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ENGLISH SUMMARY

Cities must adapt to the inescapable fate that climate change
represents. This involves finding ways to de-carbonize the variety
of urban lifestyles and radically changing pollutive everyday
mobility practices. But how to do this? And who stands to win and
lose from sustainability interventions in the urban landscape? Who
are we planning for when we plan for urban sustainability? These
questions are crucial for the future of cities. They are decisive for
who will inhabit them and how inhabitable they will be.

This thesis starts from a concern with the role inequality plays in
sustainable transitions and how to break away from the tendency
in sustainability studies and planning to neglect the social
dimensions of transition such as inequality (Walker, 2013; Bullard,
Agyeman and Evans, 2002; Agyeman & Evans, 2004) in favor of
the technological or behavioral dimensions (Freudendal-Pedersen
et al, 2020; Shove, 2010; Samson et al, forthcoming). In the
Brundtland report from 1987, a sustainability is considered as
having three dimensions: economic, social, and environmental
(Brundtland, 1987). To achieve sustainability in the social and
economic dimensions, any sustainable transition must consider the
landscape of inequality in which new sustainable solutions are to be
implemented, and which might transition as sustainability
interventions unfold. By placing inequality in studies of sustainable
transitions, this dissertation raises the question: how can we
understand the role inequality plays in sustainable urban
transitions - theoretically, empirically, and methodologically?

Bearing in mind Michel Foucault’s advice to never let a concrete
example out of sight (Foucault in Flybjerg 2009: 160), the
dissertation investigates the question through analyzing
experiments with implementing Mobility-as-a-Service (MaaS)
solutions in different urban areas in Copenhagen as examples of
sustainable interventions in an unequal urban landscape. The
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dissertation thus addresses the question of inequality and
sustainable change in relation to urban mobility. The focus on
mobility is inspired by the mobilities turn in social sciences (Urry,
2000; Sheller & Urry, 2006; Cresswell, 2011), which emphasizes the
importance of “the systematic movements of people for work and
family life, for leisure and pleasure, and for politics and protest”
(Sheller & Urry, 2006: 208) for contemporary society and urban
communities. The dissertation adopts an everyday life perspective,
which emerges in the interaction between the conditions of
everyday life and the way they are handled (Bech-Jgrgensen, 1994).
In everyday life in cities, a multitude of mobility practices play out,
and this is where inequalities are experienced.

The question of transitioning unequal cities and their mobility
systems is explored through six sociological inquiries into
obstacles, mechanisms, possible tipping points, and directions for
future studies of sustainable transitions of unequal cities and their
mobility systems.



DANSK RESUME

Klimaforandringer er en uundgaelig skaebne for byer. De kraver,
finde mader at skabe bezredygtighed i de mange forskellige
hverdagsliv og mobilitetspraksisser, som udspiller sig i byer. Men
hvordan omstilles byer? Hvilke veje skal byer ga for at na en
baredygtig fremtid? Og hvem vil vinde og tabe i takt med
forandringer byens landskab? Hvem planlegger vi for, nar vi
planlegger for baeredygtighed? Det er spgrgsmal, som er afggrende
for byers fremtid. De er afggrende for, hvem der kan bebo dem, og
hvor beboelige de vil vere.

Udgangspunktet for denne athandling er i en interesse for den
rolle, ulighed spiller i forhold til baeredygtige transitioner, og
hvordan vi kan ggre op med tendensen til at negligere de sociale
dimensioner af grgn omstilling, inklusive spgrgsmal om ulighed,
som har praeget forskning og praksis (Walker, 2013; Bullard,
Agyeman og Evans, 2002; Agyeman & Evans, 2004). I stedet har
fokus ofte vaeret pa teknologiske eller adfeerdsmaessige aendringer,
som skal bane vejen for baredygtig forandring (Freudendal-
Pedersen et al., 2020; Shove, 2010; Samson et al., under udgivelse).
For 35 ar siden, i 1987, udkom Brundtland-rapporten, som
definerede baredygtighed som bestaende af tre dimensioner: den
gkonomiske, den sociale og den miljgmaessige (Brundtland, 1987).
For at opna beredygtighed i de sociale og gkonomiske
dimensioner ma omstillingstiltag tage hgjde for det landskab af
ulighed, hvori nye baredygtige lgsninger skal implementeres. For
det landskab vil zndre sig i takt med, at baeredygtigheds-
interventioner udrulles.

Afhandlingen rejser spgrgsmalet: Hvordan kan vi forsta den rolle,
ulighed spiller i forhold til baeredygtig bytransition - teoretisk,
empirisk og metodisk?
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Michel Foucault rader forskere til aldrig at lade et konkret
eksempel ude af syne (Foucault i Flybjerg 2009: 160). Med det in
mente undersgger afhandlingen spgrgsmalet ved at analysere et
eksperiment med dele-baserede mobilitetsinterventioner i
forskellige byomrader i Kgbenhavn som et eksempel pa
baredygtige indgreb i et ulige bylandskab.

Sporgsmalet om ulighed og bzredygtig forandring undersgges
altsa i forhold til byens mobilitet. Fokus pa mobilitet er inspireret
af mobilitetsvendingen inden for samfundsvidenskab (Urry, 2000;
Sheller & Urry, 2006; Cresswell, 2011), som understreger
vigtigheden af "menneskets systematiske bevaegelser for arbejde og
familieliv, for fritid og forngjelse, og for politik og protest” (Sheller
& Urry, 2006: 208) for det moderne samfund og bysamfund.
Afhandlingen anlaegger et hverdagslivsperspektiv, som fokuserer
pa, hvordan mobilitet og mobilitetsforandring udspiller sig i
krydsfeltet mellem hverdagens vilkar og maden, de handteres pa
(Bech-Jgrgensen, 1994). I hverdagslivet i byerne udspiller der sig et
veeld af mobilitetspraksisser, og fra hverdagen opleves variationer,
forskelligheder og uligheder i mobilitetsmuligheder.

Spegrgsmalet om baeredygtig omstilling af wulige byer og
mobilitetssystemer udforskes gennem seks sociologiske under-
sggelser af forhindringer, mekanismer, mulige vendepunkter og
retninger for fremtidige undersggelser af baredygtig mobilitets-
omstilling i en ulige verden.
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CHAPTERL.

Today cities are embroiled in a Greek tragedy in the sense that they
are facing an inescapable fate, which cannot be reversed. This fate
is called climate change. Climate change is overwhelming in the
sense that we cannot buy or build our way out of it. This was the
message of urbanist Richard Sennett, who recently visited
Copenhagen, and who was a central figure in cultivating my
passion for urban questions as a sociology bachelor student many
years ago. We must adapt, Sennett continued. We must adapt to our
fate and find ways to manage the suffering that climate change
causes to the inhabitants of cities.

But what to do? Which green transition pathways should decision-
makers pursue? And who stands to win and lose from green
interventions in the urban landscape? What kinds of social life do
these plans support, and what kinds become marginalized? Who
are we planning for when we plan for urban sustainability? These
questions are crucial for the future of cities. They are decisive for
who will inhabit them and how inhabitable they will be.

The Paris agreement of 2015 (United Nations, 2015) was a landmark
in strengthening global responses to the threat of climate change,
committing all nations to the pursuit of efforts to keep the global
temperature increase this century below 2 degrees Celsius?. It
marked a radical shift after decades of stagnant debate on whether
anthropogenic climate change was really happening (Scavenius,
2014; Beck, 2015). However, the radical transitions needed to
achieve the goals of the Paris agreement are currently far from
being realized. Instead, as the Intergovernmental Panel on Climate
Change (IPCC) have documented, total net anthropogenic
emissions have continued to rise, as have cumulative net COg

1 https://unfccc.int/process-and-meetings/the-paris-agreement/the-paris-agreement/key-
aspects-of-the-paris-agreement
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emissions since 1850 (IPCC, 2022). An increasing share of emissions
can be attributed to cities due to an increase in urban activities such
as industry, energy supply, transport, and construction with
estimates suggesting that 75% of the world’s CO9 emissions derive
from cities (IPCC, 2022; UNEP, 2022).

For many years, politicians, practitioners, and scholars have been
looking to technological solutions to mitigate climate change
(Scavenius & Lindberg, 2016; 2018). However, the tempting idea of
quick technological fixes that would allow cities to refrain from
embarking on radical transitioning to mitigate climate change has
in recent years been challenged from many sides (Morozov, 2014;
Freudendal-Pedersen et al, 2020). Inspired by Ulrich Beck’s
influential Risk Society: Towards a new Modernity (Beck, 1992 [1986]),
anthropogenic climate change is in this dissertation perceived as
the destructive side-effect of the modern way of living and
organizing (Beck, 1992; 2015; 2016). The thesis, therefore, starts
from the stance that approaching this severe threat as if it were a
mere technological issue is naive at best.

This is in line with the Brundtland report from 1987, which
established a consensus on sustainability as having three
dimensions: economic, social, and environmental (Brundtland,
1987). To achieve sustainability in the social and economic
dimensions, sustainable transitions must be fair and reduce
inequalities between people and places (Bartiaux et al., 2019).
Therefore, any transition must consider the landscape of socio-
economic inequalities in which new sustainable solutions are to act.

1.1. TRANSITION AS A QUESTION OF INEQUALITY

I had been preoccupied with questions of inequality for many years
when in 2018, I got the chance to join a project on Green Transition
Pathways at Aalborg University's Department of Planning?. It

2 https://www.en.greentransitionpaths.aau.dk/
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marked a shift from a mono-disciplinary to a cross-disciplinary
research environment in which the joint mission and normative
drive centered on the pressing sustainability challenge and creating
sustainable futures.

In this cross-disciplinary environment, I encountered many
interesting new discussions and approaches including new
theoretical perspectives for addressing sustainable transitions. A
prominent example is the Multi-Level Perspective (Rip & Kemp,
1998; Geels, 2004; 2010; Schot & Geels; 2008), which suggests that
niche technological innovations in productive interaction with
landscape dynamics can cause existing polluting regimes to change.
I resonated with the analytical awareness of the perspective
regarding the multiple dynamics at different levels that must come
together to foster substantial societal change. However, what I
found lacking was an eye for the social life that plays out on an
everyday basis and in which green innovations are to act. For niche
innovations to become ‘regime’ normality, they must be
implemented in people’s everyday lives. This is no neutral task. It
depends on changes in the social life of cities. It demands resources,
access, and power, all of which is unequally distributed in the social.
However, the social dimensions of change appeared to be
marginalized in many studies of sustainable transition, for
example, in analyses adopting the popular MLP perspective. I thus
resonate with scholars such as Hargreaves, Longhurst, & Seyfang
(2013), who argue that we need to develop better understandings of
the social practices in everyday life and how they change. Along the
same lines, Gordon Walker (2013) has called for raising awareness
of the inequalities in terms of who can perform which practices. In
everyday life in cities, a multitude of mobility practices play out,
and this is where inequalities relating to who can practice what
kinds of mobility are experienced.

Sustainable transitions in the urban sphere will not leave the social
landscape of cities untouched. Rather, the current landscape of
unequal mobilities will transition with sustainable interventions

19



TRANSITIONS FOR PEOPLE

(Docherty, Marsden, & Anable, 2018). Addressing the social
implications of pursuing different transition pathways is, therefore,
crucial — both in research and planning. In this dissertation, I argue
that identifying feasible green transition pathways demands an
understanding of the everyday lives with which new green
solutions must integrate. Importantly, this means understanding
the variation in everyday lives, and how variation, differences and
inequalities influence transition efforts — and are influenced by
them.

Mitigating the devastating consequences of climate change, we are
aiming for sustainable transitions in a world that is fundamentally
unequal. Nevertheless, sustainability is often framed as a question
of respecting planetary boundaries and tackling pollution
challenges, while social inequalities are often considered as
something external rather than profoundly intertwined with the
climate challenge (Agyeman and Evans 2004; Beck 2015). Lacking
from the conversation is how climate change and social inequality
are inextricably linked (Csutora, 2012; Gore, 2021; Chancel et al.,
2022). We can talk about the following three types of inequality in
the Anthropocene: 1) inequality in contribution to climatic changes;
2) inequality in exposure to climate change-induced risks; and 3)
inequality in inclusion in sustainable transition efforts.

First, social groups have contributed differently to the problem of
climate change due to diverse lifestyles and not least economic
inequality. Responsibility for climate change is extremely
unequally distributed. For example, Oxfam has documented that
the carbon footprints of the richest 10% of people in the world are,
on average, 11 times higher than the footprints of the poorest half
of the world population (Oxfam, 2015). Projections show that by
2030, the world’s richest 1% are set to have per capita emission
levels that are 30 times higher than the level compatible with the
1.5 degrees goal of the Paris agreement (Gore, 2021). By contrast,
the poorest half of the global population is set to remain several
times below that level (ibid). Zooming in on Denmark, the richest
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1% has a per capita emission level that is 10 times higher than the
average Dane, and — to zoom out again - 912 times higher than the
average Ethiopian (Chancel et al., 2022).

Secondly, people are unequally exposed to climate change and the
related risks (Singer, 2019). The 3.5 billion poorest people in the
world, responsible for only around 10% of global emissions from
consumption, live in areas that are most vulnerable to climate
change (Oxfam, 2015). And in low- and lower-middle-income
countries, inhabitants are around five times more likely to be
displaced by extreme weather disasters compared to the
inhabitants of high-income countries (David Gardiner &
Associates, 2012). The devastating effects of droughts, flooding, and
storms such as crop failures, increasing food prices, and the
destruction of housing hit the poor and marginalized communities
first and hardest (David Gardiner & Associates, 2012).

Thirdly, the capacity of different social groups to respond to
climate change varies. The power structures and social logics of
climate change attribute the production of risk, exposure to risk
and the management of risk to completely different people,
resulting in what Ulrich Beck has coined “organized
irresponsibility” (Beck 1992: 19; 2015: 132-187). The people deciding
what to act upon, and which transition pathways to pursue, belong
to other social groups or communities than those who are
experiencing the consequences first and most fatally. This
organized irresponsibility is the context, premise, and condition of
efforts to prompt sustainable transition and design alternative
futures. Depending on which transition paths are pursued, current
equality and inclusion gaps in society and in cities will increase or
decrease. It is important that neither scholars nor practitioners
sidestep questions of inequality, hierarchies, and power because
our choices will impact the inclusiveness and justice of future cities
and societies.

21
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The dissertation starts from the premise that it is crucial for
transition scholars to develop sensitivity to social inequality. This
dissertation explores pathways for scholars and planners to better
consider the landscape of inequality when aiming for sustainability
in cities and their mobility systems. It explores theoretical,
methodological, and empirical ways of bringing the social
dimensions of change to the fore. These have too often been
neglected in technology-oriented approaches to a sustainable
transition.

In his posthumous book The Metamorphosis of the World (2016),
Ulrich Beck questions who will win and lose as climate change
unfolds and sustainable transition initiatives are implemented. To
facilitate answers, this dissertation aims to provide insights, tools
and lenses for sustainability scholars and practitioners to scrutinize
the role of inequality in sustainable transitions and address the
social implications of transitioning cities and their mobilities in a
world that is becoming more unequal by the day (Chancel et al,,
2022).

1.2. URBAN MOBILITIES AS A PRISM

This dissertation explores inequality and sustainable transition
while zooming in on urban mobility. Inspired by the mobilities
turn in social sciences (Urry, 2000; Sheller and Urry, 2006), which
emphasizes the growing importance of movement for people,
cities, and societies, the dissertation regards mobility as something
crucial for “the constellations of power, the creation of identities
and the microgeographies of everyday life”, as Tim Cresswell put
it (2011: 551).

Mobility is — like all other goods in society — unequally distributed.
In Denmark, the most affluent people with an annual income of
over DKK 500,000, travel, on average, 49.5 km per day, which is
more than twice as far as low-income people with annual incomes
under DKK 150,000, who travel, on average, 21.1 km per day
(Christensen & Baescu, 2021: 28). However, all income groups
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travel further by car than by all other means of transport combined.
For the lowest income group, 16.1 of the average 21.1 daily
kilometers are traveled by car, whereas the high-income group
travels 44.4 kilometers by car out of the 49.5 kilometers of daily
travel (Christensen & Baescu. 2021: 28). These figures tell a story
about great mobility inequality even in Denmark, which is a
relatively equal country with a low Gini coefficient (The World
Bank, 2022 [2019]). The figures tell us that unsustainable, car-
reliant everyday mobility practices are predominant across social
groups, which is not surprising in the light of the established system
of automobility (Urry, 2004), which has been dominant in cities
across the globe since its development in the 20th century.

This renders mobility transition an important and interesting
prism for investigating the relationship between social inequality
and sustainable transitions, which are urgently needed in relation
to mobility. The transport sector is today responsible for more than
a third of the EU’s CO; emissions, and levels are continuing to
increase (European Environment Agency, 2020). It is also an area
where the dominant response to the need for a sustainable
transition has been a reliance on new technologies to decarbonize
cities and their mobilities (Freudendal-Pedersen et al, 2020) and
where the social dimensions of change have historically been
overlooked.

1.3. PROBLEM STATEMENT AND RESEARCH QUESTIONS

To locate inequality in sustainable mobility transitions, this
dissertation explores: 1) why the social dimensions of change have
historically been marginalized, 2) what we can learn about mobile
tipping points (Urry, 2004) and the role played by inequality from
empirical studies of urban mobility transitions, and 38) which
theoretical and methodological approaches are most appropriate
for including the dimensions of inequality in future transition
studies.

The following problem statement guides this dissertation:
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How can we understand the role of inequality in
sustainable urban transitions - theoretically,
empirically, and methodologically?

The research questions are:

1. Why has inequality often been marginalized in studies of
sustainable transition?

2. Does inequality influence efforts to intervene in
unsustainable mobility practices and if so, how?

3. What creates tipping points in relation to sustainable urban
mobility?

4. How do we incorporate sensitivity towards inequality
(theoretically and methodologically) in sustainable
transition research?

I approach these questions from the everyday life perspective. To
capture the mobility practices of everyday urban life and how they
change and to understand not only social variation in this regard,
but also inequalities, I combine insights from practice theory,
reflexive modernization, the mobilities paradigm, and critical
realism. The next section introduces the key theoretical
perspectives that inform this study. Critical realism is discussed in
the philosophy of science chapter.

1.4. EVERYDAY LIFE AND PRACTICE THEORY AS A
PATHWAY

I started by exploring theories of practice as a way to conceptualize
everyday life, all the different unsustainable practices that we
engage in every day, and how they can transition. The practice
perspective emerged as an alternative to the dominant behavior-
oriented approaches, which, for example, Elisabeth Shove (2010)
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has criticized for being too narrowly focused on individuals’
attitudes, behaviors, and choices, thereby overlooking all the
opportunities for understanding and guiding sustainable change
offered by social theory (Shove, 2010). Similar to policy responses
and scholarly work that rely on green technologies to deliver
sustainability, environmental policies that rely on the behavior
paradigm have been criticized for neglecting phenomena that
occur at aggregate levels, thereby failing to appreciate how social
and spatial settings in which technologies and behaviors occur
influence what we do (Scavenius and Lindberg 2016, 2018) and how
we may utilize green technologies.

As an alternative, an increasing number of scholars are advocating
practice theories as an alternative ontology to better inform
transition efforts (Rgpke, 2009; Shove & Spurling, 2013; Shove &
Walker, 2007; Shove, Watson, & Spurling, 2015). Contrary to
behavior-oriented approaches, practice scholars are only
concerned with individual actors insofar as they are carriers of
social practices. Replacing rational individuals as the unit of
analysis, social practices become the focus of analysis. Practices are
routinized types of behavioral activities that bring together and
connect a range of elements, which form the ‘backdrop’ for a
multitude of concrete actions in which practices are reproduced
across time and space.

If sustainable transitions are approached as a question of individual
behavior or technological solutions, we will remain blind to the role
of inequality in sustainable transition. Issues of inequality are only
visible when we apply a lens that places individual behavior and
new technologies into their social context. I was thus dedicated to
using this PhD as an opportunity to investigate the role inequality
plays in a sustainable transition from a perspective concerned with
everyday life and to explore whether theories of practice could
inform such effort and if so, how?
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1.5. INNOVATIVE SUSTAINABLE MOBILITY SOLUTIONS

To explore the potential of approaching transition from this
perspective, I needed to engage empirically with what this might
look like. I needed to get close to everyday life because this is where
the polluting practices that need to transition occur, and this is also
where social variation, differences and inequalities are
experienced. I also needed to get closer to mobility stakeholders
and decision-makers and efforts to intervene in unsustainable
urban mobility practices. For these reasons, I was lucky enough to
become involved in the Sustainable Innovative Mobility Solutions
(SIMS)? project early in my doctoral work.

SIMS was a three-year demonstration project aimed at
experimenting with multi-modal mobility solutions at three
different sites in Greater Copenhagen. The project gathered
mobility stakeholders, planners, providers, and researchers
together with the aim of contributing to a sustainable mobility
transition leading to a reduction in the negative impact of climate
change, less congestion, an improved environment, and increased
liveability in cities. The idea was to experiment with developing
new sustainable mobility solutions that were tailored to the
everyday lives of citizens in the urban areas and would, therefore,
become attractive alternatives to existing resource-intensive
mobility patterns (SIMS, 2018). The framework was informed by
the everyday life perspective, the mobilities paradigm, and practice
theory. Therefore, in the SIMS project, I resonated with the
theoretical approach, and I also found a platform for empirically
exploring what a sustainable transition and possible mobile tipping
points (Urry, 2004) would look like from this perspective.

3 www.sims.aau.dk
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1.6. AMOBILE RISK SOCIETY

The SIMS project also offered me an opportunity to engage more
exhaustively with the mobilities tradition established by John Urry
in his book Sociology Beyond Societies: Mobilities for the Twenty-First
Century from 2000. According to this perspective, society is not a
fixed entity which is there for us to study, instead, the social should
be understood through its numerous mobilities. This is very much
in line with Ulrick Beck’s idea of cosmopolitanism (Beck, 2006).
Within the mobilities paradigm, movement is thus understood as
something broader than transportation, focusing not on the
apolitical logistics involved in moving from A to B, but on the
mobilities of people, objects and ideas across different scales and
the politics and cultures of mobility (Creswell, 2011).

This dissertation is especially inspired by the work of sociologist
Sven Kesselring, who I was lucky enough to visit at the Hochshule
fur Wirtschaft und Umwelt (HfWU) Nurtingen-Geislingen during
my PhD and who synthesizes the mobilities paradigm and reflexive
modernization in “The Mobile Risk Society” (2008). According to
this perspective, coping with climate change and systemic risk
starts by understanding mobilization and globalization as general
principles of modern life (Freudendal-Pedersen et al., 2020;
Kesselring, 2019; Kesselring, 2008). The risk-inducing and carbon-
reliant mobility system is an integral part of contemporary
everyday life. It is entangled with practices of modern everyday life
including commuting to work, consuming goods, meeting friends,
sharing ideas, picking up children, etc. Modern life is thus
permeated by cultures of mobilities (Freudendal-Pedersen et al.,
2020).

Taking social practices in modern everyday life as the scale of
observation, I find a perspective for understanding mobilities in a
fundamentally unequal world at risk. This also provides a lens for
viewing sustainable mobility innovations as more than just
technological innovation or individual behavioral change.
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1.7. CONTRIBUTIONS

The contribution of this dissertation can be summed up in six
points. It has two empirical tracks, a methodological track, and
three theoretical tracks.

With regards to the research question: Why has inequality often
been marginalized in studies of sustainable transition? My answers
and theoretical contributions are:

1. Theoretically, I contribute by pointing out that because
transition scholars have been prone to focus on
individual behavior and technological innovation,
important social dimensions of change including
inequality have been neglected. A preoccupation with
behavior and technology has prevented transition
scholars, politicians, and planners from engaging with
the question of inequality and the social implications of
sustainable transitions. By acknowledging the
importance of the social sphere and how it changes, we
can begin to engage with questions of inequality.

2. Taking everyday life as the scale of observation
presents a rich alternative to simplistic approaches. One
way of exploring everyday life in transition research
and planning is via theories of practices, understanding
(un)sustainable urban lifestyles from the outset of
routinized everyday practices. Larger social
phenomena such as inequality can be understood by
adopting practices as the unit of analysis and analyzing
how they form larger patterns of social activity. I
further suggest that mobility scholars engage with the
everyday life perspective in light of the mobile risk
society (Kesselring, 2008), which reveals that many
attempts to transition mobilities are examples of
technology-reliant responses. Acknowledging that a
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mobility transition is interlinked with everyday
practices to form cultures of mobilities, which are
deeply rooted in the mobile risk society, presents a rich
starting point for understanding the social dimensions
of transition and creating sustainable and socially
coherent mobility systems in cities.

With regards to the research question: Does inequality influence
efforts to intervene in unsustainable mobility practices and if so,
how? I contribute with the following answer, which is based on
empirical investigations of two very different urban areas in
Copenhagen, Denmark:

3. Empirically, I contribute by identifying one of
potentially several mechanisms through which
inequality and transition efforts multurally shape
eachother. Through a comparative analysis of two
different urban areas in Copenhagen, Denmark,
existing inequalities in the social and spatial
composition of the areas was identified. Further, the
analysis showed how they shaped unequal mobilities
and unequal mobility futures. The paper found that
mobility inequality was reproduced and exacerbated
because positive narratives about the affluent area and
negative narratives about the marginalized area framed
private operators’ decisions about whether to invest in
the areas. The affluent area fit better with the semi-
private mobility investors’ idea of a good business case
for their mobility solutions. The finding illuminates
one way in which inequality influences sustainable
transition efforts: through the power of neighborhood
narratives, shaping investors’ decision-making
processes.

The second empirical contribution lies in the identification of
possible mobile tipping points in relation to public transportation
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induced by the global pandemic. It responds to the research
question: What creates tipping points in relation to sustainable
urban mobility?

4. Empirically, I contribute by identifying mobile tipping
points that might be emerging in the wake of Covid-19
lockdowns with severe consequences for public
transportation systems in cities. I identify new
pandemic-induced imaginaries and conversations that
are gaining ground among Danish stakeholders and
providers of public transportation services. In
recognition that the “business as usual” approach to
public transportation no longer suffices if we are to
avoid the unwanted consequences of pandemic fear-
induced increases in automobility, new conversations
and initiatives centered on flexibility, user needs, and
mobility-as-a-service solutions are spreading, arguably
heralding mobile tipping points (Urry, 2004). On this
basis, the paper argue that the pandemic may present a
portal to a third modernity and new phase in the
mobile risk society. Covid-19 has highlighted how
mobilities impact modern economies, cultures, and
cities. This provides a new backdrop for experimenting
with sustainable alternatives to the current carbonized
system of automobility.

Part four of the dissertation answers the research question: How do
we incorporate sensitivity towards inequality (theoretically and
methodologically) in sustainable transition research? It contains the
methodological contribution and the final theoretical contribution,
identifying directions for future transition researchers to engage
with issues of inequality:

5. Methodologically, I contribute by suggesting that
because research is not neutral or resistant to issues of
inequality, we need strategies for handling the potential
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production and reproduction of inequality in research.
Working actively with the interview guide throughout
the qualitative research process presents such a
strategy. It is a way to handle the issues of non-
neutrality, normativity and positionality, which are
always present in qualitative mobility research.
Utilizing the interview guide as a tool to continuously
reflect on experiences and interpretations can assist
researchers in approaching epistemic justice (Fricker,
2007) and equal representation. Inequality may be
produced and reproduced through methodological
choices, which have consequences for the
representation of different social groups and mobility
experiences. Reflexivity at all stages of the research
process helps us discover blind spots and avoid the
unintentional reproduction of inequality.

Theoretically, my final contribution consists of
proposing a set of theoretical lenses, which I argue have
potential for addressing questions of inequality in
future sustainable transition studies. I pick up on the
theoretical suggestions put forward in the first part of
the dissertation - that practice theory and the risk
society comprise rich starting points for sustainable
change. I argue that to capture inequality there is an
explicit need for an ontology of power and hierarchies,
and a normativity for pinpointing issues of power,
injustice, and inequality in sustainable transition. I
create a ‘patchwork’ lens which is original in that it
combines insights from the Multi-Level Perspective
(Rip & Kemp, 1998; Schot & Geels, 2008), practice
theory (Shove, Pantzer, and Watson 2012), reflexive
modernization (Beck, Giddens & Lash, 1994; Beck
1992), and critical realism (Sayer, 2007, 2011, 2014).
Rather than trying to perfect existing theories of
transition, I suggest combining these traditions to
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enable future scholars of a sustainable transition to
consider the social implications of sustainable
transitions.

Each of these contributions are connected to an article included in
the dissertation. The next chapter describes the composition of the
thesis, including the different articles and where they can be found
in the work.
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CHAPTER 2. COMPOSITION

The dissertation is complex, unusual in its composition, and
consists of many different elements, including one book chapter,
four journal papers, and one unpublished manuscript. Most of
these are co-authored with colleagues from the SIMS project and
from the Planning for Urban Sustainability (PLUS) research group
at the Department of Planning.

The many joint publications reflect my dedication to collaborative
research and the many talented people I have been lucky enough
to meet and collaborate with. However, in addition to personal,
professional, and processual preferences, it also reflects the
philosophy of science underpinning this work and how I think
about thinking (Alvesson & Skoldberg, 2020). This dissertation
starts from the position that knowledge is socially constructed.
Because meaning is co-created, we can only acquire new
knowledge by interacting with texts, people, and empirical
material. In the SIMS project, I was lucky enough to encounter like-
minded colleagues, and the empirical investigations, analytical
interpretations, methodological reflections, and paper writings
were conducted jointly. These cooperative work processes have
been extremely rewarding and this is, naturally, reflected in the
composition of the PhD thesis.

Further, the dissertation is co-constructed by a range of events
occurring during my PhD. An important one was the Covid-19
pandemic. Almost overnight, the world froze, research activities
were postponed, fear spread, and everything felt risky.
Experiencing the complete stand-still of urban mobilities, it was
impossible as a PhD researcher in the field not to speculate about
the long-term effect of Covid on urban mobilities. What would the
mobile risk society (Kesselring, 2008; Kesselring & Freudendal-
Pedersen, 2021) look like after this new risk of infection had
disrupted everyday life as we knew it? Would it send cities out on
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pandemic detours in terms of reinforced car-dependence, or
would pandemic induced mobile tipping points pave the way for
sustainability in urban mobilities? One of my empirical papers
takes a detour from direct engagement with inequality to explore
these questions, particularly in relation to public transportation in
Danish cities. Public transportation witnessed a decline in
passenger numbers of up to 90 percent (Lindberg et al, 2022),
which hit low-income groups disproportionately hard as public
transportation is a crusial sorce of mobility for them (Christensen
& Baescu, 2021). Therefore, restoring and rethinking public
transportation in the wake of the pandemic (Cusack, 2021) and
exploring possible mobile tipping points in this relation (Urry,
2004) appeared to be a crucial task from my place at the dining
table in our apartment, where I worked during lockdowns with my
then 1-year old son on my lap.

Another important event that shaped the dissertation was the fact
that the mobility providers involved in the SIMS mobility
experiment withdrew from the low-income project site at an early
stage. Consequently, no intervention was implemented in the area.
Albeit postponed due to Covid-19 constraints, the sustainable
mobility experiments were introduced at higher income project
sites. This gave rise to an empirical need to better understand what
happened and urged me to methodologically and theoretically
attempt to develop better tools and lenses to explore inequality in
sustainable mobility studies. The unusual composition of the
dissertation, placing methodological and theoretical articles
towards the end, is a consequence of an empirically identified need
to better equip scholars to discover issues of inequality.

2.1. PART I INTRODUCTION

The philosophy of science that underpins the dissertation is
elaborated on in the next chapter on the philosophy of science.
Together with the introduction and this chapter on the
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composition and contributions, it comprises the first introductory
part of the dissertation.

The three core parts of the dissertation follow. The first of these,
entitled “Obstacles”, includes a book chapter and an article, both of
which address the first research question: Why has inequality often
been marginalized in studies of sustainable transition? The next
core part, “Empirical inquiries”, includes two articles that provide
answers to the research questions: Does inequality influence efforts
to intervene in unsustainable mobility practices and if so, how? And
what creates tipping points in relation to sustainable urban
mobility? The last of the core parts, “Methodological and
theoretical directions” includes an article and an unpublished
manuscript. It answers the research question: How do we
incorporate sensitivity towards inequality (theoretically and
methodologically) in sustainable transition research? Lastly, a
closing chapter including recommendations sums up the key
findings of the dissertation and reaches a conclusion in terms of the
problem statement.

The next paragraphs elaborate on the content of the different parts.

2.2. PART Il: OBSTACLES

The second part of the dissertation addresses the first research
question, exploring what hinders engagement with the social
dimensions of change and issues of inequality. Why does inequality
represent a blind spot in many sustainable transition studies?

As argued, a precondition for developing analytical sensitivity
towards social inequality in transition studies is that we shift the
analytical focus away from individual behavior and technological
innovation, which have dominated sustainable transition studies.
We need to reject the traditional reliance on technology or
behaviorial change to deliver a sustainable transition because it
leaves us short on tools for understanding the social sphere and
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how it changes, including the landscape of social inequality and
how it changes as climate change occurs and our attempts to
mitigate it unfold. The discussion about the inadequacy of the
behavioral and technological perspective in sustainability studies is
developed further in relation to planning and designing sustainable
urban futures in the book chapter “From planning practice to urban
practice: Integrating everyday life in planning” and in the article
“Sustainable Mobility in the Mobile Risk Society—Designing
Innovative Mobility Solutions in Copenhagen”. Together, the two
papers point to historical circumstances and theoretical trends that
obstruct scholars' and practitioners’ opportunities for discovering
the important social dimensions of change, including issues of
inequality. Their contribution is that they accentuate the
importance of adopting lenses that are indispensable for transition
scholars and practitioners if they are to address questions on the
social implications of sustainable transitions.

First, the book chapter “From planning practice to urban practice:
Integrating everyday life in planning” takes the debate on
individual behavior as the outset for a discussion of how an
alternative approach based on practice theories and the sociology
of everyday life could inform planning for sustainable urban
futures. The chapter explores what the task of planning for urban
sustainability involves from the everyday life perspective and
argues that scholars should adopt theories of practice as an
alternative tool for planning sustainable urban futures. The chapter
is based on an example of how the practices of waste sorting and
taking the bus interlock in urban residents’ everyday lives to
demonstrate how all the elements in planning - in this case, waste
management and traffic planning — interlink into wider patterns of
urban practices. Applying theories of practice in planning, it is
argued, highlights these patterns for the planner and makes new
ways of intervening in urban unsustainability possible.

The article “Sustainable Mobility in the Mobile Risk Society—
Designing Innovative Mobility Solutions in Copenhagen” discusses
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how perspectives from mobilities research and everyday life
present an alternative to technology-occupied approaches to a
sustainable transition. In the paper, we discuss pathways towards
the decarbonization of cities and their mobilities and assert that the
current transformation of automotive mobilities is a technology-
reliant response to the decarbonization of cities with its emphasis
on, e.g., electrification, new battery technologies, automation, and
smart mobility. We argue that this approach will only perpetuate
the current automobile-reliant system because too little attention
is being paid to environmental and social externalities. Instead, the
focus should be on the mobility cultures in which everyday urban
mobilities are embedded and which can support sustainable
innovation. These cultures, it is argued, are deeply rooted in the
risk society (Beck, 1992), which within the mobilities paradigm is
transformed into the mobile risk society (Kesselring, 2008).
Therefore, in the paper we call for a new understanding of mobility
transition as interlinked with cultural transition in a modern
society that is deeply rooted in the mobile risk society. We need
robust, socially coherent, and inclusive mobility systems that are
more than just transportation systems and connections if we want
to create sustainable mobility practices. To exemplify how such
mobility transitions can be pursued, the paper presents the
empirical example of a visionary workshop on designing
“Sustainable Innovative Mobility Solutions” in three urban areas in
Copenhagen. In the workshop, a cross-disciplinary space was created
for actors to meet across silos and discuss intervention framings
focusing on innovation as a matter of interlinking sustainable
mobilities practices in the mobile risk society.

2.3. PART lIl: EMPIRICAL INQUIRIES

Having cleared behavior and technology framings of sustainability
from the roads, we can begin to empirically analyze the social
dimensions of transition, including the role of inequality.
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Part three sets out to answer the following two research questions:
Does inequality influence efforts to intervene in unsustainable
mobility practices and if so, how? And: What creates tipping points
in relation to sustainable urban mobility?

The third part of the dissertation presents the empirical approach
and research conducted in connection with the SIMS project, which
is an example of an intervention in unsustainable urban mobility
practices. Furthermore, we attempt to identify mobile tipping
points, understood as shifts and displacements that will generate
mobility system transitions, disassociating pollutive mobilities
from other everyday practices (Graham & Thrift, 2007: 5; Urry,
2004: 27; Budd & Ison, 2020).

Part three starts by describing the research design and the methods
utilized, namely qualitative interviews, focus groups and
workshops. It also touches upon other activities in SIMS, such as
meetings and conversations with different stakeholders, and how
they influenced the project and the knowledge produced. The
chapter also describes the research design, including case selection,
and how the Covid-19 pandemic necessitated a serious rethink and
redesign of the research.

Inequalities are often more easily discovered in comparisons
(Wacquant, 2007; Candea, 2019). Differences surface when people
and places are juxtaposed. The SIMS project sought to experiment
with sustainable mobilities in three very different urban areas, of
which two, Nordhavn and Folehaven, were particularly interesting
for my purpose. The first, Nordhavn, is a newly developed
neighborhood situated on the harbor front close to the city center
primarily inhabited by upper-middle-class families and couples.
The second, Folehaven, is a former working-class district located in
the middle of heavily trafficked roads with a mix of one-family
detached houses and public housing built in the late 1940s and early
1950s. The two areas differ significantly in terms of socio-economic
and spatial resources and, thus, represent two very different forms

38



CHAPTER 2. COMPOSITION

of urban living and contexts for sustainable mobility change.
Would mobility interventions unfold differently in the two areas?
And if so, how? The aim was to explore what the (different)
processes could teach us about inequality in relation to a
sustainable transition.

As mentioned, the SIMS intervention did indeed unfold very
differently in the areas, albeit not in ways I had imagined. The
intervention was dropped in the former working-class
neighborhood of Folehaven before it even got started as two key
mobility providers decided to withdraw from investing in the area.
The first empirical paper “Urban mobility injustice and imagined
sociospatial differences in cities - A comparative study of two
Copenhagen neighbourhoods”, examines why.

The paper compares inequalities in mobility and mobility
transition in Folehaven and Nordhavn based on interviews and
focus groups with inhabitants from both areas and the private
mobility investors involved in the SIMS sustainable mobility
intervention. Based on the empirical study, we argue that the
experience of immobility most often results from the co-
occurrence of physical and reputational factors. Sociospatial
conditions played a central role in shaping the experience of
mobility, and territorial narratives were dominant factors in
creating experiences of immobility. Interestingly, this was
intensified by people outside the area (investors/stakeholders),
whose planning decisions were influenced by the reputation of the
area. The very different dominant narratives of the two
neighborhoods were decisive in the provider’s decision to
withdraw from Folehaven. The article demonstrates that very
different experiences of (im)mobility occur in relation to diverse
social and spatial neighborhood structures and that paying
attention to the narratives of neighbourhoods provides a lens for
understanding how these inequalities are produced and
reproduced and play a decisive role in planning decisions.
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In Nordhavn, the SIMS mobility intervention also did not unfold
as planned, albeit for other reasons. In early 2020, I was
approximately one year into my PhD and the intervention was
about to start when the global COVID-19 pandemic hit, and
everything came to a stand-still. Overnight, streets were silenced,
busses emptied, and practices such as teleworking and teleshopping
increased to an extent that had been unimaginable just days earlier.
Like much other work conducted during this time, the lockdown
conditions significantly altered this project. The SIMS sustainable
mobility intervention was postponed until 2022, which meant that
studying it was no longer an option because it is still ongoing at the
time of writing. At the same time, new pressing questions arose:
What would the pandemic shock imply for urban mobilities?
Would the pandemic disruptions lead to mobile tipping points?

The second paper in part three of the dissertation on empirical
inquiries addresses the research question: What creates tipping
points in relation to sustainable urban mobility? I was especially
concerned with the long-term effects of COVID-19 on public
transportation because our empirical research in Folehaven
indicated that public transportation was particularly important for
these areas and for mobility equality. It soon became clear that the
pandemic had consequences for public transport, in particular, as
fear of becoming infected caused those who could to flee to the car
and, therefore, we saw the re-emergence of car-dependent urban
mobility cultures. An important factor in this was that in Denmark,
public transportation was the first place where masks were
obligatory, and for months, it was also the only place with a mask
mandate. Consequently, the mask came to signify the use of public
transportation as the riskiest of all practices during the pandemic.

In the paper “Pandemic Detours or New Sustainable Pathways?
Post-pandemic Mobility Futures in Danish Cities”, we discuss the
impact of COVID-19 on urban mobilities and, especially, public
transport based on an online workshop with mobility stakeholders.
The paper is the result of an effort to understand the spreading fear
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and pervasive flight away from public transportation but also
investigate whether the pandemic could be invoking new pathways
towards sustainability in mobilities and mobile tipping points
through the theoretical lenses of mobile risk society and practice
theory specifically related to new mobility practices as tipping
points. By analyzing the discussions held during the workshop, the
paper uncovers new imaginaries and emerging discussions about
the need to incorporate flexibility in solutions and invest in the
integration of mobility services, which arose because of the
disruption caused to public transportation systems by the
pandemic. If utilized properly, the innovations and lessons learnt
from COVID-19 can lead cities onto more sustainable mobility
pathways than what was previously perceived as possible. However,
as routinized practices are deeply embedded in existing institutions
and infrastructure, which do not necessarily change with COVID-
19, we might not expect such changes to happen “by themselves”.
Rather, the realization of such positive benefits will need continued
investments and active policymaking. This is especially true for
public transportation. After suffering severe passenger losses
during multiple lockdowns, reviving this source of mobility is
crucial for ensuring future sustainable mobilities for the less
mobility advantaged inhabitants and areas of cities.

2.4. PART IV: DIRECTIONS

While the pandemic challenged my research and led to the
cancellation of many activities, it also resulted in new opportunities
for insights for my doctoral work and this project. I found time to
reflect more deeply on the material we did manage to gather.
Having identified how general narratives about the different
neighborhoods - “the first movers receptive to habitual change” in
Nordhavn and “the renters who, in terms of sustainability
awareness, are from another planet” in Folehaven (Kristensen,
Lindberg & Freudendal-Pedersen, forthcoming) - influenced
mobility providers’ decision-making, it became relevant to also
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explore the researcher’s decision-making and the consequences it
had for the (re)production of inequality.

These questions guide the first of two papers included in the fourth
part of the dissertation. Together, they provide answers to the last
research question: How do we incorporate sensitivity towards
inequality (theoretically and methodologically) in sustainable
transition research?

Inequality may be produced and reproduced in all sorts of societal
activity — research included. Researchers’ social positions and
methodological choices have implications for the representation of
people and places, which can be more or less equal and just. This is
the argument in the paper “Despite the best of intentions:
Inequality in the search for mobility justice”, which investigates
whether inequality dynamics were at play in the qualitative
interviews we conducted in Folehaven and Nordhavn and if so,
how, to exemplify that it is impossible (also) for researchers to treat
everything equally despite the best of intentions. The baggage we
bear with us, personally and professionally, influences our ability
to emphasize, understand, discover, and interpret. To handle this —
rather than trying to “fix” it — the paper recommends actively and
consistently using the interview guide as a tool for maintaining
reflexivity at all stages of the research process and discusses what
this might look like. Throughout the stages of preparing,
interviewing, and rethinking, the interview guide helps identify new
aspects of the empirical material — not despite the researchers’
normativity but because of its explicit use. The interview guide thus
raises awareness of epistemic injustice in research, which again
enables researchers to critically examine their own practice and
understandings because collectively shared and taken-for-granted
understandings must be constantly reevaluated in order to avoid
blindly reproducing inequalities and instead achieve epistemic
justice. The recommendation is, therefore, that sustainability
studies scholars utilize these methodological practices to raise their
awareness of inequality in transition.
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The last paper in the dissertation “Developing a theoretical
framework for capturing inequality in transitions” outlines a
theoretical framework for future studies of sustainable transitions,
which pays attention to inequality and normativity. It gathers
insights from the multi-level perspective, practice theory, reflexive
modernization, and critical realism to create a framework that
underpins scholarly sensitivity to the social and normative
implications of transition. The multi-level perspective provides the
complex and multi-layered backdrop of sustainable transitions,
practice theory provides insights into everyday life and how it
changes, while reflexive modernization provides an understanding
of social inequality and how it alters as climate change and efforts
to mitigate its consequences unfold. Lastly, critical realism reveals
the normative aspects of transition studies. The aim is to enable
transition scholars to conceptualize key elements and dynamics in
transition processes and assess the social implications and
normative ideas that underpin them. The result is a framework for
future transition studies that highlights researchers’ and planners’
normativity and the potentially very different implications a
sustainable transition may have for people and places. As such, the
paper responds to the identified need to develop greater scholarly
and practical sensitivity to inequality and normativity. Sustainable
transition has the power to redistribute resources in cities and thus
their social landscapes. Transition scholars, therefore, need to
develop greater sensitivity toward who stands to gain or lose from
different initiatives to avoid locking societies and cities into
inequality-exacerbating and inefficient transition pathways. The
ideas in the paper for new theoretical directions in transition
studies concludes the fourth part of the dissertation.

2.5. PART V: CLOSING

The last part of the dissertation gathers the key findings in the
dissertation and summarizes them in six key points. The
implications of each point are discussed in terms of future
recommendations for scholarly work, and for politicians and
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practitioners. Lastly, I reach a conclusion regarding the problem
statement.

The dissertation’s introductory part has almost reached an end.
Before moving on to part two, a last chapter introduces the
philosophy of science underpinning my work.
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CHAPTER 3. PHILOSOPHY OF
SCIENCE

Within many scientific traditions — including some branches of the
social sciences — the ideal is that research creates objective
knowledge and generalizable truths. This ideal dominates
quantitative social research, in particular. Although some
qualitative researchers do subscribe to the objectivity ideal
(Alvesson & Skoldberg, 2020: 19), it probably will not come as a
surprise to the reader at this point to learn that the author of this
dissertation is not one of them. My work with this dissertation has
been a journey that started with a purely sociological approach but
then moved towards a more pragmatic and cross-disciplinary
stance, which had consequences in terms of the philosophy of
science.

This chapter tells the story of this journey and reflects upon it. I
approach the philosophy of science as a resource for understanding
different elements in a complex world, which allows me to
combine insights from different traditions. The dissertation draws
on moderate versions of social constructionism to understand why
social phenomena have become what they are and critical realism
to understand the role of materialities in the processes of
becoming.

The latter parts of the dissertation engage in discussions of
normativity in the activities of mobility providers, planners, and
researchers. Important to this dissertation is therefore adoption of
a philosophical stance, which captures the evaluative and
normative dimensions involved in research and change. It is
impossible to avoid talking about normativity when we talk about
inequality and transition: It activates ideas of whether inequality is
good and motivating or bad and unjust, and how much or how little
inequality we find acceptable. Both constructionism and critical
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realism capture the inherent normativity in human activity, but in
this dissertation, I have especially been inspired by critical realism
in this regard.

3.1. THE CONSTRUCTION OF SOCIAL PHENOMENA

Coming from sociology, I have been carefully trained in the
analytical discipline of “demasking” social phenomena and
challenging common sense. These are key elements of research
within social constructionist. For social constructionists, the reality
is not naturally given - things do not have to be how they are
(Berger & Luckmann, 1992: 13 [1966]). Studying how reality is
socially constructed, therefore, becomes a central concern
(Alvesson & Skoldberg, 2020: 29). Approaching reality as
something that is socially constructed has the ontological
implication that there is no access to a reality ‘out there’, outside
human interpretation, because reality is created in social
interactions between humans.

Hacking (1999) breaks social constructionist research down into a
process consisting of at least two steps. Social constructionist
inquiries often start by scrutinizing a phenomenon that is taken for
granted; a truth that appears inevitable and self-evident. The point
is then to dispel self-evidence by demonstrating how, for example,
historically, the phenomenon has not existed or has not been at all
as it is today (Hacking, 1999). In this way, the phenomenon is
demasked. This gives an ‘aha experience’, which Alvesson &
Skoldberg (2020: 30) highlight as the main point of social
constructionist work.

My social constructionist backlist cannot be taken out of the
equation. It serves as a backdrop for my thinking and, therefore,
social constructionist understandings and phrasings also permeate
this dissertation. They surface, for example, when I talk about
inequality as something that is socially produced and reproduced,
and about narratives that frame investors’ and planners’ decision-
making. As such, interpretations influence any rationality and
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rationalization (Berger & Luckmann, 1992) including those of the
researcher, the urban planner, and the mobility provider.

The social constructionist philosophy of science informs this
research in the sense that it does not seek objective truths about
social phenomena but instead seeks to illuminate how the
phenomena become what they are because of what we do with
them and how we talk about them. In other words: how social
inequalities, mobilities, transitions and urban futures are socially
constructed. How we understand and create meaning around these
phenomena and what this means for what we do with them is of
central concern.

3.2. WHAT ABOUT THE MATERIALS OF MOBILITY?

To better capture normativity and make more room for change
and the role of materiality herein, it made sense to move away from
especially “hard” constructionism and adopt a more pragmatic,
multi-faceted gaze. This also emancipates me from some of the
challenges of hard constructionism. An important one is, I would
argue, that in perceiving reality as a social construction, the
researcher’s investigations are directed exclusively towards
uncovering how this construction has come into being, rather than
towards how the construction functions or why people construct
society in the way they do. These are crucial questions when
engaging with transition and they call normative horizons into
question, as I do in this dissertation. I, therefore, agree with Pierre
Bourdieu (Bourdieu in Alvesson & Skoldberg 2020:45), who was
himself inspired by social constructionism, but found that their
micro-sociological investigations tended to “stop where the fun
begins”.

A new direction in the philosophy of science which I encountered
during my work with this PhD is critical realism. This resonates
with the basic idea that normativity permeates all aspects of human
life including scientific activities. This newer philosophy of science
was developed by the philosopher, Roy Bhaskar, and emerged in
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the 1970s (Alvesson & Skoldberg, 2020:48; Bhaskar, 1998). It may
seem odd to draw on both constructionist and realist philosophies
of science in the same piece of work as constructionist and realist
positions are often presented as polar opposites. For example, my
textbook on constructionism says:

“When we, e.g., look at an object, it reflects rays of light into our eyes.
This gives rise to various neural processes in the brain, and in the end, a
state is formed in our consciousness that represents or depicts the external,
physical object. Constructionism denies both elements of realism, both
that reality exists independently and that our cognition reflects it.” Collin,
2003: 13 (my translation)

In this quote, social constructionism is presented as anti-realist and
as perceiving reality without qualities. I would argue that viewing
everything, even the physical reality, as a social construction
applies only to the most radical branches of the tradition, what I
have called “hard” constructionism. The constructionism I am
inspired by is a more moderate version, which focuses more on
how social phenomena take shape as a result of how we think about
them, what we do with them, and the contexts in which they are
embedded. Because I start from an everyday perspective and
practice theory, not only do I want to engage with socially
constructed phenomena and meanings, but I also want to include
space and materiality and skills that are often very practical and
‘real’.

3.3. MATERIALITIES AND NORMATIVITY FROM CRITICAL
REALISM

The interaction between materialites and the making of meaning
(semiosis) is also the outset for the critical realists, Jessop and Sayer,
to engage with the discourse theorist, Fairclough, in their (2002)
article “Critical realism and semiosis”. Here they describe
materialities as carriers of specific potential in terms of power and
possibilities. They can do different things and change in specific
ways. They, therefore, give materialities a certain amount of
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leverage in a world that is still understood as consisting of processes
and phenomena that are socially shaped.

Critical realists, like social constructionists, do not accept the
existence of objective truths that structure the world. They do,
nevertheless, acknowledge that structures exist and hold
opportunities and power to create new futures. However, they are
perceived as more deeply lying mechanisms that generate
empirical phenomena (Alvesson & Skoéldberg, 2020: 48). As such,
structures can exist without always being prominent (Sayer, 1992).
In this ontology, there is a latency which is interesting for
researchers who are engaged with change and transition because,
due to structural latency, what has happened does not preclude that
something else might happen in the future (Sayer, 2000: 12).

The ‘critical’ in critical realism relates to the idea that humans are
evaluative beings, who are always relating and responding to their
relationships and contexts (Sayer, 2011). The researcher cannot
avoid evaluating and influencing what is researched. Therefore,
studying, understanding and explaining social phenomena always
involves critical evaluating the phenomena under study (Sayer,
1992:6).

Understanding people and researchers as evaluative beings who
care about their relationships and contexts and are capable of
flourishing or suffering depending on how our world develops has
consequences in terms of the role normativity plays in research and
change. With his evaluative stance (Sayer, 2007, 2011, 2014), Sayer
emphasizes how people — social scientists included - are sentient,
evaluative beings, who do not just think and interact with the world,
but also evaluate things, including the past and the future (Sayer,
2011; 1-2). In our everyday lives as well as professional lives, we
cannot avoid engaging with normative questions of good and bad
and what to do for the best — the matters of practical reason (ibid).
When social scientists pay close attention to social arrangements
such as different transition paths, how they come about and what
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futures they can facilitate, we can hardly avoid normativity.
Therefore, it is better to embrace it.

Normativity is an important perspective in this research. In the
dissertation’s part four I argue that a sustainable urban transition,
in essence, involves designing the good future life in cities. Visions
of green urban futures and the efforts to realize them hold the
promise of a better life for inhabitants. Sustainable transition relies
on a normative core and, therefore, answering normative questions
about who will flourish and suffer hold a central position in
transition work.

3.4. SUMMATION

This section has engaged with the trends in the philosophy of
science that inspire my work. I have particularly been inspired by
the two philosophies of science: social constructionism and critical
realism. Although they are sometimes framed as opposites, I draw
on both and consider them as resources for understanding
different elements in a complex world.

The social constructionist philosophy of science informs this work
in the sense that it does not seek objective truths about social
phenomena, but instead seeks to illuminate how the phenomena
become what they are because of what we do with them and how
we talk about them.

In critical realism, I found a way to include materialites as things
that are neither fixed nor constructed, but somewhere in between.
Here, materialities carry specific potential — they can do different
things and change in specific ways. Furthermore, something that is
advantageous for this dissertation is the idea that humans are
perceived as evaluative beings who care about their relationships
and contexts and are capable of flourishing or suffering depending
on how our world develops. Therefore, normativity is placed
center stage because critical evaluation is perceived as something
that is ever-present.

50



CHAPTER 3. PHILOSOPHY OF SCIENCE

51



TRANSITIONS FOR PEOPLE

PART II: OBSTACLES
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CHAPTERA4.

This part of the dissertation engages with the first research
question, exploring the obstacles to engagement with social
dimensions of change and issues of inequality. Why are these
dimensions of change not more prominent in transition studies? I
argue that at least two obstacles can be identified. These are
overstating the importance of: 1) individual behaviors and 2)
technological innovations and their prominence for a sustainable
transition at the expense of more thorough engagement with the
social dimensions of transition, hereunder social inequality.

4.1. PATHWAYS FOR UNDERSTANDING THE SOCIAL
DIMENSIONS OF TRANSITION

Since the Brundtland report (1987), there has been general
agreement that sustainability has three dimensions: economic,
social and environmental (Brundland, 1987; Bartiaux et al., 2019).
Sustainability in the social and economic dimensions means that a
sustainable transition must consider the current landscape of
inequality; it ought to be fair and reduce inequalities between
people and places (ibid).

Around the millennium, scholars called for the improved
integration of social inequality and sustainable transitions.
Agyeman & Evans (2004) and Bullard, Agyeman and Evans (2002)
called for a link to be made between sustainability and justice in,
for example, the book Just Sustainabilities: Development in an unequal
world (2003). Before them, other scholars, for example, Torras and
Boyce (1998) and Morello-Frosch (1997), worked with linking
environmental quality and human equality. Bullard, Agyeman &
Evans argue that sustainability, “cannot be simply an
‘environmental’ concern, important though ‘environmental’
sustainability is. A truly sustainable society is one in which wider
questions of social needs and welfare, and economic opportunity,
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are integrally connected to environmental concerns" (Bullard,
Agyeman & Evans, 2002:2).

These calls resulted in the Just Transitions framework, which is a
relatively new and innovative framework for addressing climate
change, focusing on making decarbonizing transitions socially just
processes (Stevis and Felli 2015; Morena et al. 2020; Velicu & Barca
2019). However, as the perspective developed at the intersection
between environmental justice movements and labor politics
(Velivu & Barca, 2019), understanding inequality and transition in
everyday life has not been a key concern for just transition scholars.
Therefore, a search for theoretical support for the inclusion of
everyday life in transition studies began. The outset of the search
was that everyday life is where inequalities are experienced, and it
is where new fair sustainable solutions need to be implemented.

The first stop was the multi-level perspective (Geels, 2004; Schot &
Geels, 2008), which entails an awareness of cross-level dynamics in
transition. The last paper included in the dissertation discusses its
potential for future studies of inequality in sustainable transitions.
Despite the sensitivity of the perspective to cross-level dynamics,
an awareness of how different dynamics play out in everyday life
is not present in the MLP framework. Differences in everyday life
opportunities and inequalities are experienced on a daily basis. The
fact that the MLP perspective cannot capture this is also very
apparent as few MLP authors have attempted to understand the
social dimensions of the transitions (Hargreaves, Longhurst, &
Seyfang, 2013; Walker, 20138). Instead, the analytical focus in MLP-
informed studies remains primarily on technological innovations.

To capture the social dimensions of a sustainable transition, I
started looking in the direction of practice theory (Shove, Pantzar,
Watson, 2012; 2013; Shove & Spurling, 2013). Several ways of
approaching everyday life exist, but I decided to explore theories
of practice as a way to develop an understanding of the social
dimensions of sustainable change in everyday life.
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However, some obstacles that block the way must be removed to
make way for engagement with the social dimensions of transition.

4.2. FROM BEHAVIOR TO PRACTICES IN EVERYDAY LIFE

Practice theorist, Elisabeth Shove (2010), has prominently argued
that one key obstacle in relation to engaging with the social and
how it changes is that, historically, social science studies of a
sustainable transition have tended to frame a green transition as a
question of behavior (Shove, 2010). Consequently, scholarly
research has tended to focus on individuals, their behavior and
choices, while neglecting structural phenomena appearing at more
aggregate levels (Scavenius and Lindberg 2016, 2018). The
behavioral change approach focuses on individual attitudes,
behaviors and choices, which Elizabeth Shove termed the ABC
framework (2010).

Relying on individual behavioral changes to deliver sustainable
futures reflects a failure to acknowledge and recognize the role of
institutions, routines, conventions, cultures, and infrastructure in
shaping the activities that make up everyday life (Southerton,
Chappells and Vliet, 2004). As such, the behavioral models are
“sociologically naive” according to Spaargaren (2011, p. 814). When
institutions and questions of equality and social justice are
bypassed, opportunities for governing and guiding sustainable
change become limited. As such, it constitutes the first of the two
obstacles to engaging with social change and inequality in
sustainability studies.

What the everyday life perspective and practice theory have to
offer is examined in relation to urban planning in the first paper
included in the dissertation, the book chapter “From planning
practice to urban practice: Integrating everyday life in planning”. It
shows how this approach stands in opposition to and illuminates
blind sports of the behavioral approach, which has traditionally
informed planners’ promotions of sustainability in the urban
sphere.
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PAPER ONE: FROM PLANNING
PRACTICE TO URBAN PRACTICE:
INTEGRATING EVERYDAY LIFE
IN PLANNING FOR URBAN
SUSTAINABILITY

Caroline Samson, Malene Rudolf Lindberg, Malene Freudendal-Pedersen,
Daniel Galland

Abstract: This chapter delves into the role of everyday life practices in planning
for urban sustainability. Whilst knowledge about practices in planning
research mainly emerges from planning processes or the planner’s own
professional practice, less attention has been paid to understanding people’s
everyday practices, which are complex and bundled together and are
produced and reproduced in and by the urban context. Through the lens of
theories of practice, we argue that planning for urban sustainability
demands a shift away from the traditional behavioral rationalist approach
(promoting sustainable consumption) towards a more integrated approach
focusing on everyday urban practices. Using an example of a young adult's
everyday life, we show how the bundling of everyday life practices interacts
with waste management, illustrating how the latter is not an isolated practice
but is rather connected to several other urban practices. We conclude by
discussing the need for an increased focus on everyday urban practices in
contemporary urban sustainability planning research.

1. Introduction: Behavioral planning approaches for urban sustainability
changes

Planning for sustainable urban futures has long been on international
governance agendas but it has only produced limited results, especially
concerning changing unsustainable consumption patterns. As part of the
sustainability governance agenda, consumption is typically equated with
consumer behavior (Southerton, Chappells and Vliet, 2004; Evans, Welch and
Swaffield, 2017). Here, the aim of promoting sustainable consumption
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through behavioral change has focused on encouraging certain kinds of
lifestyles or purchases (Shove, 2010). In recent years, this approach has been
criticized for failing to capture the fact that practices are embedded in complex
everyday lives and urban structures (Evans, Welch and Swaffield, 2017) and
for neglecting the interaction between the system of provision and the system
of consumption.

Elisabeth Shove (2010) terms it the “ABC framework” in which “social
change is thought to depend upon values and attitudes (the A), which are believed to
drive the kinds of behaviour (the B) that individuals choose (the C) to adopt” (Shove,
2010, p. 1274). Planning with the ABC framework means that the primary task
is about providing enough information for behavioral changes. It becomes a
cognitive matter that relies on the idea that knowledge creates action, what
Spaargaren (2011, p. 814) calls “sociologically naive”. Furthermore, relying on
consumers’ behavioral changes to deliver sustainable urban futures reflects a
failure to acknowledge or recognize the role of institutions, routines,
conventions, cultures, and infrastructure in shaping processes of
consumption (Southerton, Chappells and Vliet, 2004).

Contemporary urban landscapes remain highly influenced by physical
design and rational planning paradigms, both of which embed behavioral
approaches in change (Rydin, 2021). Rational planning became a widely
subscribed approach in the aftermath of WWII (Faludi, 1973; Alexander,
1984), which was aligned with technological optimism and capacity of
technology to change behavior, which has made very visible imprints on
today’s cities. The technical rationality of planning accentuated its ‘scientific’
and ‘objective’ qualities: A professional discipline characterized by formal
rationality that separated means from the ends (Faludi, 1973). The ‘objective’
view of knowledge thereby justified the procedural approach of planning:
From problematizing and setting objectives to generating, evaluating, and
deciding upon alternatives. This is showcased by how transportation
planning has significantly shaped the form and function of cities: By
prioritizing the automobile combustion engine technology and its
infrastructure defining urban life (Newman and Kenworthy, 1999).

The rational planning paradigm approaches behavior with a ‘predict and
provide’ outset using quantitative data to model urban and regional futures,
“and as the rational choice perspective assumes rationality on the part of actors,
exploring motivations and values through qualitative research is not really required”
(Rydin, 2021, p. 59). This view of actors has evolved, and rational choice and
‘evidence-based planning’ has been supplemented by planning approaches
that include cultural and institutional perspectives, e.g., new institutionalism,
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and embrace complexity and wuncertainty, e.g., transactive planning
(Friedmann, 1973), deliberative planning (Forester, 1999), and collaborative
planning (Healey, 2006).

Despite this development, the need to plan for humans instead of
systems and technology remains an urgent discussion. As early as 1961, Jane
Jacobs criticized urban planning for its rationalistic approach in her book The
Death and Life of Great American Cities. Jacobs (1961) specifically focused on the
role highways were playing in the destruction of urban life. This discussion
primarily inspired architects who focused on the materiality of buildings and
the spaces in between. In an urban planning context, Jan Gehl’s Life Between
Buildings was very influential amongst urban planners. Gehl (2011) also
adopts a behavioral approach in his analysis, but he also focuses on the built
environment and its influence on behavior (Tigran, Littke and Elahe, 2020).

Recognizing the comprehensiveness of practices has been on the agenda
within planning studies. This has contributed to theoretical and empirical
studies on planners’ practices and practices in planning processes (Verma,
1995; Watson, 2002; Davoudi, 2015; Kurath et al., 2018; Alexander, 2022).
Planners' practices have been discussed, for instance, within Science and
Technology Studies (STS), Actor-Network Theory (ANT), or Social
Construction of Technology (SCOT) (Pinch and Bijker, 1984; Hommels, 2018;
Kurath et al., 2018). In particular, Patsy Healey’s seminal article A Planners’
Day (1992) explored planners’ different roles and practices in their everyday
work. When planning research and theories of practice have been combined,
the focus has been on planners’ practices (Alexander, 2016, 2022; Gram-
Hanssen, 2022), conceptualizing planning processes (Harders, 2015;
Luukkonen, 2017), or organizational relations and work studies (Gherardi,
2012).

These discussions have been essential in that they have helped the
planner handle the important role of solving societal problems (Rydin, 2021)
— not least concerning practices of public and commercial actors seeking to
mobilize the consumer. However, these approaches that combine planning
and practice (both the vaguer understanding of practice as well as the version
within theories of practice) primarily address the way planners plan and not
the practices of those they plan for. In this chapter, we put the emphasis on
the latter: The need to develop an understanding of everyday practices in
planning. We suggest that theories of practice should be applied as an
approach to understand how materials, meanings, and competences that
reproduce everyday practices can be changed in order to encourage more
sustainable consumption.
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This chapter is structured as follows: Sections two and three provide
conceptual reviews of everyday life and theories of practice. Section four
combines theories of practice in planning. Next, section five uses an empirical
example related to waste management and sorting to show how bundles of
everyday practices influence each other. The final section discusses how
theories of practice as a methodology can help planning for sustainable
futures.

2. Centering everyday life

The climate change challenge, which is putting pressure on cities and
planners’ ability to incorporate sustainability in urban everyday life is, as
Ulrich Beck (1992) puts it, a self-produced challenge: Our modern lifestyles
are creating the risks of flooding, congestion, and pollution. Today, change is
propelled by the need to limit the negative side-effects of everyday life and
the unintended consequences of how we live, consume, and move around the
city. Taking modern everyday life as the scale of observation enables planners
to understand polluting urbanism in a world at risk and to recognize that
sustainable urban planning involves more than behavior change and
technological innovation.

In his book Critique of Everyday Life, Henri Lefebvre (2014) argues that the
importance of everyday life has been relegated due to the abundance of
uncertainties and complexity in everyday life that complicates the ‘simplicity’
of capitalism and political economy. In the face of the sustainability challenge,
however, it is important to formulate alternatives to simplistic approaches
and develop alternative tools so that planners can identify measures that will
support sustainable transitions rather than generate a profit. Placing everyday
life at center in planning, we argue, presents such an alternative.

Everyday life is where urban infrastructure, institutions, and cultures
meet individual doings and sayings. Everyday life provides a theoretical and
methodological framework for understanding what urban citizens do with
and in their city and why they do it. Only once this has been understood, can
planners begin to consider how to intervene in polluting activities in the city.
Charlotte Bloch (1988) highlights everyday life as a place for creating an
understanding of the connection between 'the little' and 'the big' story (Bloch,
1988, p. 125), that is, the connection between people’s everyday life and the
urban structure. It is advantageous for engaging with the many unsustainable
urban phenomena such as pollution from combustion-engine vehicles,
insufficient waste sorting, and congestion, which are appearing in the
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everyday lives of citizens and which are deeply rooted in the urban
infrastructure, which planners plan.

Birthe Bech-Jorgensen (1994) asserts that everyday life comes into being
in the interaction between the conditions of everyday life and the way they
are handled. As such, everyday life is something that is constantly changing
and is never static or finished. It is enacted and re-enacted every day and is
always in the process of becoming. The materials, the spaces, and how they
are planned are decisive for how everyday life unfolds in cities, and how
(un)sustainable it is. For example, the prevalence of bike lanes or parking
spaces in the cityscape influences how people practice mobility in everyday
life. By creating spaces for sustainable everyday practices, planners can
prompt sustainable urban futures. This can be achieved if planners
understand the dynamics of everyday life and how it changes.

3. Using theories of practice to approach everyday life

Several ways of approaching everyday life and including it in research,
policies, and planning for sustainability exist, but here the focus is on theories
of practice as a perspective for planning for sustainability in everyday life.

As previously mentioned, theories of practice started as a critique of the
individual-oriented approaches to sustainability. When governing and
attempting to solve environmental issues, the focus has been on ‘luring’ or
‘manipulating’ people to make sustainable choices by using tools such as
pricing, persuasion, and advising (Spaargaren, 2000; Shove, 2010). However,
when they do not understand everyday life, planners fail to understand why
people do what they do: Why are urban citizens still driving combustion-
engine vehicles and performing inadequate waste sorting when they know it
is unsustainable? If citizens know that these activities produce risks and
contribute to climate change, such practices may be perceived as irrational.
From this viewpoint, the planner’s job is to redeem the urban masses:

“If humans are seen as slaves of their emotional selves, it appears that only those
choice architects who design public policy can be trusted to design the rational
default environments in which we are to live (with, of course, the exception of the
‘rational elite' for whom these policies are not really meant in the first place)”
(Whitehead, Jones and Pykett, 2011, p. 2834)

An influential critique of climate policies that is based on this understanding
of people and their practices was formulated by Shove (2010) and denoted the
“ABC” framework” as already mentioned in the introduction. “A” stands for
“attitude”, “B” for “behavior” and “C” for “choice”, exposing the overly
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simplistic idea that attitude affects behavior and hence choice. The ABC
framework leaves all phenomena that do not occur at the individual level out
of the equation, and delivering sustainable change becomes a question of
formulating rationalistic and individual-oriented policies and plans.
Therefore, it also individualizes the responsibility for sustainable change.

In response, a movement to include insights from sociology in
sustainability policies and research emerged. This was informed by the
practice turn in social science (Spaargaren, 2011). By de-centralizing
individual action and instead taking routinized everyday practices as the
starting point for understanding (un)sustainable living, moving, and
consuming, theories of practice result in a more nuanced discussion that goes
beyond the obsession with the individual of the ABC framework. As Alan
Warde (2014) puts it: “Against the model of the sovereign consumer, practice
theories emphasize routine over actions, flow and sequence over discrete acts,
dispositions over decisions, and practical consciousness over deliberation” (Warde,
2014, p. 286). Logics such as homo economics are discarded, and cultural logic
and practices replace them (Reckwitz, 2002).

Practice is the unit of analysis against which social phenomena can be
understood (Schatzki, 2001; Reckwitz, 2002). Social practices are repeated and
recognizable social activities and, consequently, not results of autonomous
individual’s activities. Individuals are only of concerns insofar as they are
carriers of these practices (Reckwitz, 2002). Social practices activate bodies,
materials, humans, words, and interpretations: “A practice is thus a
routinized way in which bodies are moved, objects are handled, subjects are
treated, things are described and the world is understood” (Reckwitz, 2002,
p- 250). This emphasizes the fact that practices may be performed by
individuals, but they are collectively produced and reproduced (Shove,
Pantzar and Watson, 2012).

Definitions of what combinations of elements that constitute a practice
vary (see Gram-Hanssen (2009) for a summary) but one frequently used
definition was put forward by Shove, Pantzar, and Watson (2012). They argue
that a practice consists of three elements: Materials, meanings, and
competences. Meanings are shared ideas and values that underpin a practice,
competences are know-how and skills needed for conducting the practice,
and materials are the objects, technologies, tools, and infrastructure that are
activated. Practices are centered on the organization of everyday life, where
for example the practice of cycling connects practices of working, picking up
children, doing the grocery shopping, and meeting friends. In this way,
everyday activities interlock and form larger patterns of social practices.
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Repeatedly activating the materials, meanings, and competences that
constitute specific practices reproduces those practices (Shove, Pantzar and
Watson, 2012). The fate of a practice thus depends on the enactment and re-
enactment of that practice — on the putting together of the elements involved
—on an everyday basis. This takes place in the everyday life. In oppose to the
ABC framework, theories of practice argues that attitudes, meanings, and
norms cannot be understood as attributes of individuals (Shove, Pantzar and
Watson, 2012). Instead, they exist in the practices and are (re)produced in
social relations and the enactment of practices in urban everyday life. These
understandings are included in what we term urban practices.

4. Planning for renewed urban practices

Cities are composed of social, institutional, and infrastructural elements.
Therefore, it makes sense for urban planners to move beyond rationalistic and
individual-oriented approaches and experiment with other frameworks for
approaching sustainability in urban planning, for example, through a more
nuanced focus on the texture of everyday life. Understanding urban life as
large patterns of interlocked everyday practices presents a new way of
understanding urban infrastructure and urban mobility systems, waste
systems, etc. The perspective suggests that the way the systems are currently
configured is the result of specific historical conditions that resulted from
previous practices which were transformed into present practices (Gherardi,
2012) and which can be transformed again into future sustainable practices.
Nothing is set in stone (metaphorically speaking) even if we often perceive
urban infrastructure and systems as unchangeable.

According to this perspective, the task of planning for urban
sustainability becomes a task of understanding social life as routinized
everyday practices and identifying how planning can support sustainable
changes in urban everyday life. If the linking of elements in practices is done
differently or stops being done, practices can transition or terminate. Herein
lies a range of opportunities for planners to intervene.

Change is possible when one or more of the elements involved in
practices change, or when other practices in the larger pattern of urban
everyday life change. Spurling et al. (2013) have developed three framings for
intervention in consumption practices. These are: 1) Recrafting practices, 2)
substituting practices, and 3) changing how practices interlock. The three
intervention frameworks differ in terms of ambition levels, institutional scale,
and type of policy activated. Whereas the first involves changing one or more
elements involved in a practice, e.g., replacing a combustion engine vehicle
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with an electrified vehicle, the second involves substituting a practice
altogether, e.g., shifting from car-driving to bike-cycling. The third, changing
how practices interlock, means targeting the larger pattern of social practices,
for example, by making it more or less difficult to use the car when shopping,
for example, through the way supermarkets and the parking and
infrastructure surrounding them are planned.

In the following section, we illustrate through an empirical example
related to waste management how one everyday practice interacts with many
other practices. Illustrating how elements are shared and practices interlock
gives planners an understanding of how to change practices through altering
their different materials, meanings, and competences and the way they
interlock.

5. Empirical example: Urban practices of waste management and sorting

The following example is derived from the research project Food, mobility, and
housing in the sustainable transition of everyday life. Food, mobility, and housing
are the main CO: consumption emitting domains and they are, therefore,
essential to understand to make a transition towards a more sustainable
everyday life possible. Empirically, the project was based on qualitative
interviews with young adults (between 25-35 years old) living in the four
largest cities in Denmark. The theme of the interviews was everyday life
practices within food, mobility, and housing. The following example of an
everyday practice, managing and sorting waste, is used to show the
interlinkages between different everyday practices.

In a Danish context, sorting waste correctly is the responsibility of the
individual (‘correctly’ refers to sorting waste in the most sustainable way).
The individual consumer is in charge of discarding what they consider as
waste as well as sorting the waste into the right fractions before it is collected
and handled by professionals. This behavioral approach to waste sorting has
been the norm. It is believed that if individuals have access to waste bins that
contain different fractions, waste sorting will be conducted. But despite a
willingness among urban citizens to sort waste ‘correctly’, the potential for
better waste sorting is still high (Katan, 2022). The following example unfolds
the practice of managing and sorting waste to highlight that understanding
the practice as a simple behavior overlooks the nuances needed for changes
to occur.

Applying Shove, Panzar, and Watson’s (2012) elements of materials,
meanings, and competences in the practice of managing waste reveals that the
practice is not as trivial and simple as it may at first seem. The competences
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that constitute the practice include the ability to choose the correct bin, the
ability to sort the waste into fractions, the ability to bring out the waste, the
ability to carry the waste, or the ability to distinguish between what is waste
and what is not, among others. The meanings behind the practice could be to
simply get rid of the waste, environmental concerns, not throwing waste on
the streets, or economic reasons. There are also many materials such as the
waste itself, waste bags for different fractions, wastebins in the house, waste
containers in the urban fabric, infrastructure for the waste bins (indoor and
outdoor), and garbage trucks for picking up the waste, among others.

These are all examples of materials, meanings, and competences that
have been identified among the young adults in the research project. Elements
could also be concern about why the practice of managing waste has not been
prioritized, e.g., a lack of covered shelters for the waste bins (so the people
conducting waste management do not get wet), a lack of keys to access the
correct waste bins, or a lack of trust that waste is going to be disposed of
correctly, among others. Some of these materials, meanings, and competences
are global while others are more context specific. In Denmark, for instance,
there was a short period of three weeks during the initial phase of sorting new
fractions when all the waste was disposed at one incineration plant. This
almost 20-year-old scandal still forms and replicates meanings of waste
sorting.

As such, this highlights how several materials, meanings, and
competences are at play when facilitating sustainable waste management. By
using practices as the unit of analysis, we see the complexity of a single
practice. However, as practice theoretical researchers assert, practices are
often related to and co-exist with other practices (Schatzki, 2010; Shove,
Pantzar and Watson, 2012; Hui, Schatzki and Shove, 2017). It is in the
arrangement of several practices where doings are produced and reproduced
- or intervention could happen as presented in the framework of Spurling et
al. (2013).

In one of the interviews, a couple mentioned that their waste
management system was located under ground level and was equipped with
a heavy hatch that springs back powerfully. They did not talk about their
waste management infrastructure in a positive way, which led the
interviewers to ask whether that meant that they did not sort their waste, to
which they answered:

“Yes, definitely yes. Also, it is a longer way for me to, kind of, go around the

building. It's not like... in relation to the bus I take every day, it’s not on the way to
that. You kind of have to go all the way up this way, and then you have to spend
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time opening the hatch and it also takes a lot of time to like sort your waste into all
those fractions, especially for those hatches that are way too small. And because I'm
often in a hurry, I do not have that much time, I prioritize catching the bus instead of,
yes, sorting the waste” (Nor & Annika, interview September 2021, translated by
authors).

Not managing or sorting waste is not only limited by ‘bad” material (the heavy
and small hatches) in the practice itself, but it is also limited by the physical
urban infrastructure — the road. Infrastructure that is shared between the
practice of managing waste and the practice of taking the bus to work. The
same material (the road) makes it possible to take the bus to work while at the
same time limiting the practice of managing waste.

Moreover, what this quote shows is that waste management does not
only involve disposing waste in the designated bin. Managing waste
interlocks with other elements of everyday life. An everyday life that includes
practices that must be coordinated and negotiated with other competing
practices:

”Some days I just place the waste bag in front of the door if I'm in a hurry. Often, I
take out the waste when I'm on the move anyway. Then I'll leave the house earlier to
dispose it because you need time to put the waste in the right bins. When I do not
have the time to do that, I just place the waste in front of the door, and then perhaps,
my husband takes it when he goes to work. If not, I'll take it the following day or the
next time I'm out the door, sometimes when I go to pick up my daughter. That
depends.” [...] "I would never go out with the waste just for the sake of disposing of
it. Or not unless I have a lot of waste after a dinner party or something” (Afia,
interview December 2021, translated by authors).

To bring out the waste is thus something that needs to be coordinated with
the partner and their child. Also, prioritizing waste management only
happens if there is sufficient time that can be allocated to it and catching the
bus is seen as more important than sorting waste when they are not two easily
connected practices. These examples show that practices share elements.
These elements can be shared but can mean that practices compete with one
another. For instance, the common material in the form of the same
infrastructure (the road), which is used for the waste management system,
and the route to work or meaning in terms of being environmentally
concerned and aiming to take the bus as well as sort the waste.

By applying theories of practice and using everyday practices as the unit
of analysis, we see that functions (e.g., waste management and transport
systems) in the city need to be considered and planned together. To enhance
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sustainable practices, focusing on these interlinkages is essential. Following
the framework of Spurling et al. (2013) for sustainable interventions, a simple
recrafting of practices would not enhance waste sorting for these young
adults, the focus should instead be on changing how the practices interlock in
everyday life. The application of theories of practice leads to the
understanding that all practices in everyday life, even the insignificant ones,
matter in transitions towards sustainable futures.

6. Concluding remarks: From behavioral planning to a practice approach

In this chapter, the focus has been on how to move away from a behavioral
approach to individuals' consumption and instead use theories of practice,
which represents a more comprehensive approach that is needed when
planning for urban sustainability. As Luukkonen (2017) argues, giving
priority to practices in planning processes denotes a methodological shift to a
focus on studying everyday practices, ‘wheres’, “whens’, and relational
practices. For planners, we suggest they adopt the framework of materials,
meanings, and competences introduced by Shove et al. (2012) to better
understand practices, and the three framings for intervention: Recrafting
practices, substituting practices, and changing how practices interlock,
introduced by Spurling et al. (2013).

With the example of waste sorting and management, it became clear that
this practice is interlocked or bundled together with other practices. The
example also highlighted the role of urban planning in relation to which
access roads are created around housing units, for instance. Therefore, when
adopting a theories of practice approach, change becomes possible when one
or more of the elements involved in waste sorting changes. With the three
intervention framings by Spurling et al. (2013), there is a difference in
ambition levels as well as the involvement of different institutions and
policies. Recrafting the practice of waste sorting could involve a focus on
changing the materials of sorting waste, access to it, and its location in relation
to other everyday practices such as mobility or grocery shopping. Substituting
the practice altogether may, for instance, involve a focus on policies with
packing materials used for food so that the amount of waste would be
minimized in households and less sorting would be necessary. Lastly,
changing how waste sorting interlocks with other practices means targeting
the larger pattern of social practices by, for example, rethinking urban
planning along the lines of the 15-minute city and creating more sustainable
interactions between everyday activities, thereby creating a different pace and
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more time to handle sustainable practices (Samson and Freudendal-Pedersen,
2022).

The inclusion of everyday practices in future planning paints a more
comprehensive picture of the effect of the different tools planners can use.
Kontokosta (2021) argues that: “The increasing complexity of urban life also
requires that planners bring to bear new data and new computational methods to
understand the dynamics of urbanism, forecast and predict future needs, and
comprehensively evaluate policy alternatives” (Kontokosta, 2021, p. 392). These
are significant demands for planners, but a good place to start is to ask
questions that entail these considerations. This calls for a more comprehensive
understanding of what constitutes everyday life and that questions related to
materials, meanings, and competences are asked.
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4.3. SECOND OBSTACLE: FROM TECHNOLOGY TO
CULTURES OF MOBILITIES

“From planning practice to urban practice: Integrating everyday
life in planning” focused on how to move away from framing
sustainable change as a question of behavior and suggested that it
be replaced by practice theory to capture everyday life and how it
changes. In practice theory, according to the version introduced by
Shove et al. (2012), everyday life is understood as consisting of
multiple and interlocked practices, for example, waste sorting,
taking the bus, and going to work. Each of these practices
represents specific combinations of three elements: materials,
meanings, and competences. Applying this perspective,
intervening in practices and evoking sustainable transitions in
everyday life can be framed in three ways: by recrafting the
elements in a practice, substituting a practice altogether, or
targeting how practices interlock in everyday life (Spurling et al,
2013). It is argued that including everyday practices in planning
gives a more comprehensive picture of the effects that different
tools in planning may have (Samson et al, forthcoming).

The advantages of applying a practice-informed everyday life
perspective also apply to other change-makers and transition
scholars. Regardless of the field, it facilitates engagement with
social life and how it changes. This is because the everyday
perspective enables planners, practitioners, and scholars to pursue
the social dimensions of change.

However, behavioral approaches to a sustainable transition were
not the only obstacle to engaging with the social dimensions of
sustainable change I encountered in the early days of working on
this thesis. A second obstacle, which I found important to address
and identify alternatives to, is the focus on technological
innovation that dominates some branches of sustainable transition
studies.
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Technological niche innovations are the starting point of many
theories of sustainable transition including, for example, the
aforementioned and influential Multi-Level Perspective (Rip &
Kemp 1998; Geels, 2004). This makes sense because, historically,
technological advancements have changed our way of living and
acting in areas such as transportation, consumption and living. The
fate of our societies is entangled with our technological capabilities
(Bgrsen and Botin 2013), and today new green technologies offer
new possibilities for transitioning to a future sustainable society.
However, as Ulrich Beck (1992) has argued, along with the growing
capacity of technologies comes incalculable consequences, which
have emerged as a dominant force in history and society. In Beck's
view, the result was a new stage of modernity; what he termed the
risk society (Beck, 1992).

If too little attention is paid to the social dimensions of change,
while too much is dedicated to the technological dimensions, it can
lead to technology iteration rather than sustainable transitions in
society. Technologies may operate as salient and often
unacknowledged barriers to a transition to a sustainable future. The
next paper, “Sustainable Mobility in the Mobile Risk Society —
Designing Innovative Mobility Solutions in Copenhagen” discusses
how perspectives from sociology and everyday life present an
alternative to technology-integrating approaches. In the paper, the
discussion centers on the decarbonization of cities and their
mobilities.
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Abstract: The issue of creating more sustainable mobility systems has been
revisited during the past 50 years. So far, we are still waiting for an
innovative systemic change that is not simply an iteration of existing
technologies. This standstill is largely due to the hegemonic mobility
paradigm, working under a “predict and provide”-driven approach, with
little attention paid to environmental and social externalities. This paper
calls for a new understanding of mobility transition interlinked with the
cultural values of modern societies, deeply rooted in the mobile risk society.
To create sustainable mobility practices we need robust, socially coherent,
and inclusive mobility systems that are more than just transportation
systems and connections. The empirical starting point is a visionary
workshop on designing “Sustainable Innovative Mobility Solutions” in three
urban areas in Copenhagen. The workshop created a cross-disciplinary space
for actors to meet across dominant silos and acknowledge the need for
intervention framings to focus on innovation as a matter of interlinking
sustainable mobilities practices within everyday living in a mobile risk society.

Keywords: mobility; mobile risk society; innovation; iteration; visionary
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74


mailto:katrineh@ruc.dk%20(K.H.-P.)
mailto:katrineh@ruc.dk%20(K.H.-P.)
mailto:tskoug@ruc.dk
mailto:frf@build.aau.dk

CHAPTER 4.

1. Introduction

Ongoing discussions about sustainable mobility systems underline that
climate change mitigation requires the decarbonization of the mobility sector
[1]. The Agenda 21 blueprint from the UN Rio Summit in 1992 was the first to
outline transportation as an important focus, and in 2004, this was further
developed in the report “Mobility 2030: Meeting the Challenges to
Sustainability” by the World Business Council for Sustainable Development.
So far, these attempts have not resulted in the change needed. Instead, in the
EU the overall growth in energy consumption due to transportation increased
by 34% from 1990 to 2016, alongside lower passenger cars prices encouraging
a growth in private vehicles [2]. According to Beck [3], the dynamics of post-
industrial societies are increasingly challenged by “self-produced” risks such
as climate change, carbon pollution, and congestion. Socio-cultural change,
therefore, is not so much the consequence of intended policies and strategic
decisions; rather, change is propelled by the need to limit the negative side
effects or unintended consequences. This is what Beck [3] termed the “risk
society”.

Within mobilities research, this is further developed into the concept of
the “mobile risk society” [4,5], that sees these self-produced risks as
unintended consequences of the ongoing mobilization of modern societies. In
public debate, mobility is often seen as synonymous with transportation.
Within the mobilities paradigm, the focus is on understanding the multitude
of physical and virtual movement in connection with its social and cultural
impact. The plural in “mobilities” underlines the interconnectedness. The
mobilities turn within social sciences was initiated by John Urry in his book
Sociology Beyond Societies: Mobilities for the Twenty-First Century from 2000,
which strongly encouraged moving beyond the idea of society as a fixed
container to instead understand it through its immense mobilities, very much
in line with Beck’s idea of cosmopolitanism [6,7].

This creates an opposite to the dominating response to the
decarbonization of the mobility sector that is based purely on the
implementation of new technologies to make cities and their mobilities more
sustainable. The transformation of the automotive industry, currently taking
place all over the world, is an example of this by its emphasis on
electrification, new battery technologies, automation, smart mobility, etc.,
which all stand for an iteration of the current system. It is a continuation of
the “system of automobility” [8]. The innovation in sustainable mobility
systems lies in changing mobility cultures towards less car-dependency and
a smaller part of the automotive industries’ transformation where sharing
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mobilities—Mobility-as-a-Service (MaaS)—can play a role here. This is also a
focus in the Sustainable Development Goals, in which some
recommendations have altered the focus and suggest using “a tailored
‘Avoid-Shift-Improve’ approach... to promote a combination of multimodal,
collective-shared mobility solutions and sustainable transport systems.” [9].
In other words, the innovation lies in changing the automobility system and
vulture which has dominated urban and rural landscapes for the last 100
years.

In this article we discuss sustainable innovation approaches and the
mainstream approaches of iteration in the mobile risk society. The assumption
is that the current standstill in achieving a sustainable mobility situation
demands more than waiting for ground-breaking technological solutions.
Instead, innovation in many ways is also about harvesting the “low-hanging
fruits” of existing innovative mobility- and non-mobility-related solutions.
The emergence and reinvention of sustainable mobility cultures often
happens unplanned and uncontrolled at different levels and in different
places and niches. Mobility culture is embedded in socio-technological
environments and highly influenced by planning and the quality and
structures of built environments. The making of sustainable cities and
communities (SDG goal 11) is based on combining the technocratic planning
ideal with all the things mobilities in cities also are, apart from speed,
efficiency, and accessibility [10]. If we are to take the sustainable development
goal seriously, efficiency alone will not do the job.

How to structure existing and future cities, and their mobilities, is also a
question of how to “design” the social layout and human interactions, and
this needs to have a greater influence on transportation and mobility planning
[11,12]. When planning urban mobility, there is a tendency to focus on the
societal and political acceptance and legitimacy of the measures required. This
is most often done based on existing data, models, and calculations. By
investigating urban projects, emphasis is instead placed on the modifications
of social configurations within neighborhoods and everyday life through the
implementation of urban projects. These kinds of “data” do not show up in
data sets, models, or simulations. This lack of data when planning cities was
already highlighted by Jan Gehl in 1966 (2011 in the English version) in his
book Life Between Buildings [13], which addressed the importance of holistic
(sustainable) planning for urban life.

What is most often either overlooked or taken for granted is the change
in everyday practice that needs to follow when transforming current mobility
practice or adjusting to new technologies. The everyday slow time and
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rhythms are rarely consciously reflected or dealt with and, as such, are
difficult to handle at the planning stage [14-17]. The organization of urban
space and access to it go hand in hand with changing the relationships
between people and mobility artefacts. Instead of searching for the “one-best-
way” solution, this might provide an opening to experiment with possible
solutions at a time where mobilities have an even greater impact on modern
economies, cultures, and cities [18,19].

As an example, to discuss how innovation can take place, the article
presents data from a visionary workshop on “developing innovative
sustainable mobility solutions” in three urban areas in Copenhagen. This is
part of the “Sustainable Innovative Mobility Solutions” (SIMS) project
(funded by Innovation Fund Denmark, 2019-2023), which aims to understand
the multiple social practices, perceptions, and patterns on which everyday life
in the mobile risk society is organized. The workshop focused on developing
non-car-dependent, sustainable urban mobility solutions, with specific focus on
interlinked mobilities in urban everyday life. The workshop showed that
alternative mobile futures need to think across silos and interlink the multitude
of mobilities practices. The results do not represent a radical change in the
distribution of transportation modes on the streets—however, then again, it
does indicate a shift in not placing private cars at the top of the hierarchy and
lays out new ground for interactions between mobility and the city by
acknowledging the great potentials of urban everyday life and communities.
For many outside observers, Denmark is perceived as a place that already
have a high amount of sustainable mobilities and a unique mobility culture.
We are not trying to argue this is not so. However, even with the high amount
of cycling (61% of the daily commute for Copenhageners) the car ownership
is still increasing, and the commute on cycling decreases when moving away
from the central Copenhagen. In this sense we argue that the car culture is still
very prevalent in Denmark and stands as the biggest challenge when working
towards sustainable mobilities. The SIMS research project and the workshop,
used as an example in this paper, addresses this by thinking together with
stakeholders on how to alter the perception of car ownership as a necessary
element in everyday life.

The article starts by discussing the relation between innovation and
iteration, in what constitutes the majority of suggestions for creating more
sustainable mobility, that is to a large degree due to a hegemonic mobility
paradigm, working under a “predict and provide”-driven approach, with
little attention to environmental and social externalities. This is followed by a
discussion of how mobility cannot be defined primarily as an issue of new
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technologies, but instead needs to be interlinked with the cultural values of
modern societies, deeply rooted in living in a mobile risk society. Before
moving on to the workshop, a discussion on participatory planning and
storytelling places the workshop in the Copenhagen context. This forms the
background for understanding what makes the workshop in the SIMS project
an interesting example of alternative problem framings that could challenge
the hegemonic dominant approaches. The article concludes with reflections
on specific means for opportunities to create sustainable, socially coherent,
and inclusive mobility systems that are more than just transportation systems
and connections.

2. Innovation and Iteration in Mobility Systems

During the past 40 years, mobility systems have hardly been subjected to
radical sustainable innovations [20]. Rather, mobility systems follow the
trajectories of the great acceleration [21] in which transportation accounts for
around one quarter of the total greenhouse gas emissions globally [22-24].
Given the huge CO: emissions accompanied by a trebling of petroleum
consumption [21,25], the talk about innovation in sustainable mobilities seems
somehow mostly polemic. Rather, William Stanley Jevons’ paradox [26]
applies, where greater energy efficiency of the steam engine leads to an
overall increased demand. “Now the same principles apply, with even greater
force and distinctness, to the use of such a general agent as coal. It is the very
economy of its use which leads to its extensive consumption. It has been so in
the past, and it will be so in the future. Nor is it difficult to see how this
paradox arises” [26] (p. 6). Of the total consumption of petroleum products in
the EU, in 2016 the transport sector consumed 66%, or 345 Mtoe (million tons
of oil equivalent), and it continues to increase approximately 2% per year [27].
Since the invention of the car, scientists, car manufactures, and entrepreneurs
have made iterations that have improved cars in relation to energy efficiency,
reliability, safety, etc., over the course of the past four decades. For the entire
mobility system, however, the pile of iterations has not exceeded the energy-
related “demand for mobility” [16]. While each niche innovation becomes
more energy efficient, the net demand has increased 48% since 1985 in the EU
alone [2]. These actors signify “environmental innovation”, and yet extend
anthropogenic climate risk by iterating path dependencies of carbon use. To
achieve the climate goals from the 2020 Paris agreement [27,2], transportation
emissions must be reduced by 66%-94% from 2005 levels and this is difficult
to imagine as long as iterations in automobilities orchestrate mobility cultures
of organized climate path dependencies. They reproduce the system of
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automobility [8] and in this way iterations can operate as salient and often
unacknowledged barriers to low-carbon transitions when they deploy
culturally appropriate solutions to the climate crises. Thus, contemporary
mobility cultures interlock “silos of techno innovations”, and the deeply
culturally embedded belief in technological innovation and energy efficiency
produces solutions that remain structurally organized into their silos (niches
of iterations).

It can be argued that smart cities, digitalization, and artificial intelligence
(Al) combined with autonomous vehicles (AVs) and multiple mobilities —
physical, digital, virtual, communicative, imaginative, etc. —create mobilities
systems significantly different from earlier days. In addition, the combination
of Al and AVs are presented as radical sustainable mobility system
innovations, as dominant discourses around smart cities merge with political
governance of sustainable cities and green growth [28]. Worldwide, AVs in
combination with smart cities promises great potential to fix the existing
unsustainable mobility regime. Such technologies endeavor to manage,
monitor and optimize areas of city operations. Transportation flows are
progressively being translated into codes and data, forming a software-
defined platooning paradigm for urban mobility. While smart cities and AVs
prove radical innovations of their own, at system level they might be subject
to mobility iterations only —iterations that substitute Jevons’ paradox [3] by
shutting in the automobility system further, as they encrypt, predict, and
provide imperatives. Smart city technologies and AVs clearly optimize many
aspects of urban mobility. Nevertheless, smart city developments have few
mechanisms (if any) to ensure radical system innovations. The history of
urban planning demonstrates how smart cities, digital cities, cyber cities,
intelligent cities, and other techno-idealistic conceptualizations [29,30] have
embarked on sustainable, resilient, and eco-friendly cities. Nevertheless, the
past 40 years of techno-idealistic discourses for energy-efficient mobility,
smart cities, etc. [28], follow the trajectories of the Jevons paradox. In
consequence, we argue that smart cities—and associated mobility
trajectories —risk continuing the automobility system (whether automated,
electrified, or not) rather than cutting across silo thinking. Existing modeling
approaches cannot extrapolate this due to the uncertain nature of AVs [31],
but the cultural politics of predicting and providing model projections
suggest that AVs increase transportation work and carbon emissions by up to
20% [32], shifting more people from walking, cycling, and public
transportation towards an AV mobility service with negative health effects as
a result [32-34].
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Systematic risk in mobility systems seem contradictory in itself and it
becomes increasingly clear that these linear modernization strategies of
techno-optimism create social inequalities, negative side effects, and
counterproductive impacts [35]. Instead, technology innovation or iterations
need a shift toward radical social and cultural innovations. This calls for the
automobility system to also engaging with mobility cultures and policies for
a low-carbon transition.

3. Cultures of Mobility in the Mobile Risk Society

Theories of risk society [3,36,37], the new mobilities paradigm [7,38] and
the mobile risk society [4,6] argue that coping with climate change and
systemic risk starts from understanding mobilization and globalization as
general principles of modern life. The risk-inducing and carbon-reliant
mobility system is an integrated part of contemporary everyday life and the
mobility system’s materials and cultures are essential for the commute to
work, consumption of goods, meeting with friends, sharing ideas, picking up
children, etc. Modern life is thus permeated by cultures of mobilities. By
taking modern everyday life as the scale of observation, there emerges a
perspective for understanding mobilities in a world at risk and for engaging
with sustainable mobility innovations as more than just technology
inventions. In everyday life, current cultures of mobilities appear as a mixture
of technologies, social practices, and structural patterns deeply rooted in the
mobile risk society [4,5]. The concept of mobile risk society was first
developed by Kesselring [4] and synthesizes theories of reflexive
modernization and the risk society [3,36] and the new mobilities paradigm
framed by Sheller and Urry [38]. The formulation of risk society followed
Beck’s analysis of contemporary technological and ecological natural and self-
produced risks just before the Chernobyl accident in 1986 [3]. The
uncertainties, insecurities, and unintended consequences of political decisions
and technological development have become a driving force in modern
societies, because risks demand urgent political and social action to limit the
negative side effects of economic, political, and social activities. Just recently,
we experienced how risks induced radical social and economic changes with
the breakout of COVID-19 and the world-wide societal lock-down that
followed. However, even just before the Chernobyl accident, Beck argued that
extensive risks were transforming society towards a new modernity [3].
Whereas the first modernity was characterized by stability, unambiguity,
ideology, class distinctions, and other familiar demarcation lines providing
life with direction, orientation, and predictability, the second modernity is
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characterized by risk, ambivalence, and insecurity [3,4,39]. Certainty is
replaced by a condition of general insecurity, uncertainty, and ambivalence,
forcing individuals to navigate a risky world without the social markers and
clear guidance of previous times. Beck is not arguing that the conditions of
first modernity are disappearing in the second modernity, rather they co-exist,
overlap, and merge with the second modernity.

Members of the risk society are not necessarily confronted with more
risks than their ancestors. However, in a world of dissolving institutions,
responsibility for tackling socially produced risks is passed on to individuals,
and it follows that risks are present in new ways in everyday life [40]. Risks
of first modernity was embedded in the life path structured by tradition. In
the second modernity old and new risks are constantly assessed by the
reflexive individual: Is my gender and class the reason my wages are lower?
Are local greenhouse vegetables less harmful to the environment than foreign
ones? Is it safe enough to use public transportation during the Corona crisis?
Can [ trust this article on Facebook? Are diesel cars better than gasoline cars?
The risk bombardment creates a high demand for expert knowledge,
reflexivity, and rapid decision-making. Coping with risks becomes part of the
everyday apparatus, a permanent condition of the reflexive, compressed
everyday life in the risk society [3,40].

The mobile risk society emerges from combining the uncertainty,
insecurity, and ambivalence of the risk society with the new mobilities
paradigm’s idea of movement as the general principle of modernity and
concern with flows and networks of people, objects, and ideas [7,38].
Synthesizing these traditions, Kesselring develops a tripartite scheme of
modernity [4,39], schematizing how mobility has transitioned through the
different phases of modernity, from a first to a second and even a third phase.
Kesselring’s mobile risk society; thus, elaborates on Beck’s ideas about a
society transitioning towards new forms of modernity in combination with
mobilities research’s perception of mobility as a fundamental principle of
modernity. In the first phase of modernity, the train is the ideal typical
transportation mode with its stable connections, clear structures and
timetables and ability to move masses [4,39]. The train provided a “one-best-
way” solution for fast, direct, and calculable transportation of people and
goods, qualities that mirror general socio-cultural tendencies in the first
modernity such as heteronomy, stability, clear-cut societal institutions, and a
search for clearness and unambiguity by purification [4,39]. In the second
phase of modernity, direct connections and linear progress are substituted
with non-directional change propelled by risk management, inconsistency,
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transience, and liquidity. Individual modes replace collective solutions for
moving and organizing, and the privately owned car is the paradigmatic
mobility mode. The second phase of modernity is socially and culturally
structured around the individual, possession, autonomy, fluidity and
suboptimal solutions, and the private car is a transportation mode embracing
such lifestyles [4,39]. A third framing of modernity relies on “motile hybrids”
[4,39]. These are constellations of bodies, technologies, physical spaces,
knowledge, and skills in constant flow, where digital tools and technologies
melt together with humans in a modernism characterized by pluralism,
networks, air travel, internet, and fragmented mobilities. In this phase of
modernity, ambivalence has become normality, and paradox solutions and
temporality dominate political and planning efforts [4,39]. The radical
changes in modernity in the mobile risk society stressed by Kesselring
underline why mobility innovation is crucial at this time: though new phases
of modernity and mobile living are emerging, the modes and solutions of
previous stages in modernity keep iterating, for example when private cars —
even if electrified —remain a dominant transportation mode in spite of
developments towards a more flowing and networked modernity. The
changing conditions of the second modernity, however, render possible new
ways of mobile living and new cultures of mobilities.

Simultaneously with the massive transformations of the mobile risk
society, awareness of climate change as the fundamental challenge in present
time has arisen. Climate change profoundly questions modern lifestyles in the
mobile risk society and amplifies the urgency of innovative sustainable
solutions. Imminent climate disasters, carbon pollution, and massive urban
congestion problems exhibit the crisis of modern mobility and the need for
alternative and sustainable mobility systems beyond mass transportation,
suboptimal individual solutions, and paradoxes preventing proper
sustainable innovation. For decades, a dominating response to climate change
and the need for creating alternative mobility futures has pointed to emerging
technologies as the innovation that will transform mobilities. However, in the
light of the mobile risk society and mobilities research, technology
interventions such as electrified vehicles can be understood as iterating the
existing carbonized system of automobility [38], because the socio-cultural
practices and patterns sustaining the current carbonized mobility are not
scrutinized [16].

One way to include cultures of mobilities in sustainable innovation is by
engaging with everyday life in the mobile risk society as the scale of
observation. Today, carbon-reliant motile hybrids permeate everyday life; we
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rely on them to commute to work, share ideas, consume goods, meet with
friends, educate ourselves, pick up our children, etc. Everyday life is made up
of social practices, perceptions and patterns that are deeply rooted in living in
a mobile risk society. Zooming in on everyday life establishes a lens for
exploring how habits, technologies, relations, communities, opportunities,
practicalities, exclusion processes and ideas of what it means to work, live,
consume and play enter into socio-technical networks and form cultures of
mobilities. In an area where mobilities are interwoven with risks and no “one-
best-way” or optimal solutions seems reachable, engaging with cultures of
mobilities establishes a platform for experimenting with other possibilities for
transitioning modern mobilities. We argue that a prerequisite for prompting
lasting sustainable innovation is replacing technology fetishization with
innovative engagement in the social and cultural processes and wider
networks surrounding mobile everyday lives. Understanding urban cultures
of mobility and their extensions in time and space is an essential part of
stimulating sustainable innovation, both when aiming at picking the “low-
hanging fruits” in sustainable mobility transition —which will be exemplified
through the SIMS visionary workshop later in this article—and when
planning sustainable mobilities for the livable city.

4. Planning Sustainable Mobilities for the Livable City

Having argued that technological innovations in the mobile risk society
produce iterative mobilities, it is relevant to discuss how it is possible to
transform this tendency into more innovative processes in urban mobilities
planning. From the outset, an inclusive planning approach is adopted that
emphasizes that future visionary urban living builds on transdisciplinary and
cross-structural bottom-up planning practices [41,42], to paraphrase
Friedmann [43] in his later works that stressed that planning should be
transactive, communicative, collaborative and engage in continuous social
learning. Furthermore, he describes planning processes as acts of dynamic
balancing, “[Planning] seeks dynamic balances between the part and the
whole, the technical and normative, the empirical and theoretical, the
pragmatic and utopian, the near present and the distant future, exchange
values and use values” [43]. Understood this way, urban planning processes
should develop innovative solutions within the complexity of the mobile risk
society. When planning moves towards increased collaboration and
engagement of multiple actors in the process, instead of the usual suspects,
the process becomes more open-ended [41,44]. In the case of urban mobilities
planning, the open, innovative approach relates to the level of engagement
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among a multitude of actors involved in the development of future urban
mobilities [45]. Instead of planning for actors and stakeholders, planning
practices aim at planning with actors and stakeholders [42] as the entry point
for sustainable development [46]. This entails an openness where mobility
solutions in cities is not only relevant for transportation planners, but also for
stakeholders and citizens engaged in the social and cultural aspects of what
makes a city.

The argumentative turn in planning [47-49] for sustainable urbanities
means that visions of the future city and its mobilities need to be transformed
into specific frames, shapes, texts, and aesthetics where they become relevant
and applicable for policies and everyday life [50]. Sandercock emphasis the
power of stories and storytelling because “stories are central to planning
practice: to the knowledge it draws on from the social sciences and
humanities; to the knowledge it produces about the city; and to ways of acting
in the city. Planning is performed through story, in a myriad of ways” [51].
With this starting point, storytelling in relation to the framing of sustainability
and livability in cities plays a significant and powerful role not least in relation
to future changes of perceptions and perspectives on mobilities [18,50]. This
can be seen when cities around the world, throughout the last decades, have
integrated sustainability in multiple parts of the planning arenas through
stories and storytelling, not least on sustainable mobility [51,52].
Sustainability has become an essential and inevitable perspective of
transforming cities into livable and innovative urban hubs that are attractive
to citizens, guests, private and public investors, etc. [53,54]. They capitalize on
performance criteria as livability, building upon the notion that a livable city
is a prerequisite for modernity, and paradoxically enough, here the
automobility system is not seen as essential for economic growth. In 2019 the
list of most livable cities in the world included Vienna/Austria,
Zurich/Switzerland, Vancouver/Canada, Auckland/New Zealand,
Munich/Germany and Denmark/Copenhagen
(https://www.archdaily.com/914233/these-are-the-20-most-livable-cities-in-
the-world-in-2019). Rankings like these are numerous and so are the estimates
of the outcome of such listings. Seen in this context, the eagerness to develop

cities within a broad conceptualization of sustainability, where other
mobilities than automobility dominate urban spaces, generates potential
alternative innovative collaborations across different sectors. Planning for
livable cities thereby also includes developing strategies and practices within
the field of sustainable mobilities that do not favor car ownership and
conventional car use as superior to alternative modes of mobilities. This
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implies that visions on sustainability and livability in urban areas are building
on holistic approaches, methodologies, and practices [46].

The Story of Copenhagen as Innovation Lab for Sustainable Change?

Since 2012 the Municipality of Copenhagen, Denmark, has incorporated
the goal of being the first carbon-neutral capital in the world by 2025 [55]. This
is an ambitious vision involving rhetoric and reality. The vision is integrated
into the majority of municipal plans, and sustainable mobility schemes are
developed in the green mobility plan [56,57], in the action plan for
implementation of SDGs within the existing policy field of the Municipality
in 2018 [58], and in the overall municipal plans that set the general targets and
guidelines for municipal development. As a lever for realizing the overall goal
on carbon neutrality, the Municipality has moderated numerous collaborative
processes that connected both internal, public partners and external, private
stakeholders at multiple levels. Different types of cooperation have emerged
combining individual agendas with common milestones and trans-sectorial
practices within the existing structural framework. In the newest municipal
plan from 2019, the City of Copenhagen approved the adjustment of their
former goals on use of mobility modes. For a decade, the City of Copenhagen
has worked strategically with the use of different modes: a minimum of one-
third of trips by bicycle, a minimum of one-third of trips on public
transportation, and a maximum of one-third of trips by car. For a long period
that has been considered as a utopian—if not impossible—vision to fulfil,
especially because the political maturity towards limiting the use of cars in
the urban area was not clear and unequivocal. However, in 2019, the
municipal plan of Copenhagen set out a new minimum with one-quarter of
trips by bicycle, one-quarter of trips on public transportation, one-quarter of
trips by pedestrians, and a maximum of one-quarter of trips by car [59]. Even
if Copenhagen has quite a way to go to reach this goal, it nevertheless
indicates a will to work towards new and more innovative distribution of
urban mobilities, which allows for more approaches in planning without the
car being center stage [10].

Despite the high-ranked sustainable profile and continuing ambitious
visions and policies, Copenhagen is still far from reaching its ambitious goals.
Copenhagen is witnessing a growth in car ownership of around 30% since
2000 [60]. Congestion in and out of the city center is still growing, estimated
to reach almost 150% by 2030 [61], and the increased amount of traffic
generates increased pressure on the roads with critical influence on livability
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and sustainability measures. Despite these planning innovations and mobility
governance, the Jevons paradox is constantly challenging planning objectives.

This calls for planning processes that are moving strategically from
“traditional” iterative transportation planning with a sustainable vision (but
still within silos) to a more holistic, innovative mobilities planning with
sustainability as its starting point. The political goals in Copenhagen are
operationalized through the implementation of traditional small-step
initiatives that are continuously related to better public transportation,
reduced parking norms, even better cycling infrastructures, better
infrastructure for EVs, etc. However, it could be argued that the initiatives are
not radical innovations insofar as the vision of carbon neutrality is far from
being implemented. However, there is a growing political awareness about
challenging more traditional measures, experimenting with cultural aspects
such as car-free areas in the city, autonomous test busses, MaaS, etc. The
interconnectedness between mobility and perspectives of growth (and
speculations on how radical interventions related to mobility in the urban
context can affect growth negatively) often still seem to challenge the
sustainability discourse. So, what is still an open-ended and tricky question is
how innovative processes can improve the connectivity between more
individualized iterative initiatives—even in a sustainable and visionary
bicycle-friendly capital like Copenhagen.

With this in mind, it can be argued that there is a momentum in
Copenhagen and other western cities with a clear and fundamental
sustainable profile for understanding and developing strong, decarbonized,
and socially inclusive mobility systems. Livability in practice calls for creative
solutions that enable sustainable everyday life in a globalized, reflexive
modernity [5,51]. These aspects can be emphasized in dynamic planning
approaches that are strategically thinking across structural traditions and
organizational boundaries and acknowledging collaborative open-ended
experiments as innovative and mandatory in sustainable urban development.
In the following we use an example of a visionary workshop on MaaS
solutions for three urban areas in Copenhagen that outlines a way to start
experimenting with innovative approaches towards sustainable mobilities.

5. Mobility Innovation by Harvesting the Low-Hanging Fruits:
Experiences from a Visionary Workshop

In March 2020, a visionary workshop was conducted as part of the
Sustainable Urban Mobility Solutions (SIMS) project funded by the
Innovation Fund Denmark. The overall purpose with SIMS is to provide
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comprehensive knowledge and experiments that offer substantial alternatives
to private cars, by designing solutions whose point of departure is the
complex of social practices and mobilities within the everyday life of citizens.
The test sites for SIMS are Nordhavn (a newly developed urban area close to
the city center), Neerheden (a newly developed area 30 km from Copenhagen),
and Folehaven (an old working-class area outside the city center). These three
areas are three quite different socio-geographical city districts within the
capital region. As part of the empirical work in SIMS, we are conducting
interviews and focus groups with the inhabitants of these areas and involving
a variety of stakeholders in designing solutions for a test period. The visionary
workshop we are using as an example in this article had the aim of gathering
urban planning and mobility stakeholders to create a free space for them to
imagine different solutions on the test sites. Essentially, the visionary
workshop attempted to challenge mainstream techno-fixed “one-best-way”
solutions by stimulating reflections and discussions about alternative and
more comprehensive solutions designed with a starting point in contextual
everyday mobilities. Thus, the three different case areas formed the empirical
point of departure for discussions in the workshop.

The workshop was prepared, scheduled, and run in order to facilitate
discussions on alternative cultures of mobilities and imaginations of
innovative future mobility solutions [46,62]. The framework condition about
challenging the iteration of existing socio-technic automobility systems was
clearly expounded to the participants in advance. In order to qualify
comprehensive problem framings and solutions, workshop participants
comprised a combination of interdisciplinary and prominent change agents
within the Danish mobility scene. We invited 30 participants from different
fields: city developers from the three test sites, urban planners from the
Municipality of Copenhagen, public servants from the Ministry of
Transportation, public and private mobility operators, sustainability experts,
and researchers. The group was organized to obtain the widest possible
spread of interdisciplinary professional backgrounds. The discussions were
centered around the core questions How can we change the existing
(unsustainable) infrastructures and cultures/norms through social and
physical/material interventions? and more specifically, How can we change
from individual car ownership to mobility sharing schemes, walking and
cycling and public transportation? The workshop was organized around the
three test sites with two hours allocated to discuss each site. We divided the
participants into groups representing different disciplines. Each group was
equipped with a big map of the test sites and a stack of symbolic probes like
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traffic signs, urban activities, materials, green areas, etc., which acted as a
challenge kit to stimulate creative imagination for developing innovative
solutions. Each workshop round was introduced by the responsible test site
developer, including a brief status outline of the key mobilities opportunities
and obstacles within the specific site. Following the group discussions, a
common discussion with all workshop participants centering around a
“fresh” map gathered together the various ideas.

The workshop discussions spurred a variety of fruitful inputs to the
design of interventions. In opposition to smart techno-fixed innovation, the
workshop created a kind of emancipatory space for elaborating already
existing initiatives and practices in new urban configurations. The following
extract from the workshop outlines the ideas for accommodating a sustainable
mobility transition that are feasible thanks to manageable and accessible
changes within existing material and social structures and practices. The ideas
gathered from the workshop inform a reframing of the current “structural
storytelling” [63,64] and have the potential to influence future policy
interventions and enhance innovative solutions in sustainable mobilities
planning. The following is a summary of the essential findings.

5.1. Stimulating and Cultivating Contextual Communities

All three sites of intervention are home to a diversity of distinctive
communities. Social relations between and across actors and networks (e.g.,
citizens, workers, employees, associations, etc.) offer a vast amount of
resources, which can be profitably stimulated and activated in processes of
change. Therefore, a prerequisite for designing interventions is to identify the
prevailing community networks through mapping the specific characteristics
of urban sites by investigating the essential contextual historical, cultural,
social, and economic values. Mapping networks and identifying key actors
and their significant role as drivers or front-runners was in general stated as
a valuable strategy to promote, convey, and anchor new mobility schemes.
Thus, a recurring highlighted strategy is to pinpoint potential actors to act as
ambassadors for the innovative solutions. Network-stimulating activities to
fertilize social interrelations are crucial core drivers to create the persuasive
stories of experiences, which are anticipated to be mandatory for increasing
recruitment and propelling new cultures of mobilities. This is very much in
line with Beck’s concept of sub-politics, which is a way for actors to work
around the established political system in a risk society [65].

For example, the “blue-green” harbor and coast area, Nordhavn,
branded as a sustainable and innovative urban district in Copenhagen, has
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attracted multiple small creative enterprises, public-private partnerships and
a wide range of associations or networks (including architectural firms, a club
for winter swimmers, the EnergyLab, etc.) which identify with a sustainable
profile. Framing common interests between these actor networks was
highlighted as a promising strategy to ensure robust business cases for shared
mobility schemes. Nordhavn is an area with a very high socio-economic
profile and has from the start been built with a lot of infrastructure for private
cars. In this context, the network of small creative enterprises is seen as one
that can show that successful businesses do not go hand in hand with
individual car ownership and infrastructures to facilitate it.

In Folehaven, the context is completely different from Nordhavn. The
socio-economic profile is very different, and parts of the area have been put
on the Danish Ghetto list. In order to design sharing schemes for the local
community, mobility solutions need to identify and consider the informal
networks such as the card game or knitting clubs for elderly people living in
homes belonging to non-profit housing associations as well as the young
families moving out of the inner city to a one-family house. In the suburban
area Neerheden (which in Danish means “nearby”), the socio-economic profile
is closer to the one in Nordhavn and the area does not have any non-profit
housing associations. Here the suggestion was to approach context-specific
community networks, such as those concerning communal eating or running
clubs. These context-specific communities are highlighted as potential
springboards for launching alternative ways of mobilities.

5.2. Testing and Experimenting as Windows of Opportunity

Testing alternative mobility solutions for a temporary period is
acknowledged as a powerful way to give citizens an experience that can create
permanent change. Through strategies and storytelling about the sustainable
and livable city, where urban spaces are redesigned for use other that by
private cars, the experience of living in car-free areas can pave the way for
experiencing alternative uses of urban spaces. This can be framed under the
umbrella of tactical urbanism [66], in which experimentations in urban spaces
are used to stimulate new urban cultures arranged and driven by multiple
actors and users. In central Copenhagen this has already been used when
redeveloping neighborhood streets with more emphasis on urban dwelling,
cycling, walking, and public transportation [10]. Tactical urbanism
exemplifies how user-driven micro-spatial strategies are relatively low-cost
and straightforward to implement, such as the substitution of existing private
parking places with ride-sharing schemes for a temporary period. Concerning
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the regeneration plans for Folehaven, temporary uses of the space are
acknowledged as simple, feasible low-cost changes. At the workshop it was
suggested that lines on the asphalt reserved for private car parking be
replaced by alternative symbolisms allocating the spaces to car-, ride- or bike-
sharing schemes, or by simple physical rearrangements such as flower pots
and benches that are motivating recreational use and social encounters for
citizens. Alternative uses can potentially reflect other purposes such as
leisure, health, comfort, and convenience. These are purposes that are rarely
mentioned in mobility planning processes and perhaps missing within
existing everyday-life practices. Thus, the current challenges in Folehaven
such as residents’ loneliness, isolation, and discomfort when staying outside
(due to a feeling of insecurity amongst elderly people) could possibly be met
by producing new and more inclusive spaces for valuable social interactions
and sharing (of mobility schemes).

Another example occurred within discussions about specific mobility
interventions in Neerheden. Instead of privileging individual driving, the
main road to the local school ought to prioritize soft and slow mobility modes.
Instead of efficiency, acceleration, and speed, the problem framing aims to
change the focus to how to ensure a desirable, delightful, and physically
active beginning of the day for children on their way to school. In general,
interventions like setting up signs or illustrations such as “no cars allowed”,
“one-way traffic”, “car-free zones”, and “pick-up zones” are anticipated as
effective and simple low-cost operational tools to challenge existing
infrastructures of private automobility. Thus, user testing and experiences
with livability and alternative innovative approaches could certainly develop
a new storytelling of greener, slower, and more sustainable everyday life.

The workshop discussions underpinned the effort to design innovative
sustainable mobility modes as tightly incorporated in existing collectively-
based transportation means. Recurrent recommendations were to upcycle
public transportation modes by establishing sharing schemes in proximity,
preferably within just a few minutes’ walking-distance, from the present
hubs. In all three sites of intervention, existing modes of public transportation
are considered as obvious physical points for establishing sharing schemes.
The specific interest in getting access to existing transportation hubs is in line
with the overall municipal plan of Copenhagen where developing multi-
modal stations is mentioned. Multi-modal stations offer a variety of
functionalities such as shopping, having a coffee, workspaces, shipping points
for products, collections point for vegetable, playgrounds for children.
Adding to existing infrastructures in the form of enlarged hubs hosting, for
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example, car- and bike-sharing, electric scooters, and charging stations for
electric cars would be strategically significant developments of sustainable
multi-modal mobility. Alongside the mainstream assumption of Maa$S as a
matter of developing a smart user-friendly app that combines seamless
mobility through profitable subscriptions (which is an idea that also came up
during the workshops), expansion, and improvement of alternative
substitutions within existing infrastructures are acknowledged as substantial
within the discussions.

5.3. Sustainable Mobilities Demand Alternative Powerful Intervention Framings

In addition to harvesting the low-hanging fruits, the discussion among
participants also touched upon a need for ambitious policy framings to
discourage current individual car driving [67] by shifting the balance between
competing practices. The idea of developing multi-modal public stations
combined with a variety of social and material functions could obviously
illustrate how ambitious policy interventions would take advantage of the
increasing flexibility of work and work life (partly supported by digitalization
and the internet) by developing infrastructures and cultures for reducing
travel and stimulating new mobile practices [4,39].

An example of radical discouragement of existing automobility
infrastructures is proposed by a former city planner when discussing
interventions in Folehaven. She suggested blocking the non-stop car traffic
surrounding the city area, perhaps the most intensive main roads in
Copenhagen, combined with a 20-km/h speed limit in general. In addition,
she recommended thoroughly upgrading public transportation connections,
which should go beyond the enlargement of the metro system in this specific
area. Accordingly, a crucial and general recommendation was to
acknowledge the need for economic regulations. Moreover, profitable
mobility subscriptions, increased stringent regulation of car driving and
parking taxes supplied with subsidies earmarked for sharing schemes are
acknowledged as powerful, efficient tools. At the visionary workshop, there
was a strong consensus among the actors that achieving carbon neutrality in
2025 involves massive and radical decisive regulation and legislation on
current mobility structures.

Significantly, timing is also regarded as a key factor. Certainly, all the
mobility operators agreed that sharing schemes in general take a long time to
break even. Thus, a significant Danish car-sharing scheme participating in the
workshop claimed a need for city planners and developers to allocate physical
space to sharing schemes and facilities in the early pre-planning phases.
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Timing to attract and adopt newcomers is also crucial. However, changes or
shifts in life phases and everyday-life practices such as relocations, having
children, getting divorced, change of work place, etc., are recognized as
significant moments for introducing alternative sharing schemes. The
developer of Neerheden supports this strategy, and henceforth expects to
promote car-sharing schemes within the future city branding. Specifically, the
developer confirms they will focus on communicating the car-sharing
opportunity as a valuable part of the future sales promotion. Overall,
sustainable transportation solutions could more strategically strengthen a
location’s brand as a common sustainable identity, for instance by specific
branding narratives such as “Neerheden is the place we are sharing”.

5.4. Summary of the Visionary Workshop Discussion

Broad interdisciplinary cooperation is critically needed to add new significant
impetus to support sustainable transformation changes in urban mobilities.
The workshop challenged powerful hegemonic assumptions, including silo
thinking and technology-reliant responses to climate change, by facilitating a
space for elaborating innovative solutions rooted in everyday life in three
different urban sites in the Greater Copenhagen area. Many of these solutions
actually appear to be within reach in the near future, and thus comprise “low-
hanging fruits” in sustainable mobility transition. Thus, the workshop
approach illustrates the potential of contesting dominating assumptions to
develop alternative approaches, and that interdisciplinary knowledge
exchange across different knowledge systems and contexts (space and actors)
is fundamental for the critical need to reframe current material infrastructures
and cultures (norms and values).

In general, stimulating and activating the context-based community
spirit is highlighted as a “game changer” to cause ripple effects for alternative
cultures of mobilities, which is why identifying links and connections of
arrangements for common sharing and meeting is underlined as crucial when
designing future intervention points. User experiences are anticipated as
essential in order to recruit people to test new modes of transportation, and
to develop comprehensive designs for all kinds of needs. Allocating spaces
for recreational, social, and cultural meeting points is fundamental for
increasing community spirit and sharing facilities, which is why this is an
agreed workable and powerful city-planning device for long-term alternative
solutions. Sharing transportation modes with other people could
simultaneously strengthen and improve social configurations. Technology
innovation and user-friendly profitable subscriptions are decisive for future
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transformation, but story-telling occurred from the everyday perspective, and
clear sets of overarching governance goals that ensure the enhancement of
public value to change dominant automobility cultures are essential.
Therefore, familiarity and know-how of sharing mobilities (access), instead of
privatization (owning), are essential to break down prejudices and to merge
new cultures that support alternative solutions. That this was on the agenda
in the workshop could indicate a beginning of a move from a second to a third
modernity as framed by Kesselring [39]. Certainly, the mobility operators
agreed that sharing schemes in general requires a long time to break even.
Therefore, the sharing schemes demand that city planners and developers
allocate physical space to car-sharing schemes and sharing facilities in the
early city planning phases.

6. Conclusions

This article began by arguing that technology iterations can operate as salient
and often unacknowledged barriers to transitions towards sustainable
mobilities. Iterations deploy culturally appropriate solutions to the climate
crisis, and thereby form systemic anthropogenic risks, subject to what we call
structural risk iterations. The structural risks iterations are grounded in the
underlying imperatives around capitalism as a mode of organizing that leaves
no other option than constant mobility. Iterations continue the mobile risk
society by ways in which mobility cultures and the demand for mobility
interlock “silos of techno-innovations”. Rather than system innovations that
aim to challenge Jevons’ paradox and orchestrate the ambivalences of the
mobile risk society, the deeply culturally embedded belief in technological
innovation and energy efficiency as salient, climate-mobility risk solutions
structurally impedes silo iterations. Hence, we argue that iterations do not
address the ambivalences and risks of mobilities. Everyday mobilities
practices, patterns and cultures are often left untouched by technological
innovation. New decarbonized technologies often mime their carbonized
predecessors in terms of design, appearance, and use (e.g., Al, AVs, and EVs),
and therefore, cultural iteration persists in spite of novel technology
innovation. The habits, structures and ideas of current carbonized mobility
systems iterate systemic risks are not handled and any discussion of
decreasing mobility as a way towards sustainable mobility is left out. The
current challenge is therefore not merely to develop technologies capable of
replacing the current monoculture of combustion-engine vehicles, but to
understand cultural ideas of modern living, and how to enhance new
sustainable cultures of mobilities and immobilities.
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One way to include cultures of mobilities in sustainable innovation is by
engaging with everyday life in the mobile risk society as the scale of
observation. Today, carbon-reliant motile hybrids permeate everyday life; we
rely on them to commute to work, share ideas, consume goods, meet with
friends, educate ourselves, pick up our children, etc. Everyday life is made up
of social practices, perceptions and patterns that are deeply rooted in living in
a mobile risk society. Zooming in on everyday life establishes a lens for
exploring how habits, technologies, relations, communities, opportunities,
practicalities, and exclusion, as well as ideas of what it means to work, live,
consume and play, enter into socio-technical networks and form cultures of
mobilities. In an area where mobilities are interwoven with risks and no “one-
best-way” or optimal solution seems reachable, engaging with everyday
manifestations of cultures of mobilities establishes a platform for
experimenting with other possibilities for transitioning modern mobilities
and tackling systemic risks. We therefore argued that a prerequisite for
prompting lasting sustainable innovation in mobility systems is ending the
collective fetishization of new electrified technologies and engaging
innovatively in the social and cultural processes and wider networks, in
which modern everyday life is embedded.

Seen in the context of this article, the eagerness of developing cities
within a broad conceptualization of sustainability, among several other
perspectives, generates potential alternative innovative collaborations across
different actors. Planning for sustainable livability in cities also includes
developing strategies and practices within the field of sustainable mobilities
that do not consider car ownership and conventional car use as superior to
alternative modes and mobilities. This implies that the visions on
sustainability and livability in urban areas are not only idealistic, brand-
strengthening strategies on paper but also holistic approaches building upon
new mindsets, methodologies, and practices in the planning system. In order
to make an even more ambitious goal achievable, this calls for planning
processes that move strategically from “traditional” iterative transportation
planning with a sustainable vision (but still within silos) to a more holistic,
innovative mobilities planning with sustainability as its premise/point of
departure.

To discuss how innovation can take place, the article presented insights
from a visionary workshop on “developing innovative sustainable mobility
solutions” in three urban areas in Copenhagen. The themes identified in the
workshop discussions show a willingness to elaborate on (and add to)
existing knowledge and experience among the actors. Due to a worldwide
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climate change agenda and burning platforms of achieving specific, local
goals, we argue that there is a momentum for identifying new forms of
systemic innovation. Main findings were related to the need for stimulating
and cultivating (contextual) communities, testing and experimenting as
windows for opportunities, developing additions to existing infrastructures,
and the notion that sustainable mobilities demand alternative powerful
intervention framings. The open-ended process, which is a premise in this
kind of workshop, is its strength, because planners and actors were set free to
think across silos, but also (seen from a more traditional/short-term point of
view) its structural weakness because the results are fuzzy and related to a
change in mindsets around contexts, everyday-life complexities, and the
mobile risk society (innovative thinking), rather than specific realizable plans
and solutions with predictable outcomes measured in CO2, reduced number
of trips, reduced number of parking lots, increased number of bicycles and
passengers using the public transportation system, etc. Did the visionary
workshop then create innovation? Of course, there are no clear answers here,
partially because the specific interventions at the three sites are still not
implemented, but the workshop identified possibilities for pushing iterative
solution-based positions to more common alternative perspectives on local
contexts and values that are identifiable across the actors’ predictable interests
and structurally dictated positions.

While it is crucial to consider the needs and actions within existing
cultures of mobilities when designing successful substitutions [62,67], it seems
more decisive than ever to reframe the contemporary increasing levels of
“mobility need”. Hence, forthcoming mobility transition forces us to interrupt
conventional assumptions and reframe notions of norms and freedom
connected to alternative mobilities. Despite the growing acknowledgement of
the need to transform mobility norms, values and cultures, these issues were
only superficially touched upon during the workshop discussions.
Nevertheless, a workshop like this one also creates a common storytelling —a
storytelling that, through influential actors within the mobility field, can begin
to challenge existing meanings and notions around “the good life” and
discuss alternative meaningful ways to perform and organize everyday lives
with limited mobilities.

And moving on from this, true innovation could be to initiate a
discussion on limitations as something positive and not solely as reducing
freedom. Instead of iterating the dominant notions and cultures of mobilities
embedded in the risk society, a slower pace of life, with limits, could contain
more freedom to do other, perhaps more meaningful things in everyday life.
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In many ways the COVID-19 crisis has created a momentum for exactly this.
Not that the total standstill that COVID-19 produced is a positive vision for
most, but it opens up the opportunity to be specific about what new versions
of sustainable everyday life in new surroundings with new goals, meanings,
and values are like. Alternative problem framings include questions such as:
Where do we travel? How do homes look? Where and how do we live? With
whom, when and why? How do we work? Where and how much? How do
we feel? Instead of focusing on iterative technology-fixated innovation driven
by green growth and liberal commercial interests, forthcoming intervention
framing needs alterations to the urban landscape of what fertilizes and
constitutes good livable urban places.
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4.4. SUB-CONCLUSION PART I

The article, “Sustainable Mobility in the Mobile Risk Society—
Designing Innovative Mobility Solutions in Copenhagen” begins by
arguing that framing a sustainable transition as merely a question
of technological innovation may result in technology iterations that
operate as barriers to a transition to sustainable mobilities. This is
because social life, including everyday practices and mobility
cultures, is often left untouched by technological innovation.
Therefore, cultural iteration persists despite technological
innovation. It is argued that the current challenge is to understand
the mobility cultures in modern everyday living and address the
social and cultural landscape in which new technologies are to act
when promoting sustainable change.

The paper, therefore, argues that the scale of observation should be
everyday life in the mobile risk society. A prerequisite for
prompting lasting sustainable innovation is ending the collective
fetishization of new technologies and engaging innovatively in the
social and cultural processes of modern everyday life. This implies
that visions of sustainability and livability in urban areas should be
holistic and built upon new mindsets, methodologies, and practices
in the planning system.

To discuss how innovation can take place, the article presents
insights from a visionary workshop, which are used to argue that
there is momentum for identifying new forms of systemic
innovation. The workshop format set planners and actors free to
think across silos. However, harvesting the fruit from it is still far
out in the future because the results are related to a change of
mindset concerning contexts, everyday-life complexities, and
innovative thinking, rather than pursuing specific plans.

To summarize part two of dissertation, we can say that in order to
develop sensitivity towards inequality, sustainability scholars and
professionals need to adopt a more thorough understanding of the
social sphere and how it changes than has been the case in the past
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when there has been a preoccupation with individuals’
environmental behavior and technological innovation.

The chapter started by arguing for an exploration of what taking an
everyday perspective can offer in terms of engaging with the social
dimensions of sustainable transitions, including the role of
inequality in transition processes. The everyday life perspective, I
have argued, helps to avoid two key barriers to an inclusive
sustainable transition, which I encountered in studies of sustainable
transition. These two barriers, or obstacles, relate to overstating the
importance of individuals’ behavior and technological innovations
for a sustainable transition.

The dissertation has argued that the first step towards placing
inequality in focus when working with sustainability is that
scholars, politicians, and planners aiming for sustainable
transitions need to move on from behavioral approaches. Instead,
it is suggested that theories of practice need to be applied to achieve
a more complex understanding of social life and how it changes.
This is one way of shifting attention from rational behaviors to the
complexity of everyday life, thereby capturing important aspects
of social change.

A second crucial step for developing sensitivity towards the social
dimensions of transition is to shift some analytical awareness from
technological advancements to changes in the social and cultural
landscapes in which new mobility technologies are to be
implemented. Taking everyday life in the mobile risk society as the
scale of observation presents a fruitful alternative to the
unsustainable iterations of the status quo, which is preserved when
transition is merely framed as a question of technological
innovation.
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The two papers in the previous part of the dissertation argue for
applying practice theory and the mobile risk society as alternative
frameworks for understanding transitions, particularly mobility
transitions. Through two inquiries, this part of the dissertation
empirically explores: 1) the role inequality plays in urban everyday
mobilities and sustainable mobility transitions, and 2) how we can
use a practice theoretical and mobile risk society-informed
framework to analyze possible mobile tipping points in the wake of
Covid-19. This creates the empirical background for understanding
the role of inequality, specifically in relation to urban mobility
transitions, and for applying the suggested framework in relation
to mobile tipping points induced by the global pandemic. The
results of these empirical inquiries support the call for new
methodological and theoretical directions, which is made in part
four.

Much of the empirical work was conducted with my colleagues in
SIMS. The next pages outline the research design and methods of
the SIMS project and highlight how my project differs from it.

5.1. THE SIMS PROJECT DESIGN

Yin (2018) suggests that every study has an implicit, if not
explicit, research design. He defines a research design as “(...) a
logical plan for getting from here to there, where here may be
defined as the set of questions to be addressed, and ¢here is some
set of conclusions about these questions” (Yin, 2018: 26).
Substantial parts of this PhD study path from here to there was
travelled together with my colleagues from the Sustainable
Innovative Mobility Solutions project. The empirical research
was no exception. It was conducted collaboratively as part of the
SIMS project.
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The SIMS project aimed to contribute to a sustainable urban
mobility transition leading to a reduced climate change impact, less
congestion, a healthier environment, and increased livability in
cities. This was to be achieved by increasing knowledge about and
developing and testing sustainable mobility interventions that are
tailored to the everyday lives of citizens, thereby making them
attractive alternatives to current carbonized mobility patterns
(SIMS, 2018). The focus was on sustainable intervention in the
mobility needs and patterns in urban and suburban areas of large
Danish cities.

The deliberate decision to focus on sustaining urban mobilities was
made in recognition of the fact that large cities, in particular, are
facing challenges from increased traffic and related air pollution
and congestion (SIMS, 2018). Therefore, there are significant
environmental, social, and economic benefits to be gained from
successful sustainable transitions in mobility systems in cities.
Three distinctly different urban areas were selected as sites for
investigation (SIMS, 2018) to ensure that the developed knowledge
covered a variety of needs and settings and to guarantee the
representativeness of the results.

The three sites for experimenting with new mobility solutions in
SIMS were Nordhavn, Folehaven and Narheden, all of which are
located in Greater Copenhagen, Denmark. Folehaven and
Nordhavn represent two different types of urban areas, while
Narheden represents a new suburban area which is expected to be
highly dependent on commuting to the inner city of Copenhagen.

5.2. THE PHD PROJECT DESIGN

In the SIMS project as in my PhD project, closeness to materialities,
contexts, and everyday life situations and their variety were
important elements to capture. This is because, as described in the
chapter on the philosophy of science, context and its materialities
matter (Fairclough, Jessop & Sayer, 2002). Therefore, it made sense
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to work with specific areas as examples of what urban areas and
urban life are.

Working with concrete examples is a powerful research strategy
applied by, for example, Michel Foucault, who worked with the
dictum, “Never let the connection to a concrete example out of
sight” (Foucault in Flybjerg 2009: 160). Examples are powerful
because they are strong in supporting the creation of new
knowledge (Flyvbjerg 2005; 2009). As psychologist and case study
methodologist, Hans Eysenck, phrased it, "sometimes we simply
have to keep our eyes open and look closely at the individual case...
not in the hope of proving something, but in the hope of learning
something!” (Eysenck, 1976: 9). With this statement, he emphasizes
that studying concrete cases or examples is beneficial for
developing nuanced insights into social phenomena.

A few differences exist between the SIMS research design and the
research design of my PhD project. One is that I focus solely on the
two urban areas, Folehaven and Nordhavn. In my PhD, I focus
solely on urban mobilities and varieties in mobility and sustainable
transition in these urban areas. Although important and interesting,
commuting in and out of the city is beyond the scope of this
dissertation. Behind the choice to focus on Folehaven and
Nordhavn is my interest in inequality because the areas represent
two very different parts of the city in terms of their social and
spatial composition, and they, therefore, constitute suitable sites
for a comparative urban study, which Wacquant (2007), amongst
others, has recommended as a beneficial strategy for researchers
seeking to answer questions about urban inequality and
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marginalization (Wacquant, 2007; Larsen, 2018; Alvesson &
Skoldberg, 2020).

Nordhavn
Folehaven

Figure 1 - Map of Copenhagen and the two areas. From Kristensen, Lindberg & Freudendal-

Pedersen, forthcoming.

The following sections describe the areas after which I return to
some of my reflections and reasonings for engaging with these two
areas in Copenhagen, Denmark, and the generalizability of the
findings.

5.2.1. NORDHAVN

Once a traditional harbor area with ferry berths, a container
terminal, and a marina, Nordhavn is now a developing city district
comprising a mix of residential and business buildings. By&Havn,
the developer of Nordhavn, envision the area as a sustainable
neighborhood, where buildings are certified by Green Building
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Council Denmark?. During its development, several smart energy
and smart city projects have been launched; the SIMS project on
innovative sustainable mobilities and an autonomous bus service,
which was part of the H2020 AVENUE project ®, being two
examples.

As of 2020, the area had 2,800 inhabitants and 1,500 jobs, but this
is expected to increase to 40,000 inhabitants and 40,000 jobs once
it has been fully developed®. 10 per cent of the current housing
stock is public housing or student housing, while the rest is
privately owned. 51 per cent of inhabitants are car owners, which is
significantly higher than Copenhagen's average of 29 per cent’.
What is exceptional for the area is that there is no street or
basement parking; instead, cars are parked in expensive car parks,
which means the streets are pedestrian friendly.

The area is well-connected to the rest of the city and surrounding
areas. A newly built tunnel connects easily to motorways. In terms
of public transportation, the area is served by a newly built metro
line with 2 stops in Nordhavn while the S-train network connects
Nordhavn Station to the suburbs.

5.2.2. FOLEHAVEN

Folehaven is both the name of a heavily trafficked part of a ring
road leading traffic around Copenhagen's city center and onto one
of the major highways out of Copenhagen and the city district
which is located at the intersection of the ring road and two other
heavily trafficked roads. The area is characterized by a mix of one-
family villas and public housing built in the late 1940s and early 50s.
The public housing comprises a total of 1,300 multi-story dwellings

4 https://dk-gbc.dk/dgnb

5 https://h2020-avenue.eu/

6 https://byoghavn.dk/nordhavn/
7 https://byoghavn.dk/nordhavn/
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accommodating approx. 2,000 peopleé. The neighborhood has
faced several challenges in recent years including physical isolation
because the heavily trafficked roads separate the area from its
surroundings and because the inhabitants stand out in terms of
parameters such as employment, education, health, and safety
compared to Copenhagen in general®.

The location of the area reinforces social isolation and hampers
social mobility. In recent years, the closest S-train station was
moved further away from the area, and bus routes have been
rerouted, which has reduced the public transportation service of
the area. In contrast, the car infrastructure is good when the rush
hour does not cause congestion and a lot of public space is reserved
for parking.

In response to challenges, the Folehaven neighborhood is currently
the subject of several physical and social initiatives including
public-funded area renewal at a cost of more than 1 billion Danish
Kroner. Like Nordhavn, Folehaven was thus also the focus of efforts
for change and transition processes prompted by the general urban
development of the areas. Therefore, initially, the idea was that the
SIMS innovation in mobilities could attach to and benefit from the
existing change dynamics in the areas.

5.3. REFLECTIONS ON SITES AND GENERALIZABILITY

To me, the SIMS project presented a unique opportunity to
conduct a comparative study of two very different areas facing a
sustainable mobility transition. I consider the two areas to be
maximum variation cases according to Bent Flyvbjerg’s (2005;
2009) terminology because the neighborhoods are very different
in terms of their social and spatial composition. Therefore, a
comparative analysis of the two neighborhoods would help “to

8https://www.sims.aau.dk/digital Assets/1002/1002457_deliverable-d2.2_final.pdf
*https://www.sims.aau.dk/digital Assets/1002/1002457_deliverable-d2.2_final.pdf
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obtain information about the significance of various circumstances
for case process and outcome” (Flyvbjerg, 2005: 23). I seek to obtain
information about the significance of socio-economical inequality
for mobility and mobility transition in the comparison of two areas,
which differ greatly in terms of socio-economical resources and
spatial and geographical qualities.

Bent Flyvbjerg (2005) disputes the widespread conviction that
studying concrete examples or cases cannot contribute to scientific
development because it is situated, context-dependent and,
therefore, lacks generalizability. In order to defend themselves
against this widespread critique, he recommends that researchers
strategically select the cases as this can increase the generalizability
of findings (2005: 229). One way of doing this is by conducting an
information-oriented selection, whereby cases are selected based
on different lines of argumentation to identify those that provide
the richest information about the topic in question.

Outlining different lines of argumentation for case selection,
Flyvbjerg develops a typology of selection strategies (2005: 230).
This study is inspired by two information-oriented strategies:
selecting critical cases and maximum variation cases. As mentioned
above, identifying cases that vary as much as possible regarding
factors of importance to the research questions was why I chose to
conduct a comparative analysis of Folehaven and Nordhavn.

The other strategy that has inspired me in terms of case selection
and reflections on generalizability is the critical case selection
strategy. Exploring a critical case is beneficial when the purpose of
the research is to gather information that permits deductions of the
type, “If this is (not) valid for this case, then it applies to all (no)
cases” (Flyvbjerg, 2005: 230). A mobility intervention in
Copenhagen, Denmark, can be argued to be a critical case as
Denmark is one of the most equal countries in the world. Hence, if
problems with inequality in relation to sustainable mobility
transitions and are found here, they may well apply to other cities.
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Denmark has a relatively low Gini coefficient and, thus, a low level
of economic inequality compared to most countries in the world
(The World Bank, 2022 [2019]). Copenhagen, the capital, is viewed
as a front-runner in terms of inclusive and sustainable city planning
(C40 Cities, 2016; European Commission, 2014). In 2022,
Copenhagen was ranked the most livable city in the world by
Monocle magazine!® based on metrics such as crime, housing,
transportation, carbon neutrality and pedestrian infrastructure.
This was the fifth time that Copenhagen had topped the list, which
reflects Copenhagen’s pioneering position in relation to both
equality (measured in terms of access to housing and low crime)
and sustainable transitions of urban life and infrastructure.

I found Copenhagen, Denmark, an interesting setting because
scrutinizing inequality in a sustainable transition in Copenhagen
entails studying the phenomenon in a setting that is known as one
of the least unequal and most sustainable urban settings in the
world.

5.4. ACTORS AND ACCESS

Gaining access to the field is a prerequisite for conducting
qualitative research (Yin, 2018). My PhD project benefitted from
the unique opportunity of gaining access to all actors involved in
the sustainable mobility intervention that the SIMS project
provided.

These actors were:

e Let’'s Go — Car Sharing Service (A/S, partly fund-owned, partly
joint-stock company)

e By- og pendercyklen — Shared electrified bike service (fund-
owned, non-profit)

e Rejseplanen — The Danish public travel planner (public)

10 https://monocle.com/  https://copenhagensciencecity.dk/copenhagen-rated-worlds-most-
liveable-city-again/
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e Ta’ Med by FDM - Ride-sharing service (non-profit, operated by
United Danish Motorized vehicle owners)

e By & Havn — The company developing Nordhavn (partly owned
by the municipality of Copenhagen and partly by the state)

e Narheden P/S - The company developing Naerheden (partly
owned by the municipality, partly company-owned)

e Copenhagen Municipality — City renewal Folehaven (public)

Since I began my involvement with the SIMS project, I have been
participating in project meetings with these partners. They
represent the areas in the project and the mobility service providers
involved in the intervention. Participating in these meetings has
been crucial in shaping my understanding of how different actors
involved in planning a mobility intervention perceive and
negotiate different areas, their inhabitants, each other, and what
comprises an interesting business case. In these meetings, I for
example observed great variation in mobility providers’
engagement and ways of talking about the intervention, depending
on which area was in question. Intrigued to discover more about
the mobility operators’ understandings and their consequences for
the mobility intervention in the areas, I decided to conduct
interviews with mobility operators. The very information-rich
interviews with mobility service providers were possible in part
because I had gained access to and a certain level of trust with the
mobility providers via the SIMS project meetings.

This is important for me to mention my participation in the project
meetings and how it shaped my interest in providors’ decition-
making, because, as the paper “Despite the best of intentions:
Inequality in the search for mobility justice” discusses in more
detail, who we are and what we have experienced have
consequences for the qualitative researcher’s work (Budz & Cook,
2019). As Alvesson & Skoldberg point out in their book on Reflexive
Methodology (2020), it has a shaping hand in terms of which
interpretative options become available to the researcher (Alvesson
& Skoldberg, 2020: 331). Awareness of who we are, and how this
affects our understanding is, therefore, key (Jagger et al., 2011).
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The interviews with mobility providers are one of four sources of
empirical material upon which this dissertation draws. I conducted
the interviews with the providers alone, while the remaining three
empirical methods of data collection were conducted jointly with
my colleagues in SIMS.

The empirical basis for the dissertation was generated using the
following methods:

o Interviews with households from both areas
e Focus groups in both areas

e Mobility provider interviews

e Workshops with mobility stakeholders

All the empirical data included in this dissertation was collected
before any sustainable mobility interventions were implemented.
The reasons why post-intervention material could not be included,
a key one being the global COVID-19 pandemic, are discussed in
section 4.6. In the following section, the different methods are
discussed.

6.1. HOUSEHOLD INTERVIEWS

Understanding the variety of interconnections between everyday
life and mobilities requires open, explorative processes. The
qualitative research interview is a popular method for gaining
access to people’s experiences in their everyday lives (Brinkmann
& Tanggaard, 2020) and how they make sense of them and narrates
them (Potter & Wetherell, 1987). Being inspired by
constructionism, as described in the chapter on the philosophy of
science, I perceive the interview itself as a social situation
(Brinkmann & Tanggard, 2020: 386), and I understand knowledge to
be situationally negotiated and produced during the interview
(Bordieu & Waquant, 1992). Thus, the interview gives access to
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informants' stories about their everyday lives, their sense-making,
and experiences of the phenomena in question, but these are not
untouched by the situated interactions and negotiations between
the interviewer(s) and interviewee(s). Rather, as Brinkmann & Kvale
(2014) put it, the stories told in interview situations also bring
aspects to the fore that did not exist beforehand but come into
being as the interview situation unfolds.

This dissertation draws on semi-structured interviews with adults
in households from the two areas, Nordhavn and Folehaven, to
gain a deep understanding of everyday life in the areas, mobility
patterns and experiences of community, connectedness, and
approach to sustainable change. In total, eighteen semi-structured
interviews (nine in each area) were conducted with households
from the two areas, Folehaven and Nordhavn. We asked all the
households’ adult members to participate, which resulted in 1-3
participants in each interview. Participants were between 20 and 65
years old. One or two interviewers conducted the interviews.

6.2. RECRUITMENT AND PARTICIPANTS

In Folehaven, we recruited informants with the assistance of the
area renewal office and via the snowball method, whereby
interviewees helped us recruit new participants via their social
network in the area. Challenges related to assisted and chain-
referral recruitment methods include the sampling bias caused by
people referring people they know who have similar traits. Also, the
area renewal office was in contact with a group of inhabitants who
were very engaged with the area and its development. However, it
made sense to use the contacts of the project partners as a starting
point for recruitment, especially because recruiting in the shadow
of the pandemic was not the easiest of tasks. Also, we expected the
interviews to be information-rich, which turned out to be the case.
To counteract biases, we actively searched for families with
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children towards the end of the recruitment process, as we
experienced that c.f. the “law of diminishing returns” (Kvale, 2007:
41), single households were already very well represented in the
material.

As a result of the recruitment process, we spoke to two different
groups of residents in Folehaven: Single residents and families with
children. The single residents (30-60 years old) had typically lived
in Folehaven for many years and had originally moved to the area
after being rehoused by the municipality due to divorce,
homelessness or other circumstances resulting in an acute need for
housing. They lived in small rental apartments in the social housing
complexes, and they typically used public transport or bicycles and
did not own cars (Christensen et al., 2021). Many, especially the
male interviewees, were unemployed. The families with children
(parents 30-50 years old) had also lived in the area for many years
and typically lived in owner-occupied single-family housing, either
detached houses or terraced houses. They used a wide range of
mobility modes including cars, bicycles, and public transport. They
typically owned cars, but the bicycle was their preferred form of
transportation (Christensen et al., 2021). All were full-time
employed.

The Nordhavn interviewees were recruited via a neighborhood
meeting in September 2020, the landowner association board
network, an article in the local newspaper, the snowball method,
and resident groups on Facebook. While the neighborhood
meeting, snowball method, and landowner association board were
effective at recruiting couples aged 50+ and families with children
who owned their own homes, they were less effective at recruiting
young people and inhabitants from rental and social housing.
Again, after having interviewed a few couples and families who
owned their own homes, the “law of diminishing returns” (Kvale,
2007: 41) prompted us to seek younger people and renters, for
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which purpose Facebook groups and the local newspaper turned
out to be helpful.

In Nordhavn, we encountered three groups of residents during the
recruitment process . The first was couples aged 50+ who had sold
their homes in the suburbs and had moved back to Copenhagen.
They owned their homes and used a wide range of mobility modes.
Typically, the couples owned two cars before moving, but having
moved to Nordhavn, they were considering selling one of their cars
if they had not done so already (Christensen et al., 2021). The
second group was young families with small children who had
moved to Nordhavn from smaller apartments in other parts of the
city. They also owned their apartments and used a wide range of
mobility modes. This group felt that owning a car was becoming
increasingly necessary and was considering purchasing one if they
had not done so already. The third group was young people aged
between 20 and 30 years who were living in small rented housing.
This group also used many different mobility modes and did not
own cars but used shared cars when necessary (Christensen et al.,
2021).

6.2.1. INTERVIEWING DURING A PANDEMIC

On average, the interviews lasted for approximately one and a half
hours. Most of the interviews took place at the participants’ homes,
and were conducted in the early fall of 2020, when a prolonged
window between pandemic-induced lockdowns allowed small in-
person gatherings. However, some of the interviews were
conducted online through Zoom or TEAMS as infection rates
increased during the interview period. Conducting interviews both
online and in-person highlighted what is lost when interviews are
mediated by technology. Many interesting discussions about
research interviews have emerged from the COVID-19-induced
challenges facing qualitative research (see, e.g., Sedysheva, 2020). 1
will not go into a long discussion here. Instead, I will just mention
that in our case, challenges were especially related to the artificial
experience of interviewing people about (and negotiating) places
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without being there in-person or being able to sense their qualities
and materiality.

Paper 3 of the dissertation, “Urban mobility injustice and imagined
socio-spatial differences in cities - A study of two Copenhagen
neighborhoods”, draws on household interviews, as does paper 5.
“Despite the best of intentions: Inequality in the search for mobility
justice” analyzes and reflexively engages with the interviews and
the interview guide, which forms the basis for suggesting directions
for future mobility studies in relation to handling inequality and its
reproduction in research.

The interview guide is included in appendix A. Besides the
interview themes and questions, the interview guide also features
the preunderstandings and theoretical frameworks that inform the
specific questions.

6.3. MOBILITY OPERATOR INTERVIEWS

As mentioned, in addition to the SIMS household interviews, I
conducted interviews with mobility operators who were partners
in the SIMS project and were working with shared mobility. Being
a participant in the SIMS project meetings during which the design
and scope of the sustainable mobility intervention were discussed,
I found that the mobility operators’ attitudes and willingness to
invest varied significantly depending on whether the meeting
concerned Nordhavn or Folehaven. I was curious to discover why.
My intuition told me that the operators’ perceptions of the areas
would play a crucial role in determining what was possible in terms
of sustainable mobility interventions in the areas.

This notion was reinforced when two of the mobility operators
withdrew from investing in Folehaven, thereby de facto
abandoning the sustainable mobility intervention in the area.
Interestingly, these were the two operators who were offering
shared car services and electrified shared bike services, and they
would have had to invest in infrastructure such as docking stations,
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bikes, chargers, and cars to make the services available in the areas.
Thus, the two operators who withdrew from the Folehaven
intervention were those who needed to invest in the area. However,
the same two operators were advocating the upscaling of the
intervention in Nordhavn, and from the meetings, I got the sense
that they used the SIMS Nordhavn meetings as a lever to win more
space for their equipment in the streetscape of Nordhavn, maybe
even securing funding for the purpose. Was I right, or was I being
overly critical and suspicious because I was indignant about what I
considered to be the discriminatory treatment of the already
marginalized area of Folehaven? I decided to conduct one-to-one
interviews with the providers to challenge my interpretation and,
as Deetz referring to Foucault and Weedon (1987) demands of
qualitative researchers, to engage with “communication as a social
act (..) to overcome one’s fixed subjectivity, one’s conceptions,
one’s strategies to be opened to the indeterminacy of people and
the external environment” (Deetz 1992: 341).

I invited the two mobility operators to participate in a semi-
structured interview, framing it as more of a private setting for me,
as a PhD student, to gain insights into their perceptions of their role
in sustainable mobility transitions, their business models, their
background for joining SIMS, the areas in SIMS, and how the areas
are seen by external transport professionals, especially in terms of
the area's social and spatial profile and what it meant for mobility
development. The interviews thus focused on the providers’
business models and the areas they found viable to invest in.
Certain stories and narratives about the neighborhoods emerged in
these interviews and played a key role in reasoning investment
decitions.

The interviews with the two mobility operators were conducted
virtually due to the Covid-19 lockdown in the spring of 2021. The
third mobility partner in the project, the ride-sharing service
provider Ta’ Med, joined the project later than the first two, and did
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not engage in the discussion. However, Ta’ Med also did not have
any initial costs in connection with making their service accessible
as it is app-based. Still, it would be very interesting to conduct more
interviews with mobility operators to cover a greater variety of
services and settings and to explore the representativeness and
prevalence of the results based on the two provider interviews.
These results suggest that neighborhood narratives play a role in
framing investment decisions and as such, they shape what
becomes possible in terms of sustainability transitions — at least if
transition efforts rely on investments from (semi)private operators.
The results appear from the paper “Urban mobility injustice and
imagined socio-spatial differences in cities - A study of two
Copenhagen neighbourhoods”.

The interview guide, which of course guided me during the
interviews, but also detailed the preconceptions I took into the
interviews appears in appendix B.

6.4. FOCUS GROUPS

Focus groups with residents also inform the paper “Urban mobility
injustice and imagined sociospatial differences in cities - A study of
two Copenhagen neighbourhoods”. Eight adults participated in the
Folehaven focus group, which was conducted in a local charity
shop. The participants were aged between 60 and 80 years old and
were mostly in part-time employment, pensioners, or
unemployed. My colleagues in SIMS conducted an additional focus
group with residents from Nordhavn at the headquarters of By &
Havn.. Four adults aged 40-50 years old, all of whom had full-time
jobs, participated.

In both focus groups, maps of all three neighborhoods in the SIMS
project were provided and they served as the focal point for
discussions about the differences between the neighborhoods and

11 By & Havn is an urban development company owned by the Municipality of Copenhagen
and the Danish State. The company is one of the partners in the SIMS project.
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the identification of feasible mobility solutions. The discussions
prompted forceful expressions of unequal opportunities,
understandings, experiences, and narratives of the areas. As such,
the knowledge created during the large focus groups differed from
and added to the knowledge created during the household
interviews, thereby highlighting the advantages of producing
empirical knowledge on a group level (Morgan, 1997; Halkier,
2020).

The focus group guide appears in appendix C.

An implication of taking a moderate social constructionist
approach to qualitative research is that all types of empirical
material are understood as being socially constructed and
negotiated. Thus, as Halkier (2020: 168) puts it, the hierarchical
distinction between interviews and focus groups is dissolved.
However, we found that the larger social situation of the focus
groups produced new insights into the narratives of the
neighborhoods and the experiences of (mobility) inequality
compared to the semi-structured household interviews. The focus
group is a research method that places group-level interactions and
negotiations center stage. As such, it produces insights into
phenomena that are “more complex” (Halkier, 20220: 170) because
participants with similar contextual preunderstandings interact
and question each other, which creates other discussions than those
possible in a semi-structured interview, in which the interlocuter is
a researcher who comes from outside the area with
preunderstandings shaped by a different context.

6.5. WORKSHOPS

Several workshops, two of which are relevant to this dissertation,
were included in the SIMS research design. First, a visionary
workshop conducted in March 2020 (a week before the first
lockdown) is used as an example in the paper “Sustainable

122



CHAPTER 6. METHODS

Mobilities in the Mobile Risk Society — Designing Innovative
Mobility Solutions in Copenhagen”. It outlines a way to start
experimenting with changing urban cultures of mobilities. Second,
a stakeholder workshop was conducted in November 2020 (going
into the second lockdown) to understand the challenges facing
public transportation in the light of Covid-19 and to determine
whether only pandemic detours or also new sustainable pathways
in urban public mobility lay ahead. This workshop comprises the
empirical foundation for the paper “Pandemic Detours or New
Sustainable Pathways? Post-Pandemic Mobility Futures in Danish
Cities”.

As @rngreen & Levinsen (2017) have argued, workshops provide a
platform for researchers to identify and explore relevant factors in
the domain by providing means for understanding, for example,
the complexity and contexts of planning processes. The approach
supports the identification of factors that are not obvious to either
the participants or the researchers before the workshop (@drngreen
& Levinsen 2017: 70), and as such, they are a means for creating new
knowledge and imaginaries across people, disciplines, professions,
and dominant silos.

6.5.1. THE VISIONARY WORKSHOP

The visionary workshop sought to create knowledge about
alternative cultures of mobilities and new solutions and
interventions that could be integrated into the three SIMS areas.
Urban planners, mobility stakeholders and mobility providers
were invited to the one-day workshop which attempted to
challenge mainstream technological solutions by creating a free
space for them to imagine different sustainability interventions in
the areas with a starting point in everyday mobilities.

In total, 30 participants from different fields participated. These
included developers from the three areas, urban planners, the
Ministry of Transportation, public and private mobility operators,
sustainability experts, and researchers. Participants were divided
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into groups representing different disciplines. Two hours were
allocated to discuss each of the three areas, and large maps of the
areas were provided. Each round was introduced by the developer
of the area in focus and included an outline of key mobility
opportunities and obstacles. Group discussions were followed by a
plenary session, which produced a new map that gathered the ideas
for accommodating a sustainable mobility transition which could
be implemented in the areas with their distinct social and material
composition. The visionary workshop comprise the empirical
example of the dissertation’s paper 2: “Sustainable mobility in the
Mobile Risk Society — Designing Innovative Mobility Solutions in
Copenhagen, Denmark”.

6.5.2. THE STAKEHOLDER WORKSHOP

The stakeholder workshop sought to create knowledge and
stimulate the development of new imaginaries especially public
transportation in the light of devastating disruptions caused by the
global Covid-19 pandemic hitting Denmark in March 2020.

The stakeholder workshop was a hybrid event conducted in
November 2020 at Aalborg University with most participants
participating online. Twelve key private and public mobility
stakeholders from Denmark were invited to discuss mobility trends
during the pandemic with a special emphasis on public
transportation. Participants included two regional companies
responsible for local trains and busses, a car-sharing company, a
ride-sharing company, the metro and light rail company, a large
consultancy firm, the Confederation of Danish Industry, the public
transportation ticketing provider DOT, and researchers from three
universities.

The workshop had an open form with plenty of time for reflection
and discussions to express frustrations with the current situation
and imagine possible futures following it (Lindberg et al, 2022). The
workshop was divided into two sessions. Each of them was opened
with a brief presentation to kick off discussions. In the first
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presentation, a speaker from the Swedish Knowledge Centre for
Public Transport talked about the decline in passengers, new work
practices and alterations in mobility patterns. In the second session,
a speaker from the Swedish Association of Green Motorists
initiated discussions about rethinking stakeholder cooperation,
integrating public and shared mobilities, and focusing on
consumer needs.

This workshop forms the empirical basis for paper 4 of the
dissertation “Pandemic Detours or New Sustainable Pathways?
Post-Pandemic Mobility Futures in Danish Cities”.

6.6. TIMELINE AND ADAPTATIONS

All the empirical data included in this dissertation was collected
before any sustainable mobility interventions were implemented.
This was because, as mentioned in the introduction, the mobility
providers withdrew from Folehaven and thus no intervention was
deployed in the area. In Nordhavn, an intervention was eventually
implemented, although it was postponed due to Covid-19
constraints. Unfortunately, due to the combination of these
postponements and the limited time of my scholarship, it was not
possible to include post-intervention empirical data in this
dissertation.

However, Covid-19 also provided an opportunity for more careful
reflection about what happened in the family interviews than
would probably have been the case if we had been occupied with
evaluating the intervention. Methodological reflections on what
happened in the interviews with the families from the two areas,
and what it meant in terms of inequality, representation of
different experiences and justice in terms of whose reality is
epistemically conspicuous is provided in the paper “Despite the
best of intentions: Inequality in the search for mobility justice”,
which is included in part four of the dissertation.
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Before we come to that, the two empirical inquiries are included.
These draw on the material generated, as I have described in the
past sections, to search for answers to my second and third
research questions: Does inequality influence efforts to intervene
in unsustainable mobility practices, and if so, how? And what
creates tipping points in relation to sustainable urban mobility?
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CHAPTER 7. EMPIRICAL INQUIRIES

The first inquiry seeks to collect empirical knowledge on whether
inequality influences a sustainable transition and if so, what
mechanisms are possibly involved. It is a comparative study of
inequality, mobilities and sustainable transitions in the two urban
areas of Folehaven and Nordhavn. In contrast to many studies of
sustainable transition, it does not start with technology innovation
or environmental concerns, rather, it starts from a concern with the
social and unequal dimensions of current urban mobilities in
Copenhagen, Denmark, and then moves on to question their
implications for sustainable intervention in urban mobility. The
study demonstrates that mobility capacity varies remarkably
between places, even in Copenhagen, which is a relatively equal
city, and shows how inequality intensifies when territorial
narratives of deprivation frame inhabitants’ and decision makers’
approaches. In the paper, we argue that paying attention to
neighborhood narratives increases understanding about how
mobility inequalities are reproduced in sustainable planning
decisions.
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PAPER THREE: URBAN MOBILITY
INJUSTICE AND IMAGINED
SOCIOSPATIAL DIFFERENCES IN
CITIES - ASTUDY OF TWO
COPENHAGEN
NEIGHBOURHOODS

Nikolaj Grauslund Kristensen, Malene Rudolf Lindberg, Malene
Freudendal-Pedersen

Abstract

Cities today are confronted with pressing issues of mobilities - not only
concerning greener movement but also more just movement. This article
explores the physical and imaginary aspects of urban mobility inequality
and its (re)production through a study of two neighbourhoods in
Copenhagen. It illustrates the interplay between city dwellers' experiences
of (im)mobility and the social and spatial structure of neighbourhoods that
shape and are simultaneously shaped by negative images of these places.
Through interviews and focus groups, residents' mobility capacity and
mobility  providers' decision-making are scrutinized. The study
demonstrates that mobility capacities vary remarkably between places in a
relatively equal city and this is intensified by territorial narratives of being
deprived. The paper argues that paying attention to neighbourhoods’
narratives helps to understand how these sociospatial mobility inequalities
are reproduced in planning decisions. Thus, the paper provides an example
of mobility inequality manifesting itself in the material and narrated
environment.

1. Introduction

Urbanisation and increased mobility characterise contemporary societies, and
cities have become an arena for increasingly mobile human subjects.
However, this does not mean that everyone has become empowered by the
mobility advanced city. In Denmark, segregation by income in the largest
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cities has increased in recent decades (Juul & Blicher, 2016). In this paper, we
explore whether it is possible to identify relationships between urban
inequality and mobility inequality.

Much literature has studied the socio-spatial division in cities from a
perspective of housing policy, the allocation of accommodation and the
distribution of residents (Marcinczak et al., 2016; Larsen & Hansen, 2009;
Haandrikman et al. 2021; Andersen, 2002). However, urban segregation does
not only depend on residential patterns but also on the opportunities
provided by being mobile, i.e., access to services, institutions and social
activities. Urban inequality and social exclusion related to access and
opportunities to maintain social relationships have been studied both in the
fields of spatial and transport research (Lucas, 2012; Martens, 2006; Soja, 2010).
Since 2000, when John Urry published the book Sociology Beyond Societies:
Mobilities for the Twenty-First Century, an increasing number of authors have
focused on mobilities as a concept that better captures the multitude of
physical and virtual movements and the social and cultural impacts these new
connections and movements entail (Freudendal-Pedersen et al., 2020; Sheller
& Urry, 2006; Urry 2000). Expanding the approach to uneven mobilities
beyond a focus on the journey from A to B (transportation) provides an
opportunity for scholars working with social inequality and segregation in
the city to advance the understanding of a field that has historically mainly
been studied from a static perspective (Cook & Butz, 2019). Mobility is
essential for citizens' participation in society as it allows social relationships
to be maintained and provides access to socioeconomic opportunities. The
capacity to move in space is enabled and constrained depending on the
political, social, and physical landscape where everyday life plays out, and
the freedom of some is often dependent on the immobility of others (Jensen,
2019; Freudendal-Pedersen, 2009, 2015). Many aspects influence city dwellers'
mobility capacity. As stated by Hidayati et al. (2021), this includes individual
abilities that are intricately interlinked with the spatial environment, political
discourses, cultural norms, etc. Being mobile in this sense does not only entail
access to transportation, welfare institutions and services in the city, it also
includes the individual’s capacity to appropriate these opportunities. In some
cases, the social factors may be dominant while in other cases the specific
context may be decisive for immobility. The specific interactions between
social and spatial factors are here decisive and often related to urban
segregation.

Studies outside the mobilities literature have illustrated that social
exclusion and segregation extend beyond internal and external physical and
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social attributes. Public and shared narratives of some social groups and
places are factors that contribute to social marginalisation (Wacquent, 2013).
Stigmatisation based on a territory narrative, as Loic Wacquant puts it, has a
strong negative influence on how residents are perceived by others and even
on how they perceive themselves (ibid.). Negative public narratives translated
into images of places play an essential role in shaping and maintaining
inequalities in cities and the resulting consequences. While scholars have
recently begun paying attention to the imaginary aspect of mobility (Salazar,
2020), the marginalisation of urban neighbourhoods through public
narratives and negative images and the resulting consequences for residents'
mobility still remain under explored.

Some urban neighbourhoods may have a negative reputation that has
little to do with the physical environment. It may, for example, be due to a
high density of one ethnic group while, conversely, no negative labels may be
attached to a poorly maintained area. However, based on an empirical study,
we argue that critical experiences of immobility most often result from the co-
occurrence of physical and reputational factors. In our study of
neighbourhoods in Copenhagen, it seems that the existing sociospatial
conditions played an essential role in shaping the experience of (im)mobility
while the territorial narratives were a dominant factor in creating these
conditions. This was intensified by external operators whose planning
decisions were influenced by the reputational profile of the areas.

Denmark has a relatively low degree of economic inequality compared
to most other countries in the world (The World Bank, 2022 [2019]) and
Copenhagen, the capital, is viewed as a front-runner in terms of inclusive and
sustainable city planning (C 40 Cities, 2016; European Commission, 2014).
However, as this paper emphasises, despite the city’s well-planned
infrastructure systems and the promotion of planning on a human scale
(Copenhagen Municipality, 2017), mobility inequality remains a problem in
the city. The paper analyses residents' experiences of constrained and enabled
movement in the city in relation to the social and physical infrastructure of
their neighbourhoods, which reveals larger structural inequalities in the city
(Sheller, 2018b). The paper illustrates the significance of the spatial and
reputational profile of an urban neighbourhood for citizens' experience of
(im)mobility through an empirical study of two socioeconomically different
areas in Copenhagen. It does so by paying attention to both residents'
individual experiences of sociospatial mobility and external transport
operators' view of areas of interest. The paper highlights the danger of
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mobility inequality being reproduced in investment decisions defining
private and public planning strategies.

The empirical focus on sociospatial mobility inequality has its origins in
a research project on sustainable mobility. Although sustainability is not the
focus here, the article demonstrates that sustainable development cannot be
separated from its consequences for social life and, thus, it cannot be
examined without being vigilant to social inequality (Beck, 2016).

The paper begins by presenting the theoretical framework for the
analysis as well as the methods used to generate the empirical material which
forms the basis for the analysis. Following this, we present the two
neighbourhoods in Copenhagen and their social and physical layout. The
empirical study results in the following two aspects of mobility.

1. Firstly, differences in urban mobility to the extent that they
can be defined as mobility inequality do exist in Denmark
despite it being a relatively equal country. This inequality not
only exists between rural and urban areas - an issue which
has already received political attention and has, thus, been
widely covered by the media - itis also anissue between areas
within cities, which conversely is an aspect that has not
received much political attention.

2. Secondly, this inequality and experiences of immobility in
cities are closely related to territorial narratives, which are
derived from their sociospatial context and simultaneously
produce this context. In our case, this is illustrated by unequal
investment in mobility, which was founded on prejudiced
perceptions of neighbourhoods. Thus, the territorial
narratives were decisive in determining which mobility
futures became possible and where.

We argue that it is important that public and private urban planners are made
aware of these two aspects for future planning strategies.

2. Uneven mobilities in cities

Urban neighbourhoods are not just defined by their administrative
boundaries but also by residents’ different spatial histories and social
relationships (Massey, 1994), which extend beyond the areas and are shaped
and maintained by mobilities (Sheller, 2015). Urban inequality is, therefore,
also a matter of inequality in terms of mobility. Uneven mobilities are created
by the different social and spatial elements, which promote some social
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groups and forms of movement over others. In their literature review,
Hidayati et al. (2021) demonstrate that research on mobility inequality focuses
on the “differences in the ability and capacity to move, investigating the causes and
impacts of such differences " (Hidayati et al., 2021: 2). The authors illustrate that
mobility inequality studies consider both the intrinsic factors such as age and
social class and extrinsic factors including spatial conditions such as location,
material formation and access to transportation (ibid.). They argue that
awareness of the various factors influencing mobility capacities facilitates an
understanding of the scales and complexity of unjust structures of mobilities
experienced by individuals in different contexts (ibid.: 4). Marginalised groups are
highlighted as experiencing immobility to a greater extent and are frequently
not involved in decision-making that affects them, which makes them more
vulnerable to social isolation and exclusion (ibid.). It is not uncommon for
marginalised groups to suffer in city planning and design, which Sheller
suggests often favours the upper middle-class, healthy, white male body
(Sheller, 2018a: 55). The difference in individual mobility capacities cannot be
separated from the imagined, spatial and cultural context as unjust mobility
regimes ‘are also expressed in the built environments’ (ibid.: 54). Analyses of
specific socio-spatial contexts can reveal physical and imagined mobility
inequality in cities and how it is (re)produced in planning. Studying the
interplay between factors and the complexity of the specific socio-spatial
contexts facilitates an understanding of injustice on a larger scale (Soja, 2010;
Flyvbjerg, 2003) while at the same time making it more tangible.

Sheller (2018) investigates mobility (in)justice on interrelated scales,
which provides an opportunity to investigate specific sociospatial contexts.
Movement is considered a ‘foundational condition of being, space, subjects, and
power’ in Sheller’s concept of justice (Sheller, 2018a: 9), and it is, thus,
fundamental to understanding the relational geographies of urban
transformation (McFarlane, 2020). In this paper, two levels of mobility justice
related to the spatial layout of neighbourhoods and the narratives of neighbourhoods
are presented. This analytical division is inspired by Sheller's
conceptualisation of bodily and street scale and concepts of place-based
narratives and imagined geographies (Salazar, 2020; Wacquant, 2013; Soja,
2010), which ought to be incorporated in order to identify the root causes of
mobility injustice.

Spatial level of neighbourhoods: At this scale, we examine the sociospatial
layout of neighbourhoods and the way in which it is experienced by residents
in relation to their mobility capacity. Sheller refers to the street scale as ‘the
shaping of built environments by infrastructures and land use’ (ibid.: 24), which
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forms movement in space. The environment, infrastructure and places frame
bodily movements, capacities and limitations, which result from this interplay
between bodies and space. The movement of some bodies is often favoured
over others in specific urban spaces. Hidayati et al. (2021) emphasise that
bodily inscribed differences in movement capacity are often neglected in
conventional traffic planning as such ‘planning often succumbs to providing
physical infrastructures by assuming that all individuals have similar mobility levels’
(Hidayati et al., 2021.: 2). This type of planning runs the risk of unintentionally
reproducing or even reinforcing mobility inequality as it fails to consider the
fact that the spatial layout favours certain bodies more than others. The spatial
environment in which we move is not detached from the people who move in
space, thus “[t]he problem of mobility injustice begins with our bodies” (Sheller,
2018b.: 24). Devoting analytical attention to the bodily scale reveals that
mobilities are socially differentiated in relation to hierarchies such as gender,
culture, and social class. (ibid.). This does not imply that an individual’s
movement capacity is determined by such factors alone, but rather that
identity and individual experiences have a hand in shaping our movement
capacities.

Imagined level of neighbourhoods: This scale refers to the imaginary and
symbolic aspects of different settlements, which shape and are
simultaneously shaped by the social and physical landscape.
Neighbourhoods are not just defined by the built environments ‘materialized
through planning and building’ (Gorman-Murray, 2006), they are also imagined
places. Multiple scholars have examined this relationship between the material
and imagined place (Lynch, 1961; Soja, 2010; Said, 1978). From a sociological
perspective, negative territorial narratives have been shown to negatively
affect other people’s perceptions of areas and their residents and sometimes
even the residents' sense of identity (Wacquant, 2013). According to
Wacquant, a stigma becomes attached to an area from the bottom during
everyday interactions and conversations and from the top through media and
political representation, which results in some areas becoming tainted
(Wacquant, 2013). Salazaar has studied mobilities and finds that they are
shaped by and shape processes of imagination (Salazaar, 2020: 774). Images
or imaginaries of others interact with the individual imagination and ‘are used
as meaning-making devices [...] [o]nce imaginaries are formed it becomes very hard
to change them, precisely because they are culturally shared and socially transmitted’
(Salazaar, 2020: 770-71). Images and narratives of urban neighbourhoods and
mobilities are relational and play an active role in shaping decision-making
and planning strategies as well as being shaped by them. Whereas the first
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scale focuses on how different elements in the sociospatial environment shape
the experience of movement, this scale refers to the physical and imaginary
relationships that exist between areas in cities and how they influence local
mobility. The scale ought to be considered in order to understand mobility
injustice.

In this article, based on these two scales, we analyse mobility injustice in
the following two neighbourhoods in Copenhagen: Folehaven and
Nordhavn.

3. Methodology

This study is part of the research project Sustainable Innovative Mobility
Solutions (SIMS). The focus of the SIMS project is to investigate how to
facilitate the sustainable transition of everyday urban mobilities through
experiments with multi-modal mobility services in two urban areas in
Copenhagen. The Danish capital is a relatively well-connected and socio-
economically equal city. The proportion of non-western descendants and the
level of employment are two of the most significant socioeconomic differences
between the two areas scrutinized in this paper. The residents of the two
neighbourhoods are characterised by different social positions that shape
their experiences of mobility and immobility. The class division is distinctive
for the two areas, but, as Sayer explains “we occupy different positions, not
only according to class, gender and race, but in terms of age and relations to
parents and dependants...” (Sayer, 2005: 140). In this paper, we mainly focus
on the socio-economic differences between the residents in the two
neighbourhoods, which means that other factors such as gender, ethnicity and
culture are not investigated. The empirical data that was generated during the
interviews and focus groups with residents from the two neighbourhoods
were permeated by mobility inequality. While the focus of the interviews was
on everyday movement, neighbourhood and sustainability, the focus group
was dedicated to participants’ visions of future mobility in their area and in
the city at large. The interviews and focus groups were carried out in the
autumn of 2020 and 2022, and participants were recruited through email
requests or phone calls.

Interviews with residents: In this paper, we draw on eighteen semi-
structured interviews with households from the two neighbourhoods,
Folehaven and Nordhavn; nine in each area and two focus groups, one with
residents from each neighbourhood. In the household interviews, one to three
of the households’ adult members between 20-65 years old participated.
Around half of the interviewees in Folehaven were unemployed. In
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Nordhavn, all except one student were in full-time employment. On average,
the interviews lasted for approximately one-and-half hours, and the majority
of the interviews were conducted in the participants’ homes. Due to the
Covid-19 pandemic, some of them were also conducted online through Zoom
or TEAMS as infection rates had increased during the interview period.

Focus groups with residents: In Folehaven, the focus group had eight adult
participants and was conducted in a local charity shop. The participants were
aged between 60 and 80 years old and were mostly in part-time employment
or were unemployed. The focus group with residents from Nordhavn was
conducted at the headquarters of By & Havn'? and had four adult participants
who were aged 40-50 years old. All of them had full-time jobs. Maps of the
three neighbourhoods in the SIMS project provided the focal point of
discussions about the differences between the neighbourhoods and the
identification of feasible mobility solutions. While the empirical material
generated in Folehaven and Nordhavn was being processed, unequal
opportunities, understandings, experiences and narratives in the areas came
to the forefront. The interlocutors in the interviews and focus groups were
primarily Danish descendants. This is not representative of Folehaven
residents as the area contains a large group of non-Danish descendants. In the
recruitment phase, we were not able to get a more equal representation which
raises a bias when investigating the residents’ experience of mobility in the
area. For further research, this would be an important aspect along with other
social factors to include. In addition, to the interviews and focus group in
Folehaven, we set up a stall for a local event in the area, where the residents
walking by had the opportunity to explain what they thought about the area
through posters and maps and here the representation was more equal.

Interviews with mobility operators: Interviews with operators working with
shared mobilities were conducted to gain additional information on how the
areas are seen by external transport professionals, especially around the area's
social and spatial profile and what it meant for mobility development. The
interviews focused on the providers’ business models and the areas they
found relevant to invest in. Narratives of the neighbourhoods were also
present amongst the mobility providers, which results in a different interest
in the areas. The operators were selected because they were active in
Nordhavn but withdrew from Folehaven. The interviews were conducted
virtually due to the Covid-19 lockdown in the spring of 2021.

12 By & Havn is an urban development company owned by the Municipality of Copenhagen
and the Danish State. The company is one of the partners of the SIMS project.
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All interviews and focus groups were transcribed and analysed through
NVivo using 13 different codes. The codes were set up after several
preliminary readings and discussions of transcribed interviews among
researchers in the SIMS project around everyday mobility, differences in
neighbourhoods and attached local experiences and narratives. In this paper,
we draw on four of these codes (1) physical, material, and infrastructural
conditions, (2) socio-economic parameters, (3) perceptions of freedoms and (4) stories
of your mneighbourhood. All the transcripts were anonymised, and the
interviewees were given pseudonyms. Before turning to the analysis, a short
description of the two neighbourhoods is provided.

Like many cities around the world, Copenhagen is constantly being
developed. The capital consists of a historical city centre and a number of
districts, which were built in different periods. Its built neighbourhoods are
undergoing a process of regeneration and former industrial and green areas
are being turned into expensive residential neighbourhoods. Although the

The neighbourhoods of Folehaven and Nordhavn

Nordhavn
Folehaven

Map 1: Basemap of the neighbourhoods Folehaven and Nordhavn

city is by and large wealthy and well connected, the last 20 years’ growth has
not benefitted all parts of the city equally. Increasing housing prices are
excluding low-income groups from a growing number of neighbourhoods in
the city and, while it has not yet reached the scale of other major cities, uneven
investment, gentrification and inadequate infrastructure are producing
increasingly uneven geographies.



CHAPTER 7. EMPIRICAL INQUIRIES

The two neighbourhoods used as empirical examples in this paper are
Nordhavn and Folehaven. Nordhavn is a newly developed and combined
residential and business area located on the harbour front, where some of the
most expensive housing in Denmark is currently found (Realkreditradet,
2021). While it contains both rental and student housing, most of the housing
stock is privately owned. Nordhavn is situated just a few kilometres from the
city centre. In contrast, Folehaven
outskirts of Copenhagen, which contains both single family houses and social
housing apartments, where the state has the right to assign citizens to 30% of
the housing units. Until recently, Folehaven was listed on the Danish police’s
SUB-list of ‘special disadvantaged neighbourhoods’” (Mouvielle, 2021).
Nordhavn is portrayed as the new sustainable city district (By&Havn, n.d.). It
is pedestrian and cycle-friendly with easy access to public transport and also

is an old working-class area on the

easy access for cars, making it well-connected both locally and regionally, not
least due to in the opening of a new Metro line to the area and a tunnel for
cars, which connects Nordhavn to the motorway system surrounding
Copenhagen. Folehaven is demarcated by three large access roads to inner
Copenhagen, which generate heavy traffic. Accessing public transport mostly
involves having to cross one of the large roads. Within Folehaven itself,
conditions are good for cyclists and pedestrians, but the area is less well-
connected to the rest of the city due to a lack of pedestrian and cycle
infrastructure. However, a comprehensive urban renewal plan including
mobility related initiatives is currently being prepared by the local authorities
(Copenhagen Municipality, 2018a). The neighbourhoods are very different
and represent two different renewal strategies of the city. In the areas, it is
evident that services, shopping facilities and transportation are favoured and
concentrated in certain city spaces over others.

4. Differences in physical and imagined urban mobility

In our study, the socio-spatial division between urban areas is illustrated by
differences in mobility experiences. Feelings of immobility are related to the
reputation of an area and not just its physical attributes in terms of services
and transportation. These profiles are enhanced by narratives of
disadvantaged groups, values, types of living and choice of transportation.
The study highlights the danger of reproducing mobility inequality in
planning and decision-making through a study of two neighbourhoods in

13 The neighbourhood of Folehaven encompasses both Folehaven and Elleparken but, in the
remainder of this paper, it is just referred to as Folehaven.
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Copenhagen. The analysis is divided into two interrelated levels of mobility
injustices:

The first scale concerns mobility inequality with a focus on the sociospatial
differences between the areas and how they are related to the residents’ experiences
of mobility capacity.

The second scale concerns narratives of the neighbourhoods and how they
enhance experiences of (im)mobility and re-produce spatial and mobility injustice
because they have a shaping hand in planning and decision-making.

4.1. Spatial level: Sociospatial differences and the experiences of
(im)mobility

When interviewing residents about their movement patterns and experiences
of mobility, we discovered that the capacity to move varies significantly
between the neighbourhoods despite the fact that both areas are located in a
relatively well-connected and socio-economically equal city. This is related to
the physical infrastructural layout of the areas.

Differences in road infrastructure: The physical infrastructure of Folehaven
was seen as an obstacle to the interviewed residents’ mobility. The three
heavily trafficked roads that fence the neighbourhood were highlighted as
being problematic in almost all the
interviews and were identified as a
dominant factor for the area, causing a
feeling of isolation. As illustrated on the
map of Folehaven, the roads, especially the
intersection, were clearly marked as being
critical by the residents. The roads impaired
both the quality of living and movement in
the area. A feeling of stress and discomfort
due to pollution and noise inside and
outside the interviewees’ homes was a
recurrent theme in the interviews, especially
in those held with the residents living
closest to the roads in the social housing of
Folehaven. Furthermore, the roads were

. R R . Map 2: A map was set up in
highlighted as being problematic as they Folehaven where the residents could

result in a feeling of insecurity amongst Point out what they liked and did not
liked in the area by using stickers

residents when they walk or bike in and
to/from the neighbourhood. As one interviewee living in the social housing
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explains ‘it can be hard to cross the road in one attempt if you don’t walk quickly’
(Interview with Halfdan, Folehaven, 2020). In the following quote, a resident
who lives in the single-family houses in Folehaven explains that the residents
of Grenttorvet, a new neighbourhood bordering Folehaven, are worried
about sending their children to school in Folehaven due to the large roads.

‘They say like: “Then we have to let our children cross [the road] Folehaven’. The
thought of if there was a path system where you could bike, you would be
comfortable as a parent sending your children off.

(Interview with Ella, Folehaven, 2020).

It follows that social integration is hindered by the roads as inclusive and
sustainable mobility modes such as walking and biking are discouraged.
Instead, the roads function as exclusion fences. These consequences are
experienced most intensely by the elderly, people with disabilities and
children, the interviewees explained, as they identified these groups as
suffering the most from inadequate and perilous mobilities. One resident thus
explained:

‘I can’t stop thinking that you as an elderly mobility-impaired person, you do not
even reach the middle [of the road Folehaven]. So, [the road] cut off [the
neighbourhood] like that [...] Some of us hope that we will get a cycling bridge
which preferably connects all four corners [of the intersection]’.

(Interview with Halfdan, Folehaven, 2020).

Although it is not uncommon that the elderly and people with disabilities
suffer due to planning designs and feel that their mobility is restricted, the
differences between the areas in terms of conditions for inclusive mobility
modes were conspicuous when talking to the residents.

Experiencing discomfort in terms of excessive noise and insecurity in
relation to road infrastructure was also brought up in the focus group with
the Nordhavn residents. The participants considered that one particular road
in Nordhavn limited non-car-based mobility in the area. One resident
explained that she was a little worried about her child crossing that road, ‘she
is six years old, so she knows how to behave when crossing a road, but I think if there
were 1o cars —you can move more freely without any traffic as a child' (Focus group
with residents, Nordhavn, 2022). However, when we asked how the
annoyances connected to the road, insecurity and pollution compared with
other places they had lived, the problem was moderated. The same residents
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said: “No, where we live, there is not much traffic’ (Focus group with residents,
Nordhavn, 2022). Another resident added ‘No, we used to live on Dsterbrogade
[another part of CPH], so that cannot be compared. It was also the reason we moved
to [an area, Nordhavn, with] some air and water’ (Focus group with residents,
Nordhavn, 2022). Besides this one remark, no one in Nordhavn complained
about immobility for any social groups related to the physical infrastructure
of the area or in general.

The case of Folehaven is an example of how feelings of insecurity and
exclusion are amplified in a car-oriented environment (Hidayati et al., 2021).
Often some people’s freedom of movement is at the expense of others because
it limits or forces the movement of others. Within Folehaven, this is illustrated
by the so-called ‘barrier effect’ (Jensen,
2019: 118). One of the interviewees, a
car-owner from the single-family
housing part of Folehaven, considered
the roads to be beneficial because of the
easy access they gave to other places by
car, especially outside Copenhagen:
‘No, I don’t really feel it [disconnected
living in Folehaven], but many out here feel
that  way’. In  Nordhavn, car
infrastructure is also present, but the

strategy for the area is that at least one- -
third of the infrastructure should be for — == === o Bl v Wl o
biking, one-third should be for public o MW_’ o= )
transportation and not more than one- I\N/Iap 3: Traffic structure map of inner
ordhavn  (Copenhagen  Municipality,

third should be for cars (By&Havn, 2018b)
n.d.). This includes car parks that limit
car parking in public spaces and pedestrian and bicycle-friendly zones around
the housing. These differences in infrastructural planning did, obvious as it
may seem, have a significant influence on the way in which the residents
experienced their moveability. Compared to Folehaven, where the road
infrastructure limits mobility, the mixed infrastructure and no-car zone meant
greater flexibility for the residents of Nordhavn. Studies also suggest that low-
income neighbourhoods, such as Folehaven, are more frequently exposed to
dangerous roads (Sheller, 2018a) including being more exposed to negative
externalities such as air pollution than wealthier neighbourhoods.

Differences in access to service opportunities: In Nordhavn, there is easy
access to many services, workplaces, modes of public transport, shared
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mobilities, car-infrastructure, and there is a pedestrian friendly environment
around the housing. In the interviews and focus group with the Nordhavn
residents, several of them explained that they valued the fact that Nordhavn
offers a variety of shopping and transportation opportunities. For example,
access to a variety of food retail outlets was brought up during the focus
group in Nordhavn:

“There is a Netto, Lidl and MENY, so there are different levels of quality and price
groups, and you can get a bit of everything.’

(Focus group with residents, Nordhavn, 2022).

I'm the type who buys food while I'm cooking, so that you can just run down the
stairs [for groceries] I love everything about it [...] So having a store close by that you
want to shop in is important’

(Focus group with residents, Nordhavn, 2022).

The experience of freedom of movement; of a physical and social
infrastructure that empowers mobility and allows a variety of needs to be met
permeated the narratives from Nordhavn, which was in contrast to the
material generated by the Folehaven residents. In Folehaven, access to
shopping facilities such as a sufficient supermarket and a pharmacy was
problematised. According to one of the interviewees:

‘It would be a really good idea to implement that [minibus] again because you need
to look at what kind of people live in Folehaven and what kind of needs they have.
The pharmacy is closed; what are the elderly going to do? It would be nice if they
could take a bus to the pharmacy in Valby ....

(Interview with Benedicte, Folehaven, 2020).

As the quote highlights, the issue concerns access to important services in
Folehaven such as a pharmacy. She thinks that the restructuring of the public
transportation is awful and feels that the planners ‘do not care about people’s
needs (Interview with Benedicte, Folehaven, 2020). She further stresses that
several shops in Folehaven have been closed and that no attention is being
paid to this or the problem of accessing services elsewhere. Referring to the
lack of awareness of the residents’ needs, she strongly emphasises the
relationship between the distribution of service facilities and access to modes
of mobility, specifically public transportation.
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Differences in transportation opportunities: In Folehaven, many of the
interviewed residents experience limited mobility opportunities, while in
Nordhavn, the residents are able to choose between multiple modes of

mobility. All the Nordhavn interviewees expressed a feeling of being very
flexible in their everyday lives. They feel that they can move with ease and
can switch between mobilities in order to negotiate the challenges that arise
in everyday life.

‘It is just a huge benefit that there is a metro right here in Nordhavn, and then it is so
easy to bike to the city. It is something I thought about, maybe it is mostly in my
subconscious, but the biking route from here to work is really good’.

(Interview with Frederikke, Nordhavn, 2020).
Another interviewee preferred to bike or run to work even though he owned a car:

’[biking is] a nice distraction, if you don’t want to run or your legs hurt [...] Biking is
fun, but sometimes it is also nice just to take the train and get going.’

(Interview with Carsten, Nordhavn, 2020).

This interviewee explained that he switches effortlessly between running,
biking or using public transportation to commute to work depending on the
weather and his daily tasks. Many residents in Nordhavn can be said to
experience a high capacity for mobility, which is not only related to the
physical attributes of the area but also a social surplus to engage in different
mobilities such as being in a job, being economically stable and physically fit.
Again, this is in contrast to Folehaven, where many felt insufficient access to
public transportation. Although bus lines and a train station are available in
or close to the area, the access to public transportation was considered
insufficient partly due to the road infrastructure and partly the lack of services
in the area. The high level of dependence on public transportation meant that
the interviewees considered the recent years of restructuring of public
transportation as problematic. The restructuring involved the relocation of a
train station, the rerouting of several bus lines, and the discontinuance of a
local minibus route. It is important, however, to acknowledge the potential
asymmetry between citizens’ experience of mobility capacity and the actual
mobility opportunities in different urban neighbourhoods (Kaufmann et al.,
2004). The experienced mobility capacity amongst the interviewees in
Folehaven is not critical but compared to Nordhavn it can be considered as
low both due to the difference in physical attributes in the areas and the
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resident's social positions such as unemployed, low-income and physically
impaired. Next to the sociospatial conditions, it seems that the most dominant
factor of experiencing immobility, including isolation and social exclusion,
was related to the public narratives of living in a deprived area versus an affluent
area.

4.2, Imagined level: Narratives of urban areas and their consequences for
mobility

The contrasting cases of Nordhavn and Folehaven in terms of individual
experience of mobility in relation to the sociospatial layout with some
residents feeling enabled movement and others feeling fenced-in were
reflected in different narratives of the neighbourhoods.

Narratives of urban neighbourhoods: Without having it as a pre-defined
question in the interviews, the residents told stories about how they perceived
their area and how they thought others perceived it. Thus, to varying extents,
the residents reflected on the identity connected to where they lived. A
similarity between the two neighbourhoods was that residents of both areas
talked about a village atmosphere, although this was more pronounced in
Nordhavn. A resident here explains:

You come to a little oasis when going from Osterbro to Nordhavn, which feels like its
own little part of the city, which I found quite nice.

(Interview with Frederikke, Nordhavn, 2020).

In Nordhavn, this was partly because many of the current residents moved to
the area at the same time. For this reason, they felt that they had taken part in
defining it. Also, they quickly got to know each other, as another resident
explained:

Then you come out here and then you are suddenly in a village. Especially because
we have been part of it from the beginning and I think that others feel the same way.
People say hello to each other and pick up garbage. It’s a little strange to live in the
middle of the city and still it’s like a village, but with the benefit of living in a
metropolis.

(Interview with Holger, Nordhavn, 2020).

As the residents further explained, another reason why they moved to the
area was to be a part of Nordhavn’s green profile. Something that resonated
in many of the interviews. The feeling of living in a little local community was
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also expressed by some of the interviewees from Folehaven, although,
residents also felt physically disconnected and isolated. This can partly be
ascribed to being cut off by main roads; thus, traffic planning in the past
continues to leave its mark on mobility in the present. A resident who was
assigned accommodation in Folehaven by the municipality describes how he
‘felt it was a deportation to come to this middle of nowhere” and that the area was
like “the back door of Copenhagen’ (Interview with Gustav, Folehaven, 2020). The
narrative of Folehaven as being social and physically disconnected from the
rest of the city emerged in many of the interviews. The neighbourhood has a
label of being deprived attached to it, which was mentioned during
interviews with both residents and outsiders:

It’s so frustrating that Folehaven has a very mixed reputation. It's like a village in the
city [...] When you live here, you have the feeling of community. It's just everyone
outside [the neighbourhood] that seems to have problems with Folehaven.

(Interview with Ella, Folehaven, 2020).

Such stigmatisation of Folehaven as deprived and disconnected is not
surprising considering its previous inclusion on the Danish police’s list of
special disadvantaged neighbourhoods which may enhance a negative public
image of the area (Wacquant, 2012). However, as the interviewee expressed,
the residents feel that there is a mismatch between the predominant narrative
about the area and what it is actually like to live there.

It is marginalized for other [people, but] it is not a marginalized [place] for the
people living here.

(Interview with Emilie, Folehaven, 2020).

How a neighbourhood is perceived from the outside often deviates from how
it is perceived from the inside. A young resident who grew up in the single-
family housing part of Folehaven stated that she ‘never felt insecure, which is a
little strange because when I ot older, I understood that [Folehaven)] is what you
would call a ghetto or something like that (Interview with Emilie, Folehaven,
2020). These perceptions of Folehaven, she said, represent an inappropriate,
frustrating and sad narrative. Instead of hiding where they are from, she and
her family embrace the feeling of belonging to a diverse and inclusive
community. In line with some of the residents’ wishes, Copenhagen
municipality initiated a regeneration project (2018) to address the negative
stigma and convert the neighbourhood into a place where people would like
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to live (Copenhagen Municipality, 2018a; 2019). Currently, the
neighbourhood is still struggling with problems connected to inadequate
safety and mobility and various social challenges. In particular, almost all
interviewees identified the infrastructure that prioritises the car as having a
negative effect on liveability in the area.

A lot of people you encounter say [Folehaven is far away] and it is not that far away
[...] Butitis clear that it does feel disconnected from the rest of the city, also for
people living here, and I blame the 46,000 cars on Folehaven (road) to a large extent.

(Interview with Franz, Folehaven, 2020).

A resident living in the single-family housing part of Folehaven blames the
cars and the supporting infrastructure for the prevailing perception of the
neighbourhood as being disconnected. In literature, car-centric planning and
policies have often been associated with segregation of urban
neighbourhoods and with negative side effects for the lived life (Sheller &
Urry, 2006; Kesselring & Freudendal-Pedersen, 2021; Gehl, 2010), while Szell
(2018) refers to a history paved with social injustice (Szell, 2018). As
previously mentioned, many of the residents in Folehaven felt that the
problems connected with the cars and the related infrastructure resulted in
stress and isolation.

The narratives of Folehaven and Nordhavn are both related to the socio-
economic and material composition of the areas, which influences their
connectedness to the rest of the city. Comparing the neighbourhoods reveals
how different places are materially and imaginatively intertwined.
Furthermore, the comparison emphasises that sociospatial and mobility
conditions influence the way an area is perceived, which in turn, influences
these conditions. It seems that there is a tendency for areas that are already
mobility poor and segregated to receive less investment in new and
sustainable mobility solutions.

Awareness of differences between the areas: The placement and size of
various infrastructures is clearly a factor in relation to uneven mobility and
the narratives between the neighbourhoods. The difference in how residents
view their opportunities for mobility is not only a consequence of urban
development taking place in the individual neighbourhoods. The areas in the
city mutually construct each other physically and imaginary (Soja, 2010). This
relational aspect was discussed in the focus group in Folehaven. We asked the
participants to discuss the mobility of Folehaven and Nordhavn, and the
contributions were really intense when these two locations were being
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compared. In comparison, most of the interviewees in Nordhavn did not
know of Folehaven and had never visited the area. When Nordhavn was
brought up, the focus group participants expressed a feeling of unequal
treatment between their own neighbourhood and more prosperous parts of
the city as illustrated below.

E: You would think it wasn’t necessarily because Nordhavn is extremely central in
relation to out here in Valby. So, they don’t need a car.

D: Right and they just got a station next to the housing buildings.
E: And a metro. So, they can just use that.

O: It’s a little further to things from here [Folehaven]. We've got a little longer. They
take our busses and everything from here.

Y: Yes, they do.
E: And we're the ones who are the last [place] to get the metro.
O: Yeah, but also the buses. They have reduced them [the busses].

(Excerpt from focus group with residents, Folehaven, 2020)

As the extract indicates, the residents of Folehaven felt overlooked in terms of
investment in local transport infrastructure. They felt that Nordhavn had
attracted a lot of investment, such as the metro, whereas Folehaven
experienced disinvestment and cuts in public transport. While discussing
transportation, one participant added ‘we are the most deprived one’ (Focus
group, Folehaven, 2020). Such a statement, of course, depends on which areas
are being compared. As illustrated in the next section, territorial narratives of
being deprived seem to impact mobility (dis)investment. Pre-conceived
notions of the two neighbourhoods were incorporated into decision-making
re-producing mobility inequality.

Consequences of territorial narratives for mobility development: So far, we
have examined mobility inequality from the residents’ perspective. In the

following, we explore decision-making in relation to mobility investments
and how they are influenced by narratives of neighbourhoods. This point is
important for understanding neighbourhood narratives’ role in producing
and reproducing mobility inequality.
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Narratives shape identity, experiences and community within the
neighbourhoods, but they also have a life outside the area. They live outside
the neighborhood when they comprise the framework of planning decisions
made on the aggregate level (Freudendal-Pedersen, 2020; Freudendal-
Pedersen, Kesselring, & Servou, 2019). They produce and reproduce in
planning and policies and thereby influence what mobility futures becomes
possible where. This became clear in our case, where mobility operators were
unequally dedicated to investing in the two areas Folehaven and Nordhavn,
and tapped into very different narratives of the neighbourhoods when
reasoning investment decisions. The interviews with mobility operators
reveal that providers actively tried to avoid engaging with areas such as
Folehaven. One provider stated:

I: It's no secret that I made quite an effort to persuade [the project owners] to find
some other areas to look at other than Folehaven. Nordhavn is interesting, because
there, people are in a life phase where they are more receptive to changing habits.
But when you look at Folehaven, our experiences are just not very good in more
socially challenged areas.

M: What experiences did you have there?

I: We have a car placed in Sydhavn and we can also see that, for example, the parts of
Norrebro where we do not have cars placed are the areas with social housing. It
seems that when you don’t own your own home, you might want to buy your own
car.

(Interview with Car-Sharing-Operator, 2021).

This is an example of mobility providers having a clear idea about which
neighbourhoods are suited for investment and which are not. According to
this perception, Folehaven ticks the box of a “socially deprived area”. Once
put into this box, the experiences the mobility company has had from other
areas also put in the box — in this case, Sydhavnen and parts of Nerrebro — are
transferred to Folehaven. Their previous experiences were used as a reason
not to invest, and thus the decision seems to have been largely influenced by
the perception of the neighbourhoods as similar and the stigma attached to
them when described as deprived areas and areas with much social housing.
The mobility provider expressed disappointment that other neighbourhoods
in Copenhagen, more affluent ones, were not chosen for the SIMS project, as
they considered people living there to be “first movers” (Interview with
Sharing-Car-Operator, 2021). The above quote is also an example of a decision
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being rationalised by a professional tapping into territorial narratives and
coupling them to stories of mobility practices. In this case, a story of
ownership of cars and housing is introduced by the phrase: “it seems that
when you don’t own your own home, you might want to buy your own car”.
The mobility operator formulates this as a generalized story, referring to
“you” rather than specific people or experiences. In his reasoning, the story
appears as a general, shared truth that the mobility provider does not see a
need to elaborate. This story rationalises a decision to not invest in social
housing neighbourhoods and reflects a resource-oriented territory-based
perspective.

In contrast, the mobility provider expects the already privileged
neighbourhood, Nordhavn, to represent a good business case. In an interview
with another mobility operator offering shared electric bikes, more affluent
inner-city neighbourhoods are also highlighted as promising cases because:

‘(...) it is something about values and life approach, while the other area
[Folehaven], they have completely different challenges in their lives than the way of
transport and whether it is sustainable and healthy; they are from another planet’.
(Interview with Sharing-Bike-Operator, 2021).

In this narrative, the two neighbourhoods are not only five kilometres apart,
they are worlds apart, or, as the provider states, even planets apart. Again,
neighbourhood narratives and stories about what residents in different areas
prioritise in their life come into play. This seems to play a decisive role for the
mobility providers resulting in their decision not to invest in Folehaven,
which in turn has an influence on which mobility solutions become available
to whom. In Nordhavn, the providers linked the residents with a higher
capacity to live a sustainable lifestyle. The reverse story was told about
residents in deprived neighbourhoods:

“You don't care about living healthily or sustainably if you have other troubles in
your life” (Interview with Sharing-Bike-Operator, 2021).

Interestingly, and in contrast to these stories, the interviews in Folehaven
revealed predominantly positive attitudes towards the new mobility
solutions that the mobility operators provide. However, the operators did not
survey the attitudes among residents. Rather than investigating the potential,
decisions about whether to invest were based on territorial narratives and
prejudiced stories about peoples’ mobility practices based on where they
lived.
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Existing mobility inequalities between the areas are likely to be
strengthened when providers rationalise decisions on the basis of narratives
of neighbourhoods and residents’ lifestyles. Furthermore, it can be misleading
to lump together “disadvantaged” neighbourhoods as they are socially and
spatially different, and marginalised groups are heterogenous with different
lifestyles and needs (Uitermark & Nicholls, 2017). Therefore, the general
dichotomy of rich and poor neighbourhoods is likely to be misleading.
Furthermore, when it is utilised to rationalise decisions not to invest in
mobility and other planning decisions, it may also result in insufficient traffic
planning. The interviews with mobility operators explicitly illustrate the
territorial narratives' influence on private investment decisions making. These
examples are not generally representative of public or private mobility
planning but do highlight the potential danger of reproducing sociospatial
mobility inequality by uncritically adopting preconstructed images of
different places.

5. Concluding remarks on unequal mobilities in Copenhagen

In this paper, we have studied the segregation of areas in Copenhagen from a
mobility capacity perspective. The investigation of two urban
neighbourhoods revealed that the way residents perceive their capacity to
move varies significantly between neighbourhoods even though Copenhagen
is a relatively equal city in socioeconomic terms. This has been explored by
focusing on residents’ experiences of mobility related to the sociospatial
disparity between the areas and how these contexts produce and are
simultaneously produced by different territorial images.

The differences between the neighbourhoods examined were clear: The
neighbourhood of Nordhavn is a well-connected area with many facilities,
and it supports more mobility and flexibility. In contrast, Folehaven is
considered to be an isolated and deprived part of Copenhagen, which is
especially due to the car infrastructure which dominates the area. Mobility
capacity is reflected in the local conditions in the two neighbourhoods and the
residents living there (such as income and employment) and their ability to
appropriate the mobility landscape. Hence, the disparity in terms of mobilities
between the areas is defined by the intersection of their social, spatial and
reputational context. This meant that residents of Nordhavn experienced high
mobility capacities and felt that the area was a well-integrated part of the city
compared to Folehaven. The physical and imagined sociospatial mobility
differences of the areas seem to intensify each other and to be an aspect of
segregation in Copenhagen.

149



TRANSITIONS FOR PEOPLE

The narratives connected to the neighbourhoods had an influence on the
mobility operators’” decisions about whether to invest in the case study areas
and thus play a role in the sustainable mobility possibilities in the areas.
Although these mobility operators are not representative of private or public
transportation decision-making, they illustrate that pre-conceived notions
about neighbourhoods are incorporated into planning and decision-making,
which eventually re-produces spatial and mobility injustice. As such, this
reveals some of the mechanisms involved in the production and reproduction
of existing spatial and mobility inequalities in the city. Analysing the
narratives about the neighbourhoods has provided a lens for understanding
how these rationalisations emerge. Neighbourhood narratives about the good
and sustainable urban life will probably result in urban strategies that benefit
affluent neighbourhoods when urban mobility services and infrastructure are
the priority. Besides, the difference in opportunities the mobility investment
entails, uneven development may contribute to an increasingly polarised
image of city areas, stigmatising some while idealising others.

To avoid reproducing current mobility inequalities in urban planning, it
is crucial to pay attention to citizens” experienced mobility capacity and how
it is linked to the dynamics and distribution of mobility in the city. Achieving
more just mobility planning and urban development is not only about
providing equal opportunities - distributive justice - the needs of the mobility
deprived must also be included. Thus, the contextual differences between
areas of the city need to be in focus. Also, understanding the power of
narratives in planning is crucial (Fischer and Gottweis, 2012) as is recognising
the way neighbourhoods are imagined influences decisions about mobility
planning. This also offers the opportunity to reconsider and replace existing
territorial narratives with stories that open new perspectives and direct us
towards more equitable and sustainable mobility futures in cities. However,
as the mobility operators argued, small-scale transport planning cannot solely
rely on private providers and experiments such as the SIMS intervention as it
also depends on public investment in urban infrastructure. Public authorities
need to invest in the basic infrastructure, which then makes an area attractive
for investment from semi-private mobility providers. The finding that the
mobility providers do not have an equal incentive to engage in the two areas
underlines the need for public investments, especially in disadvantaged
neighbourhoods, to nurture inclusive and sustainable mobilities across city
spaces. However, as explained, neighbourhood narratives likely also shape
rationalisations at these planning levels, which in our case, seem to favour
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affluent neighbourhoods, thereby contributing to the (re)production of
sociospatial mobility inequalities.

In summary, it is crucial to recognise the differences in experienced
mobility capacities to understand what it means to live in different areas of
cities. In essence, to understand the relationship between urban segregation
and different mobility capacities that are shaped by the physical and imagined
environment. Furthermore, it is important to recognise the power of
predefined territorial narratives in planning to understand how mobility
inequality is produced and reproduced. This includes being critical of existing
territorial narratives while the provision of new narratives may help to change
current uneven, exclusive and polluting urban mobilities. Highlighting
differences in citizens’ needs and counteracting stigmatising narratives of
urban neighbourhoods and their mobilities in planning provides an
opportunity to create more just urban mobility.
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7.1. SECOND EMPIRICAL INQUIRY

We have now seen how inequality influences what is possible in
terms of a sustainable mobility transition, and that one mechanism
in this revolves around socially created neighborhood narratives.
The example of mobility provider’s decision to invest in Nordhavn
and disinvest in Folehaven illustrates how pre-conceived notions
about neighborhoods are incorporated into planning decisions,
which eventually re-produces inequalities. As such, unequal
perceptions functions as a barrier to a socially inclusive sustainable
transition in urban mobilities.

Shifting the analytical focus away from barriers to possible mobile
tipping points (Urry, 2004: 27; 2007), the second empirical inquiry
addresses the research question: What creates tipping points in
relation to sustainable urban mobility?

As key figure in the mobilities paradigm, John Urry (2007), has
argued, a ‘business as usual’ approach dominates much planning
and policy on transport and mobility (see also paper two in this
dissertation: Freudendal-Pedersen et al, 2020). Urry asserts that no
single factor can stimulate a mobility system transition, but rather
many smaller shifts and displacements are necessary. He
recommends that sustainable mobilities scholars look for tipping
points in the current carbonized automobility system (Urry, 2007;
Dennis & Urry, 2008). Thus, Urry’s tipping points involve a ‘many
a little makes a mickle’ approach to change. Examples of such
tipping points, he suggests, are new technological solutions that
support the use of public transportation, de-privatization of
transportation in favor of sharing, or the replacement of physical
transportation by cable-transmitted communication forms (Urry,
2007).

Changes of this type we experienced by the dozen during the global
Covid-19 pandemic and the long periods of societal lockdowns, a
key means for reducing the spread of the disease in populations
with no immunity. Experiencing this sudden stand-still as a PhD
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researcher in the field, it was impossible not to speculate about the
long-term effect of the Covid-19 pandemic on urban mobilities,
and what the mobile risk society (Kesselring, 2008) would look like
after this new risk of infection had disrupted everyday life as we
knew it (Kesselring & Freudendal- Pedersen, 2021). Would it send
cities out on pandemic detours in terms of sustainable
development, or are we looking at tipping points paving the way
for new sustainable pathways? The paper “Pandemic Detours or
New Sustainable Pathways? Post-pandemic Mobility Futures in
Danish Cities” poses questions on what the pandemic’s disruption
of mobility normality rendered possible.

The questions are explored particularly in relation to public
transportation in Danish cities because public transportation faced
a decline in passenger numbers of up to 90 percent (Lindberg et al,
2022), and because it is a crucial source of mobility especially for
low-income groups (Christensen & Baescu, 2021), overrepresented
in areas like Folehaven (Christensen et al., 2021). Restoring and
rethinking public transportation in the wake of the pandemic and
exploring possible mobile tipping points in this relation was a
crucial task, which the following paper explores. It does so by
applying the framework suggested in part II of the dissertation: An
everyday life perspective drawing on practice theory and cultures
of mobilities in the mobile risk society.
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Abstract: When mobility normality breaks down, new futures can emerge.
This paper explores COVID-19 disruptions of everyday mobility in Danish
cities and new emerging pathways toward less carbon-intensive mobility
futures in the light of the mobile risk society and practice theory. It uses a
stakeholder workshop with public transport providers as empirical outset to
start conceptualizing new discussions that have emerged in the wake of
COVID-19. Through four inquiries into pandemic-induced changes -
including reducing, remoding, rescheduling and replacing mobility practices —it
discusses how a new critical view on ‘business as usual” has emerged from
the pandemic, especially in relation to public transport and linkage to other
transport modes.

Keywords: Practice change, mobile risk society, mobility providers, public
transport, Mobility-As-A-Service, COVID-19

Introduction

In early 2020, a global pandemic paralyzed cities around the world. The
COVID-19 outbreak fundamentally challenged urban life as we knew it with
dramatic disruptions of mobility normality (Campisi et al., 2020; Cresswell,
2021; Freudendal-Pedersen & Kesselring, 2021; Jensen, 2021). The swift and
steady rhythms of urban everyday life were curbed for millions of urban
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citizens overnight. Suddenly, one’s usual spot on the bus or waiting at the
underground platform became a place of risk and fear of spreading COVID-
19. People were urged to stay at home and streets, trains, and undergrounds
were emptied.

Approaching COVID-19 disruptions as sites of breakdown, repair and
innovation in mobility provides unique possibilities for imagining sustainable
innovation in urban mobility systems (Graham & Thrift, 2007; Doughty &
Murray, 2018; Marsden et al., 2020). This paper critically engages with
COVID-19 mobility disruptions, emerging discussions, and new directions
for transport policies. It discusses pandemic abnormalities of reducing,
remoding, rescheduling, and replacing everyday mobilities in the light of the
mobile risk society (Kesselring, 2008) and practice theory Shove, Pantzar, &
Watson, 2012). Special emphasis is put on public transportation and how the
pandemic forced public transport providers to imagine innovative mobility
policies. A stakeholder workshop with public transport providers is used to
start conceptualizing new discussions that have emerged in the wake of
COVID-19. The stakeholder workshop was arranged by the authors of this
paper and was part of the Sustainable Innovative Mobility Solutions (SIMS)
research project that works with sustainable mobility experiments. Examining
the workshop allows us to discuss how a new critical view on ‘business as
usual” has emerged from the COVID-19 pandemic, especially in relation to
public transport and linkage to other transport modes. Denmark is
traditionally thought of as a country with a relatively well-developed public
transportation system, but the pandemic especially had consequences for
public transport, as fear of getting infected has favoured the car and a re-
emergence of car-dependent urban mobility cultures. As such, the discussions
here resemble the challenges of car-based mobility that cities around the
world are fighting.

During the pandemic, new norms and practices were established. Many
changes have turned out to be temporary, but others are pointing towards
permanent transformations. Sheller & Urry (2006), and Freudendal-Pedersen
& Kesselring (2018) suggest that while fluid interdependencies and mobilities
are networked, they nevertheless operate based on car ownership. Car-based
norms and practices are the starting point for negotiating path-dependent
practices that are hard to return from. Insofar as pandemic mobilities
established new permanencies and practices in favour of the car, it not only
disconnects from pre-pandemic decoupling and decarbonizing planning
discourses and policies (Budd & Ison, 2020), but these mobilities may also lead
to new transport policies. In addition, the financial pressure due to fewer
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passengers has forced the public transport sector to form new imaginaries and
think about a radical change in their services and how these can be
implemented. This we argue, may foster radical innovations from within the
public transport sector, and may also bring about considerable changes in the
policy framework for public transport.

To track pandemic mobility trends, this paper is structured around four
concepts of adaptive travel behaviour presented in Parkes, Jopson, and
Marsden (2016) and Marsden et al. (2020) as reducing, remoding,
rescheduling and replacing. While reducing is about making fewer trips or
not conducting a trip at all, rescheduling and remoding cover changing times
and modes of transport. With replacing we explore changes in how or by
whom movement is conducted. To analyze trends, the paper starts by
broadening these somewhat simple concepts through the theoretical lenses of
mobile risk society and practice theory specifically related to working from
home and new mobility practices as tipping points. Following this, we present
the empirical material from the stakeholder workshop with mobility
providers in Denmark, which focused on COVID-19 impacts on public
transport. Then, the four concepts are used to structure four discussions on
possible post-pandemic mobility futures. We conclude by considering how
pandemic experiences of mobility abnormality can lead cities onto new
sustainable pathways.

The mobile risk society and practice research in the light of COVID-19

This paper takes its outset in an understanding of everyday life as being filled
with numerous choices and consequent activities where mobilities are rarely
reflected upon. Focus remains on activities and their importance. Drawing on
practice theories, emphasis is not on individual behaviours, but rather on
practices — collective entities that are constituted by heterogeneous and
interrelated elements such as materials, competences and meanings (Shove,
Pantzar, & Watson, 2012). An example is the practice of car driving, which is
made possible through specific combinations of elements. These include
material elements such as the car itself, filling stations, roads, and traffic lights;
competences such as the ability to steer the car, judge distance and know traffic
rules; and finally, meanings such as cultural conventions of the car as the
epitome of freedom, convenience, comfort, and safety. How specific practices
are performed is dependent on the elements and their combinations. For
example, faster cars invite speedy driving, and changes in social norms on
alcohol and driving have changed the mobility practices interconnected with
social occasions involving alcohol.
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Practices develop over time; they are essentially historically contingent,
which means that they are open to re-evaluation and change. This key
observation invites new ways of thinking about promoting sustainable
practices, including sustainable mobility practices. Practice theories offer a
conceptual framing of mobilities as a (dynamic) matter of “derived demand”.
As such, sustainable mobility transitions are about the temporal and spatial
relationships between social practices that can reconfigure and change the
bundles and interconnections between mobility practice bundles (Spurling
and McMeekin, 2015). As Watson (2012) describes it, sustainable mobility
solutions require direct and/or indirect changes in the complexities of
mobility practices, including changes in practices such as working, going to
school, shopping, travelling etc.

This suggests that to the extent that COVID-19 have changed working,
travel, and commuting practices permanently, the cities and mobility systems
in which they are embedded will adapt accordingly. Following this line of
thought, a possible post-pandemic scenario might be an increasingly hyper-
digitalised, network-based future, where people, places and technologies melt
together in what has been described as “motile hybrids” (Kesselring, 2008).

The idea of a future characterised by motile hybrids was developed by
Sven Kesselring to capture how mobilities transform through different phases
of modernity in the mobile risk society (Kesselring, 2008). With the mobile risk
society, Kesselring builds on Ulrich Beck’s ideas in Risk Society — towards a new
modernity (1992), and argues that the risk society in a world of global
complexity and flows is a mobile risk society (Kesselring, 2008, 2019). He
combines the risk society with the mobilities paradigm (Sheller & Urry, 2006;
Urry, 2000) regarding mobility as a general principle of modernity
(Kesselring, 2008; Bonf3, Kesselring & Weifs, 2004).

Mobility alters due to the changing conditions of the different phases of
modernity. In the first phase, the train was the symbolic transportation mode,
as it represented stable connections, clear structures and timetables, and the
capacity to move masses. The first modernity was a period characterised by
“one best way” solutions for fast, direct, and calculable transportation of
people and goods (Freudendal-Pedersen et al., 2020; Kesselring, 2008). In
contrast, the second phase of modernity is characterised by non-directional
change propelled by risk management, inconsistency, transience, and
liquidity. Individual modes replace collective solutions for moving and
organising, and the private car is the transportation mode embracing second
modernity lifestyles that circle individuality, possession, autonomy, fluidity,
and suboptimal solutions (ibid). The third phase of modernity, as Kesselring
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sees it, relies on motile hybrids; that is, constellations of bodies, technologies,
physical spaces, knowledge, and skills moving in a constant flow. In motile
hybrids, digital tools and technologies melt together with humans in a
modernism characterised by pluralism, networks, air travel, the internet and
fragmented mobilities (Kesselring, 2008).

The technologies, infrastructures and materials of motile hybrids have
been available for decades, and many expected motile hybrids to emerge with
the spread of home computers, the internet, mobile phones, and e-mail
services in the digital revolution in the late 20t century. However, practising
the lifestyles of the third modernity has until now been limited to a small,
global mobile elite. But the pandemic pushed the lifestyles of motile hybrids
onto broader urban publics, with everyday lives increasingly characterised by
pluralism, networks, internet cables, and fragmented commuting. Looking at
COVID-19 through the lenses of the mobile risk society and practice theory,
the difference between before and after is not so much our technological
abilities, but that COVID-19 pushed the competencies and meanings of the
third mobility modernity and altered everyday life and mobility practices
around the world.

Methodology

To understand pandemic impacts on mobilities, a stakeholder webinar,
Mobility under COVID19, was conducted in November 2020 at Aalborg
University as part of the EU-funded project CCAMEU and in collaboration
with the research project SIMS®. The stakeholder webinar was initiated to

I Cooperative, Connected and Automated Mobility: EU and Australasian Innovations — research
project: https://www.unisa.edu.au/research/Hawke-EU-Centre-for-Mobilities-Migrations-and-
Cultural-Transformations/CCAMEU-jean-monnet-Network/

15 Sustainable Innovative Mobility Solution research project: www.sims.aau.dk
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discuss the pandemic’s impact on the use and reputation of public transport,
and what this means for future sustainable mobility patterns.

With the workshop, we were especially interested in exploring
perspectives from public transport providers as they had experienced extreme
drops in passengers during the pandemic (up to 90% according to the
participating providers). One factor in this was that in Denmark, a general
enforcement notice on the use of masks was not issued with the lockdown in
March 2020. The use of masks in Denmark was not introduced until August
2020, when masks were made compulsory during all journeys and transits
with public transportation (Danish Health Authorities, 2020). Thus, public
transportation was the first place where masks were obligatory, and for
months, it was also the only place with mask injunction. It was not until the
end of October 2020 that the mask requirement was extended to shops, public
institutions, and cultural activities. The mask thereby came to signify the use
of public transportation as the riskiest of all practices during the pandemic. In
the workshop, the conversations thus circulated around questions of risk: Is
it riskier to enter a bus than a supermarket? What did it mean in terms of loss
of passengers? To which transportation forms did they remode? And how
may public transportation rebound from risk perceptions and other COVID-
19 disruptions?

The pivot of these conversations was the situation in Denmark and how
it affected mobility systems in Danish cities. Denmark is a small country of
42,933 km? with 5.8 million inhabitants. The Ministry of Transport is the
supreme authority for all transportation in Denmark, while various self-
governing organisations and private operators provide public transportation
through busses, trains, metro, and light-rail services. Denmark is
administratively divided into five regions, and each region has a self-
governing organisation responsible for the public infrastructure. Inter-
regional trains, S-trains and local trains are run by Danish State Railways
(DSB) and Arriva (who won tenders on several bus and train lines), while
Banedanmark is responsible for the train tracks. Metros and light rails are also
owned and run by companies. The coordination between the transport
companies is primarily based on voluntary collaborations supported by the
Ministry of Transport, about coordinating timetables, traffic information and
pricing. Examples of this are the Danish travel card that can be used for all
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public transport in Denmark and the travel planner that includes all public
transport options, and which has recently included car- and bike-sharing
options. In 2016, the company DOT was created to coordinate customer
service across transport modes. Apart from this, organisations such as the
Confederation of Danish Industry (DI) and Local Government Denmark (KL)
and large consulting companies have departments working with transport. In
these associations and consultancies, small-scale collection of data on the
current development within transportation is ongoing, and together they can
thus provide an overview of the current transport situation.

For the online stakeholder workshop discussed in this paper, we invited
twelve key Danish private and public mobility stakeholders to gather
perspectives on mobility trends during the pandemic. The participants
included two regional companies responsible for busses and local trains, a
car-sharing company, a ride-sharing company, the metro and light rail
company, a large consultancy firm, the Confederation of Danish Industry,
DOT, and researchers from three universities. As such, the participants
provided a comprehensive picture of the situation for public transportation in
Denmark during COVID-19 but does not however allow for a generalisation
of the status of public transport.

The workshop aimed to allow the participants to openly express their
frustrations with the current situation and think beyond the pandemic.
Therefore, the workshop was an open forum with a lot of time for common
reflection and discussion. The transportation network in Denmark is tight-
knit, which provides fertile ground for open and trustful communication and
makes this kind of setup possible. The participants were informed from the
beginning that it was a closed space and that any use of the material from the
workshop would be anonymised. The workshop was divided into two
sessions and each session was opened with a brief presentation to start the
discussions. In the first session, a speaker from K2, the Swedish knowledge
centre for public transport, started a discussion on the challenges the
stakeholders’ organisations faced during the pandemic. Subjects such as the
decline in public transport passengers, the new work situation and general
alterations in mobility patterns were areas of lively debate. The second session
started with a presentation from the Swedish Association of Green Motorists
(Grona Bilister) and initiated a fruitful discussion of rethinking stakeholder
cooperation around integrated shared and public mobilities, placing the needs
of the customer in the centre. As one of the participants argued, prioritising
customer needs has been neglected by public transport providers for a long time.
Several private and public mobility operators expressed a strong drive to
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engage in a Mobility-as-a-Service (MaaS) cooperation with the ambition of
enhancing flexible sustainable mobility in both rural and urban areas. The
current situation should be used to rethink and organise simple pragmatic
private-public collaborations, the participants argued.

The online workshop was conducted in Danish and Swedish. It was
recorded, transcribed, and coded in NVivo. Marsden et al.’s (2020) four
concepts of disruption were utilized in the coding process as tools to identify
pandemic mobility trends, preparing the ground for the structure of the
paper. Selected quotes have afterwards been translated into English.

Pandemic mobility trends

The stakeholder workshop is in this paper used as an example against which
some of the key changes in mobilities practices during COVID-19 can be
critically discussed. Structured around the analytical concepts of disruption
and adaptation presented in Parkes, Jopson, and Marsden (2016) and Marsden
et al. (2020) as reducing, remoding, rescheduling, and replacing the next parts of
the paper use the workshop material to discuss pandemic mobility trends and
new opportunities for urban mobility futures.

The four concepts are employed to support us in taking up the discussion
from different perspectives. The pandemic offers a chance to rethink urban
mobilities, and we are inspired by Marsden et al. (2020) exploring these four
concepts fundamental for interpreting mobility under the drastically
changing conditions of the pandemic. The pandemic forced us to break with
the past and imagine mobilities anew, and in the next sections, we engage
with the discussion of what broke down and which new mobility imaginaries
arose from COVID-19 with a special focus on public transportation in
Denmark.

Reducing

On 11 March 2020, the Danish Prime Minister announced a lockdown of
Denmark due to the COVID-19 pandemic, initially for two weeks (Ottosen &
Ancher-Jensen, 2021), but the first phase of lockdown in Denmark continued
until the end of May 2020, entailing an unprecedented decline in all types of
movement (Statistics Denmark, 2020a; 2020b). In many sectors, people
worked either full- or part-time from home. In the second quarter of 2020, 40%
of the total Danish labour force was working from home (50% in the capital
region) (Statistics Denmark, 2020c). As many sectors strived for unaltered
productivity, much activity was upheld but now transmitted through cables
rather than streets. This pushed the lifestyles of third modernity’s motile



TRANSITIONS FOR PEOPLE

hybrids onto broader publics, with everyday lives increasingly relying on
internet cables and only fragmented commuting (Kesselring, 2008).

Much of the discussion in the stakeholder workshop centred on the
dramatic increases in working from home and how it reduced both the use of
public transport and traffic on the roads. Participants saw working from home
as the main driver of dramatic drops in traffic numbers and passenger
numbers in public transportation. As one participant noted:

“(...) we are struggling, of course, with the fact that there are no people in public
transport (...). Some of them have of course taken other modes of transport, but most
are working from home” (Public transportation provider)

Discussions of working from home as a way to reduce transport levels,
pollution and congestion are not new. Since the rapid diffusion of information
and communication technology (ICT) in the 1990s, there has been a focus on
the potential of ICT to dematerialise the wider economy through new and less
resource-intensive practices such as telemediated working and meeting
practices. Thus, ICT-enabled services were in the early years of the “digital
revolution” often wrapped in visions about the “information society as a
‘weightless economy’, in which “bytes replace kilograms’” (Heiskanen et al.,
2001: 9). This “death of distance” (Cairncross, 1997) and the emancipation of
modern life from the constraints of time and space was prophesied already in
the last half of the 20% century when new digital computing and
communication technologies provided the materials and infrastructures for a
digitalised everyday life with teleworking, teleshopping, telebanking,
telemedicine etc. The rise in virtual mobilities, fluidity, and flexible
boundaries ushered in a new phase of modernity — what Ulrich Beck
thematised as the second modernity in the risk society (Beck, 1992). But
though the technological foundations for virtual everyday life were invented
more than 20 years ago, they did not result in reductions in physical travel.
Instead, historical data for Denmark shows that physical commuting
increased by 35% from 2002 to 2017, with an increase in the average
commuting distance from 34 km/day to 44 km/day (Dansk Byggeri, 2019).
Rather than replacing physical travel, we saw a general rise in mobility and
connectivity — both virtual and physical.

Before the pandemic, the frequency of teleworking in Denmark remained
steady, with around 8-12% working from home at least half of the time and
27-30% working from home at least one day per four weeks (Statistics
Denmark, 2021a). In 2020, the first year of the pandemic, these figures rose by
26% and 40%, respectively. While the materials for teleworking have long
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been accessible, it was not until the pandemic hit that the competences and
meanings for making use of these tools were broadly disseminated. The
pandemic reengineered a long-standing debate on the end of geography
(Graham, 1998). During lockdowns, car dependency turned into virtual
dependency, and the end of geography became a temporary reality. Yet the
extent to which disruptions lead to mobile tipping points (Graham & Thrift,
2007: 5; Urry, 2004: 27) disassociating mobility from other everyday practices
is debatable (Budd & Ison, 2020). However, COVID-19 made practices of
remote working and schooling accustomed to a large part of the population
and to an extent that could transform mobilities permanently. Assessments
made by the Confederation of Danish Industry (DI) suggest that private
companies expect more than double the number of employees to work from
home on an average day after the pandemic as compared to before (Serensen
& Kaldahl, 2021).

The possibility that urban mobilities could be steering towards a mobile
tipping point following pandemic-induced teleworking practices is
supported by the fact that for the first time in 30 years the City of Copenhagen
is facing a net reduction in population (Risager, 2020). During the pandemic,
people moved out of the city and settled further away from working places,
indicating that employees, like their employers, expect working from home to
become post-pandemic normality. In the workshop, we saw how key mobility
stakeholders are planning for lasting changes in commuting practices:

“We assume that in any case, more flexibility is needed in the future. We must look
at the [ticketing] products for people commuting to work, and if they only travel to
work one or two days per week, then the traditional [pricing and ticketing] products
are not attractive enough. That is one part of the future, [revising] the products...”
(Public transport provider).

Mobility stakeholders expect permanently distorted working, studying and
commuting practices. Against this background, public transport providers are
looking into new solutions for new mobility futures characterized by greater
flexibility and less routinized mobility. In contrast to former ticketing
products, providers are now looking into new solutions circling the changing
needs and practices of commuters. Such initiatives exemplify innovation at
sites of breakdown and recovery (Graham and Thrift 2007). It indicates that
COVID-19 disruptions have generated a need to adopt new strategies,
mobilize adaptive capacity, and adjust to the changed mobility practices
following changed working and housing practices. Together, these trends
indicate a move towards third modernity (Kesselring, 2008) with motile
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hybrid working practices, less commuting and new mobility futures in cities,
where physical movement is less based on where we need to go and more on
where we want to go.

A future characterised by increased teleworking could have positive
effects on the environment and liveability in cities. During lockdowns, urban
inhabitants increasingly sought outdoors places to move and dwell in their
neighbourhood - for instance in urban parks and squares. It created a growing
demand for local urban spaces that invite activities of physical exercise,
outdoor socialising, and recreation. To accommodate this, some cities have
installed temporary tactical changes such as opening car lanes to bicycles and
pedestrians (King & Krizek, 2021). In this way, the lockdown presented an
opportunity to rethink the balance between different modes of transport and
activities. This can be a first step in altering street spaces to serve people rather
than cars, and it can be a valuable resource in sustainable mobility change
(King & Krizek, 2021). COVID-19 revealed how much public space is devoted
to private cars, and thus presents an opportunity to re-think car-dominated
cityscapes. Redistributing public space in cities away from motorised
transport could also support a further shift in means of transport. In this way,
COVID-19 present an opportunity to revitalise the liveability of cities and
steer urban transport systems towards less car-based futures.

Remoding

A related post-pandemic mobility trend encompasses remoding — especially
to private cars. The outbreak of COVID-19 caused a general reduction in
mobility across modes, but reductions in public transportation exceeded
reductions in car traffic due to a trend of remoding from public transportation
to private cars. One mobility provider expressed:

“There is a lot of talk about working from home. So, it is interesting that many cars
are still on the roads. There is something there which we might also have to figure
out. What does that mean?” (Public transportation provider)

This mobility provider had seen a drop in passenger rates of up to 90%, while
car-related mobility in Denmark dropped only 22-48% (The Danish Road
Directorate 2020a). Thus COVID-19 caused the general transportation mix in
cities to take a detour towards automobility. Further, car sales grew by 5.1%
for new cars and 22% for used cars compared to pre-pandemic car sales (The
Danish Road Directorate 2020