis, each of
which is examined by this thesis. First, it requires adopting methodologies that can reveal
daily mobility experiences and find adequate ways of representing these experiences.
Second, it incorporates mobility into the notion of place, by introducing the concepts of
mobile places and transient places it discusses the possibility of mobile place making. Third,
it questions the static way of analysing urban inequality and expands the notion of urban
social exclusion to incorporate differentiated mobility as another one of its causes,
consequences and manifestations. Fourth, it provides a way of looking at spatial relations in
the city by understanding the implications of urban daily mobility in terms of place
confinement and enlargement. Finally, it affects the way urban policy interventions are
understood, analysed here in terms of the implementation of the Transantiago transport
system. Mobility in these terms becomes not only a practice through which daily living can
be observed, it may also be a locus for encounter, conflict, negotiation and transformation,

thus requiring further research as a space of socialisation.
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1 Contemporary urban living through an urban daily mobility lens

Cecilia and Ana live in Santiago de Chile, about a ten minute walk from each other,
but in very different income neighbourhoods; their daily journeys are also very

different;

I move a lot, I sometimes go to my parents’ for lunch, go to
Sodimac’, I go here and there, and on the way back I
sometimes stop by Roberto’s parents place. Because I don’t
have a fixed time to go in and out of work, some times I come
home later, when there is not so much traffic, so I take the
fast lanes. It’s better for me to leave later in the morning and
afternoon, because if I leave home at 8:00, I get to work at
9:10, if I leave at 8:20, I get there at 9:10, 9:20 and if I leave
at 8:50 I get there at 9:20, so I prefer to leave later, get some
stuff done at the house and wait until the school children
have entered after 8:30 and I'm fine. There was a time when I
used to drive him [her husband] to the Metro, to the 14™,
and I would drop him off around 8:00, but at the end I would
get to the office at 9:15, even if I took Vespucio®, while on the
highway it was great but then I would get to the Grecia
roundabout and traffic there is horrible, and you cannot
escape, there are no alternatives, you just have to keep going,
at 2 km per hour. After 8:30, when children enter school,
there’s still a lot of flow, after 9:00 there is no one. I mean if
I leave here at 9:00 I get to my office in 25 minutes. Sometime
I avoid this little chunk of El Hualle, you can be stuck there
Jfor 30 to 40 minutes, so I take the dirt road instead. It takes
15 minutes, the car gets dirty, I spend more petrol, there are
rocks skipping, but at least I don’t get to work all stressed
out, or else I arrive complaining about the buses, the kids...
(Cecilia).

If there was one bus going all the way there it would be great.
But, on top of taking so long, and being full, in the afternoon
it takes me half an hour of just waiting. On Thursdays when

! A Do It Yourself (DIY) chain store

2 14™ refers to the 14™ stop on Vicufia Mackenna Avenue, one of the main avenues in Santiago
running north to south; it starts at the centre of the city and is numbered by 35 stops until its end at the
southern end of Santiago. It is also the place where a major shopping mall (Mall Plaza Vespucio) was
built around 1990, it has major supermarkets, cinema, shops, and is serviced by a Metro stop and
major bus and colectivo lines.

3 Americo Vespucio is a toll paying urban highway
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stay later at work, I come home exhausted, and the bus is
heavier then, even if it is just a little bit later, and in winter
it’s worse, with construction men. On the way there it’s
mainly women, but on the way back, later, it’s mainly men.
Because construction workers leave at 6:15, but if I leave at
6:00 it’s very light, so I always try to leave 10 to 6:00 and be
at the bus stop before construction workers get there (Ana).

Cecilia and Ana experience their daily journeys in radically different manners; their
experiences shape the decisions they make to move about the city and are also
shaped by the multiple barriers and opportunities present in the city. Little is known
about the daily experiences of travelling in the city of Santiago, the consequences
they have on people’s lives and on overall mobility practices in the city: this thesis

moves forward in this exploration.

1.1 The beginning of the journey: opening possibilities

This thesis is concerned with the way people live in contemporary cities and
experience urban living, specifically through their mobility practices. Originally, it
aimed to do this by developing a set of indicators to measure urban quality of life.
However, after reviewing the extensive literature on quality of life (including
happiness, wellbeing, welfare rights, habitability, livelihoods, health and wellbeing,
quality of place, liveability, quality of community life, competitive cities and city
branding, amongst others), it became clear that a better understanding of
contemporary living required more than a new set of indicators and called for a
substantial revision of the way urban living is understood and planned. This is
because contemporary living is currently going through major changes influenced by
processes of globalisation, global warming, the impact of technological advances,
amongst other, as well as specific national and local processes. One of the major
issues influencing urban living today has to do with the inevitable and unprecedented
impact mobility, in its multiple forms, has on people’s lives. An analysis of the way
urban interventions are implemented, particularly in cities in developing countries
like Santiago de Chile, evidences major neglects in recognising the way
contemporary living takes place and how it is changing under these processes. In this
context, traditional ways of analysing urban living are no longer adequate to tackle

urban issues, thus new questions need to be asked in order to achieve a better
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comprehension of urban issues, which can lead to better interventions for urban

residents.

This thesis examines diverse ciaily mobility practices of selected residents in
Santiago de Chile, the different ways in which these practices are experienced,
provide meanings to their daily lives, and the consequences these have in their access
to the city. It aims to provide a better understanding of what living in cities like
Santiago is like today. It proposes that mobility, and particularly urban daily
mobility, is not only a new and understudied field of research, but it also unveils a
paradigmatic shift in urban studies, related to the “mobility turn” in social sciences.
This shift delves into two areas: the changes in urban reality and the ways this urban
reality is understood. To understand this impact, focussing on the everyday life and
social practice theory, this thesis develops a theoretical approach based on urban
daily mobility practices. This approach provides a way of looking at the way reality
is changing for many urban dwellers, discusses the methods used to comprehend this,
and sheds light on traditional concepts in urban analysis like place making, urban
inequality and social exclusion. The analysis is based on original empirical
ethnographic research conducted in Santiago between December 2005 and December
2006, prior to the implementation of a major urban transport system in the city:
Transantiago. The research involved conducting mobile ethnographies of selected
residents from different income neighbourhoods living relatively close to each other
in a specific area of the city. The ethnographies involved the use of interviews,
photography, mapping and shadowing of daily practices. The research was also
informed by bibliographic analysis and expert interviews, which are primarily used
to introduce the way mobility is understood by urban professionals in Santiago and

how this conception informs transport and urban decision making today.

The research presented in this thesis contributes to various debates in urban studies
and human geographical enquiry. Specifically, it makes advances in three academic
areas: urban studies (inciuding urban and transport planning, urban inequality, place
making, spatial practices), everyday life, and urban research methodologies. These
research areas cut across and overlap with the vast research area of Latin American
studies and the increasingly relevant area of mobility. An example of this is the

debate on urban inequality, social exclusion and just cities (Hamnett 1998; Marcuse
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2005; Marcuse 2007; Wacquant 2007) which is also discussed in developing
countries (Moser 1996; Beall 2002; Robinson 2006; Chant 2007) and also
specifically in Latin American cities (Schteingart 2001; Caceres and Sabatini 2004;
Garcia Can.clini 2004; Rodriguez and Arriagada 2004). Methodologically it expands
the discussion on mobile methods (Marcus 1998; Rose 2001; Latham 2004; Urry
2007) by using an ethnographic approach to understand mobility and uses visual
methods and time space mapping to better apprehend and evoke the fluidity of
everyday life.

This thesis starts with a review which introduces the mobility turn in social sciences,
discusses social practices, everyday life, place making and urban inequality, and
develops a framework to analyse urban daily mobility practices. It then discusses the
use of a ‘mobile ethnography’, complemented by the use of photography and time
space mapping as a methodological approach to apprehend mobility practices. The
thesis then introduces the logic of urban and transport thinking which inspired the
implementation of Transantiago and the main foreseeable problems this initiative
presented. Following these chapters, the analysis of the data generated during
fieldwork is presented across four substantive empirical chapters. The first
establishes the context for urban analysis in Chile and the gaps present in the study of
urban inequality in the country. The following chapters examine a range of themes
including the possibility of mobile place-making, differentiated mobility practices
and uneven access to activities, relations and places. These differentiated practices
reveal the various strategies people use to deal with mobility and the consequences

these have on their everyday life in the city.

The present chapter aims to introduce the major arguments developed in this thesis.
Prior to doing this, the next section provides a brief introduction to what is referred
to as the ‘mobility turn’ in social sciences and identifies the major gaps in the
literature. It then explains the relevance of the Chilean case to analyse urban daily
mobility. Finally, it presents the research objectives, the structure of the thesis and its
specific arguments.
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1.2 Taming wanderlust: recognising, discovering and preparing the way

The ‘mobility turn’ in the social sciences (Hannam, Sheller et al. 2006; Cresswell
2006a; Sheller and Urry 2006a; Sheller and Urry 2006b; Urry 2007) is based on the
inevitable impacts all types of mobility have on the organisation of contemporary
everyday life. The diverse types of mobility, including migration, tourism, residential
mobility and daily mobility, constitute today a significant turn in the analysis of
urban process. This research, in the attempt to understand how urban living is
experienced, concentrates on urban daily mobility. Mobility can be seen as an
emblem of current times and although historically our societies have been
characterised by an increase in mobility in every sphere (Bourdin 2003), its multiple

forms, speed and variety are unprecedented.

Mobility is absolutely central to determining what contemporary life is like, with
how it is changing and how it may develop over the next few decades (Urry 2003a).
Bourdin (2003) and Levy (2003) suggest that the frenetic life of the modern
individual is characterised by two-way contradictory movements. On one side,
society appears increasingly fragmented and managing the everyday involves a
constant zapping between different places, tasks, roles and interests, complemented
by mobile phones and computers to compress time, intensify travel, multiply
opportunities and coordinate tasks, making it more efficient. Yet in another,
contemporary individuals seek for unity and permanence that seems more and more

unlikely under their occupational zapping (Bourdin 2003; Levy 2003).

In this context, mobility refers to all the ways people relate socially to change of
place (Bourdin 2003), which involves the sum of journeys made and distances
travelled, but also the expectations, experiences, consequences and impact these
journeys have on people’s lives and how they affect mobility practices and daily
living. For most people, social life is formed and reformed through intermittent
meetings engendered through physical travel (Urry 2003a). Meaning that although
life is networked, it also involves specific present encounters within certain times and
places. The act of meeting and the different forms and modes of travel are central to
much of social life, a life which involves particular combinations of increasing

distance and intermittent co-presence (Ibid).



19

John Urry (2003b) explains that travel has not been sufficiently researched except for
the work of transport engineers and economists, who tend to examine simple
categories of travel, such as commuting for leisure or business. However,
understanding such connections should not begin with the types and forms of
transport, as mobility is mostly a means to carry out certain socially patterned
activities and not the point of such activities. Also, while transport research neglects
social processes involved in travel and how these affect people’s lives, much of
social science research has been a-mobile, ignoring or trivialising the movement of
people for work and family, leisure and pleasure, thus failing to examine how social
life presupposes both the actual and the imagined movement of peoples from place to

place, person to person, event to event (Urry 2003a).

Mobility may be physical, virtual or imaginative (Sheller and Urry 2006; Szerszynski
and Urry 2006), as technological advances like television, Internet or mobile phones
allow for the possibility of being present in more than one place at the same time.
However, despite the ever-evolving technologies that allow for virtual or imaginative
mobility, for most people, being physically present is still imperative in daily life.
The communication and travel required for this co-presence is “rich and multifaceted
and they seem to transform the very nature and need of co presence” (Urry 2004b:
32). Urry (2003a) notes that mobilities are organised into complex patterns that
transform the very social relations that the social sciences seek to explain. Thus
being mobile has become a way of life for many and, regardless of the technological

advances in communications, physical travel continues to increase.

Mobility practices are hybrid, meaning that they involve multiple objects, forms,
destinations, times, and consequently different experiences. These differentiated
experiences are often based on uneven access to the city and often generate new
forms of urban inequality. Accessibility is unevenly distributed between individuals,
therefore, whether or not they are attracted by mobility, not everyone has equal
access to the workplace, leisure or consumption (Allemand 2003). Accessibility is
often referred to as connectivity in terms of transport, however, it involves more than
reaching a certain point in the city; it also involves the ability to participate

adequately in the social and physical spaces encountered. Multiple mobilities
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generate massive inequalities and these inequalities are not only related to access and

time, but also to the actual experience of mobility.

This fragmentation and social exclusion, which in Graham and Marvin’s (2001)
terms produces the ‘splintered city’, involves reconsidering the need for expanding
and connecting ever larger networks (which always bring further social exclusions
and bypasses). It requires reconfiguring the couplings and decouplings through
which persons, places and publics emerge. According to Mimi Sheller (2004), public
spaces are no longer usefully envisioned as the open spaces or free spaces in which
diverse participants could gather — the democratic spaces of the street, the square, the
town hall; nor are ‘virtual spaces’ a kind of democratic cybretopia. Instead, Sheller
(Ibid) explains that the mechanisms for publics occurring in the context of the new
infrastructures of mobility need to be imagined in entirely new ways. Mobile publics
can perhaps be envisioned as forms moving in and out of different social gels,
including the capacity to take on an identity that is able to speak and participate in
specific contexts. There are new possibilities for mobile publics within the
unbundled infrastructures of urbanism, the powerful forces of privatisation, social
exclusion, and enduring inequality that are taking place (Ibid). This mobile social gel
limits some but it also generates new possibilities for others, and requires further

exploration.

As Sheller and Urry (2003) note, most theorists agree in seeing inclusion/exclusion
as spatially and materially fixed, but do not recognise how cars and information
technology undo all divisions between public and private life (Ibid). Urban theorists
also generally dismiss the way fragmentation occurs in everyday life. Therefore,
there is a call for a more profound understanding of the situations of mobility and the
experiences it gives rise to for those involved, the impacts and consequences which
go beyond observing the finality of mobility. A comprehensive approach to the
practices of mobility requires grasping the reality of contemporary movement as well
as analysing the genealogy of these practices (Lussault 2003) that is, the socio-

cultural dimensions that condition these practices.

Within urban research, much analysis has been conducted on social exclusion,
residential segregation, location of infrastructure, services and housing, place making

and belonging. However, there has been little connection between this type of
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research and the way people’s daily mobility affects them, or on the way the city is
accessed from residential areas, or the creation of sense of belonging within this
mobile dynamic urban space’. Thus, looking at urban daily mobility from residential
areas, including its social, economic, cultural, physical implications is increasingly
relevant in urban research, as understanding the origin can help to explain how
mobility is experienced by different people in the city and the consequences this

experience has on everyday lives and on mobility practices.

Consequently, in this research, the practices of urban daily mobility are used to
understand contemporary urban living in two ways. Firstly, in practical terms, as an
everyday practice, mobility is not a parenthesis in individuals’ lives, as it generally
encompasses at least two or three hours per day; life does not stop while people are
being mobile. As a result, an important part of people’s experience of the city, and
thus of urban life, occurs while travelling through the city. Therefore urban dwellers
adapt on a daily basis in practical terms to piece together elements of housing,
employment, family and leisure (Jarvis 2005a). These practices, habits and routine
arrangements are both reflexive and recursive within and between spheres of activity
and networks of social interaction and knowledge, that is, they are situated practices
(Jarvis, Pratt et al. 2001). As such, they require being observed under the
understanding that this knowledge is socially constructed. Secondly, regardless of the
specificity of cities in the world, people’s mobility or immobility about the city is
increasingly relevant as it is perhaps the most current way of relating to the city. As a
practice, it is constantly changing, due to globalisation processes, global warming,
technological advances, policy modifications and cultural turns, amongst many
others, but it is also the way contemporary urban dwellers behave, move, shift,
discover, stay, meet, encounter: all this occurs during mobility practices, yet little is

known about the implications this has on urban analysis and city building.

4 Among the exceptions is the work of Savage, Bagnall et al. (2005)
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1.3 The point of departure: Santiago de Chile on the move

Much contemporary urban literature describes cities today as essential loci of
opportunities and progress, while at the same time being increasingly fragmented and
segregated, reproducing or maintaining different systems of inequality. This is
especially so when referring to cities in developing countries, and in particular to
Latin-American cities, including Santiago de Chile, which, after accelerated
processes of urbanisation, are having to cope and adapt to current development
processes by delivering social and physical interventions to an ever-increasing
population. Within this context, and accompanied by their insertion in globalisation
trends, urban interventions in these cities generate diverse impacts on urban

residents.

Over the past thirty years, the Chilean urban development process has generated
social and environmental conditions which have had serious impacts on its
population. On one hand, housing policies, particularly since the 1980s, have made
considerable efforts to reduce the housing deficit’. These housing interventions, by
insisting on their physical bias —that is the construction of housing units— largely
undermine the impact their production has on the lives of urban dwellers. Significant
initiatives have been carried out to create integrated communities through physical
and social interventions; nonetheless social segregation and exclusion persists.
Santiago de Chile is well-known for this, as it is characterised as one of the most
fragmented and segregated capitals in the Latin American region (Sabatini and
Arenas 2000; Ducci 2002; Romero 2004). On the other hand, urban development has
not been able to cope with the massiveness, speed and impact of construction or with
the dramatic changes occurring in Santiago, where, while certain sections of city are
being prepared to compete in the global scenario, others are left behind, hidden from

the emerging opportunities, hoping to receive some of the benefits being generated.

The analysis of this situation (Rojas 2001; MINVU 2004; Navarro 2005; Rodriguez
and Sugranyes 2005) often neglects the everyday experience that this uneven urban

development involves; additionally it disregards other forms of inequality and

5 Number of housing units needed to satisfy the demand of housing per households.
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fragmentation experienced at an individual or household level in multiple forms
including the daily experience of moving or not moving in the city. Little is known
about the way urban residents cope, struggle, face or enjoy living in the city of
Santiago on a daily basis. This limited knowledge of these experiences is reflected on
the way urban professionals conceive urban space or the elements used for city
planning. Overcoming this neglect goes beyond incorporating participatory means to
the urban or transport planning process, as what emerges as problematic is that the
assumptions used when intervening urban space are insufficient and not always
adequate to capture the way urban residents live in cities today. This is reflected in
the types and forms of issues being tackled and thus on the interventions, which

seldom respond to the problems and concerns faced daily by urban residents.

Although transport research in Latin America is rich, particularly from the
disciplines of transport engineering and economics, as in most countries, its approach
has mostly been demand and supply based, in order to provide transport solutions.
For the most part; transport studies have been sectorial, meaning that the link
between urban transformation and transport has been limited (Montezuma 2003a).
Montezuma (2003b). suggests that this type of research does not consider the way
local transport systems operate, which can be considered non conventional from a
developed country point of view, and lead to making transport systems more
efficient. This has implied limited analysis on the way transport systems actually
work, including its effects and causes, in terms of organisations and management of

systems, lacking a transversal view of the city.

The work of Dureau (2002), Figueroa (2005) and Montezuma (2003a; 2003b) is
relevant in emphasising the need for a mobility approach to transport in Latin
America, which considers the potential demand, income difference, accessibility,
socioeconomic as well as historical, political and socioeconomic dimensions of
mobility. For these authors, mobility is understood as movement, or the way people
move from point A to point B, and improving it requires better understanding of how
the system operates, in terms of administration and organisation, adding a
socioeconomic dimension to characterise the travellers. Although thiIs approach is
useful, it still lacks understanding the experience of mobility by those who use

transport systems. There are still very few studies in Latin America that look at urban



24

daily mobility from an experiential perspective, analysing the experience of everyday
life and the consequences this has on mobility® and the impact mobility has for the
experience of everyday life. This thesis aims at bridging these gaps in empirical and

theoretical terms.

1.4 Preparing the journey: main research aims

In light of these concerns about the urban situation in Chile and current ways in
which mobility affects the experiences of people living in cities, the main research
questions that guide this research refer to clarifying how the practices of urban daily
mobility shape the way urban living is experienced in contemporary cities.
Specifically, it seeks to uncover the meaning these practices have for urban dwellers
in Santiago on the lived spaces of contemporary urban life; the strategies people
employ in their daily urban mobility practices; and the consequences of daily
mobility practices in contemporary urban dwellers’ life in Santiago. These questions
inform the research and are applied critically in the context of a Latin American city,
specifically as a case study of residents of three different income neighbourhoods in
the borough of La Florida, in the city of Santiago, interrogating how, in this context

differentiated urban daily mobility practices take place.

These questions lead to the following specific research aims: to examine the way
urban interventions relate to the practices of urban daily mobility; to explore the
ways in which urban daily mobility practices affect and give significance to everyday
life to urban residents in Santiago de Chile; to uncover the impact of differentiated
experiences of mobility by analysing urban daily mobility practices of individuals
from different income neighbourhoods in Santiago de Chile; and to analyse how
differentiated access to practices, relations and places generates processes of urban
inequality in Santiago de Chile. The ways in which these research questions and

objectives are dealt with in the thesis are explained in the next sections.

® Initial work has been carried out by Avellaneda (2007) and Vega (2004, 2005) in Peru, Ureta (2006)
in Chile, Capron and Gonzalez (2006) in Mexico.
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1.5 The main destination: Thesis argument

This thesis argues that an urban daily mobility approach captures a shift in the way
that urban spaces are experienced. Capturing this shift relates to understanding that
urban living in cities like Santiago, which have undergone important social,
economic, political, cultural and technological changes over the past few decades,
has also gone through significant modifications. However, current urban analyses are
only capturing a limited part of urban reality and this is clearly reflected both in
research as in urban interventions. Neglecting a broader understanding of urban
reality has important implications in the outcomes of interventions that do not meet
the urban needs of the population. Capturing this shift has significant implications in
various areas of urban analysis: it requires adopting methodologies capable of
revealing mobility experiences; it incorporates mobility into the notion of place, thus
generating the possibility of mobile place making; it expands the notion of urban
inequality and social exclusion to incorporate mobility as a cause, a consequence or a
manifestation of inequality; and it provides a new way of looking at spatial relations
in the city by understanding the implications of place confinement and enlargement.
This shift reveals a new reality of urban living that if recognised, will provoke
inevitable impact in urban interventions. This main argument is broken down into six

specific arguments discussed throughout the thesis.

1.6 Breaking down the route: Chapter structure and specific arguments

After introducing the mobility turn, Chapter 2 explains the difference between
transport and mobility and how transport studies, and urban studies as a whole, have
neglected to incorporate mobility into their view of the city and have specifically
ignored how the experience of moving affects urban living or the way urban
interventions impact everyday life. It then suggests looking at the way everyday life
contributes to the endeavour of understanding contemporary mobilities, as it helps to
unveil the invisibility, difference and complexity of social relations today.
Furthermore, social practice theory, through the analysis of the practices people carry
out in daily life, emerges as the most convincing way of understanding urban daily
mobility. An urban daily mobility framework is presented in this chapter by

integrating urban daily mobility practices, place making and urban access. This
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framework supports the analysis of the empirical data gathered from mobility

experiences in Santiago de Chile.

A large part of urban research assumes space and people’s use of space as fixed and
contained in specific areas yet, space can be seen as a constituent part of urban
practices. Therefore, when looking at urban daily mobility practices, the object of
study becomes these embodied and spatially embedded mobility practices. Chapter 3
argues that, methodologically, everyday experiences require an updated
understanding of how these take place as well as ways of representing them in
dynamic yet clear manners. This involves adopting innovative methodologies of
enquiry, representation and negotiation. Qualitative methodologies are generally
used to explain urban activities through narrative description; however, traditional
qualitative methods are not sufficiently dynamic to analyse and explain urban daily
mobility practices. Thus, based on the urban daily mobility framework presented in
Chapter 2, this chapter argues that the most adequate way to understand the
experience of urban daily mobility is by adopting a social constructivist approach:
through a detailed, thick and multifaceted description of the practice, the mobility
experience and its impact on everyday life is rendered more accurately. This chapter
proposes complementing an ethnographic .research approach with time-space
mapping and photography as a more comprehensive way of understanding the

experiences urban daily mobility practices.

Capturing this shift in urban experience is not only relevant for theoretical and
methodological reasons, it is also important because neglecting the current urban
realities has immediate and profound consequences, particularly in the context of
urban interventions aiming to transform urban space. By reviewing the preparation of
Transantiago, the latest urban transport intervention in Santiago, Chapter 4
introduces the current logic of practice in urban and specifically transport planning in
Chile, which, by ignoring everyday life experiences and privileging top down
implementations, risks the possibility of not improving urban living in Santiago. The
chapter first provides a succinct introduction of urban and transport planning in
Chile, and specifically in Santiago. It then presents the major transport issues which

led to the implementation of Transantiago using bibliographic material and
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interviews with key experts carried out prior to its implementation. Finally, it
analyses the proposed route network, planned infrastructure, financial system and
information system, illustrating the problems current transport approaches have to
mobility in urban areas. This chapter sets the scene for introducing the problems of
transport planning and the following chapters expose part of what is missing in this

analysis.

Chapter 5 introduces the city of Santiago as the specific location for this research,
providing a brief description of the main urban processes occurring in the city today.
It explains the capital’s social segregation and how this is clearly reflected on its
spatial conformation, particularly in terms of residential location of different income
groups. Although studies of urban segregation are essential, and, for the most part,
accurate, this chapter argues that current understanding of urban social relations and
their spatial inequality implications require broadening traditional analysis of urban
segregation by taking into account everyday practices and their various spheres and
spaces of exchange and interaction which go beyond fixed residential areas and

involve mobile gradients of urban experience.

Within this mobile urban experience, the way space renders meaning is particularly
relevant. Chapter 6 presents the idea of mobile place making and the elements that
make it possible. Massey (1994, 1995) has argued that if social organisation of space
is changing and disrupting the existing ideas about place, then the concept of place
should be rethought altogether, understanding it instead as the location of particular
sets of intersecting social relations and intersecting activity spaces (Massey 1995) in
time. This chapter attempts to move further in this re-conceptualisation by
introducing the idea of mobile place making within the practice of urban daily
mobility through the concepts of mobile and transient places. It argues that place
making is also generated on the spaces travelled on, by, within, through, in those
spaces encountered in mobility: buses, metros, cars, bicycles, or foot which become
mobile places; and in those spaces people signify while moving about, along or
through which become fransient places. The first involves places people appropriate
for reflection, contemplation, socialisation, friendship, independence, distraction or

evasion, amongst others. The second are fixed spaces with intense mobility going
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though them, however, they are not places of permanence but places of transition and

people signify them for convenience, leisure, distraction, socialisation or recreation.

A closer analysis of the city as mobile gradients leads to examining differentiated
experiences of urban daily mobility and questions the way urban exclusion is often
understood. Chapter 7 argues that urban daily mobility practices are differentiated
according to social conditions of gender, income, age, position in life cycle, amongst
others, and this differentiation .affects people’s accessibility to various aspects of
daily living. These differences are enhanced when physical, financial, organisational
and temporal, technological and the skills dimensions of mobility restrict access to
practices, relations and places, becoming mobility barriers and generating
experiences of inequality. This chapter concentrates on the first type of access:
access to practices, and specifically on the practices of going to work, while the
following chapter expands the notion of access to relations and places, which, when
analysed in conjunction with access to practices, may lead to the possibility of
mobile place confinement or enlargement. This chapter moves the discussion on
urban inequality from a mobility point of view. It then provides a detailed description
of individual daily trajectories in Santiago in terms of access to the specific practices
of going to work, analysing how the specific mobility barriers unveil inequality
issues of gender, household responsibilities, income, technology, time, and

flexibility.

Chapter 8 continues the analysis of differentiated access to relations and places using
the concepts of mobile place making. It specifically argues that uneven spatial
relations become further unveiled during mobility practices when restricted access to
relations and places occurs, generating the possibility of mobile place confinement or
mobile place enlargement, depending on the types of encounters, interactions or
negotiations that take place during these practices. The chapter first discusses the
significance of mobile place enlargement and confinement. It then exemplifies how
accessibility to relations and places is also differentiated and influenced by mobility
barriers. Thus the same mobility barriers that restrict access to practices of going to

work also influence accessibility to relations and places. Finally, it discusses how
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this accessibility influences place confinement or enlargement during mobility

practices.

Chapter 9 recaps the themes developed in the empirical chapters and brings together
the main discussions that run across the chapters. In theoretical terms these relate to
the way urban daily mobility can capture changes in urban living that are normally
neglected by urban analysis in cities like Santiago de Chile and, as such, have
important consequences; the understanding of urban daily mobility as embodied,
embedded and emplaced; the complexity of invisibility of everyday life in urban
analysis, the way mobility becomes a new manifestation, cause and consequence of
urban inequality, expanding the notion of urban inequality; and, as an ‘in between’
timespace, mobility can be seen as a opportunity, a place of socialisation, encounter,
and transformation of social relations. In methodological terms, it discusses the
implications of capturing urban knowledge through mobile ethnographies and the
implications this has on current discussions on representation. In policy terms this
chapter discusses the implications this type of research has for urban and transport
planning. The chapter concludes with recommendations for directions that other

research into urban daily mobility could potentially follow.

By analysing urban daily mobility practices in Santiago de Chile, this thesis
questions partial, fixed and sectoral urban analysis and interventions and presents a
mobile way of analysing the experience of urban living. Through an urban daily
mobility approach, it examines daily mobility experiences as rich timespaces of
mobile place making as well as increasingly uneven forms of access to the city. This
opens an often hidden dimension of urban inequality. The future implications of this
type of analysis begin to emerge as essential, not only in presenting new forms of
analysing urban inequality, but also revealing the possibility of creation of spaces of

socialisation, negotiation and transformation of social relations in the future.
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2 Mobility in Everyday Urban Practices

2.1 Introduction

This chapter discusses the ‘mobility turn’ in social sciences, its implications in
understanding the experience of living in contemporary cities and the relations it
generates, in order to propose an urban daily mobility framework to understand
urban practices. It argues that an urban daily mobility approach can capture an
ontological shift in urban living. This refers to understanding that the experience of
living in cities today has changed considerably over the past few decades,
particularly in cities like Santiago de Chile, as a result of technological innovation,
processes of globalisation, democratisation, changes in family relations, new forms
of employment, differentiated increase in living standards, amongst others. These
broader processes have provoked significant changes in the way everyday life takes
place in urban space. An urban daily mobility approach can capture these changes
more accurately than traditional approaches to transport or urban planning,
particularly because of the way it understands mobility and the way urban experience

occurs in cities today.

Capturing this shift involves thinking of new ways to grasp urban living, related to
comprehending everyday living, including the process of place making and
socialisation in urban areas, and the consequences of urban daily mobility practices,
including the weakening, creation, enhancement or evidencing of unequal social
relations. This shift refers to changes in the way the world is viewed, and capturing it
becomes increasingly relevant in urban studies, particularly in urban and transport
planning, as a better understanding of urban living can have considerable impact on

the ways urban interventions are conceived, developed and implemented.

In this research, a mobility approach aims at understanding mobility practices and
incorporates into its analysis aggregate travel behaviour patterns as well as
experiential aspects of the practice, including the conditions that mould the
experience, the actual travel experience and the consequences of such experience to
everyday urban dwellers. This means that a mobility approach could make the

connections from point A to point B effective and efficient, but also, by detecting
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other mobility issues involved in these connections, it might achieve more equitable,
just and comfortable experiences prior, during and after the journeys are made. This
makes mobility an issue to be observed not only by transport planners, but also by
urban planners, as well as by other professionals within the social sciences involved
in urban analysis including economists, geographers, sociologists, anthropologists,
amongst other, and by those involved in mobility practices. From a mobility
approach, transport does not solve all mobility issues; however, by recognising
broader mobility issues, transport can significantly improve them. Adopting such an
approach may also require an intentional dialogue with other social and spatial

interventions that also have a say in mobility issues.

The chapter begins by introducing the difference between transport and mobility and
how transport studies, and urban studies as a whole, have neglected mobility in their
view of the city —specifically by undermining the relevance of the experience of
moving or the way urban and transport interventions impact evefyday life. The
chapter suggests capturing urban living from the experiences of everyday life in
order to understand contemporary mobilities by unveiling the invisibility, difference
and complexity of social daily relations. In this context, social practice theory,
through the analysis of the practices that people carry out in daily life, emerges as the

most adequate way of exploring urban daily mobility.

Adopting this theoretical approach becomes useful to develop the three main aspects
which this research looks at through the mobility lens. The first involves recognising
the relevance of mobility in the experience of time and space and the way people
appropriate, signify and spatialise travel time in various ways, thus creating places
while on the move. This makes ‘place’ an important concept to examine in terms of
practices, as mobility generates the possibility of creating what this research
proposes as ‘mobile places’ and ‘transient places’. The second issue relates to seeing
that, although place making effectively occurs during mobility, this experience is not
homogenedus and mobility practices are differentiated. This differentiation can
generate uneven access to practices, relations and places, and questions traditional
ways of looking at urban inequality and social exclusion. Differentiated mobility
experiences and uneven accessibility can lead to the third aspect discussed in this

thesis: ‘mobile place confinement’ or ‘mobile place enlargement’, both of which are
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expressions of a type of urban inequality that is seldom looked at. An urban daily
mobility framework is then presented to guide the analysis of the empirical data

gathered from mobility experiences in Santiago de Chile.

2.2 The ‘Mobility Turn’ in Urban Studies

Globalisation as well as advances in technology have led to what Manuel Castells
(Castells 2000a) calls the technological revolution of information and
communication which characterises the current Information Age’. In David Harvey’s
terms, this implies a compression of time-space, where “the time horizons of both
private and public decision-making have shrunk, while satellite communication and
declining transport costs have made it increasingly possible to spread those decisions
immediately over an ever wider and variegated space” (Harvey 1989: 147). For
Harvey (2000), this implies that innovation in transport and communications,
through the reduction in cost and time of movement over space, and the construction
of fixed physical infrastructure to facilitate this movement, “are part of the capitalist
process to annihilate space through time” (Harvey 2000: 59). This has signified an
increase in physical and virtual travel, either through long or short journeys, by foot,
bus, plane or phone, on a daily, weekly or yearly basis, either migrating or touring,
making mobility today an unavoidable manifestation of what living in the 21st
Century is about. However, space annihilation need not refer to its elimination, but
more to its transformation. This is particularly so in the way space and time are
experienced, since, as discussed by May and Thrift (2001), space and time are

inevitably linked and one does not suppress the other.

For Sheller and Urry (2006), this new mobility paradigm® has also implied a shift in
the way urban studies are approached. These have usually been static in their
analyses of urban phenomena, attempting to understand the way cities enter into

globalised society, how people’s lives occur in fixed localities, or how they adapt or

7 «A historical period in which human societies perform their activities in a technological paradigm
constituted around microelectronic-based information/communication technologies, and genetic
engineering” Castells (2000b: 5) ,

8 Urry (2007) claims that, apart from looking at the neglects and omissions of various movements of
people or ideas, this new paradigm is also “transformative of social science, authorising an alternative
theoretical and methodological landscape” (Urry 2007: 18)
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are adapted to, resist or are restricted to, challenge or are challenged by, ignore or are

ignored by global trends.

In the 1970s time space geography pioneered the study of sociospatial analysis,
through the work of Torsten Hagerstrand (1970) who explained the indissoluble link
between time and space. A few decades later, the notion of timespace developed by
May and Thrift (2001) is helpful in apprehending the mobility turn as it relates to the
interconnectedness of time and space and the multiplicity of timespaces. It attempts
to overcome the dualism in understanding time and space as separate notions and
sees them instead as inseparable in their analysis, without prioritising one over the
other. Timespace and its experience, as a multidimensional, uneven and always
partial process, becomes relevant in the context of a mobile contemporary urban life,
since changes in the nature and experience of either space or time impact upon

changes in the nature and experience of the other (May and Thrift 2001).

Additionally, the experience of social time is multiple and heterogeneous and it
varies both within cultures and between societies and individuals and is related to
their social position (May and Thrift 2001). For this, the authors identify four main
interrelated domains where time and space have particular implications for social
practices. In the first, the experience of timespace varies according to timetables and
rhythms, that is according to day cycles, seasons or body rhythms. In terms of
mobility, this may have differentiated impacts on social practices, as for instance,
people may use different modes of transport according to seasons or the places they
go to may be highly dependent on the times of day. For the second, timespace is also
shaped by systems of social discipline, including work time, home time, religious
time, leisure time, amongst other, which have different meanings in different spaces.
These timespaces have implications on how, why and where people move more or
less or at certain times, for instance, time for going to work and its experience is
different from the time for going to church. A third domain relates to the relationship
with instruments and devices which affect the way time and space relate with social

practice’. Mobile phones (Ureta 2006) or computers have made physical mobility

® The mobilities turn is closely associated to the ‘post-human’ discussion in social sciences. This
relates, according to Urry (2007) to the way in which “the analysis of mobilities and especially
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less necessary at times, and cars, or the use of faster means of transportation, have
major implications in the way timespace is experienced. Lastly, time and space
relates to various texts or the way in which timespace is translated into different
forms of representations, which in the case of mobility, require new methods to

capture the practices taking place in timespace.

From these domains, the picture that emerges is not so much that of a singular or
uniform social time stretching over uniform space, but rather that of various (and
uneven) networks of time stretching in different and divergent directions across an
uneven social space. Domains can connect or fail to connect with (partial or uneven)
networks, thus constituting other networks. The result can be radical unevenness in
the nature and quality of social time itself, making space a constitutive part rather
than an added dimension of the multiplicity and heterogeneity of social time or time
space. In social practice, people are timespaced, meaning that much of everyday life
strategies are based on actual and imagined ways of timespacing or on juggling with

issues of times and space.

The mobilities paradigm also implies moving beyond the dual conception of urban
space in terms of networks and nodes as proposed by Castells (1996; 2000b; 2005).
For Castells, networks are versatile and hierarchical structures which connect at
nodes and hubs (in a world system of cities, or within cities in urban areas).
Networks become processes instead of places and are characterised by the structural
domination of the spaces of flows (See Chapter 6 in Castells 1996). Spaces of flows
involve the material organisation of time sharing social practices that work through
flows (of information, technology, organisation interaction, images, sounds and
symbols) (Castells 1996), allowing for simultaneity without territorial contiguity and
are made up of technological infrastructure of information systems,

telecommunications and transportation lines (Castells 1999). On the other hand,

multiple and intersecting mobility systems [...] is an adaptive and evolving relationship with each
other” (Urry 2007: 44). Although not adopted fully in this research, this debate is relevant as it
questions those analyses that look at humans as independent of their material world. It also tries to see
the relationship between human beings and their material worlds and the variety and complexity of
these relations. Objects greatly enhance, diminish, ease, obstruct, or complement mobility experiences
and a mobilities approach attempts to change the way these relationships are traditionally looked at.
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spaces of places are, according to Castells, locales “whose form, function and
meaning are self contained within the boundaries of physical contiguity” (Castells
1996: 423). Moreover, Castells explains that “the urban world seems to be dominated
by the double movement of inclusion into transterritorial networks and exclusion by
the spatial separation of places. The higher the value of people and places, the more
they are connected into interactive networks; the lower their value, the lower their
connection” (Castells 2005: 48).

Understanding urban space as networks and hubs, or spaces of flows and spaces of
places, is problematic in three ways. First because, although spaces of flows can be
empirically demonstrated, are significantly relevant and increasing today, and their
impacts on social relations have been considerable at a local, city, regional and
international level, the dualism between spaces of flows and spaces of places is not
very clear, or present in everyday living, nor is it very useful in urban analysis. It
appears that there are not two different forms of space — flows and place, but space
needs to be understood as a more complex continuum where flow can also be
comprehended as a place, not just in the electronic system, but also in physical space,
as it is presented later in this chapter through mobile places and explained

empirically with the case of Santiago in Chapter 6.

Secondly, using connections as a way to determining the value of people seems
problematic, as connection and disconnections are not the only forms of
fragmentation and segregation that occur, since people in many cities in the world
are highly connected. Therefore, the issue is not so much the volume of connection
but the quality of this connection, which is approached here as accessibility, as
discussed in Chapter 7 and 8. This means mobility as flow undermines those issues
that are not so much about Aow much mobility but about its quality and particularly

the control people have over mobility practices.

Thirdly, as presented by Ed Soja (Soja 2000), the binary power play presented by
Castells between flows and places, where “power rules exclusively and triumphantly
in the space of flows and that the new cultural politics has little chance of making a
significant difference in cities, regions, nations-states and the works at large” (Soja

2000: 215), leave no space for non-flows or for the way in which people mobilise for
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their rights to move or not move. Likewise, under a mobility lens, the analysis of
suppressed journeys or those trips that are not made due to multiple reasons, is highly

relevant.

Mimi Sheller (2004) claims that network analysis is unable to depict processes of
uncertainty and dynamic social change provoked by the mobilisation of people,
objects and information and proposes that the complexity of mobile social
interactions in urban space can be better understood as “messy gels of sociality
occurring at different scales and scopes” (Sheller 2004: 47). By this, the author
implies that the increase in mobile communication may enable new ways of
organising the spatial scale and temporal rhythms of interaction, instead of “isolating
people into cocooned worlds of solitariness” (Ibid: 42). The analysis of the
interactions that take place during mobility are particularly relevant in this research
as these timespaces present themselves as opportunities for new spaces of
socialisation. Moreover, Sheller (2004) notes that the convergence and blurring of
timespaces of business, leisure, travel and inhabitancy for certain groups may be
producing new pressures to manage fragmented time budgets and dispersed social
contacts in more complex ways. These pressures are particularly relevant when the
implications of different household arrangements are looked at under a mobility lens.
Although it is evident that there has been an increase in hyper-mobility by some —
people are moving more frequently and over longer distances— there are still people
who live intensely local lives based on repeated movement between familiar stations
and intersections (Jarvis 2005). Consequently, a major aspect of what makes mobility
significant is the way it impacts people’s daily life and the way mobility contributes,

or further enhances fragmentation is particularly relevant.

In line with this, using Bourdieu’s notion of capital, Urry (2007), has developed the
concept of network capital, which he defines as “the capacity to engender and sustain
social relations with those people who are not necessarily proximate and which
generates emotional, financial and practical benefit (although this will often entail
various objects and technologies or the means of networking)” (Urry 2007: 197).
This concept is similar to Kaufman’s notion of motility, which refers to the ability to
move spontaneously and independently and is therefore a possibility and a capacity

(Kaufmann, Bergman et al. 2004; Flamm and Kaufmann 2006). Kaufmann refers to
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it as individual ownership, whereas Urry sees it as a “product of the relationality of
individuals with others and with the affordances of the ‘environment’ (Urry 2007:
198). Both of these concepts are similar to Amartya Sen’s capabilities approach in
the context of human development, whose aim is to enhance people's capabilities to
function, where a capability is a freedom to achieve valuable 'beings' and 'doings’
(together defined as 'functionings'®). Capabilities are the various combinations of
functionings a person can achieve. The emphasis is on capability as the objective
rather than functionings themselves because of the importance Sen attaches to
people's freedom to choose among functionings. Being educated or being well
nourished are examples of 'beings'; the corresponding capabilities would then be the
capability to be educated or well nourished (Sen 1993). Being mobile would
correspond to the capability of mobility or motility. Understanding the capability of
mobility is crucial in this research as it highlights mobility practices as possibilities

which can be enhanced or diminished.

Moreover, as mentioned in Chapter 1, mobility may be physical, but it may also be
virtual or imaginative. Travel becomes a possibility today to multiply living spaces
and free ourselves from places that subjugate us (Urry 2003a). Regardless of this,
being physically present is still imperative in daily life. The possibility of meeting,
the different forms and modes of travel, distances and intermittent co-presence are
central to much of social life today (Ibid). However, virtual or physical travel is not
always possible or convenient for everyone and the social implications of mobility
require careful analysis. This is because, as argued by Freudendal-Pedersen (2007), it
is not certain whether increased mobility, motility or network capital effectively
increase freedom, as increased mobility and motility might also overburden
individuals in contemporary living. In Chapter 8, the way mobility might be
restrictive or liberating or ease contemporary living is discussed further through the

notions of place confinement and enlargement.

19 Functionings “represent parts of the state of a person — in particular the various things that he or she
manages to do or be in leading a life” (Sen 1993: 31). Capability of a person “reflects the alternative
combinations of functioning the person can achieve and from which he or she can choose one
collection” (Ibid: 31)
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Perhaps it is the multiplicity of simultaneous travels that makes this ‘mobility turn’
have so many implications and makes us question the way space is experienced and
analysed. This turn is having considerable theoretical, methodological and practical
implications in social sciences, which are only now starting to be unveiled (Urry

2007) and urban studies currently only address a minor part of it.

Consequently, every time people change their presence, be it physical, imaginatively
or virtually, they are being mobile. However, mobility need not be reduced to
movement, and although movement is an important expression of mobility, it does
not equate with it. Mobility refers to the actual social practice of moving through
space-time, rather than the mere act of movement of something or somebody around,
which refers to transpbrt. Although transport is not the main focus of this research,
the interaction between actors and transport is, thus making the implications of
transport interventions relevant to study. As a result, in this research, transport is
pertinent in terms of how it affects the mobility practices of urban population. The

next section clarifies this difference.

2.3 From Transport to Mobility Studies

Mobility in cities has been largely unstudied in the areas of urban geography, urban
sociology or urban studies in general (Hall 2003). Only recently has the necessity to
look at the impact of mobility (Urry 2003b), and particularly urban daily mobility —
that is, the experience of moving about the city on an everyday basis— emerged. Urry
(Ibid) explains that travel has not been sufficiently researched except for the work of
transport engineers, geographers and economists, who tend to examine simple
categories of travel, such as commuting for leisure or business. Historically, at least
since the invention of the railway and automobile, urban development, and urban
form specifically, have been mainly informed by the aim to increase and facilitate
circulation through the creation of roads, avenues and highways (Vega 2005),

meaning that ease of movement has been at the centre of city making.

However, these disciplines, adopting deductive approaches, explicitly or implicitly
derive hypotheses from behavioural models, assuming some form of rational

decision-making, which are then tested against empirical data to ultimately arrive at
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generalisation (Schwamen 2007). Rational Action Theory (RAT) argues that, at least
for methodological purposes, “social analysis must decompose the social world into
actions of its individual members [...] and should regard the actions of those
members as rational [...] [aiming] to maximise the rewards of their action and
minimise personal costs [...], this is said to render actions predictable and amendable
to causal analysis from the outsider perspective of a scientific observer” (Crossley
2005: 238)

This supposition of rational human beings implies rational transport decisions, which
translate to efficiency and effectiveness in circulation and connectivity as the main
aim of transport solutions, seeking to optimise transport choices according to
economic interest. With these assumptions in mind, transport can be associated with
various disciplines including, engineering, economics, geography, planning, business
and regional sciences (Johnston 1981; Small 2001). Through quantitative
methodologies, transport experts elaborate data intensive models to determine the
most efficient ways to undertake daily trips at different times of the day and attempt

to put order or discipline in daily movement.

Although modelling in transport has become increasingly sophisticated and useful to
understand aggregate travel patterns and predict future travel behaviour, its
understanding of urban living is incomplete and often misses what urban living is
about as will be seen in the case of Transantiago in Chapter 4. The disciplines that
work with transport and mobility issues require broadening their scope of analysis
and the questions posed. Assuming rational decision making is helpful to develop
models, however, in interventions dealing with mobility issues, other decisions that
are not always rational need to be incorporated in order to capture the reality people
live on a daily basis. This reality appears to be shifting in ways that are only now

beginning to be understood.

While transport research neglects the social processes involved in travel and the way
these affect people’s lives, much research in social science has been a-mobile,
ignoring or trivialising the movement of people for work and family, leisure and
pleasure, thus often failing to examine how social life presupposes both the actual

and the imagined movement of peoples from place to place, person to person, event
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to event (Urry 2003a). Research has shown that mobility practices are hybrid
(Cresswell 2006a), meaning that most of the time they have more than one objective
and also change with experience. Many of the practices include greatly varying
periods of rest, stases, which may or may not be exploited, sought or imposed.
Therefore, it becomes necessary to understand the situations of mobility and the
experiences of those involved, and not just the finality of mobility in different

contexts.

A comprehensive approach to the practices of mobility requires grasping
contemporary movement but also an analysis of the origin of these mobility practices
(Lussault 2003). This approach would also require understanding the ‘in-betweens’,
including processes that take place between scales, or diverse groups, or in between
mobile and static experiences, in order to comprehend how these provide meaning
and affect social relations. Connectivity and efficiency in connection (virtual,
physical or mental) are very important; however, so are the implications of such
connections, the experience of journeys, the relations these have to broader social
processes. These are also complex, have rich stories to tell and require further
research. The next sections provide one way of looking at these experiences and their
relations through social practice theory and everyday life and then explain how these
can be used in analysing place and urban inequality in mobility. The following
section explains the use of social practice theory in mobility. It first explains what is
understood by social practice and then it details the way one of its theorists, Pierre

Bourdieu, has used it.

2.4 Social Practices Theory in Everyday Life and Mobility

Social practice theory can be used to understand how specific spatialised practices
influence contemporary daily living. Although there are discrepancies about whether
an actual ‘practice theory’ exists, the work developed by various authors —mainly
Pierre Bourdieu and Anthony Giddens, but also Harold Garfinkel, Judith Butler or
Bruno Latour— can be understood as members of the “praxeological family of
theories” (Reckwitz 2002: 244) or its key exponents (Warde 2005). Despite
theoretical differences among these authors, a ‘practice approach’ can be

“demarcated as all analyses that (1) develop an account of practices, either the field
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of practice or some subdomain thereof, or (2) treat the field of practices as the place
to study the nature and transformation of their subject matter” (Schatzki 2001: 2).
What these theorists have in common is their interest in the ‘everyday’ and the ‘life
world’, and all authors present an influence by the cultural turn in social theory
(Reckwitz 2002). Although there is little theoretically systematic analysis of such
theory, Theodore Schatzki (1996; 2001), Andreas Reckwitz (2002) and Alan Warde
(2004; 2005) have made attempts at putting together the different elements. In this
context, practices are conceived as “embodied, materially mediated arrays of human
activity centrally organised around shared practical understanding” (Schatzki 2001:
2). This conception contrasts with accounts that privilege individuals, (inter)actions,
language, signifying systems, the life world, institutions/roles, structures, or systems
in defining the social” (Ibid: 3).

Reckwitz (2002) summarises that practice theory confronts two theoretical
alternatives of understanding reality: that of homo economicus (which ranges from
utilitarianism to RAT) and homo sociologicus (norm-oriented theory of action). The
problem with both approaches to reality is that they dismiss the implicit, tacit or
unconscious layer of knowledge, which enables a symbolic organisation of reality
(Reckwitz 2002). Reckwitz sees social practice theories as part of ‘cultural
theories''” which are “founded upon a different form of explaining and
understanding action, namely by having recourse to symbolic structures of meaning”
(Ibid: 244), and apart from social practices theories, cultural theories include:
culturalist mentalism, textualism and intersubjectivism. For cultural theories, “social
order does not appear as a product of compliance of mutual normative expectations
but are embedded in collective cognitive and symbolic structures, as ‘shared
knowledge’ which enables a social shared way of ascribing meaning to the world”
(Ibid: 246).

For Reckwitz (Ibid), social practice theory, different from other forms of cultural
theories, localises the social in practices —that is, the smallest unit of social analysis

is the practice (unlike mental qualities in cultural mentalism, or discourse in

11 Cultural theories are rooted in structuralism and semiotics, phenomenology and hermeneutics and in
Wittgensteinian language game philosophy (Reckwitz 2002).



42

textualism or interaction, like language, in intersubjectivism). In this context, a
practice is a “routinised type of behaviour which consists of several elements,
interconnected to one other: forms of bodily activities, forms of mental activities,
‘things’ and their use, a background knowledge in the form of understanding, know-

how, states of emotion and motivational knowledge” (Ibid: 249).

An infinite number of practices can be identified, performed, for instance, in ways of
building, writing, making things (pottery, cakes), shopping, dancing or moving. Each
practice is carried out in diverse forms of actions and elements, which are often
unique. “The single individual — as a bodily and mental agent — acts as a carrier of a
practice and of many different practices which may not be related to one another.
Therefore, the person not only carries patterns of bodily behaviour, but also a certain
routinised way of understanding, knowing and desiring” (Ibid: 250). Furthermore
practices consist of “both doings and sayings, suggesting that the analysis must be
concerned with both practical activity and its representation” (Warde 2005: 134). A
practice is also a performance, which means “performing doings and sayings which
actualises and sustain practices in the sense of nexuses” (Ibid: 134). Furthermore,
practices are developed over time by groups of practitioners who engage in that
practice (Warde 2004: 18) like constructs. Practices can be nurtured and protected,
taught and trained “becoming collective properties based on shared understanding,
know-how and standards” (Ibid: 18).

The work of Pierre Bourdieu around the concepts of social practices and habitus, is
particularly relevant in the analysis of urban daily mobility practices. Bourdieu
defines a °‘social praxeology’ which weaves together a structuralist and a
constructivist approach (Bourdieu 2004). In this context, Bourdieu sees himself as a

structuralist constructivist or a constructivist structuralist:

By structuralism or structuralist I mean that there exist, that
within the social world itself and not only within the
symbolic systems, objective structures independent of the
consciousness and will of agents, which are capable of
guiding and constraining the practices or their
representations. By constructivism, I mean that there is a
twofold social genesis, on one hand of the schemes of
perception, thought, and action which are constitutive of what
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I call habitus, and on the other hand of social structures and
particularly of fields and of groups, notably those we
ordinarily call social classes (Bourdieu 1989: 14).

For Bourdieu, social practices are located in a specific space and time and are the
product of a dialectical relationship between a situation and a habitus. A habitus,
integrating all past experiences, is a system of durable and transposable dispositions
and includes manners of being, seeing, acting and thinking, or a system of long .
lasting (rather than permanent) structures of perception, conception and action
(Bourdieu 2002). Long lasting and durable dispositions tend to perpetuate and
reproduce themselves, but they are not permanent or eternal and are thus modifiable
in time within thé limits of the structures whereby they are located. Although any
dimension of habitus is very difficult to change, a reflexive habitus may do so by
historical action, oriented by intention or conscious and pedagogic efforts (Bourdieu
2002). Therefore, habitus has a generative characteristic to it, meaning that it
simultaneously generates structures and is generated by structures existing in the

social space, therefore implying the possibility of modifying the structure.

Although all practices are carried out somewhere, this somewhere is particularly
relevant for those practices where their emplacement plays a crucial role in their
performance, as is the case of spatial practices. For Lefebvre, “spatial practices
embrace production and reproduction and the particular locations and spatial sets
characteristic of each social formation” (Lefebvre 1991b: 33). The specific spatial
practice observed here is that of urban daily mobility — the practice of moving (or
not) about the different parts and scales of cities on a daily basis, depending on the
various daily activities people are involved in. Although mobility is usually observed
as a means to get somewhere, it is nonetheless a practice in itself, and it consists of
several elements that affect the experience: modes of transport, motivations, people,

objects, meanings, responsibilities, places and activities.

Hence, as suggested by Casey (2001), Bourdieu's concept of habitus can be seen as
the middle term between self and place and in particular between lived place and the
geogréphical self. In this context, the experience of place making is significant
because "a given habitus is always enacted in a particular place and incorporates the

regularities inherent in previous such places” (Casey 2001: 40 in Easthope 2004:
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133). Although Bourdieu’s work is not always specifically dedicated to place,
increasingly urban scholars including geographers, sociologists, urban planners,

anthropologists, have used his concepts'? in sociospatial analysis.

For Bourdieu, “physical space is defined by the mutual exteriority of its parts, so
social space is defined by the mutual exclusion (or distinction) of the positions which
constitute it, that is, as a juxtapositional structure of social positions” (Bourdieu
1999: 124; Bourdieu 2000: 134), themselves defined, as positions in the structure of
distribution of the various kinds of capitals. In other words, social space is a “two
dimensional conceptual arrangement of people, objects, tastes, and dispositions”
(Cresswell 2002b: 380). Sometimes social space is translated to physical space as the
divisions and distinctions of social space can be expressed in physical space and
appropriated as reified social space (Bourdieu 2000). However, this may not always
be expressed directly so, and “the translation is always more or less blurred: the
power over space that comes from possessing various kinds of capitals takes the form
in appropriated physical space of a certain relation between the spatial structure of
the distribution of agents and the spatial structure of the distribution of goods and
services, private or public (Bourdieu 1999: 124). Therefore, social space, the
differences between agents, and geographic space, the built environment in which
certain practices and relations take place, coexist but are not identical (Burkitt 2004).
However, these spaces are often related, and in the case of mobility practices, their

relation is not often easily visible.

Spatial positions can be temporary (a seating arrangement, a route) or permanent (an
address, a highway), and part of the inertia of social structures results from their
physicality, their modification is difficult unless forced by means of transplantation
“a moving of things and uprooting or deporting of people” (Bourdieu 1999: 124).
Because they are so difficult to change, urban interventions that disregard existing

positions manifested in physical space, may perpetuate or enhance them.

Social practices are carried out or performed through the habitus and their

performance depends on the habitus. When, through a particular practice,

12 See for example Hillier and Rooksby (2002); Bridge (2004) and Cresswell (2002)
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dispositions encounter conditions different from those in which they were
constructed and assembled, there is a dialectic confrontation between habitus, as
structured structure, and objective structures; this can be seen as a feeling of being
‘out of place’ or dislocated. In this confrontation, the habitus operates as a structuring
structure able to selectively perceive and transform the objective structure according
to its own structure while, at the same time, being re-structured, transformed in its
make up by the pressure of the objective structure. This means that in rapidly
changing situations, habitus changes constantly, continuously, but within the limits
inherent in its original structure, that is within certain bound of continuity (Bourdieu
and Wacquant 1992). Under the mobility lens and in the context of current rapid and
unpredictable changes occurring in cities today, the changing habitus becomes
relevant. First because the way it will react to new situations in unknown, or whether
it is equipped to do so, or whether those with the fewest dispositions to adapt will
increasingly be left marginalised, or will develop ingenious strategies to ‘play the
game’. The habitus could refrain and remain in the spaces where it feels comfortable
and this is particularly relevant if taken to spatial practices like those of urban daily
mobility, where urban transport systems are more comfortable to some habitus than

others, thus fragmenting the selection of spaces accessed in mobility.

The habitus disposes actors to do certain things; providing a basis for the generation
of practices. Practices are produced in and by the encounter between the habitus and
its dispositions, and by the constraints, demands and opportunities of the social field
to which the habitus is appropriate or within which the actor moves. This is achieved
by a less than conscious process of adjustment of the habitus and practices of
individuals to the objective and external constraints of the social world through the
body. In spatial terms, the body becomes important as explained by Michel de
Certeau: “space is never ontologically given, it is discursively mapped and
corporeally practical” (in Clifford 1997: 54). This means that in its position in space,
the body performs the act of place making, making bodily movement “one of the key
ways in which power is constituted” (Cresswell 2002b: 380) since it emerges from

the actions and reactions of people as they act in the world.

As mentioned by Bourdieu, “the imperceptible incorporation of structures of the

social order undoubtedly happens in large part through a prolonged and indefinitely
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repeated experience of the spatial distance that affirms social distance. More
concretely, this incorporation takes place through the displacements and body
movements organised by these social structures turned into spatial structures and
thereby naturalized” (Bourdieu 1999: 126). The body then is the locus of the social
world embodied; integral to what is embodied is power, thus habitus represents the
internalisation of the social order, which in turn, reproduces the social order. Power
then is reproduced through practices of people who act in accordance to internalised
(embodied) schemes of perception (Cresswell 2002b: 380).

This means that the practices of urban daily mobility are embedded, embodied and
emplaced. That is, they are embedded in social structures that frame these practices.
At the same time, they are emplaced in physical space and although the
correspondence between social and physical practices is not always direct or visible,
they impact on each other. These practices are also embodied and enacted through
the habitus and the way the body performs the practice helps to understand the
relations between social and physical space. The habitus is embodied, perceives and
is perceived,; it is emplaced and embedded in social relations through social practices.
Within urban analysis, mobility practices can be seen as ideal to observe the relation
between social and spatial practices in contemporary cities. In their emplacement and
embodiment, they can evidence how urban living and urban relations occur today

and whether this produces social inequalities.

It is suggested here that mobility on an everyday basis can best be captured through
understanding social practices. The theoretical reasons for selecting social practice
theory for this research relate to the fact that social practices deal not with individual
decision making, as with rational action theory, nor on the basis of functioning
systems, where the operation of society or its institutions accounts for the behaviour
of its members. Instead, analysis begins from shared understandings, know-how and
standards of the practice, the internal differentiation of roles and positions within it
and with the consequences for people of being positioned relative to others when
participating (Reckwitz, 2002). This has methodological implications as will be seen
in the next chapter, thus, for this research, the practices of urban daily mobility is the
unit of analysis where the differentiated experiences of mobility practices are

compared.
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2.5 The Spatialisation of the Everyday in Contemporary Urban Living

Although migrations, tourism, residential mobility have specific and extremely
relevant spatial implications, it is in the daily routines that urban living is most
palpable. Disentangling the way urban actors perform this practice on a daily basis
becomes particularly relevant. The study of social interactions in everyday life can
help to visualise urban dwellers’ lives, including the way power relations are
expressed in urban space, or the experiences, meanings and practices of everyday
urban living. To talk about everyday life is to talk about the basic sociability of
individuals, families or groups of people, expressed in their immediate conducts and
activities undertaken on a daily basis and immersed in the social structures
constituted in the long term (Salazar 1999). The quotidian refers to what people live
on a daily basis and is connected to the places where women and men live, work,
consume, relax, relate to others, forge identities, cope with or challenge routine, habit
and establish codes of conduct. This research suggests that it is within the daily
experiences, on the bus, walking, moving, staying put, meeting people, sharing
moments, that an essential part of being urban in contemporary societies can be

detected.

It is clear that most people carry out their daily activities within and outside their
neighbourhood, and for many, a large part of their everyday life occurs elsewhere: in
their jobs, but also in the multiple activities they carry out daily, making the
everyday a level at which people not only endure but also act. As a concept, the
everyday life emphasises the interactions between individual practices and social
structures, between different kinds of actions and different levels of consciousness.
Everyday practices in urban space can serve to mediate between individuals and
groups on one hand and broader structures and institutions of society on another
(Vaiou and Lykogianni 2006). A theoretical approach to the everyday can help to
examine the invisible and problematic aspects of routine life that are ignored by
mainstream policy makers. The discussion will now turn to the construction of two

key aspects of everyday life: invisibility and conflict and power relations.
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2.5.1 Unveiling the Invisibility the Everyday Urban Experience

The ‘everyday’ can be understood as those events which are otherwise imperceptible,
irrevocably lost and which are perhaps the most truly personal (Dewsbury 2003).
These hidden aspects refer to those ‘secret’ parts of people’s lives that are often
ignored or misjudged by urban research and practice (Jarvis, Pratt et al. 2001), as
urban studies often see everyday life as unproblematic or simply invisible in their
analysis. Uncovering those aspects, which can remain hidden by abstract quantitative
analysis or by qualitative perspectives that enquire on broader understandings of

reality, is what an everyday approach is based on.

The everyday may be seen as ambivalent: on one hand, it points to the most repeated
actions that make up the day to day, the mundane, but on the other, it gives value and
quality to everydayness, both of which are part of contemporary living. As
questioned by Ben Highmore, “if the everyday is that which is most familiar and
most recognisable, what happens when the world around changes and becomes
unfamiliar?” (Highmore 2002b: 2). This enquiry suggests to making visible
unfamiliar aspects that are currently invisible or unquestioned due to their
familiarity. In contemporary urban living the everyday becomes the setting for a
dynamic process: making the unfamiliar familiar; getting accustomed to the
disruption of custom; struggling to incorporate the new, and adjusting to different
ways of living (Highmore 2002b). For Highmore (2002a), the non-everyday —the
exceptional— is there to be found in the heart of the everyday. Similarly for Gardiner
(2000), the ordinary can become extraordinary not by eclipsing the everyday, but by
fully appropriating and activating the possibilities that lie hidden within it.

The development of an intellectual interest in the everyday emerged out of the
dissatisfaction by many social scientists with the approach contained in classical and
contemporary macro theory. Positivism and critical sociology were seen as “overly
deterministic in their portrayal of individuals in society” (Adler, Adler et al. 1987:
218). For the past century, writers, anthropologists, sociologists, philosophers,
geographers have attempted to grasp the constitution of daily life. One of the major
writers on everyday life is French philosopher/sociologist Henri Lefebvre, for whom

the production of daily reality does not occur somewhere beyond our reach and is
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then imposed on us, but rather, the reality of everyday life, the sum total of all our
relations is built on the ground, in daily activities and transactions (Burkitt 2004). For
Lefebvre, the problem with the everyday is that its contours might be so vague as to

encompass almost everything, as he points out:

Everyday life, in a sense residual, defined by ‘what is left over’
after all distinct, superior, specialised, structured activities have
been singled out by analysis, must be defined as a totality. [...]
Everyday life is profoundly related to - all activities, and
encompasses them with all their differences and their conflicts; it is
their meeting place, their bond, their common ground. And it is in
everyday life that the sum total of relations which make the human
— and every human being — a whole takes its shape and its form. In
it are expressed and fulfilled those relations which bring into play
the totality of the real, albeit in a certain manner which is always
partial and incomplete: friendship, comradeship, love, the need to
communicate, play, etc. (Lefebvre 1991a: 97).

Lefebvre’s critique of everyday life (Lefebvre 1991a) relates to the way current
capitalist processes annihilate its possibility, alienates human beings, draining the
essence of human beings and impeding humaneness, but it is there where human
beings can be total or complete. For Lefebvre, as the habitualised and recurrent
nature of daily life, the everyday is hard to conceptualise or describe in theoretical
terms, mainly because it is profoundly lived and experienced as ceaseless recurrence
(Ibid). He explains that the quotidian has to be analysed in the location where it takes
place, meaning that, although the everyday is resistant to a categorisation, it still
requires narrowing down. Lefebvre did this by concentrating on the urban. A
complementary way to pin it down can be to concentrate on specific practices, such
as daily mobility, which, though linked to everything else that people do, evidences

the specificities and difficulties of quotidian movement.

In a reflexive manner, everyday life is constantly changing the lives of urban
dwellers in the same way that they change everyday life. The experience of daily
living —the quotidian, the daily routines which may appear as insignificant— are in
fact at the core of what we do, who we are, how we express ourselves. Thus, as space
around us changes, so does our everyday experience of it. Some changes occur
slowly and we seldom notice them until we make them part of our daily practices:

they become an accumulation of small changes that, when we suddenly become
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aware of it and attempt to look back or return, the change becomes insurmountable.
Others are quick and have instant impact and force us to adapt our daily living
accordingly or resist them. This everyday living will never be grasped fully, since as
soon as it is apprehendéd, it will be modified. As mentioned by Vaiou and
Lykigianni (2006) it is in the everyday that changes are recognised and perceived and
the potential for change can be found, thus the need to recognise the importance of

grasping its changing logic.

Lefebvre argues that to “reach reality we must tear away the veil, that veil which is
forever being born and reborn of everyday life, and which masks everyday life along
with its deepest or loftiest implication” (Lefebvre 1991a: 57). He insists on the need
to see the activities that might seem insignificant, for instance. It is in the
multifaceted, multitasking moments when everyday life becomes the most vivid or
tangible, when most people find themselves living more than one life (Ross 1992 in
Highmore 2002b). Meaning that it is precisely when a person is trying to be, for
instance, simultaneously a mother, a wife and a worker, that the experience of
everyday life provides an important view to the complications or ease people

experience throughout their days.

Therefore, the routines that may appear as unchanging and mundane often hide rich
ways of apprehending current urban living. These apparent dull routines present the
challenge to fashion new forms or tools for apprehending routine urban experiences.
This research works towards overcoming the conception of everyday life practices as
separate sectors and dichotomies and seeing individuals’ experiences within the
number of spheres and across spatial scales. Hence, adapting tools to capture these
experiences becomes a challenge, as this is done under the full knowledge that the
everyday is “always going to exceed the ability to register it” (Highmore 2002b: 3).
The everyday is then both a perspective and a question of methodology of how to
study urban living.

2.5.2 Everyday life as a critical concept

The second issue of everyday life relevant for this research refers to comprehending

the everyday as a place where conflict can be found, since everyday life can both
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hide and make vivid images of social differences (Highmore 2002b) in positive or
conflictive ways. This requires questioning the transparency of everyday life and
exposing it as a problematic and contested terrain, where readymade meanings are
not easily traced and social power relations take place in terms of struggles,

negotiations, transformations, resistances and differentiated experiences.

Difference is crucial in everyday urban analysis: seeing how one’s experience could
be so different from another, regardless of being carried out under seemingly similar
contexts. When seen from a single perspective, urban analysis often hides unknown
aspects of everyday life which could be recognised as being an essential part of the

way cities are produced, reproduced and especially lived.

For instance, the experience of everyday life has often been interpreted in gendered
ways, where the feminine has been linked to the daily rituals of private life carried
out within the domestic sphere traditionally presided over by women; and in the
masculine, the everyday exists in the public spaces and spheres and is dominated
especially, but not exclusively in modern western societies, by men (Ibid). This
gendered division is not very useful, as both men and women use both private and
public spaces, including public transport in differentiated manners (Massey 1994;
McDowell 1999). A richer analysis would involve looking at how men and women
experience the everyday life differently in such areas, and how gender relations, as
well as other social relations, affect everyday experience and generate differentiated
experiences. Although everyday life is marked by difference, diversity in the
experience of everyday life (most obviously noted by class, gender, age, race,
sexuality, etc.) can be seen as positive for city making; however, this experience can
also be negative and be the cause of separation, division and conflict. As presented in
the analysis of uneven access in Chapters 7 and 8, urban analysis need not stop at the
recognition of difference; it also needs to explain it and analyse its consequences and

implications.

In line with this, de Certeau (1986) criticises the forms of power exerted by rational
reasoning, including urban and transport planning, which seek to construct a totally
controlled space, a site where everything can be rationally calculated and ordered. In

practice, the exercise of technocratic reason excludes everyday practices and
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discourses that fail to conform to this model of abstract rationality, “thereby
expunging difference and otherness” (Gardiner 2000: 167). The technocratic
procedures and techniques which characterise institutionalised power'’, are called
strategies by de Certeau. Whereas unofficial marginal everyday practices, which
represent “clandestine forms taken by the dispersed, tactical and makeshift creativity
of groups or individuals already caught in the nets of discipline” (de Certeau 1986:
xiv) are called factics. Tactics are dispersed, hidden and ephemeral, an improvised
response to the concrete demands of the situation at hand (de Certeau 1986). They
are also “temporal in nature, and reliant on the art of collective memory, on the
tradition of popular resistance and subversion passed on from generation to
generation” (Gardiner 2000: 172). It is in the everyday activitie’s that these conceived

strategies are tested, resisted, and modified through tactics.

By studying tactics, de Certeau seeks to understand the silent and unacknowledged
forms of resistance within the established order and accepted disciplines (de Certeau
1986). As discussed previously, this can be done by analysing social practices like

the practices of urban daily mobility.

In the context of daily mobility practices, tactics are similar to what Bourdieu calls
strategies, or a practical sense of a particular social game. Embodied strategies
endow agents to play the game, however, mastering strategies require improvisation
and innovation which go beyond the rules of the game, where the responses are
closely related to the habitus. These become relevant, as, while on the move, the
tactics or strategies people perform generate the possibility of breaking away from
fixed or rigid spaces towards generating spaces of negotiation and transformation.
However, understanding how this encounter, negotiation or transformation takes
place is part of what unveiling everyday practices is about; this research proposes

doing this from a daily mobility practices perspective.

From the previous discussion, understanding the daily activities in timespace is

useful for three reasons. Firstly, the way people experience the city is not often

13 “the calculus of force is a relationship which becomes possible when a subject of will and power
can be isolated from an ‘environment’ [...] political, economic, and scientific rationality has been
constructed on this strategic model” (de Certeau 1986: xix)
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incorporated in urban interventions as current urban and transport planning practices
are mainly informed by abstract information on the city, and provide little
recognition to how the everyday feeds back into policy, as is observed in the case of
Transantiago in Chapter 4. Secondly, the everyday could be seen as the closest way
to unveil contemporary living and the differentiated, multifaceted and hybrid
experiences of mobility, how lives are affected by events, instead of abstract
numbers and theories that are often detached from what people do. Finally, there are
methodological implications involving the use of mobile qualitative methods, which
are discussed in Chapter 3. The next sections present two ways in which mobility can
be useful to question concepts which are often involved in urban analysis: place and
urban inequality. The following section examines how through the processes of place
making, this research proposes to observe and uncover the way strategies and tactics
used in urban daily mobility practices can generate the possibility of encounter,

negotiation and transformation of social relations.

2.6 Mobile place making

Current globalisation processes, including technological, communicational and
financial advances, as well as current planning, city marketing and branding trends,
global cities and international architecture tend to generate urban spaces that appear
as clones: shopping malls, airports, motorways, hotels, office complexes,
rehabilitated neighbourhoods, conference centres or gated communities are less and
less distinguishable and often ‘placeless’ sites in Relph’s (1976) terms. In this
context, some believe that as spaces lose their distinctiveness, place loses its reality
and significance; others insist that place persists as a constituent element of social
- life and historical change (Gieryn 2000; Cresswell 2002; Sheller and Urry 2006).

Cresswell (2002a; 2004; 2006a; 2006b) provides a clear and insightful summary of
the discussion that has been held over the past decades around the ‘concept of place
from a sedentarist (rootedness) to a nomadic framing. Both of these are contrasted
with a practice-based approach to place. Following Cresswell’s synthesis and the
current discussion of place, in this research place is understood simultaneously as
location, locale and sense of place: where location implies a where, which could

have fixed objective coordinates, but, as is seen later, these need not necessarily be
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fixed; locale refers to the material setting for social relations; and sense of place
involves the subjective and emotional attachment people have to place (Agnew in
Cresswell, 2004). In other words, place refers to the appropriation and meaning

people give to specific spaces'*.

Gieryn (2000) suggests that the three defining features of place (location, material
form and meaningfulness) should remain bundled. Their importance cannot be
ranked in greater or lesser significance for social life, nor can one be reduced to an
expression of another. Place has a plenitude, a completeness and the phenomenon is
analytically and substantively destroyed if the three become unravelled or one of

them forgotten.

Place and space are not interchangeable as they are understood to be different orders
of being (Casey 2001; Easthope 2004). Gieryn (2000) notes that “place is not just a
setting, backdrop, stage, or context for something else that becomes the focus of
sociological attention, nor is it a proxy for demographic, structural, economic, or
behaviour variables” (264) as it becomes an agent in itself with effects on social life.
Thus, in the midst of the excitement about ‘loss of place’ and the ‘end of geography’,
Thrift (2001) explains that cities are richer place making experiences today and our
experience of place has not become thinner but thickened, with an increased
appreciation of places. They are also enhanced by people’s increasing engagement in
quantitative but also qualitative experiences of spaces. According to Savage, Bagnall
et al (2005) place making is still relevant today, particularly through elective

belonging'®, as opposed to historical attachment.

Place fixity or the notions of place as bound, settled and coherent communities have

been questioned due to the increasing pace of globalisation and time space

' This relates closely to Lefebvre’s notion of lived space (and Soja’s thirdspace), which refers
simultaneously to real and imagined, actual and virtual, in contrast to perceived space or
representations of space (Soja’s firstspace), which refers to the material elements in space; and
conceived space (Soja’s secondspace), which refers to thought about or imagined space (Lefebvre
1991b) or space conceived by those professionals who intervene space, including urban planners,
architects and transport professionals, amongst others. The importance of Soja’s thirdspace is that it is
lived space in practice (Soja 1996; Soja 2000) or space produced by people, practices, objects and
representations.

13 Elective belonging refers to selecting the place you belong to, and a person’s habitus is extremely
important in that selection.
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compression. Massey (1995) has argued that if social organisation of space is
changing and disrupting the existing ideas about place, then the concept of place
should be rethought altogethér. In light of this, she proposes places to be seen as “the
location of particular sets of intersecting social relations [and] intersecting activity
spaces” (Massey 1995: 61) or as particular open nodal points within a complex web
of social interactions which stretch around the world (in Easthope 2004). The
importance of these intersecting nodes is not the node in itself but what happens in
that node, the relations around it and the webs that stretch beyond them. This way of
thinking about place leads to the possibility of places being mobile, dynamic,
transitive; as moving around and not necessarily staying in one location (Urry.
2004a).

Under this understanding, the process of place making is not fixed, permanent or
eternal; nor it is sudden and ephemeral. The multiplicity of changes in space and time
in speed, forms and encounters, creates what Massey (2007) refers to as places as
events, a constellation of processes, multiple and not necessarily coherent. The event
of place requires negotiation and it poses a challenge as to how our encounters with
others (or things) “will take place, how we are going to get in this conjuntiality”
(Massey 2007: 140). Places as events cannot be predetermined or anticipated, these

occur as they happen and are relations occurring in time and space.

Places as events can be constructed during mobility experiences, and the results can
vary, as can their implications. Therefore, under a mobility lens, this research
proposes that places can be mobile or transient as discussed in detail in Chapter 6.
Where mobile places are proposed as those places that people signify while
travelling on them: cars, buses, metros, trains, or bicycles. Transient places, the
second form of place generated through mobility, involve those fixed spaces, which
people signify while moving through them — markets, bus stops, petrol stations -,
they are not places of permanence but places of transit and transition elsewhere, and
regardless of the amount of time spent through them, they are nonetheless

appropriated and signified.

Mobile place making becomes relevant in understanding the changing nature of

contemporary urban daily living and in thinking of the relations with places, rather
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than only spaces, becomes significant. This also means that when looking at urban
practices, the way they are experienced is important, but just as crucial is the relation
they generate to the places encountered in the practices. This requires expanding the
analysis of place to those areas beyond the home, including the way in which the
daily experience of mobility impacts urban living and place making processes. As
large parts of our days are spent going from one place to the next, the practice of
being mobile (or immobile) becomes essential in the consideration of how places can

be constructed in mobility.

Moreover, place making always involves an appropriation and transformation of
space and nature that is inseparable from the reproduction and transformation of
society in time and space. This is a progressive sense of place, where place is open
and permeable and always in construction. Massey (1995) has argued that 'places' are
a social construct and are actively being made and our ideas of place are product of
the society we live in. Places are doubly constructed: most are built or in some way
physically carved out, but they are also interpreted, narrated, perceived, felt,
understood and imagined (Gieryn 2000). The physical environment is an essential
part of place, but it is always an interpreted element (Massey 1995). The construction
of the sense of place is increasingly differentiated and has a clear gendered
dimension which also intersects with other social dimensions like class, ethnicity,

age, sexuality, amongst other.

A gendered analysis of socio-spatial relations need not necessarily concentrate on
women, but it will inevitably look at the “relations between men and women and the
way they are intersected with other social relations, its aim is to make visible and
challenge the relationships between gender divisions and spatial divisions, to uncover
their mutual constitution and problematise their apparent naturalness” (Ibid: 12).
Although the distinction between sex and gender is quite useful to explain how the
social is often determinant of women’s unequal position, Longhurst (2001) suggests
that examining the sexed body in space is also relevant as embodied experiences of

place are unique.

As lived and embodied, bodies have an impact on the way places are experienced.

Embodiment refers to the “process whereby the individual body is connected into
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larger networks of meaning at a variety of scales” (Cresswell 1999: 196).
Consequently, the embodiment of mobility makes our bodies experience places in
different manners. The senses used in the process of place making as well as the way
social characteristics are reflected on the body, like the colour of skin, disability,

being young, old, pregnant or blind, affect mobility practices.

For this research, gender analysis implies making an explicit distinction of how
mobility practices are experienced differently by men and women and how they are
often produced by uneven gender relations. It also involves disaggregating gender
differences according to income, age and life cycle. Space and place are not neutral,
and there are gender implications, as well as other uneven processes taking place in
living space, in its appropriation and in the sense of belonging to it. Recognising the
conflicts taking place, in socio-spatial relations requires a more profound analysis of

the implications of difference and inequality in the context of mobility practices.

2.7 The consequences of differentiated mobility

Central to the analysis of urban daily mobility practices are the significant
implications these have on urban inequality today. In The Weight of the World,
through a series of interviews, Bourdieu et al (1999) explore the social suffering in
contemporary society “marked by neo-liberalism, the dissolution of class identity and
the retreat of the State” (Castro and Lindbladh 2004: 261). According to Bourdieu et
al (1999), those with economic, cultural and social capital have power over space and
tend to self-segregate, while those with scarce resources are confined to places they
do not choose. People struggle to appropriate space and their success depends on the

capitals'® possessed.

Capital makes it possible to keep undesirable persons and things
at a distance at the same time that it brings closer desirable
persons and things, thereby minimizing the necessary expense in
appropriating them. Proximity in physical space allows for
proximity in social space to deliver all its effects by facilitating
or fostering the accumulation of social capital and, more
precisely, by allowing uninterrupted benefits from the meetings

'$ For Bourdieu capitals may be social, economic, cultural or symbolic.
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at once fortuitous and foreseeable that come from frequenting
well-frequented sites. [...]. Conversely, those who are deprived
of capital are either physically or symbolically held at a distance
from goods that are the rarest socially, they are forced to stick
with the most undesirable and the least rare persons and goods.
The lack of capital intensifies the experience of finitude: it chains
one to a place (Bourdieu 1999: 127).

In these places, people find nothing in common but the lack of economic, social and
cultural capital. Under the mobility lens, this appears as a double exclusion: on one
side, spatial fixation with agglomerated vulnerability, and on the other, limited urban
access possibilities, creating segregated as well as parallel cities, where people may
overlap but never meet. Thus, the daily constructed mobile places could have
different consequences depending on who generates them. This research proposes
that some mobility practices may create mobile place confinement while others can
generate mobile place enlargement. These concepts are introduced as relevant to
incorporate in a study of urban daily mobility, particularly if place is recognised as
mobile, uprooted and dynamic. Mobile place confinement can be understood as the
restriction or limitation of individuals to place making in a city due to physical,
social, economic, cultural or other boundaries that impede his/her capacity to move
or motility. Whereas, mobile place enlargement, refers to the freedom people have

due to the various capitals they dispose of to access and signify urban spaces.

From a daily mobility point of view, there is a need to clarify whether despite the
high levels of mobility in urban areas, the point of departure (possession of physical,
social, economic, symbolic, cultural capitals) contributes to the perpetuation of the
existing inequality, thus confining places along the daily journeys or, whether
regardless of social conditions, places are expanded in the experience of being
mobile in the city. This could help to verify whether urban daily mobility contributes
to place confinement/enlargement, and thus improving or worsening the experience
of urban daily mobility can make a difference in urban inequality. A large part of the
possibility of changing these experiences relates to overcoming accessibility barriers
present in society that not only prevent place enlargement or confinement, but

enhance urban inequalities.
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Sheller and Urry (2003) note that most theorists agree in seeing inclusion/exclusion
as spatially and materially fixed, but that neither analysis recognises how cars and
information technology undo all divisions between public and private life. These
analyses also fail to reveal how fragmentation occurs on an everyday basis. Multiple
mobilities can generate profound inequalities, especially stemming from the power of
the ““cash rich-time poor’ users (...) who experience smooth flow through bounded
exclusive space, whilst the disconnected ‘cash poor-time rich’ are left outside these
bounded spaces” (Wood and Graham 2004: 4) or from the blocked mobilities
generated by gated communities and the restrictions placed on the kinetic underclass
(Urry 2003b). These divisions and fragmentations have to do with the connections
and accessibility people have to the city.

Argentinean anthropologist Nestor Garcia Canclini claims that current globalisation
trends require new ways of analysing social relations as the tools from the past make
grasping their complexity today difficult (Garcia Canclini 2004). This entails
occupying complementary tools and the author suggests that linking inequality to
difference and disconnection could contribute towards that end. In the analysis of
difference, Garcia Canclini uses Appadurai’s idea of culture, for whom difference is
a useful heuristic tool to highlight points of similarity and contrast between all sorts

of categories: classes, genders, roles, groups and nations (Appadurai 1996).

Once again, the work of feminist theorists around the concept of difference is
particularly useful, as although this categorisation has been criticised as being
oppressive, it has also been emphasized for its “importance in the construction of
identity and subjecthood” (Gibson 1998: 304). Difference is a dynamic concept as,
because of our “multiple and sometimes contradictory subject positions” (Pratt 1998:
26), we tend to associate with different groups at different times. Moreover,
perceived differences between groups of people change over time (Reeves 2005) as
we regularly move between identifications in different situations and places (Jacobs
and Fincher 1998). At one time, we may be fixed into or strategically mobilise
different aspects of the array of differences through which our embodied selves are
known. This means that in understanding difference, the “in between” spaces are

crucial once again, as this is where the possibility to negotiate the categorisations by
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which they have come to be known can be found, and is also where the implications

of difference can best be analysed.

Mobile places, as have been defined here, can also be seen as what is in between
fixed places, and can also transmit a sense of belonging or difference. This suggests
looking at the intersections, the dynamic (and often mobile) places where people
negotiate activities, places and relations on a daily basis, as opposed to (or as well as)
looking at the fixed places, where people may live but not necessarily spend most of
their days, or only at the places of deficiency, where there is a lack or absence of
materiality. Hence, the spatialisation of inequality need not only be seen in terms of
fixed enclaves, but also as mobile gradients, as a phenomenon that may reach various
groups of urban residents in fluctuant and differentiated manners, particularly
because people’s permanence in the city varies and fluctuates hourly, daily, weekly,

seasonally, yearly.

The challenge becomes understanding how people willingly or forcefully become
disconnected or connected in these intersections in Garcia Canclini’s terms, in order
to identify how their differences are ran over or condemned to inequality or how
these are defied or overcome, as a way of generating new types of social relations.
Cresswell mentions that “otherness and difference are not, in and themselves,
destabilising or resistant but can, in certain circumstances, be used to reconfigure the
symbolic systems (systems of space and place for instance) that produce them”
(Cresswell 2002b: 23), meaning that within transgression, conflict and recognition

there is potential for transformation.

Connections or disconnections in themselves may express uneven appropriation of
the city or an intentional construction of something different, a specific identity.
Being willingly connected or disconnected does not necessarily mean being isolated,
as it may imply choice and possibility. Similar to Savage, Bengall et al’s (2005)
concept of elective belonging, connection in timespace could be a way of generating
elective connection or disconnection or un-elective connection and disconnection.
This is relevant because in today’s cities, it is possible to have different types of
connections as there is not a single way of connecting: personally, virtually, for long

or short terms, at different times or places. As expressed by Garcia Canclini, “in
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classic exploitation relations, power was obtained through the uneven distribution of
fixed goods, territorially fixed: ownership of land or means of production in a
factory. Now the capital that produces difference and inequality is the capacity or the
opportunity to move, and maintain multi-connected networks” (Garcia Canclini
2004: 76)"". This means understanding connection and disconnection when they are
by choice, but also when they are made compulsory due to social conditions and
people are forced to be disconnected to many of the benefits of the city and this is

particularly mobility sensitive.

However, close attention must be given to the analysis of connection and
disconnection, as the issues at stake are not so much, or only, about being connected
or disconnected but also about the types of connections, their quality, or being
connected at the wrong time or at the wrong place. Using connections as a way to
determine the value of people is problematic as connection and disconnection are not
the only forms of fragmentation. In this research, the quality of connectivity will be
understood as accessibility, as it appears more useful to understand how inequality

takes place in mobility.

Accessibility is unevenly distributed between individuals: whether or not they are
attracted by mobility, not everyone has equal access to workplace, leisure or
consumption sites (Allemand 2003) or to activities and people. Spatial inequalities
are related to access and time, but also to how inequality is experienced in mobility
as issues of mobility affect many aspects of daily living, in terms of how to move and
how to settle, what is up for grabs and what is locked it, who is able to move and
who is trapped (Hannam, Sheller et al. 2006), who chooses and who is obliged to
move 6r stay. Based on a Cass et al (2004), this research defines accessibility as the
way in which individuals and groups negotiate space and time to accomplish
practices, maintaining relations and access to places, that are seen as necessary for

normal social participation.

Therefore, urban inequality can be seen through a mobility lens, not only in terms of

how mobility impacts on inequality, but also on how, through mobility, the way

17 Author’s translation
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people access various timespaces on an everyday basis. Mobility per se may not be
the solution to inequality, but it could be a useful way of understanding how it occurs
today and its implications; it can also be a way of analysing how existing inequalities

impact the way the city and its benefits are accessed.

In order to analyse contemporary urban relations in timespace this research proposes
an urban daily mobility approach. This approach analyses in conjunction the way
urban daily mobility practices are experienced and access to practices, relations and
places occur together. This provides the basis for a mobility framework to understand
urban daily mobility practices where urban inequality, seen through difference and
accessibility, and mobile place making, seen as transient and mobile places, can help
to understand the experiences and consequences of these experiences in urban living

today.

2.8 Conclusion

Within the different types of mobilities, this research focuses on urban daily
mobility. Although it is evident that there has been an increase in hyper-mobility by
some — people are moving more frequently and over longer distances; local life,
based on repeated movement between familiar stations and intersections, is still
relevant. Multiple and hybrid travels have serious implications in contemporary
living and questions the way urban space and its experience is analysed. Mobility
analysis questions ideas of fixity, permanence and the duality present in urban
analysis, and understands mobile experiences are fluid, scalar and process-like,
which need to be seen in their complexity. A mobility approach also questions
traditional ways of undertaking urban analysis. The mobility turn is starting to
present considerable theoretical, methodological and practical implications in social

sciences, and urban studies currently only address a minor part of it.

The chapter presented an urban daily mobility approach to understand contemporary
urban living. It first focussed on social practice theory and the notion of everyday
life. This was then spatialised by complementing this analysis with that of place

which, under the mobility lens, is questioned and presented as the possibility of
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mobile place making. An urban daily mobility approach to contemporary urban
living can capture an ontological shift in urban living and requires incorporating the
multifaceted and hybrid way in which people experience the city in mobility or

immobility and the relations this experience creates today.

Depending on the different configurations of power (gender, class, race, sexuality,
age, physical ability) access to mobile places requires various acts of negotiation,
which restrict, condition or allow for them to take place. In mobility, these acts of
negotiation vary and have serious implications on urban inequality, particularly seen
through accessibility and difference. Therefore, spatial inequality can be seen
through a mobility lens, not only in terms of how mobility impacts inequality, but
also on how difference impacts the way people access the city daily and in
timespace. Therefore, mobility per se may not be the solution to inequality, but it

could be a useful way of understanding how it occurs today and its implications.

This shift in urban living also has epistemological implications. An urban daily
mobility approach suggests that there are varying forms of knowledges that require
multiple forms of interpretation, and although not all of them can ever be completely
unveiled, at least the possibility to express experiences and their implications is
relevant in urban analysis. The next chapter will examine how these epistemological
concerns can be translated into a methodology that can capture the experiences of
living in the city as well as the implications and relations they generate between

urban dwellers, space and place.
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3 On becoming ‘la sombra/the shadow’. Mobile methods to apprehend urban

daily mobility practices

3.1 Introduction

In the previous chapter I discussed the relevance of approaching research on
contemporary urban life from a theory of social practice, specifically through the
practices of urban daily mobility. In this chapter I explore how, if, as this thesis
argues, an urban daily mobility approach can capture an ontological shift in the way
the city is experienced, then this shift also involves an epistemological move on the
way urban living is studied. This means that, as important as knowing how many, at
what time, or in what mode people move, research on mobility needs to uncover the
experience of mobility practices, that is, the way people give meaning to the practice

in the way they approach, embody, construct and prepare for it on a daily basis.

As embodied and spatial practices, mobility practices require a methodological
approach that recognises reality as always partial and in construction, as socially
constructed both by the researcher and the researched. In light of this, I adopted a
social constructivist approach to capture mobility experiences as it is the most

adequate way to apprehend experiences in lived space.

To explain the methodology adopted in the research, this chapter is divided into four
sections, starting with a description of the various ways in which mobility has been
researched. I then explain how I adopted an ethnographic approach and then I shall
provide details of the way the fieldwork was prepared and undertaken. I finally

conclude with a reflection on the research process.
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3.2 Towards Mobile Methods

A social constructivist approach to research involves recognising the important role
of the observer and society in constructing the patterns that we study as social
scientists (Moses and Knutsen 2007) as it understands the world as socially
constructed. Rather than attempting to give a ‘true’ or total vision of mobility
practices in the city, through this approach, I attempt to capture and understand the
meaning of mobility practices for those selected individuals performing; that is,
capturing mobile constructs. From this vision, knowledge is inter-subjective,
meaning that it is constructed and the researcher plays a major role in the way
knowledge is interpreted and represented and requires clarity on the position of the

researcher as well as reflexivity in the way new knowledge is created.

From this approach, the choice of method to construct the meanings greatly depends
on the purpose of the research. Thus, in the search to uncover people’s meanings and
experiences of mobility, certain methods are more applicable than others. As noted in
Chapter 2, mobility has mostly been studied from a transport point of view, mainly
from the disciplines of transport engineering, economics, geography, planning,
business and regional sciences (Johnston 1981; Small 2001). Moreover, the ‘mobility
turn’ in social sciences has revealed that most research in urban studies assumes
spaces and people’s use of space as fixed and contained within specific areas. The
next section provides an overview of methods to apprehend mobility from time
geography to the way various urban researches have looked at mobility over the

years.

3.2.1 Time-space mapping18

One area within the discipline of human geography that has dealt directly with the
discussion of mobility is time geography, which sees “time and space as universally
and inseparably wed to one another” (Pred 1996: 646). In its integral view of the
world, time geography attempts to bring together the different elements of life

18 parts of this section were presented at the Sensi/eable Spaces, Art and the Environment Conference,
University of Iceland, Reykjavik, June 1-2, 2006 and published in Jiron (2007).
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experienced through a unifying lens. Swedish geographer Torsten Hégerstrand
originally formulated the approach during the 1970s, and it was initially used mainly
in terms of transport planning. During the 1980s and 1990s it was also applied in a
diversity of fields from city planning to social equity. Hégerstrand’s visionary work
attempted to bring together knowledge from distinct scientific areas and from
everyday practice and to reveal relations taking place in this milieu (Hagerstrand
1970; 1982). Through his work, Hégerstrand implies that the study of aggregate
populations mask the true nature of human patterns of movement. He explains that
an understanding of disaggregate spatial behaviours is paramount (Hégerstrand
1970), arguing that time, while objectively the same everywhere, is not experienced,
valued, used, or available in the same way to all, as time is also spaced (Jarvis, Pratt
et al. 2001). Higerstrand was concerned with time geography’s focus on people,
particularly on the sequences which constitute the days and lives of each individual

person and their quality of life and freedom implications (Pred 1996).

Within this approach, Hégerstrand developed time-space mapping to illustrate how a
person simultaneously navigates his or her way though the spatial temporal
environment (Higerstrand 1970) (See Figure 1. Time Space mapping). He used this
notation to demonstrate how human spatial activity is often governed by limitations
and not by independent decisions of spgtially or temporally autonomous individuals.
He identified three categories of limitations or constraints: capability constraints (due
to physical or biological factors); coupling constraints (referring to the need to be in
one particular place for a given length of time, often in interaction with other
people); and authority constraints (an area that is controlled by certain people or
institutions that set limits on the access to particular individual or groups)
(Héagerstrand 1970; 1975). .
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Figure 1. Time Space mapping

Time space mapping (See Figure 1. Time Space Mapping) is useful for mobility
analysis as it highlights people’s allocation of time in geographic space. It highlights

- the importance of the quotidian routines of people and it also presents the constraints
present in society that inhibit urban dwellers to access the city in an even manner. Its
fundamental unit of analysis is the individual’s trajectory in space and time and these
trajectories bundle or cluster in space and time for shared activity participation like
work, leisure, shopping, education, etc. A time space map is composed of paths and
stations: time space paths trace movement of individuals in space with respect to
time, and time space stations refer to the locations and times where people conduct
certain activities, such as home, work, school. The relation between paths and
stations involves trading space for time for some. In this negotiation, time budgets
are crucial as they refer to the finite amount of time available to a person to allocate
among activities over any time horizon, although, in current times, this negotiation is
going through rapid changes with the use of technology. These activities can be
fixed, referring to events that are relatively difficult to relocate or reschedule
(school), or flexible, related to those which are easy to re-accommodate (coffee with
friends, shopping), yet may still have restrictions such as opening hours (Hagerstrand
1970; Pred 1984; Pred 1986; Corbett 2005; Pred 2005; Miller 2006).

Kwan (2002) mentions that time space mapping can help to highlight social

differences in constraints, activities and experiences among individuals which are
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crucial to mobility analysis as they affect access to key space-time anchor points'®.
This is also suggested by Pred (1996), as it is useful to analyse phenomena of uneven

access to space.

There has been some criticism to the approach as it has been seen as “too physical,
mechanistic and an exponent of social engineering” (Lenntorp 1999: 156), as it
places too much emphasis on individuals as objects. During the 80s, though
recognising all its possible attributes, Giddens considers the approach as theoretically
naive in treating individuals as coming into being independently of the social settings
they confront in their day-to-day lives. Also, he argues that it perpetuated the dualism
of actions and structures, giving little attention to the essential transformation
character of all human actions. He criticises the emphasis on constraints and
limitations in terms of individuals’ movement through time and space, without
considering the possibilities which may arise in movement (Giddens 1985). Finally,
Giddens criticises the weakly developed discussion on power in time-space mapping,
as it seems to invoke a zero sum conception of power as a source of limitation upon

action, where little possibility for generative power exists (Giddens 1985).

Similarly for Harvey (1990), time geography and time space mapping specifically, is
a useful descriptor of how the daily life of individuals unfolds in space and time, yet

it reveals nothing about

how ‘stations’ and ‘domains’ are produced, or why the
“friction of distance’ varies in the way it palpably does. It also
leaves aside the question of how and why certain social
projects and their characteristic ‘coupling constraints’
become hegemonic, and makes no attempt to understand why
certain social relations dominate others, or how meaning gets
assigned to places, spaces, history and time (Harvey 1990:
212).

Feminist critique of time geography is effective to push the usefulness of time space
mapping further. As discussed by Rose (1993) “time geography insists on a singular

space; the space through which it traces people’s paths claims to be universal. In

' Locations and timings of key fixed activities
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other words time geography assumes that its space is exhaustive” (19). In this sense,
Rose criticises that time geography omits that which is particularly feminine: the
relational, the emotional and also the bodily” (Ibid: 28). For Rose (1993), the denial
of the body presents time geography as a masculinist, bourgeois and racist repression
of the body. These criticisms illustrate how this mapping device requires questioning
the transparency of space and it could be greatly enhanced if combined with other
approaches which uncover those power relations, the meanings, embodiment and

consequences of the experience.

Over the past few years, a sort of revival of time-space mapping has emerged as it
provides a sense of concreteness; represents space and time not as simple social
containers but actual constraints on human action; provides a geographical ethics in
terms of the wise use of time and space; offers a language to explain time and space;
and most importantly, in terms of its visual representation in maps and diagrams
(Thrift 2005). It is now used in transport planning by mapping origin and destination
surveys (Newsome, Walcott et al. 1998) or in spatial mapping using GIS or eventual
virtual interaction (Miller 2005). Also, as a way to reflect the way human activities
affect the natural environment (Peuquet 1994), time space mapping is being
incorporated as a notation devise. It has also been used in gender studies (Kwan
2002) and migration analysis (Southall and White 2005), all of which adopt a
quantitative approach to human behaviour. By aggregating mobility patterns, these
studies still dismiss the richness of experience and provide limited discussion on the
power relations taking place in the process of mobility practices. Approaching urban
daily mobility using only time space mapping is insufficient to capture the
experience of urban living and a more qualitative approach would be able to

highlight these issues.

As can be seen in Map 1. Time Space Map for Santiago de Chile, in this research,
time space maps are used in two ways: as a notation device to explain the journeys
individuals take, and as a way to capture the mobility experience along with
photographs and narratives. The paths and stations, differentiated using colour
according to mode of transport, are superimposed over a three dimensional map of

the city of Santiago, which helps to visualise the location of the mountain in relation
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to the city and the spatialisation of distance and time of each journey. The maps are
used in a compressed format to represent mobility in a way that is readable and
understandable. Although the journeys are expressed individually, because the
journeys are geo-referenced and the maps are illustrated at the same scales, it is
possible to compare each map, and understand the various dimensions of the time

space prisms and mobility constrains in each notation.

PTOP M

Map 1. Time Space Map for Santiago de Chile

Source: Author’s elaboration of time-space map superimposed on NASA (SECTRA 2001) satellite
image of Santiago de Chile.

However, on their own, time space maps do not grasp the complexity, unevenness,
emplacement and embodiment of urban daily mobility practice. Thus other methods

are needed to capture these types of experiences.

3.2.2 Mobile Methods in Urban Studies

In the attempt to capture the experience of living in the city and mobility, qualitative
methods have been explored in numerous ways by researchers. An early example of
this is the work of George Simmel who aimed at understanding the sociology of the

city in the 19th century by observing people, particularly in public areas in Berlin,
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including public transport (Simmel 1969; Frisby and Featherstone 1997). Moreover,
by understanding the city as text, Walter Benjamin aimed to analyse the way
modernity presented itself in the city from the character of the flaneur who strolls in
a seemingly aloof manner the arcades of Paris, yet observes the crowds from afar.
Benjamin analyses this through 19" century literature, particularly that of Charles
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