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ABSTRACT

This paper aims to establish where cycle campaigners see the opportunities and barriers of the Localism Act and whether this Act presents a new avenue for partnerships between themselves and transport planners. The Localism Act seeks to transfer power in a range of areas from government to local communities. With respect to the objectives of this paper there are two sections of the Act which are of particular interest: the Community Right to Challenge and Neighbourhood Planning. This research started before enactment of the Localism Bill and hence focussed on a third area: Local Referendums. Interestingly those interviewed for this research did not see much value in Local Referendums as a stand-alone provision of the Bill/Act. This is in agreement with the amendments made by the Lords Committee before enactment of the Bill. Local Referendums are now covered in the Act under individual subsections, most notably, Neighbourhood Planning. The results of this paper are based on interviews with cycle campaigners and planners in the UK as well as good practice findings from the literature. There are a number of potentially significant opportunities that arise out of the Localism Act. The greatest opportunities lie in scheme design and more strategic local planning. The proposals for Neighbourhood Planning are seen as the greatest opportunity of the Act by both campaigners and planners. There are further opportunities presented by the Act leading to overall improved engagement between cycle campaigners and local authorities based on the four key principles of stakeholder engagement outlined in the literature review: inclusivity, transparency, interactivity and continuity. Despite these opportunities, there are some barriers that remain. In order for improved partnerships between cycle campaigners and transport planners to emerge, the Act needs to be translated into direct actions by local authorities as otherwise it will be difficult for cycle campaigners to draw benefits from it.

1.
INTRODUCTION
1.1
Background
The 2001 census has shown that cycling mode share in England is very low at 1.8%, especially when compared to other European countries such as the Netherlands which tops the international list with a cycling mode share of 27%.
 London had a similarly low cycling mode share of 1.5%, though the Mayor’s Transport Strategy
 aims to increase this to 5% by 2026. There are some cities in the UK which enjoy higher levels of cycling mode share, including Cambridge (15%), Oxford (9%) and York (8%).

Considering that the majority of all journeys are local (one third of all journeys are under one mile and half of all car journeys are under five miles), localism should offer a significant opportunity for local transport planning and cycle planning in particular. Planning communities and neighbourhoods on the basis of local sustainable transport and good walking and cycling facilities will benefit other areas of public policy including access to healthcare, education and other services. 

In December 2010, the Localism Bill was introduced to the UK Parliament. It was given Royal Assent on 15th November 2011, becoming an Act. The Act seeks to transfer greater powers to local communities and could therefore present a new opportunity for cycle campaigners to influence the planning, development and implementation of cycling schemes and programmes. The two sections of the Act that are of most relevance for this research are: the Community Right to Challenge and Neighbourhood Planning. Local Referendums which featured as a stand-alone provision in the Localism Bill, are now covered under individual relevant subsections, including Neighbourhood Planning.

There are a number of potential opportunities as well as challenges that arise from this. The transport and cycle planning process has been dominated by technical drawings and modelling in the past. The Localism Act may offer the first real opportunity to understand and place a greater emphasis on cyclists’ behaviour and merge this with technical engineering and planning expertise to deliver successful schemes and programmes. However, with all benefits of localism in mind, planners need to ensure the integrity of the transport network at the wider than local level.

1.2
Aims and objectives

The aims and objectives of this paper are to establish through interviews where cycle campaigners see the opportunities and barriers of the Localism Act and whether it presents a new avenue for partnerships between transport planners and cycle campaigners.

1.3
Structure of this paper

Section 2 gives an overview of the Localism Act as well as other relevant policies and strategies, literature on stakeholder engagement and examples from Europe. Section 3 outlines the methodology used to collect interview data for this study. This is followed by the analysis of results in Section 4 and a summary and conclusions in Section 5.

2.
LITERATURE REVIEW

2.1
Policy

The Localism Act

The Localism Bill
 was introduced to Parliament in December 2010. Subsequently, updates were published and the first reading in the House of Lords took place in May 2011. In November 2011 it was granted Royal Assent and became an Act. While the majority of the provisions of the Act extend to England and Wales only, there are a small number of provisions extending to Scotland and Northern Ireland. The specific provisions of the Act this paper is concerned with however, extend to England only.

The Localism Act seeks to transfer power in a range of areas including freedoms for local government, housing and planning from central government to local communities. The term communities encompasses individuals and local community groups as well as councils. With respect to the objectives of this paper there are two sections of the Act which are of particular interest: the Community Right to Challenge and Neighbourhood Planning. In addition, one area of the Bill that was researched as a potential opportunity for cycle campaigners is Local Referendums. Each is summarised briefly below.

Community Right to Challenge – In order to encourage innovation and run local services in the most cost-efficient way, the local community is encouraged to put forward their own ideas on how local services can be improved. This includes both the design and the delivery of services. ‘The Localism Act gives [voluntary and community groups], parish councils and local authority employees the right to express an interest in taking over the running of a local authority service […] this makes it easier for local groups with good ideas to put them forward and drive improvement in local services.’
 With regard to cycling, this may include a number of services such as cycle lane design, cycle parking strategies and implementation, cycle audits and cycle training. Section 4.3 examines the feasibility of this.

Neighbourhood Planning – The Act enables local community groups to come together and create a neighbourhood development plan. This plan can outline where certain types of developments should go, making them more sustainable and cyclist friendly. The plan will need to be in line with wider planning policies at the national level. Local people will then have the chance to vote on the plan in a local referendum. If it receives the majority of the votes, the local authority will implement the plan. To enable the development of such plans ‘local planning authorities will be required to provide technical advice and support as neighbourhoods draw up their proposals.’
 Section 4.5 discusses whether this offers an opportunity for cycle campaigners to influence local developments and make them cyclist friendly.

Local Referendums – Compared to other European countries the circumstances under which a local referendum can be called are somewhat limited. ‘The Localism Bill will give people the power to initiate local referendums on local issues that are important to them.’
 Petitions are sometimes seen as a tool used by cycle campaigners. Section 4.4 examines to what extent this is the case and whether these aspects of the Bill were considered to have any impact in terms of enabling cycle campaigners to influence the development and implementation of local plans and infrastructure and hence whether it would have been useful for Local Referendums to remain as a stand-alone provision in the Act.

UK policy, strategies and frameworks

In the UK a National Cycling Strategy (NCS)
 was first developed in 1996 by the then Minister for Local Transport, Steven Norris. The key aim of the NCS was to double the number of cycle trips between 1996 and 2002 and to quadruple the number of cycle trips between 2002 and 2012. The NCS had nine overarching objectives:
1. To increase cycle use

2. To achieve convenient cycle access to key destinations

3. To improve cycle safety

4. To provide for increased cycle use within all local highways and traffic management schemes

5. For cycle parking facilities to be available at all major destinations

6. To reduce cycle theft - by improving cycle security

7. To raise awareness and expertise amongst transport providers, service providers and employers

8. To unlock financial resources to meet the Strategy objectives

9. To progress the National Cycling Strategy

The NCS was endorsed in by the 1998 White Paper
 and it is argued that this White Paper brought about a shift in how local authorities undertake public participation. However, a key shortcoming is that neither the White Paper nor subsequent guidance define what public participation should involve. Instead a mixture of terminology is used, including ‘involvement’, ‘consultation’ and ‘awareness raising’.

The Local Transport Act (2000)
 aims to empower local authorities to deal with local transport issues in order to meet the requirements of their local communities. The Local Transport Act requires local authorities to develop Local Transport Plans (LTPs). The first and second round of LTPs (LTP1 and LTP2) covered the periods from 2001-2006 and 2006-2011 respectively. LTP3 came into place in April 2011. Developing a LTP will encourage local authorities to engage with their stakeholders at various levels in order to develop plans for sustainable communities. Ultimately the local authorities are accountable to their communities and not the Department for Transport. The guidance for developing LTPs draws on the Local Transport Act 2000 and lists a number of groups that should be consulted as part of the plan’s development. Cyclists are not listed among these stakeholders.
 

In 2005 the Department for Transport (DfT) and Cycling England launched the Cycling Demonstration Towns scheme. Six towns, Aylesbury, Brighton and Hove, Darlington, Derby, Exeter and Lancaster with Morecambe, received a combined total of £7m of funding as well as local match funding to invest between 2005 and 2008 in initiatives to encourage more people to cycle. In 2008 the DfT made further funding available to cover another 11 towns and England’s first Cycling City Bristol.
 These towns and city presented a substantial opportunity for local cycling campaign groups to get involved in shaping the future for cycling in their local communities. In Bristol for example the stakeholder/steering group went as far as commissioning their own report on how to move forward once the Cycling Town investment period ends, in order to influence the LTP in favour of cycling.

The Local Sustainable Transport Fund was introduced by the coalition government in 2010. Its aim is to fund a number of sustainable transport initiatives that encourage local economic growth and cut carbon emissions. Overall it reflects the government’s vision for localism.

2.2
Stakeholder engagement

Literature in the fields of transport planning and stakeholder engagement highlights a number of techniques and examples of how community involvement can significantly benefit the development of a particular scheme. ‘The lack of public participation not only affects the interests of society in general, but also damages the image of politics, thereby causing great distrust of the authorities, as well as badly spent resources for transport planning.’

It is argued that the established processes of transport planning are changing and that it can no longer be considered merely a public sector activity.
 Instead consulting the local community in the form of individuals, interest groups and even the private sector can serve to deliver more integrated transport initiatives, taking the requirements of users into account. 

Inclusivity, transparency, interactivity and continuity are considered key principles of a successful participation process. However, we need to be able to define who ‘the public’ is.
 For the purposes of this paper it shall encompass interest groups and organisations such as cycle campaign groups as well as individual campaigners not associated with any of these groups.

However, we need to bear in mind that not all policies or decisions made by government or planners are negotiable and it can be counterproductive to seek public opinion if a decision has already been made.
 This significantly damages trust and the relationship between planners and the public.

Schemes and their users differ widely e.g. a regular cycle commuter will have different requirements to a parent taking their child to school by bike. As such, public engagement needs to be inclusive of all user groups and should not be tackled through too generic an approach.

Examples of successful stakeholder engagement

There are numerous examples reported in the literature where engaging with the public has led to improved transport schemes in terms of design and management. A number of examples that illustrate this are summarised below.

Streets for People – This campaign was launched by The Campaign for Better Transport. Their aim is to involve the local community in tackling traffic issues, hence encouraging them to reclaim their local streets.

Community level Transport Action Plan for Adswood and Bridgehall – This action plan was developed between June 2000 and September 2001 with the help of two dedicated officers. Communities were encouraged to identify transport issues and develop proposals for how to address these. The engagement involved four parallel processes.

1. Giving voice – Officers conducted qualitative and quantitative interviews and a community audit to collate the issues identified by the community. 

2. Generating trust – In response to the issues identified a number of small scale interventions were put in place to show the community that the Council was listening and addressing their needs.

3. Supporting organising in the community – This stage involved supporting existing community initiatives to show further commitment and support.

4. Involvement in generating the solution – The action plan was developed through a series of consultation events and publicity through community newsletters. 

Overall it was found that while the process was successful it does require a significant amount of commitment and monetary and human resources from the local authority.

Safe Routes to School – Sustrans sought the help of schoolchildren to plan their own walking and cycling routes to school.
 The aim was to understand a child’s perspective and use this information to improve road safety, health and reduce traffic congestion and air pollution.
 This programme was taken further by the UK government and developed into the School Travel Plan programme. This programme encompasses funding for School Travel Plan Advisors, capital grants for schools completing a School Travel Plan, and funding for local authorities to implement on-street measures that schools stated they needed. During this process, many local authorities ran participatory activities for schools’ representatives, parents and pupils to comment on any improvements they felt were necessary, for example Walkabouts liaised with Hackney Council to discuss different forms of traffic calming options. This school-based approach was inspired by the original Safe Routes to School programme which was set up in the 1970s in Denmark rooted in the concern for safety of school children cycling and walking to school.

Mobility plan for Santander – In developing a mobility plan for Santander, a medium sized city in northern Spain, a combination of focus groups and larger so-called mega focus groups was employed. Whereas focus groups consisted of about eight people, mega focus groups were made up of 40-60 participants and the information provided and discussed was hence less detailed. These methods of participation were found to be very useful in terms of developing the mobility plan and citizen empowerment.

Land-use planning in Slovenia – A participatory process was developed for land-use planning in Komenda, a small municipality with about 4,000 inhabitants in Slovenia. The process consisted of three stages. The first step was the acquisition of participants’ knowledge using a written survey and drawing of cognitive maps. The second step involved the synthesis of information gathered with expert knowledge. For this purpose, interest groups were identified and group specific cognitive maps and expert suitability models produced. Out of this, an informed land-use proposal was developed in a collective process. It was found that the drawing exercises in particular gave participants a decision-making experience.

Barriers to successful stakeholder engagement

One of the issues frequently highlighted in the literature is the knowledge gap between those with technical knowledge e.g. planners, policy makers and those without such technical expertise.
 A balance needs to be struck between ensuring the process remains technical enough but can be understood by those without expert knowledge. The decision-making experience achieved through the cognitive mapping referred to above helped in developing the public’s technical knowledge on the issues at hand. This in turn facilitated collective understanding in subsequent workshops.

Techniques, such as those described above, are often very resource intensive. While excellent outputs can be achieved, the current financial pressures on local authorities will make it difficult to justify additional expenses on engagement techniques beyond the standard tools. 

Finally, the question remains whether in many cases community engagement actually makes a difference or whether it is merely carried out as a tick-box exercise. In the case of the latter, this can lead to great dissatisfaction and breakdown in trust between the public and the local authority. True participation requires more than standard tools and this has been demonstrated problematic in the case of cycling. Campaigners are often excluded from defining the problem or treated with a broad-brush approach, failing to recognise the vast differences in the needs of different cyclists.

2.3
Examples of prioritising cycling in Europe

Continental Europe is often used as an example to demonstrate excellence in cycle planning, showing how cycling can be a mainstream mode of transport. The Netherlands, Germany and Denmark, more specifically Copenhagen, are among the most frequently cited examples.

In the Netherlands the bicycle has not always been such a dominant mode of transport. Bicycle use suffered a period of decline between 1950 and 1975 when the governmental policy focus was on car traffic. Bicycle journeys started to be replaced by the moped and the private car. However, this trend was reversed between 1975 and 1990 when government policy also underwent a fundamental change.
 Partly this was due to a backlash by parents protesting at how dangerous it had become for their children to make their own way to school. This backlash culminated in the ‘Stop der Kindermoord’ (Stop child murder) campaign. What is interesting to note is that in a number of cities local transport policy was further advanced than national policy in terms focussing on the bicycle. It is therefore argued that the national policy reversed partly as a result of these local policies.

The German city of Muenster is well-known amongst Germans as one of, if not the most cycling friendly city in the country. Planning codes ensure that cyclist and pedestrian facilities are a core feature of new developments. Furthermore, the layout of many residential streets is deliberately meandering in order to discourage car traffic and make cycling and walking safer and more attractive. Cycling mode share was at 35% in 2001, the year of the last official count.

Cycling features heavily in Copenhagen’s strategy Solutions for a Sustainable City, making cycling integral to urban planning and design. One of the targets is to increase journey to work cycling mode share from an already high 36% in 2007 to 50% by 2015. Cycling infrastructure such as dedicated, uninterrupted cycle lanes and easy interchange with other public transport services is at the heart of the Danish approach (although cycling levels in Copenhagen are atypical of much of the rest of Denmark).
 In addition, collaborative organisations such as the Cycling Embassy of Denmark are made up of local authorities, consultants and non-profit making organisations and charities. This demonstrates an integrated approach to cycle planning and engagement with the whole community.
3.
METHODOLOGY

In addition to a general review of the literature and examples from Europe, semi-structured interviews were carried out with cycle campaigners and with planners from local authorities in the UK. Two thirds of these were carried out in the form of telephone interviews and the remaining third in the form of a self-completion questionnaire. These interviews allowed for an insight into how the Localism Act may make a practical difference at the community level.

The interviews were carried out between July and September 2011 when the Localism Act had not yet been given Royal Assent. It was hence the Localism Bill that was discussed with each interviewee and the analysis of the results will specifically refer to the Bill or the Act where appropriate to take into account any amendments that have been made to the Bill before enactment.

In order to maintain the anonymity of the interview participants, the profile of participants is summarised as follows – ten cycle campaigners were interviewed in total. Out of these:

· Two represent national level campaign groups

· Two represent London-based campaign groups

· Two represent campaign groups from large cities with a population of over 450,000

· Two represent campaign groups of towns with a population of 100,000

· One represents a campaign group of a town with a population of between 50,000 and 100,000

· One represents a campaign group from a rural area

Out of these, two campaign groups are based in towns known to be particularly cycle friendly or part of the Cycling Towns project. Furthermore, one campaign group is based in the UK but outside of England where the Localism Act does not apply. The intention of this was to obtain an outside view of the then Localism Bill and its potential benefits.

In addition, two planners, one from a city-based local authority and one from a local authority which also includes rural areas were interviewed.

The interview data was then tabulated in an assessment matrix in order to analyse common themes and viewpoints upon which to base this analysis.

4.
ANALYSIS OF RESULTS

4.1
Prevalent campaign work

The campaign groups interviewed were all active in general lobbying for better cycle facilities in their cities, towns and districts. More specifically, this included campaigns for cycle parking facilities in specific locations, resurfacing or new development of cycle lanes as well as general awareness raising. The other two main areas of campaign work were road safety and reduced speed limits, such as 20 mile per hour zones, and responding to planning matters and consultations with a view of accessibility and safety for all cyclists.

Mostly making the city safer for cyclists but also a lot of work in monitoring and objecting to planning applications. Making sure schemes meet standards in terms accessibility and permeability.

Improve facilities for all cyclists (abled and disabled).

Lobbying for 20mph is a major thing.

4.2
Awareness and opportunities of the Localism Bill

When asked whether they were aware of the Localism Bill, seven responded ‘yes’ and three responded ‘no’. The majority who had heard of the Bill, however, were not familiar with the details. Those who were aware of the Bill were somewhat uncertain as to whether it could offer a new opportunity for partnership between cycle campaigners and planners. Those who were most positive felt that the Bill may possibly create a few new channels for engagement but recognised that the Secretary of State retained a lot of power. Others were even more sceptical, feeling that change needed to be led by central government in order to be effectively adopted.

It probably does at the local level.

Possibly. It seems that the Secretary of State retains a lot of control. It seems to be an exercise getting activists to spend time on inputs which may or may not be realised. (…( There may be potential where a local activist group is very strong and has a good skill set. It seems a very bureaucratic process that is being proposed and it includes a lot of restrictions especially if the Secretary of State can just revoke the order.

I don’t think it creates channels. It closes them with central government.  

As reported above, most campaigners felt that engagement had to be government led. If the Localism Act is to bring any new opportunities local authorities need to be actively exploiting the benefits and communicating any new opportunities to their local campaign groups. The representatives of local authorities interviewed differed in their opinion as to whether the Act offers a significant new opportunity. On the one hand there was the belief that the Act offers a real chance for local people to be heard as well as a new level of independently facilitated interaction between communities and the council. In order for this to work, however, there needs to be a clearly defined process by the council that integrates the engagement and knowledge created with existing local, regional and national policies. Unless such a structure is put in place the opportunities created by the Act will be limited. 

4.3
Community Right to Challenge

The Localism Act proposes that it will become easier for local people to put ideas forward and to drive improvement in local services. Responses from campaigners interviewed varied from uncertain but positive to relatively sceptical and proposing other channels. Generally speaking campaigners would make use of this new channel if acknowledged by the council, however there remained some uncertainty and confusion as to how exactly it would work. It remained unclear to them who decides what to implement out of all the ideas put forward and whether decisions would be made along community rather than political lines. In addition, there was the worry that developers are also given a lot of powers and cycling would once again become marginalised.

It emerges from the research that where there already is a good relationship between the campaigners and the local authorities, the benefits of the Community Right to Challenge are considered greater. Likewise, where a good working relationship between campaigners and the council still needs to be established, this is considered a priority before any of the channels the Localism Act proposes are considered workable.

Useful to have. Local Strategic Partnerships worked well but have been scrapped. Used to be a good forum. Now will use whatever means there are.

A little bit sceptical any bill could improve the situation as it is at the moment. We have a good relationship with the council so just get in touch.

I am sceptical because some of the opportunities seem to be quite difficult but opportunities for developers to override our objections seem easier.

The most efficient way to put ideas forward would be a Cycle Liaison Group at which the Council Cabinet Member, the cycling officer and interested stakeholder groups meet quarterly to discuss local cycling issues. Not sure that the Bill will help achieve this.
4.4
Local Referendums

The proposals for local referendums where people are given the power to initiate local referendums on local issues that matter to them appears to be the area where campaigners saw the least opportunity through the Localism Bill. Nine out of the ten campaigners interviewed saw no real benefit in this proposal whereas one felt that it may possibly make a difference. The biggest problems with the proposal were that local authorities would only be required to ‘take the outcome into account’ and consider what steps, if any, are taken forward. Campaigners therefore felt that they were not given any real new powers.

In addition, one inherent problem with referendums is that mostly only people who feel very strongly about an issue will cast their vote. Cycle campaigners fear that, as cyclists are a minority, their views will be drowned by a strong lobby of motorists.

Local Referendums are no longer a stand-alone provision of the Localism Act. Instead they are included in other provisions such as Neighbourhood Planning where local residents will be able to vote on a proposed plan. Judging by the outcomes of this research, removing this area of the Bill has not deprived cycle campaigners of any significant opportunities to influence the planning and implementation of cycling facilities in their local communities.

It won’t make a difference. It says they only have to take it into account but they do already do that.

I am weary of local referendums. People don’t always know what’s good for them. Cyclists are in the minority so will lose out in votes.

I would be strongly against this. The problem with referendums is that it is easy for wrong impressions to get out (e.g. through local newspaper) and then lots of people will vote without much knowledge of it.
4.5
Neighbourhood Planning

The Localism Act’s proposal for Neighbourhood Planning generally got the strongest support out of the three proposals discussed in this paper, from the cycle campaigners interviewed. A number of campaigners already get involved in similar forums to those that could be created for the purpose of Neighbourhood Planning. These forums take the form of Area Committees for planning matters, Community Assemblies, Place Shaping Exercises etc. Where these existing channels have a set structure and the relationship between campaign groups and the local authority is good, Neighbourhood Planning may not offer any new opportunities. However, where such mechanisms are not in place, campaigners felt that this can offer a new and useful channel for engaging with the local authority and making their voices heard. For this it has to be ensured, however, that the local authority is taking the proposals derived out of Neighbourhood Planning seriously and a good relationship between the relevant groups is established.

Something we would consider. Might be one of the few areas where we might get marginally more influence. We already have area committees where planning matters are discussed so already an opportunity to input.

If this happened then we would try to get involved. I can see an argument for this as long as whole community and overall perspective are taken into account.

4.6
Communication gap

The issue of a knowledge or communication gap being one of the main barriers to successful stakeholder engagement has been outlined in the literature review. Cycle campaigners’ opinions about this seemed to vary. Some felt there was no problem and matters were communicated effectively whereas others point out that it was very easy for discussions and communication around cycle planning and scheme design to become too technical. What is important is that general knowledge from cyclists is not discarded as ‘lay knowledge’ which is not useful because it is not necessarily technical. It is rather listening to the needs of different types of cyclists, such as regular commuters, families with children, elderly cyclists etc. as well as site visits and cycles that can serve as a way to accumulate the most valuable knowledge.

This hasn’t proved a problem for us.

Very easy to make it too technical. Sustrans is really good at communicating to the general public. 

Professional groups often think only they are right or what they have always done is right. Need to listen and think outside the box. One can always improve communications.

4.7
Summary of engagement

Engagement at present

Most cycle campaign groups interviewed had a reasonably good relationship with their local authority though communication and engagement could be patchy and vary from time to time, depending on the individual councillors. Lack of continuity was considered to be one of the major problems.

There was a feeling that very little engagement was taking place at the national level since Cycling England has been disbanded. The most prevalent forms of current local engagement include:

· Cycle liaison groups, cycle forums and other forms of regular meetings

· Responses to consultations

· E-mail exchanges

· Direct communication with council representatives on an ad-hoc basis

Engagement through these channels is, however, not always successful. There was a feeling that some cycling issues were often given low priority and were dealt with through words rather than action.

We approach the Council, not vice versa. We are taken seriously and there is mutual respect.
In general we have a reasonably good relationship with the local planning officer. Sometimes we get an early opportunity to see planning applications if we press for it.

A Cycle Forum is the main channel. We also have informal contact via e-mail and meetings. We are listened to but marginalised.

Cycling issues are given low priority and generally dealt with by fine words and no action.

Proposals for future engagement

Regarding future engagement there was a feeling that the government needs to make the first step and take a leadership role in order to show that they are serious about cycling. This links back to generating trust in the government among the stakeholders, as outlined in the literature review. A further point to emphasise is the importance of long term planning and a process that is independent from elections and parties. In all of this, it needs to be ensured that not just one cyclist’s perspective is taken into account but that all different groups of cyclists are considered. The most popular channels that the campaigners wish to see used are:

· Pre-planning application discussions with developers

· Online cooperation and social media (a lot of people do not have time to attend lengthy meetings)

· Site meetings

· Cycle liaison groups (where not already established)

· Consultation

· Dedicated points of contact at the council

In addition it is important that an element of feedback underpins all forms of engagement. Feedback from the council on whether and how plans have been implemented or why they have not, are extremely important in building a relationship based on mutual respect.

The council representatives interviewed also viewed these forms of engagement as the most positive and proactive. Furthermore, they argued that engagement should also involve an element of education in order to widen the knowledge base of the stakeholders and over time bridge the communication gap. In addition, independent facilitation is fundamental to the success of many engagement techniques. This helps generate trust in the council and shows that they do listen but sometimes have to make decisions that cannot please all parties. Independent facilitation can help improve the relationship between the council and campaigners which ultimately will result in more positive outcomes.

Engagement would have to be largely initiated by government (…( government needs to kick-start the process to show they are serious.

Each interaction is positive. We will take what’s there, even if it is the Localism Bill. We will attend consultations and focus groups. Cycle campaigning is long term issue so even if it seems there is no achievement it is still worth it. It is wearing away resistance and raises awareness.

5.
SUMMARY AND CONCLUSIONS

In summary, there are a number of potentially significant opportunities that arise out of the Localism Act. The greatest opportunities for partnerships between cycle campaigners and transport planners lie in scheme design and more strategic local planning. The advantage of involving cyclists at an early stage in the process, such as in the development of neighbourhood plans, is that this will set the right basic conditions for the successful later development and implementation of more specific schemes. Some forums similar to neighbourhood planning already take place in a number of English local authorities. The proposals for Neighbourhood Planning made by the Localism Act are seen as the greatest opportunity by both campaigners and planners. For such forums to be successful, however, it is important that proposals are followed through by the relevant local authority and an inclusive community approach is taken. 

There are further opportunities for the Act to lead to overall improved engagement between cycle campaigners and local authorities. The general feeling among campaigners was that engagement has to be government led and continuous in order to show a commitment to improving conditions for cyclists. Some of the main channels that will be useful to facilitate such engagement are meetings, online collaboration, regular forums, consultation and feedback sessions, ideally through independent facilitation where possible. Whichever of these or other channels chosen, they should be based on the four key principles of stakeholder engagement that are outlined in the literature review: inclusivity, transparency, interactivity and continuity.

What we can learn from European examples is that to achieve a significant cycling mode share, there needs to be a collaborative approach between all parties involved. Furthermore, national and local policy needs to focus on the cyclist and the needs of cyclists need to be considered at the core of the planning process.

Despite these opportunities, there are some barriers that remain. In order for improved partnerships between cycle campaigners and transport planners to emerge from the Act, it needs to be translated into direct actions by the local authorities as otherwise it will be difficult for cycle campaigners to draw benefit from it.

Another barrier that was perceived as one of the main issues by campaigners was that the Bill also gives a lot of powers to developers. Referendums for example are only on proposed plans so have to be triggered by proposal and cannot appear from nowhere. Furthermore, authorities are only partially bound. A lot of companies and developers get involved in petitions to support their cause and often do not lead to sustainable or cycling-friendly developments. The barriers presented by referendums have already partly been addressed by removing Local Referendums as a stand-alone provision from the Localism Act.

For the opportunities created by the Act to be realised and for the barriers to be overcome, a good relationship between cycle campaigners and transport planners is key. This needs to be supported by decisions along community rather than political lines. The Act offers a channel for local authorities to investigate why cycle campaigners are making certain suggestions. This is important because it highlights what the core issues are that are currently often not overcome.
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