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TRANSFORMER L'ESSAI

La dixième rencontre internationale du GERPISA organisée les
6,7 et 8 juin 2002 au Palais du Luxembourg (Sénat) a
mobilisé près de 150 chercheurs et professionnels. L'origine
géographique de ces intervenants et participants révèle la
composition du réseau : 40% viennent de France, 30% des
autres pays européens et 30% des autres régions du monde
(dont 15% du Brésil). Les chercheurs représentent près de 70%
d'entre eux, les autres étant des acteurs professionnels
provenant pour la plupart d'entreprises automobiles (BMW,
Faurecia, Nedcar, Renault, PSA, Somaca, FIEV), sans oublier
la présence de représentants d'une centrale syndicale et
d'organismes publics (policy makers). Deux tables-rondes,
trente-cinq communications (sur le CD-rom) et une projection-
débat vidéo ont permis aux participants de présenter les
résultats de leurs travaux, notamment les principales
conclusions du troisième programme du GERPISA sur les
coordinations des compétences et connaissances dans les
systèmes automobiles. La visite de l'usine de Toyota dans le
nord de la France a permis de prolonger les discussions sur le
terrain.

Intégrer les jeunes chercheurs du
réseau

Les présentations des différents workpackages du projet
CoCKEAS ont permis de présenter les synthèses provisoires
de nos travaux centrés sur les transformations du système
automobile européen, notamment sur :

1. les nouvelles relations entre constructeurs et fournisseurs
de premier rang compte tenu de la diffusion de la
production modulaire et de l'introduction des NTIC
(G. Volpato),

2. la place des autres acteurs du système automobile (J.J.
Chanaron),

3. l'impact de la financiarisation et les enjeux associés à
l'usage de l'automobile (K. Williams),

CONVERTING THE TRY

The 10th international conference that the GERPISA
organised on 6, 7 & 8 June 2002 at the French Senate
building in Paris brought together nearly 150 researchers
and professionals. The geographic origins of our speakers
and participants reflected the global composition of our
network: 40% came from France, 30% from other
European countries and 30% from other regions in the
world (including 15% from Brazil).  Researchers accounted
for nearly 70% of those present, with the remainder being
comprised of professionals working for the most part for
automobile companies (BMW, Faurecia, Nedcar, PSA,
Somaca, FIEV), not to mention the presence of a union
representative and of several public organisation
policymakers. 2 round tables, 35 communications (which
are out on CD-ROM) and a public debate tied to the
projection of a video all provided opportunities for
participants to present and discuss the findings of their
studies, notably pertaining to the main conclusions of the
GERPISA 3rd programme on co-ordinating competencies
and knowledge in automotive systems. Our visit to
Toyota’s plant in North France give us a chance out in
the field to further extend our discussions.

The various CoCKEAS project workpackages that were
presented provided us with an opportunity to discuss the
provisional conclusions of recent studies our members
have made of the transformations affecting the European
automobile system, notably:

1. the new relationships between carmakers and first tier
suppliers given the diffusion of modular production
and the introduction of ICT (G. Volpato);

2. the role that the other actors in the automobile
system play (J.J. Chanaron);

3. the impact of financialisation and the different issues
associated with automobile usage (K. Williams);
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4. la nouvelle géographie de la production automobile
(Y. Lung) et

5. les spécificités de l'Europe par rapport aux autres régions
du monde (U. Jürgens).

Si l'hypothèse d'un modèle européen semble difficilement
justifiable, la plupart des analyses concourent pour
considérer, d'une part, que le niveau régional (au sens
supanational) reste pertinent pour appréhender les
interactions entre acteurs, même si les firmes déploient leurs
stratégies de profit sur une autre échelle, et, d'autre part, que
le système automobile européen présente un certain nombres
de spécificités, dans cette dimension relationnelle de la
coordination, qui pourrait fonder un avantage concurrentiel
différent de ceux qui peuvent prévaloir dans d'autres régions
du monde.

L'analyse de l'articulation entre stratégies de firmes et
environnement institutionnel reste à affiner et les prochains
mois seront consacrés à l'assimilation et la totalisation de
l'ensemble de la production scientifique réalisée par les
membres de notre réseau au cours des derniers mois. C'est
sur la base de cet effort encore inachevé de synthèse que
pourra se construire le prochain programme scientifique du
GERPISA.

Nous allons mettre à profit cette période pour impliquer plus
directement les jeunes chercheurs qu'il s'agit d'associer pour
intégrer des problématiques nouvelles et les inviter à prendre
des responsabilités dans le réseau. Les doctorants ont
représenté plus de 20% des participants et intervenants du
dernier colloque du GERPISA et notre mission de formation
doctorale devrait aboutir à une meilleure intégration des
jeunes chercheurs.

Dans cette perspective, le Comité de Pilotage du GERPISA
a décidé d'engager un certain nombre de projets qui feront
évoluer les modes de fonctionnement de notre réseau, aussi
bien dans ses journées de travail et autres ateliers que dans
l'organisation du prochain colloque international en juin
2003. Dès la prochaine Lettre, nous vous ferons part des
premières initiatives dans cette perspective.

4. the new geography of automobile production
(Y. Lung); and

5. european distinctiveness compared with the other
regions of the world (U. Jürgens).

Although it appears to be difficult to justify the hypothesis
of a European model, most analysts agree that the regional
(i.e., supranational) level of analysis remains a relevant one
for apprehending interactions between actors, despite the
fact that firms deploy their profit strategies on a different
scale. In addition, many also agree that the European
automotive system presents a certain number of
distinctiveness in terms of the relational dimension of co-
ordination, and that this could lead to a competitive
advantage which is quite different from that which prevails
in the world’s other regions.

Analyses of the interactions between corporate strategies
and institutional environments are in need of further fine-
tuning, and the next few months will be devoted to an
assimilation and a synthaetical work of all of the scientific
production that our network members have achieved over
the past few months. It is on the basis of this as yet
unfinished effort that we will be developing the
GERPISA’s next scientific programme.

We are going to take advantage of this period to get our
younger researchers more directly involved in our efforts to
integrate new approaches, and as a result they will be asked
to assume greater responsibilities within the network. Ph.
students accounted for more than 20% of all participants and
speakers at the GERPISA latest conference, and our doctoral
training mission should translate into an increased
integration of young researchers.

For this reason, the Steering Committee has decided to start
up a certain number of projects that will lead to changes in
the network’s modus operandi. These changes will affect
GERPISA workdays and other workshops, as well as the
organisation of our next international conference in June
2003. We will share with you the first steps being taken in
this direction in the upcoming issues of the Lettre du
GERPISA.

Débat

THE SUREST WAY TO MAKE A MISTAKE IN SOCIAL SCIENCES
Japanisation, the end of work, globalisation, the new economy, networked societies, etc…

English translation of Michel Freyssenet's contribution previously published in "La Lettre du GERPISA", n°159 (pp.5-10).

Michel Freyssenet

The past decade has been a veritable breeding ground for
visions of the future, whether the inevitable diffusion of the
so-called Japanese model, the widely proclaimed end of work,
the irreversibility of globalisation or else the advent of a new
era of prosperity thanks to the “new economy”. The latest of
these perspectives is one by Manuel Castells, who predicts
that societies might very well be re-building themselves into
networks, with a great deal of help from (and maybe even
thanks to) the Internet.

The problem is that despite their different and even
contrasting attributes, predictions of this sort always
reproduce the same types of errors yet never learn from  their
mistakes.

The repetition is bothersome, and it merits explanation. It
is true that the theorisations that we are lampooning here
have sometimes served as useful “punching balls” for
researchers seeking more conceptual rigour. Nevertheless, a
great deal of time has been lost trying to refute such ideas.
Moreover, even before such refutals are entirely completed,
the theorisation is already being contradicted by unexpected
occurrences in the real world – before being immediately
replaced by other theorisations that are riddled with the same
defects. To cope with these notions, we are forced to
undertake a Sisyphean struggle, and this prevents us from
nurturing and sustaining other more highly evolved
approaches and theories in public discussions and on the
academic scene.
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There are so many good reasons to make a
mistake in social sciences that there is no
need to add any bad ones

Let’s remember a few mundane truths. Science only
progresses when people come up with hypotheses and build
intellectual tools and concepts that are coherent with them,
in order to test both their fertility and limitations. This is a
collective effort whose purpose is to enhance our
understanding of the situations we face. Nothing is more
sterile that to constantly procrastinate taking the intellectual
risk that consists of offering explanations and outlining
possible futures, under the pretext that no complete
information is available and that we should not be making
any speculation if we are not absolutely sure of ourselves. A
theory is nothing other than a toolbox - it is not a new
truth. Without taking theoretical risks, without asking the
questions that spring from the hypotheses we have made,
without the problems that are caused by our use of concepts
that can be derived from situations that may be quite different
from the ones we are actually analysing - no research would
ever take place, nor would any usable information ever
become available.

Fear of drawing conclusions from research, and of using
them as a basis for new thinking, leaves the field open for
headline-seeking pundits who will then find it all the easier
to surf on the waves of skin-deep truisms, constantly
renewing their so-called exploits by unashamedly and
inexplicably changing their position so that it always
remains in tune with current fashion. Every researcher is
well aware of the fact that the affirmation that s/he should be
making as rigorously as possible will never be anything
other than an approximation (something that is at best
slightly better than what is already available) or a
representation (something that is at best capable of
illuminating reality slightly better than this has been done
so far). As we all know, it is simply impossible to identify
all of the conditions in which a given affirmation can be
validated, even if we were to assimilate all of the knowledge
in the world, and regardless of whether this affirmation
pertains to physical or else to social phenomena. The
inaccessibility of truth means that just one thing is certain -
we are always going to make mistakes. It may be possible
to demonstrate that one affirmation is false, but this does not
mean we can prove that another one is “true”. At best it can
only be less false, or possibly more true, whichever suits.

If this search without illusions is not to deprive us of all
hope, and if (as far as this is possible) it is destined to have a
cumulative effect that might culminate in our having a
somewhat wider understanding of the world we live in, we
will need to avoid applying the same approach time and time
again (thus reproducing the same types of errors that this
approach has induced) without learning anything from it. Yet
what we have witnessed so far, for far too many years now,
is exactly this type of repetition.

A three-part waltz: spectacular success;
sudden doubt; and sudden discarding –
before the dance starts all over again

A few examples from the decade that has just come to an end
suffice for the our present purposes: “lean production”; the
end of work; globalisation; the new economy; and the
networked society.

In 1990, researchers from MIT announced the emergence of
a new productive model they called lean production, one
that had allegedly been invented by the Japanese (Womack
et.al., 1990). This was supposed to replace the Taylorian-
Fordian model, its so-called predecessor which was deemed
to have been responsible for the crises of work and
productivity that had marked the 1970s. The model’s
adoption by all firms all across the planet was presented as
a pre-condition for surviving the Japanese onslaught and for
reviving the global economy. Despite a number of unlikely
premises, this thesis became an international success in
both managerial and academic circles. Yet just few years on,
it had already become clear that “the system that was
supposed to change the world” was not able to pull the
country that had allegedly given birth to it, Japan, out of
the dire economic straits in which it found itself. “Lean
production” had had problems from the very outset of the
worldwide revolution that it was supposed to have
engendered. Moreover, it later became just as clear that
Japanese companies could be just as different from one
another as firms in any other country are. And much later,
we learned that the firm that had best embodied “lean
production”, Toyota, was going through a serious crisis of
work that forced it to make substantial and durable changes
in its production system, even as the system to which it
had given its name was being presented as the productive
model for the 21st century.

For certain sociologists, the “end of work” was the same
thing as “lean production” had been for researchers in
management – a thesis that was created a surprise and a
great deal of enthusiasm, and which was corroborated by
seemingly indisputable facts. Moreover, it seemed to situate
their discipline at the very heart of general societal
evolution. The new technologies and a mass unemployment
that had become structural in nature signified the end of
societies that were based upon the value of work, thus
making it possible to fulfil people’s aspirations for other
forms of wealth and for other types of social relationships
(Méda, 1995; Rifkin, 1996). Economic recovery, major
differences in the employment situation from one country
to the next, capitalism’s manifest ability to invest new
fields of activity (that had up until now been deemed to lie
outside of the economic sphere) and thus to generate new
jobs - all of these factors contributed to putting these values
on the back burner.

The globalisation thesis has also been seriously
undermined. This is less the result of research efforts that
have demonstrated that this mode of international
organisation is far from having been implemented in its
entirety, and that it still remains quite reversible (Boyer,
Souyri, 2001), and more the result of three spectacular
refutals of the thesis itself: the “emerging” country crisis;
the many failed corporate mega-mergers; and the implosion
of the “new economy”. The first argument to be advanced
was that the so-called “emerging” countries would rapidly
accede to a better standard of living, thanks to economic
liberalisation and the opening up of the world market. A
fourth world pole was supposedly being born and providing
a new impetus, thus counteracting the fact that
consumption in the Triad countries was losing steam as a
driver of growth. Knowledgeable publications did not fail to
defend this perspective, despite the absence of any analysis
of the reasons underlying the variability of the conditions
and circumstances that were associated with the spectacular
growth rates being witnessed.
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The Asian crisis and its contagion to other East European
and Latin American countries was a sudden reality check.
Occasional double-digit growth in many of these countries
was based on an indebtedness that was much too high and
quite out of control. Investors withdrew from these regions
as rapidly as they had entered them. Moreover, the time
when some of these countries could export their goods to the
industrialised world (notably the United States) without
importing anything in return came to an end with the
Communist regimes’ implosion, meaning that they no
longer benefited from the same facilities as before. Mega-
mergers or global alliances between big firms (something
that was facilitated by the previous crisis) became the new
credo. However it soon became apparent that these
operations were not automatically destined to be successful,
and that they could not dictate the macroeconomic and
societal conditions that were necessary if they were to
become profitable.

Shirking any consideration of people’s satisfactions and
fears, this notion faded away, to be replaced by a new faith in
the power of finance. Having retrieved its freedom of
movement and investment since the late 1980s, the idea here
was that finance could not help but engender a generalised
deregulation of trade as well as a progressive global
homogenisation of the conditions of production and
consumption. Moreover, since institutional shareholders’
rising power intimated the need to achieve higher returns on
invested capital, this would help to accelerate the adoption of
“best practices” and promote investment in the sectors with
the brightest prospects for the future. Proof for this was
supposedly provided by the impetuous development and high
returns of the new ICT sector; by uninterrupted American
growth; and by the “disappearance” of unemployment in
Great Britain. Forgotten was the irresistible diffusion of the
Japanese model - from now on, the “new economy” and the
Anglo-American model that had sired it would inevitably
sweep everything away in front of it. Yet the bursting of
what would turn out to have mostly been just another
speculative bubble brought the economic growth of the late
1990s back to proportions that were historically and
geographically more sensible (Artus, 2001).

The sociologist Manuel Castells could not approve of a
technological and economic determinism that was as sterile
as these earlier notions had been. He was however of the
opinion that the spectacular development of ICT constituted
a major event, and he therefore predicted the possible advent
of a world that would be organised into trading networks
which were equal to one another and depended on each
participant’s affinities and interests, thus short-circuiting
traditional territorially-based hierarchies (Castells, 2000).
The driver or the vector for this shift (it is not always clear
which one Castells uses) was supposed to be the Internet,
which by its very nature lies outside of any conceivable
control and limitation, especially since it was originally
designed with this very purpose in mind. However, the 11th
of September has dampened many people’s ardour, including
Manuel Castells’s. No more than the telephone, radio or
television once upon a time, the Internet (neither in its
tangible conception, nor in its usage) cannot exist totally
outside of dominant social relationships that, to be brief,
include capital requirements and State control. Infrastructure,
access costs, profitability requirements and national and
international regulations – all of these factors reduce the
possibility of  everyone  being  able  to  communicate  with

everyone. Plus it is not even certain that this would be
sufficient for a society to be structured into networks.

It is not enough to affirm that the Internet is a product of a
culture (a Western one that dominates the rest of the world
nowadays) to avoid falling into the trap of technological
determinism. Since techniques are social products, we must
reconstitute their origins and evolution with great care if we
are to understand the issues upon which they have a direct
effect..

The tireless application, time and time again,
of the same approach:
Transforming seemingly convergent facts
into a universal trend that resolves major
social contradictions

Despite their different contents and levels of sophistication,
these theoretical “bubbles” are the product of one and the
same intellectual approach.

The first phases of this approach consists of regrouping
facts by their resemblance to one another or by their
apparent convergence, and then presenting them as if they
were radically new trends. This is how lean production was
theorised, for example, with a selection having been made
of those practices and mechanisms that appeared to
constitute a breakaway from the so-called Taylorian-Fordian
model, and examples being drawn from different Japanese
firms. The general preconception was that the attributes
which had been selected indisputably indicated that just the
one single model was in effect. As for any other
characteristics, they were simply neglected or ignored.

The appearance in American or European firms of some of
the attributes that had been selected, such as groupwork,
was depicted as proof of such firms’ “Japanisation”. More
detailed analyses would show that the origins and substance
of these apparently shared attributes were in fact very
different from one another. Similarly, the rapid development
of new labour-saving technologies and the simultaneous
persistence of mass unemployment were both interpreted as
manifestations of a structurally irreversible reduction in
globally required working times. Yet this conjunction had
already been observed on several occasions since the birth of
capitalism, without work ever having lost its centrality in
social life.

The influx of capital, increased exports and high growth
rates were portrayed as if they were the expression of the
emerging countries’ definitive takeoff, without anyone
having made an effort to recall that the possible sources of
growth for such countries were really quite divergent, and
that their prevalent forms of national income distribution
had prevented, with just a few exceptions, a virtuous circle
of durable growth from ever taking off. Forgotten were
notorious examples such as Argentina which has never
stopped “emerging” for more than a century now, and which
inexorably plunges back into crisis. Mega-mergers or
corporate alliances were celebrated as if they represented the
advent of a world on a path towards unification, even
though this analysis neglected both the very restrictive
conditions in which such regroupings could be successful
and also the re-heterogenisation processes that have been
breaking out all across the world space.
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The next phase in this approach involved demonstrating that
the new trend was capable, if it were allowed to generalise,
of resolving some contradiction or major problem that had
been polarising public debate and worrying a very large
number of people, By getting employees involved in the
resolution of production problems, lean production was
(according to its proponents) going to solve both the crisis
in work and also the crisis of productivity that had been
spawned by the so-called Taylorian-Fordian model. The new
technologies would lead to a major reduction in the time
needed to produce whatever goods were considered necessary,
and a judicious distribution of any residual work (and of the
fruits thereof) would eliminate unemployment and
unemployment. The failure of “development policies”,
stagnation in those countries in which the economy was
State-regulated, the “success” of those countries that had
deregulated their labour markets and capital markets plus the
rise of the “new economy” - all of these factors were
supposed to open the door to a new era of global prosperity,
after so many years of crisis and frustration.

The third phase, ostensibly the most delicate one, is the
demonstration that the concept in the spotlight cannot help
but disseminate and generalise, thereby providing a real
resolution of whatever problem it is that is worrying the
entire planet. Curiously, it is the point that is the least well
argued that the reader is asked to adhere to without too many
questions being raised. Since no demonstration can prove
without a shadow of a doubt the fulfilment of any of the
predictions made regarding the fields we are considering, to
eliminate all doubts the thesis’s proponents explicitly,
surreptitiously or unconsciously evoke “self-evident truths”,
which are in fact notions that have been drawn from a shared
ideological source. For example, the argument runs that
since lean production provides superior results and because
the world market has become an extremely competitive
place, firms that are not Japanese in origin nevertheless have
no choice but to adopt the country’s system as rapidly as
possible, if they want to survive. And since previous
industrial history is deemed to have gone through two stages
(quasi-craft production and mass production, each
corresponding to a specific type of demand and workforce), it
is logical that a third phase has now arisen, one that is a
synthesis of its two predecessors, to wit, one that combines
a cheap production by a trained and responsible workforce of
customised products for increasingly demanding customers.
Work is an age-old curse and/or a regrettable invention that
thankfully requires less and less time thanks to the new
technologies, and as such it cannot help but lose its
centrality. Underemployment and structural mass
unemployment, which have become socially unacceptable
and economically counterproductive, have no other choice in
the long run but to distribute amongst all actors whatever
residual work remains, turning work into a peripheral aspect
of anyone’s life.

A totally new world thus becomes feasible. The deregulation
of trade, the free circulation of capital and the dissemination
of technological resources (thanks in particular to mega-
mergers and to productive internationalisation) cannot help
but bring about generalised growth, a homogenisation of
working conditions and a transcendence of national rivalries.
It achieves this by creating a win-win situation in which
individual and national interests are interdependent.

The Anglo-American model, by broadly disseminating the
ownership of capital throughout the population and by resto-

ring shareholders’ legitimate power to run firms as they see
fit, cannot help but galvanise the global economy by
giving a starring role to those spaces and sectors that are the
most profitable of all, and by forcing all the others to
reform themselves. The contradiction between employees
and shareholders is supposedly resolved by a merging of
these two categories. ICT will enable people (when they so
desire) to enter into contact with others who share their
interests and aspirations, something that in this view
cannot help but increase the number of transversal networks
and free everyone from all control and hierarchy.

The fourth phase is a commonplace but not absolutely
indispensable one. Having pretended that no uncertainty,
contradiction and/or conflict exists (or else having
relativised the impact thereof), it becomes possible to list
all of the felicitous changes that the universalised process
on offer will engender in all areas of social life. The most
lucid essayists and researchers stay well away from acting in
this manner, but even so, such behaviour does not
necessarily compromise one’s scientific reputation. This is
why the proponents of lean production allowed themselves
to write, without joking about it or trying to make anyone
else laugh, that this system was going to change the world
by restoring meaning to work, performance to firms,
growth to nations and peace to the Earth.

The final phases, which generally take on the form of a new
book, consists of presenting (before current events actually
undermine the new model or before the public loses interest
in it) any reality gap as if it were the outcome of any one of
the following alternatives: secondary factors; yesterday’s
battles; or the learning that needs to take place if the new
principles are to be properly understood and applied.

A battle cry in favour of substantive,
historical and analytical approaches

Several conclusions can be derived from past refutals of
universalist theses (and from attempts to replace them with
approaches that are more rigorous in nature).

When faced with a phenomenon that seems novel, three
research operations would seem to be indispensable. The
first consists of contextualising facts that could otherwise
be deemed to comprise a (new) trend by examining them in
the light of the history of the concrete entity to which each
refers (such and such an individual, group, institution,
society, etc.) so as to understand their meaning and thus
verify whether their aggregation would be a legitimate
endeavour. The second involves establishing via
comparison and reasoning which pre-conditions will render
the facts that have been regrouped or selected feasible and
viable. The third is to conceptualise them in such a way as
to replace the shared, spontaneous or pseudo-knowledgeable
representation with one that is more illustrative and
operative in nature.

The first operation is of course the decisive one. This is
because similar facts can have different meanings, and
different facts can have the same meaning. New facts do not
necessarily refer to a new reality and inversely old facts can
be instruments of change. The meaning of a fact can only
be detected by looking at the historical conditions that
presided over its appearance and development.The meaning
of a practice or action mechanism can only be understood in
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terms of the problem that it is supposed to resolve. In short,
it is only by reconstituting the “trajectory” of an individual,
group, institution or society that is possible to move any
closer to the real meaning of the accompanying facts,
practices, systems and discourses (and to the apprehend the
substantial diversity thereof). This is how it has been
possible to demonstrate not only that groupwork is not a
Japanese specificity (Durand et al., 1999) but instead that it
also has an entirely different meaning for two of that
country’s own carmakers, Toyota and Honda, and that it
refers to productive models that contrast with one another on
many a point (Boyer, Freyssenet, 2000b). The goal at
Toyota was to reduce standard times as part of a permanent
reduction in costs strategy, whereas at Honda it was to
facilitate a rapid reconversion of the production tool within
the framework of a strategy combining innovation and
flexibility. In the end, lean production turned out to be an
unjustified and contradictory amalgamation of the two
productive models that these two firms had devised.
Similarly, announcements made regarding the putative end of
work should have indicate that the genesis of this
phenomenon had already been analysed (that is, unless we are
to believe in the fable that humanity has been progressively
freeing itself, through blood and tears, from its animalistic
nature, and from need in general). Yet further investigation
into this topic offers few surprises. Activities ostensibly
similar to that which we now call work (deemed by some to
be a recent concept and reality that first appeared in Europe
in the 18th-century) were clearly present in other societies in
earlier times - when they had a very different meaning. Work
will only lose its central role and disappear the day when the
social relationship that gives birth to it is marginalised or
eliminated (Freyssenet, 1999). Analysis of the process by
which one particular social relationship ends up dominating
all others remains largely unexplored. And yet, this study is
a mandatory point of passage if we are to understand the
conditions heralding the end of work.

In reality, all phenomena possess conditions of enactment
and viability that circumscribe the possibility they may
emerge, be diffused, evolve, disappear and be revived.
Updating such conditions is the second operation that we
absolutely have to undertake if we are to have any chance of
coming up with evolutionary scenarios that are even the
slightest bit relevant or useful. This can be achieved through
comparison and reasoning, as demonstrated by the work the
GERPISA has accomplished (Boyer, Freyssenet, 2000b,
2001). Once we are able to distinguish between productive
models with similar levels of performance, we can conduct
these two operations in parallel, the goal being to determine
the conditions in which the models become both feasible and
viable. This involves a logical examination of the macro and
micro-conditions that each requires so that the profit strategy
it implements becomes suitable; and so that the means it
uses are imbued with coherency. It also involves comparing
the environments in which each model has appeared,
developed or been successfully transplanted. For example, an
approach of this sort can explain the appearance of the
“Sloanian” model, which pursues a profit strategy that
combines economies of scale and diversity thanks to a
commonalisation of the invisible parts of products that are
only differentiated from one another at a surface level. Note
that it has been said that this model is passé since it is not
adapted to the market and labour conditions that have
supposedly been in place since the 1970s – whereas in
reality, it has always been feasible and viable in a product

renewal type of market, as long as three conditions are
fulfilled: the market remains moderately hierarchical thanks
to a national distribution of income that curbs inequalities;
the various firms involved jointly manufacture or purchase
the largest possible number of shared parts; and the
employment relationship emphasises jobs and professional
mobility as opposed to wage levels, as shown by the
example of Volkswagen. On the other hand the Toyotian
model ultimately required (if it was to have any hope of
becoming both feasible and viable) conditions that were
highly restrictive and which considerably limited its
dissemination and durability - something that contradicted
the affirmation of lean production’s universal applicability,
which supposedly conceptualise the Toyota (and in general,
all Japanese firms’) production system.

If this latter model is to survive, based as it is on
employees’ and suppliers’ participation in a permanent
reduction of standard times and on a respect for production
planning in all circumstances, it demands amongst other
things that employees and suppliers continue to be satisfied
with whatever advantages they have negotiated: an
employment and career guarantee for the former; guaranteed
orders and profits for the latter. These advantages, albeit
significant, nevertheless require (if they are to become
acceptable) that the workforce and that subcontractors be
directly subjected to an external competitiveness constraint;
that the national currency’s exchange rate remain under
governmental control; that the labour market dissuade
employees from changing firms; and that work conditions
remain acceptable. It is because such conditions could no
longer fulfilled in the late 1980s that the Toyotian model
imploded in 1990 (Shimizu, 1999).

The third operation consists of developing concepts (i.e.,
analytical tools that are appropriate for the new
representation of reality) that make it possible to devise
potential evolutionary scenarios, and which test the fertility
and limitations of such scenarios by applying them to other
situations. For instance, notions such as “national growth
mode”, “profit strategy” and “company governance
compromise”, concepts we developed in an effort to
understand the diversity of the productive models we are
dealing with, have allowed us for example to develop
reasoned hypotheses regarding the forms that firms’
internationalisation drives could take on; the rearrangement
of the world space; and the future of the mega-mergers of the
late 1990s (Boyer, Freyssenet, 1999, 2000a; Freyssenet,
Lung, 2001b).

This approach had led to a paradigm we can call the
paradigm of “limited but periodically renewed diversity”
within capitalist societies, in lieu of the “one best way” or
“one necessary way” paradigms that supposedly applied to
each main historical period, and which were analytical
filters that at the very best were no more than a retroactive
illusion.

How to organise a debate between these
two types of approaches?

It is easy to see why it is more difficult to summarise the
findings of our approach in a single formula that can cater
directly to our social imagination and respond to our
concerns.
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As opposed to the affirmation by some that they will
probably be able to solve most major problems, and as
opposed to the affirmation by others that crises are
unavoidable, the tools we are proposing enhance our overall
understanding of the diversity of trajectories, contexts,
conditions and possibilities. Our conclusions will not be
able to avoid contrasting with (or at the very least
undermining) one another, depending on what is happening
at a given moment in time. It will certainly be more difficult
for the media to pick up on them.

The refutal of universalist theses does not necessarily
intimate acknowledgement of a greater relevancy of the
analytical tools we are proposing in their place. If one
universalist explanation were simply to take the place of
another, people’s focus and energies would immediately shift
directions. This could lead them to blindly defend and/or

contest the latest affirmation, thus  harming a project
whose purpose is to learn lessons from the mistakes that up
until now have been repeated time and again.

Should we abandon this endeavour and seek shelter in the
discrete and comfortable surroundings of other insiders?
Probably not - but of course this raises questions as to what
it is that we should be doing. We are starting to learn from
the sociology of science how debates and/or scientific
legitimacies are formulated.  The problem with this is that
once again, there is no “one best way”. It is likely that
potential new paths are waiting to be invented, directions
that mesh better with the types of social relationship that
we would welcome in research and in other fields of
endeavour (Freyssenet, 2001a).

(See references in La Lettre du GERPISA, n°159, pp. 9-10)

Note d’ouvrage

The Productive Models.
The Conditions of
profitability,

Robert Boyer and Michel
Freyssenet.

Translated by Alan Sitkin,
Palgrave Macmillan,

Basingstoke, 2002

(ISBN 1-4039-0072-8),

126 p.

Los modelos productivos,

Robert Boyer y Michel
Freyssenet,.

Traducción Irene Brousse.
Lumen,

Buenos Aires, 2001

(ISBN 987-00-0174-2),

116 p.

During the 1990s most observers and academics were of the
opinion that firms had to adopt a Japanese model of
management or perish. However, in light of the problems
that several high profile Japanese firms have encountered,
this opinion was overturned.
At the beginning of the new millennium, a new model of
best practice  was  announced and many practitioners said
that it was now the search for short-term profitability taht
was taking over the world. As the bubble of the New
Economy burst, however, this opinion is also being
challenged.

Boyer & Freyssenet show that there are a number of
productive models that firms can use in order to be
profitable. They also show the diversity of productive
models in the past and today and discuss the macro and micro
economic and social conditions in which a firm can survive
and develop.

In conclusion the authors suggest an analytical framework of
conditions for profitability, easily accessible to practitioners,
academics and students.

Se puede demostrar que, de hecho, siempre hubo - y
probablemente habrá - varios modelos productivos de buen
desempeño, y no one best way. Los modelos productivos
son "compromisos de dirección de empresa", que permiten
implementar una de las estrategias viables de ganancia, en el
marco de los modos de crecimiento de los países en  los que
las empresas organizan sus actividades con recursos
(política-producto, organzación productiva y relación
salarial) coherentes y aceptables por parte de los actores
involucrados. Al volver accesibles los resultados de las
investigaciones más recientes, los autores, especialistas
internacionalmente reconocidos, analizan las condiciones
externas e internas de emergencia y viabilidad de los
modelos productivos, así como los procesos que llevan a su
trasplante, hibridación, desaparición y, a veces,
resurgimiento.

¿Cual es desafío científico? Saber cómo evoluciona la
relación capital-trabajo en las fuentes, es decir, en empresas,
y de esta manera dotarse de los medios para establecer
puentes entre los análisis micro y macro de la vida
económica y social. ¿Los desafíos políticos y prácticos?
Investigar las condiciones de rentabilidad duradera de las
empresas y evaluar así los márgenes de maniobra de que
disponen los actores: accionistas, bancos, dirigentes,
trabajadores, sindicatos, proveedores, Estado, colectividades
públicas.
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Nouvelle du programme

EHRD Network : Human resource development
in Europe

CoCKEAS/GERPISA is associated to a research project
cluster related to human resource development in Europe: the
EHRD Network. This expert network on human resource
development in Europe meet projects related to issues of
HRD, learning organisations or competence development.
The other partners are: ETGACE, FAME, GENDERQUAL,
INNOFLEX, INNOVALOC, KITS, ORGLEARN, PARTICIPA
AND SERVEMPLOI.

The EHRD Network has been initiated as part of an
Accompanying Measure, coordinated by the Research Forum
WIFO Berlin, within the Fifth Framework Programme of
the EU. This measure focuses on developing an electronic
resource

base on human resource development in Europe: the EHRD
Base.

Resource Base of research on HRD in
Europe  (EHRD Portal)
http://www.b.shuttle.de/wifo/ehrd/=portal.htm

The ECER 2000 symposium "The European perspective of
HRD" will be organised in Lisbon (Portugal) on 11-14
September 2002.

Coordinator
Dr. Sabine Manning
sabine.manning@wifo.b.shuttle.de
Research Forum WIFO, Neue Blumenstrasse 1, D-10179
Berlin, Germany
Tel./Fax: ++4930-2421273

L’actualité du produit
Christian Mory

CHEVROLET CRUZE : LA FAVORITE

General Motors a pour ambition affichée d’occuper 10 % du
marché asiatique et a pour ce faire tissé une toile de
partenariats souples avec plusieurs constructeurs locaux,
partenariats marqués par une participation capitalistique
partielle et une certaine autonomie de gestion. C’est avec
Isuzu que les liens sont les plus anciens (ils remontent à
1971) mais peut-être aussi les plus fragiles en raison du
déficit de ses activités dans le poids lourd, considérées
comme non stratégiques à Detroit. Isuzu est le spécialiste du
diésel, des pick-ups et des camions pour l’ensemble de GM.
Suzuki, lié à General Motors depuis 1981, est son
spécialiste des petits véhicules puisque certains d’entre eux
sont commercialisés dans le monde par le groupe américain
(par exemple, l’Opel Agila est un Suzuki Wagon R+). Fuji
Heavy, qui a quitté le giron de Nissan, est un partenaire plus
récent (1999) qui apporte son savoir-faire en matière de
transmissions intégrales. Il ne serait d’ailleurs pas saugrenu
d’envisager des synergies entre Saab et Subaru tant les deux
marques partagent une philosophie de produits élitistes mais
non ostentatoires, caractérisés par une certaine originalité
technique. Enfin, et c’est tout récent, Daewoo est venu
atterrir dans le camp de General Motors qui voit en lui le
moyen d'écouler des voitures honnêtes et pas trop chères dans
les marchés émergents.

Même si General Motors souhaite que des synergies
s'établissent entre ces différentes sociétés (le courant semble
d'ailleurs passer entre Fuji Heavy et Suzuki qui sont liés par
des participations croisées), il est néanmoins inévitable que
des conflits d'intérêt ou de compétence surgissent entre
partenaires. Daewoo est a priori un rival direct de Suzuki et
Fiat ne peut voir que d’un mauvais œil ces « partenaires »
marcher sur ses plates-bandes en Europe et en Amérique du
sud. General Motors ressemble finalement à ces sultans des
contes orientaux  disposant d’un harem riche en maîtresses
qui se jalousent. La favorite est celle qui donnera un héritier
au sultan. En l’occurrence, c’est peut-être Suzuki qui a
décroché le pompon.

En effet, pour la première fois, un modèle étranger, destiné
au marché japonais, est produit au Japon. Le Chevrolet
Cruze, puisque c’est de lui qu’il s’agit, est un modèle
original  produit  dans  l’usine  Suzuki de  Kosai  et destiné
à être commercialisé par le réseau (nippon) AutoWorld de
General Motors et, plus secondairement, par le réseau Arena
de Suzuki. Connu originellement sous le nom de code
YGM-1, le modèle reprend la plate-forme de la Suzuki
Swift mais avec un petit air de tout terrain (il est d’ailleurs
disponible en version toutes roues motrices) qui lui sied
bien sur un marché friand de véhicules dits de loisir.
L’objectif de ventes au Japon reste modeste (20 000 unités
par an) mais pas tant que cela si on le compare aux ventes
des marques importées (General Motors souhaite écouler
100 000 véhicules par an au Japon, modèles importés
compris). De plus, le Cruze, apparu en novembre 2001 dans
l’archipel nippon, va être progressivement exporté vers
d’autres marchés, comme l’Australie dès 2002.

Assez symboliquement, l’apparition de la Cruze permet à
General Motors de faire son entrée à la JAMA, l’association
des constructeurs japonais puisqu’il devient lui-même un
constructeur nippon ! En fait, la Cruze symbolise une
approche très originale du marché asiatique par General
Motors. Alors que de nombreuses marques abordent ces
marchés directement en exportant leurs véhicules depuis leur
pays d’origine (c’est le cas de marques comme BMW,
Volkswagen, Peugeot ou Citroën), d’autres constructeurs
ont choisi de s’appuyer sur un partenaire local qui joue le
rôle de représentant légal. DaimlerChrysler s’appuie sur un
Mitsubishi de plus en plus phagocyté. Ford a choisi de
déléguer sa présence à Mazda dont il contrôle à la fois la
gestion et le capital et sans lui laisser une grande autonomie
sur l’échiquier mondial (la présence de Mazda en Europe et
aux Etats-Unis dépend beaucoup du bon vouloir de Ford).
Le cas de Renault est un peu différent puisque le
constructeur français laisse son partenaire Nissan mener sa
propre stratégie mondiale mais il dispose d’un autre fer au
feu en Asie avec Samsung.
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La stratégie de General Motors est donc assez subtile.
D’abord, il s’appuie sur un quarteron de partenaires dont
l’autonomie de gestion reste assez large. Mais, loin de se
contenter de ramasser les dividendes de ses participations
capitalistiques, il mène également une stratégie industrielle
en devenant un acteur local. Chevrolet doit devenir une
marque largement  présente en Asie et elle a d’ailleurs com -
mencé à s’y substituer à la marque Opel (qui devait être une
marque mondiale selon la stratégie en cours dans les années
quatre-vingt-dix). Même si la Cruze ne constitue que les pré-

mices de cette approche, elle montre combien General
Motors aborde l’Asie avec sagesse… et détermination. Pour
Suzuki, qui apporte également à General Motors son
contrôle de Maruti et donc les portes du vaste marché
indien, le fait de matérialiser par une production en sous-
traitance ses liens avec son protecteur américain le propulse
en position d’allié privilégié face aux trois autres partenaires
(Isuzu, Fuji et Daewoo) et lui permettra peut-être d’en
profiter dans d’autres parties du monde. La Cruze est donc le
fruit d’un concubinage bien compris

Une année d'un constructeur
Kémal Bécirspahic dit Bécir

VOLKSWAGEN

(réalisé grâce à la Revue quotidienne de presse du CCFA)

La presse mondiale écrit en mai que Volkswagen accuse une
baisse de son bénéfice net de 24 % au premier trimestre
2002. Les ventes mondiales (1,2 million d'unités) ont
diminué de 6,8 %. Les marques classiques (Volkswagen,
Skoda, Bentley et Bugatti) ont vu leur ventes diminuer de
9 %. Cependant, le groupe maintient sa prévision d'un
bénéfice avant impôts sur l'année au moins égal à celui
réalisé en 2001 (4,4 milliards), un optimisme partagé par les
analystes. Les ventes devraient être stables, à 5,1 millions
d'unités. Après avoir réduit massivement ses stocks de
voitures invendues, le constructeur va poursuivre son
programme de réduction des coûts (il table sur une économie
d'un milliard d'euros cette année) et élargir sa gamme.

Le Figaro du 6 mai détaille les cinq défis que
M. Pischetsrieder, président, devra relever. Il devra faire face
à la baisse du marché allemand, accroître la rentabilité du
groupe, différencier davantage les marques, développer l'offre
de tout terrain et de monospaces et résister aux offensives de
la Commission européenne.

Financial Times et Wall Street Journal signalent, début juin,
que Volkswagen prévoit d'accroître de 21 % ses ventes en
Chine cette année, à plus de 400 000 unités. Il a écoulé
186 000 véhicules sur les cinq premiers mois (+ 16,5 %).
Le constructeur veut investir le marché florissant des
voitures à bas prix (moins de 100 000 yuans ou 13 000
euros), qui a fait un bond de 73 % au premier trimestre.
Volkswagen investira 2,5 milliards d'euros en Chine au
cours des cinq prochaines années, presque entièrement dans de
nouveaux modèles. Le constructeur s'efforcera de réduire ses
coûts en recherchant des synergies entre ses deux usines
chinoises.

Début juin 2002, la presse allemande écrit que Volkswagen
vient de signer une "déclaration sur les droits et les relations
sociales" dans les 42 sites mondiaux du groupe employant
320 000 personnes. Cette charte sociale énonce des principes
tels que le droit syndical, l'interdiction du travail forcé et du
travail des enfants, garantit des salaires et une durée du travail
satisfaisant au minimum aux réglementations nationales,
ainsi que des mesures sur l'hygiène au travail. Le
constructeur va inciter ses fournisseurs à adopter ces normes.
Les représentants du personnel espèrent que cette charte
inspirera d'autres entreprises européennes…

"Bentley tirera Volkswagen vers le haut de gamme", observe
la Süddeutsche Zeitung. La Bentley GT coupé, attendue l'an
prochain,  partagera   la   moitié de  pièces  communes
avec la Volkswagen Phaeton, a indiqué M. Pischetsrieder.
La porte-parole de Bentley n'avait pas l'air réjouie en
apprenant que la Bentley sera pour moitié une Volkswagen,
alors que le prix de la Phaeton (56 000 euros) sera inférieur
de plus de moitié à celui de la Bentley GT coupé
(150 000 euros). M. Pischetsrieder a évoqué non sans
arrière pensée la parenté entre les deux modèles: il entend
conférer à la Phaeton l'image d'exclusivité de Bentley et
hisser ainsi la marque Volkswagen vers le haut. Die Welt
cite en janvier: si Volkswagen pouvait conquérir ne serait-ce
que 5 % des clients de Mercedes-Benz, il couvrirait
l'investissement engagé dans la Phaeton…

Les cinq défis du président de VW:
faire face à la baisse du marché
allemand, accroître la rentabilité du
groupe, différencier davantage les
marques, développer l'offre de tout
terrain et de monospaces et résister
aux offensives de la Commission
européenne

En septembre 2001, la presse écrit que le gouvernement
allemand a annoncé qu'il s'opposerait au projet de directive
de la Commission européenne visant à lever les obstacles
nationaux aux rachats d'entreprises. Si la Commission
parvenait à ses fins, l'Allemagne devrait réviser sa
réglementation récente sur la protection contre les O.P.A.
hostiles. En outre, Volkswagen serait contraint de modifier
ses statuts, qui lui permettent de limiter les participations
des investisseurs étrangers. Frankfurter Allgemeine Zeitung
du 14 juin 2002 écrit que les responsables politiques de
l'opposition en Basse-Saxe ont exprimé au Landtag leur
volonté de préserver les statuts de Volkswagen, dans l'intérêt
de la région, apportant leur appui au Chancelier Schröder et
au gouvernement du land. Un candidat au rachat du groupe
aurait en principe peu de chances de parvenir à ses fins.
Pourtant, M. Pischetsrieder considère que les statuts de
Volkswagen, qui limitent le droit de vote à 20 %, ne
constituent pas un rempart insurmontable contre une
O.P.A. hostile…
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Colloque

MOBILITY HISTORY AND THE EUROPEAN ROAD NETWORK:
PLANNING, BUILDING, USE AND SPATIAL ORGANIZATION, (1920 – 2000)

A proposal for a common workshop of COST 340 Working Group 3  and Tensions of Europe, Mobility History Group
organized jointly by Gijs Mom (Eindhoven University of Technology)  and Laurent Tissot (University of Neuchâtel)

Neuchatel, Switzerland, december 12 – 15, 2002

Call for papers

Unlike the train (but like the ship and the electric tram), the
bicycle, the motorcycle and the automobile (private car, bus
and truck) did not start with a clean sheet regarding their
infrastructure. They made use of an already existing network
of roads, designed to the pace of the pedestrian and the horse
in a century-long adjustment process, but paved in two
consecutive waves: first on a national scale from the
beginning of the nineteenth century, followed by a regional
fine-tuning during the second half of the same century.

In every industrialized country in the West, the emergence of
the bicycle and the automobile took on an a-systemic
character and seemed to escape the systems approach of
traditional transport authorities, who were used to develop
and manage railroad, inland navigation and even road systems
on the basis of central control. The answer of these
authorities to the new phenomenon was the decision, to
measure the flow of the new vehicles on the roads. These
road censuses revealed that the new phenomenon was
basically local (urban and peri-urban), but they also led to
initiatives (often pioneered by intermediary organizations
like Touring and Automobile Clubs) to adapt the road
network to the new mobility mode in the sense that road
construction should be made more robust. But when, from
the beginning of the 1920s, the automobile witnessed its
first breakthrough among the (upper) middle classes, the
debate changed and proposals for automobile-only road
networks popped up. Surprisingly, and in one case under the
influence of what happened in the United States, in two
countries (Italy, from 1922, and Germany, from 1934) these
proposals resulted in the actual building of such networks
before the Second World War (at that time both networks had
a length of 500 and 4500 km respectively). In both cases it
was the fascist movement which integrated limited access
highway building into their highly ideological
“modernisation” programs, and in both cases the realization
of international connections were an important part of the
plans. Other European countries had reached consensus to
follow these examples by the end of the 1930s, but the war
prevented these plans from being realized.

After the war, during the 1950s, when the signs of mass
motorization became apparent, national motorway building
schemes were integrated into a common European
perspective from the start. However, it is not clear, whether
the building of a truly European road network was hampered
by comparable problems of transnational barriers as were the
railroads and the inland navigation systems.

This workshop is organized to produce a first overview of
the state of historical research in this field. It is organized as

a joint effort of two European projects dealing with
transport history issues: the COST 340 project “Towards a
European Intermodal Transport Network, Lessons from
History” (2001 – 2004) and the pilot project (2001 – 2004)
on Mobility History within the general framework of the
ESF sponsored Tensions of Europe program, aimed at
writing a history of technology in Europe against the
background of a process of  “contested unification.”

While the first project is aimed at advising the European
Commission on the issue of intermodality from a historical
viewpoint, the second project is more conceptual in scope
and attempts to redefine “transport history” and to propose a
research agenda under the umbrella of “Mobility History”
for the years after the finalization of the pilot phase.
Information about both projects can be found on the
websites:

ü for COST340: www.cordis.lu/cost-transport
ü for the Mobility Theme within the Tensions of Europe

program: www.histech.nl/tensions (click on “themes”
and click on “European mobility”)

As we start our debate from the hypothesis, that, viewed
from a user perspective, the road system and the centrally
controlled systems are different in several fundamental
respects, we will focus on two trajectories of research: the
building of the European network on the basis of the
national networks, and the use of these networks. We are
interested in the following questions:

ü what was the influence of the United States on the
national road building projects?

ü which were the main aims of the planners?

ü for what purpose where the new roads used? (intercity
traffic? local traffic? freight transport or personal
mobility?)

ü when and how was traffic flow measured on this
network?

ü how did national authorities try to get a grip on a
vehicle type, which they experienced as utterly
“anarchistic”?

ü can we distinguish between “national styles” in network
formation (for instance: “landscaping” of the German
Autobahn system versus a raw engineering approach of
the Italian Autostrade project with its straight-line
highways between cities)?

ü how was the European network constructed on the basis
of these national styles? did one of the “styles” win or
did the European system develop its own logic and
momentum?
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We invite interested individuals to send in proposals for the
following areas.

Introductory session (no proposals invited)

- introduction by local organizer Laurent Tissot
- introduction to the COST 340 project by Michèle Merger
-“What is ‘Mobility History’?” by Gijs Mom
- no proposals invited

Session 1: National road networks
Max.: 6 presentations.

This session focuses on the interwar years and analyses the
ways the existing network was evaluated, debated upon,
and what proposals for its adjustment to the new mobility
culture were formulated. Also the competition between the
railway and inland navigation networks and the road
network is of interest here, and the question whether
automobile-only networks were already proposed and even
partially built. Also the tensions between local and
regional, on the one hand, and national governments, on
the other, are topics in this session.

Session 2: Road use and regional diffusion
Max. 6 presentations.

It is generally accepted that motorized road use started at a
local and regional level. This session tries to identify, on a
regional basis, the early adopters of the motorcycle, the
automobile and the truck and bus. Two periods can be
distinguished here: the pioneering pre-WWI period, and the
1920s, the years of the first breakthorugh of the
automobile in most countries The contributors in this
session are especially asked to at least tentatively make
some international comparisons. It  also covers the “road
user culture” as built by Automobile and Touring Clubs.

Session 3: European road network
Max. 4 presentations.

This session focuses on the post-WWII period of
mass motorization, the building of national
automobile-only networks and the attempts, at the
European level, to combine these networks into a
truly European one. As to the last topic, we are
especially interested in the “Brussels perspective” on
this paneuropean network, and its competition with
rail, air and inland navigation networks.

Session 4: Impact on spatial organization
Max. 4 presentations.

For this session we are interested in long-term
perspectives on and debates about landscaping and
cityscaping as well as in the relationship between local,
urban road networks and national networks against a
background of the debate of spatial organization.

Session 5: Conceptual issues
Max. 2 presentations.

This session tries to place our own methodologies
within a wider context of conceptual debates, most
importantly the research tradition of “Large Technical
Systems” as initiated by Thomas Hughes’ analysis of
electricity networks. It also covers critical contributions
on “traffic engineering” as it emerged shortly after the
Second World War.

Session 6: International experiences
outside Europe

Max. 2 presentations.

In this session cases from outside Europe (USA?,
Japan? colonies?) are used as a mirror on European
network formation.

THE DUAL INTERACTION BETWEEN TECHNOLOGY AND HUMAN RESOURCE

CERAM Sophia Antipolis
19-21 May 2003

Call for papers

This call for papers is addressed to:
ü professors and researchers from universities, institutes

and research centres from all scientific disciplines
involved in research at the interface between
technological and human issues;

ü and industrial / service professionals with experience in
technological and human fields.

ü The aim of this conference is to explore and discuss –
both for low-tech and high-tech firms – how technology
and people at work interact, i.e. how people in
organizations are impacted by technology and how they
themselves shape technologies so that the latter match
their organizational aims? Three perspectives can be
adopted:

ü individuals and groups,
management of individuals and groups in organizations,
human resource management.

Deadline for submission: 30 September 2002

Technology & hrm conference (ii):
Background to the conference

Human Resource Management (HRM) – as a way of
thinking about how people should be managed as
employees in the workplace – has all too often consisted of
the application of a general model onto a multifaceted
reality. For example, is the motivation of an R&D team
the same as for any other? Similarly, are there any specific
rules for the remuneration of scientists, engineers and
technicians? In another sphere, how should we manage the
impact of the introduction of new technologies on jobs and
skills? How should virtual communities of practice be
managed? Such questions have no answer in the classic
HRM handbooks.

This is why we have decided to revisit the experience of the
“Technology and HRM Conference (I)”, which took place
in Grenoble in December 1999 and to set up  a  new edition
of  this  conference at CERAM Sophia Antipolis to include
international  participants  from   both  the   industrial   and
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academic worlds in order that they may share their
experiences and the research results. The proposed conference
covers the nexus of “Technological Management” and
“Human Resource Management”.

Thematic programme

The topics to be treated in the conference can be divided into
two main categories. The first track relates to people
management in companies with strong technological focus
(semiconductor, software, biotechnologies, aeronautics &
space, etc.). The second relates to the effects of
communication and information technologies on the
performance of the individuals in the companies. Nota bene:
Other topics suggested by participants falling within this
framework are welcome.

Human Resources Management in High-Tech
Companies

ü Why do high-tech companies need specific practices of
HRM?

ü What happens, for example, with regard to remuneration
policies?

ü What personnel elements are involved in the success or
the failure of a technological project?

ü Why and how do we motivate R&D teams?
ü What can one learn from the practices of HRM in high-

tech sectors?

How can government technology policies and intervention
facilitate HR development in R&D?

1 .  Information & Communication
Technologies and Individuals in
Companies

ü How do individuals react to the introduction of new
technologies?

ü What is the impact of ICT on employment and
competencies?

ü How does ICT change our organizations and
development modes?

ü What is the role of the HRM function during the
deployment of technologies?

ü How can we manage virtual groups more effectively?
ü How can we transform HRM into Virtual HRM thanks

to new technologies such as e-learning, e- 360 feedback,
e-recruitment, etc.?

ü What are the emotional consequences of ICT on
individuals inside organizations?

Conference Frame
Date: The conference will take place over three days: 19th,
20th & 21st  May 2003.

Venue:
Technopole of Sophia Antipolis (South-East of France) –
CERAM Sophia Antipolis, Graduate School of Technology
and Management. Language: English.

Presentations

Three types of presentation are programmed : raditional
scientific presentations of research findings; priority will
be given to research with empirical data;

ü case studies by executives in charge of managing
human resources, as well as functional HRM
specialists in companies confronted with technological
issues;

ü round tables aimed at encouraging future research co-
operation.

Indications to authors

All papers are submitted to a scientific committee. Three
members of this reviewing committee then read the paper,
having no indication of the author’s name. The article is
either accepted for the conference, accepted on condition of
modification, or rejected. The selection criteria are the
following: focus on the interface between technology and
HRM; originality of the subject; the interest the article
holds for business managers; readability and succinctness.
Articles should be submitted as a Word file sent as an
attachment to the following e-mail address:
hrm_tech2@ceram.fr. The first page should include the title
of the article; the names and institutions of the authors,
with the address of the author for correspondence. The
second page should include an abstract in English of 150 to
200 words and 3 – 5 key words. Articles must be typed
with spacing of 1.5 lines and should include 10 - 20 pages
(around 5000 words) . The charts, figures and graphs
should be numbered and inserted in the text. Please avoid
the use of special styles and footnotes. Bibliography: all
references should be indicated in the text by the name of the
original author, followed by the year of publication.
Bibliographical references should be according to
international standards. Selected papers will be bound for
special issues of high profile academic journals.
Agreements have been established with the International
Journal of  Technology Management (edited by
Mohammed Dorgham) and with R&D Management
(edited by Jeff Butler).

Schedule:

01 /06 /2002 :  launch and dissemination of the call for
papers,
30 /09 /2002 :  deadline for submissions,
01 /12 /2002 :  feedback to authors,
1 5 / 0 1 / 2 0 0 3 :  final version of papers,
15 /02 /2003 :  final program,
1214 /05 /2003 :  conference to be held in Sophia 
Antipolis (France), e-mail for sending submissions

Before September the 30th, 2002:
hrm_tech2@ceram.fr. To get a better understanding of
CERAM Sophia Antipolis, visit our Web site:
www.ceram.edu.
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Centre documentaire
Danielle Lacroix

LIVRES ACQUIS

BOYER Robert and FREYSSENET Michel, The Productive
Models. The Conditions of Profitability, New York,
Palgrave Macmillan, Gerpisa, 2002, 126 p. Translated
by Alan Sitkin.

RICH Joe, Hartnett : Portrait of a Technocratic Brigand,
Wahroonga (Australie), Turton and Armstrong, 2000,
184 p.

KEY Michael, Pick of Stamford. A History of  the Pick
Motor Company, Stamford, Paul Watkins, 1994, 128
p.

BENGHOZI Jean-Pierre, CHARUE-DUBOC Florence,
MIDLER Christophe (eds.), Innovation Based
Competition & Design Systems Dynamics. Lessons
from French Innovative Firms and Organizational Issues
for the Next Decade, Paris, L’Harmattan, 2000, 347 p.

GARCA RUIZ José Luís y SANTOS REDONDO Manuel,
¡ Es un motor español ! Historia empresarial de
Barreiros, Madrid, Editorial Síntesis, 2001, 365 p.

LIVRES REÇUS

HATZFELD Nicolas, Les gens d’usine, 50 ans d’histoire à
Peugeot-Sochaux, Paris , Les Éditions de
l’Atelier/Éditions Ouvrières, Collection Mouvement
social, 2002, 598 p.

BOYER Robert, FREYSSENET Michel, Los modelos
productivos, Buenos Aires, México, Grupo Editorial
Lumen Humanitas, 2001, 115 p.

MONTIEL HERNANDEZ Yolanda, Un mundo de coches.
Nuevas formas de organización del trabajo. Estudios de
Caso, Tlalpan, Ciesas, 2001, 327 p.

CARRILLO Jorge, MIKER PALAFOX Martha Cecilia,
MORALES CRUZ Julio César, Empresarios y redes
locales. Autopartes y confección en el norte de México,
México, Plaza y Valdes Editores, 2001, 169 p.  

REVUE REÇUE

ALONSO Jorge, CARRILLO Jorge y CONTRERAS
Oscar, « Trayectorias tecnológicas en empresas
maquiladoras asiáticas y americanas en México »,
Santiago de Chile, Publicación de las Naciones Unidas,
Cepal – Eclac, n° 72, agosto de 2000.

RAPPORTS ACQUIS

UTAC - OTC, Contrôle technique périodique des véhicules
particuliers – Résultats par famille de véhicules – 2000,
Montlhéry, UTAC, Janvier 2001.

UTAC – OTC, Contrôle technique périodique des véhicules
automobiles – Rapport d’Activité – Bilan de 10 ans de
contrôle technique – 1992-2001, Montlhéry, UTAC,
Janvier 2002.

*       *
*



14                                                                                                                                    La Lettre du Gerpisa N°161

LA LETTRE DU GERPISA

Sommaire du n° 160

P.1.  Editorial : Converting the Try
Yannick Lung

P.2.  Débat : The Surest Way to Make a Mistake in Social Sciences, Japonisation, the End of Work,
Globalisation, the New Economy, Networked Societies, etc…

Michel Freyssenet

P.7.  Note Ouvrage : The Productive Models. The Conditions of Profitability
Michel Freyssenet

P.8.  Nouvelle du programme
P.8.  L’actualité du produit : Chevrolet Cruze : La favorite

Christian Mory
P.9. Une anné d’un constructeur : Volkswagen

Kémal Bécirspahic dit Bécir
P.10. Colloque
P.13. Centre documentaire:

Danielle Lacroix
P.14. Sommaire.

E-mail des auteurs

Yannick Lung : yannick.lung@gerpisa.univ-evry.fr
Christian Mory : cmory@ccfa.fr
Michel Freyssenet : mfreysse@club-internet.fr
Kémal Bécirspahic dit Bécir : beau.becir@gerpisa.univ-evry.fr
Danielle Lacroix : dlacroix@gerpisa.univ-evry.fr

Supplement : Bibliographie

Direction : Yannick Lung
Rédaction : Kémal Bécirspahic dit Bécir

Collaboration : Kémal Bécirspahic dit Bécir,
Michel Freyssenet, Patrick Fridenson, Danielle Lacroix 

Yannick Lung, Christian Mory,

Traduction : Alan Sitkin

Mise en page : Carole Assellaou
Mise en page sur Internet : Carole Assellaou

Les manuscrits sont à envoyer  avant le 20 du mois
The manuscripts have to be sent before the 20th of the month

Groupe d'Études et de Recherches Permanent sur l'Industrie et les Salariés de l'Automobile
Permanent Group for the Study of the Automobile Industry and its Employees

GERPISA - Université d'Évry-Val d'Essonne - 4, bd. François Mitterrand, 91025 Évry Cedex, France
Tél. : (33-1) 69 47 70 23 - Fax : (33-1) 69 47 80 35 - E-Mail : contact@gerpisa.univ-evry.fr

Serveur: http://www.gerpisa.univ-evry.fr


