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Abstract  

The National Parks of the United Kingdom are characterised by their beautiful countryside 

and spectacular rural landscapes. They are also significant  leisure based trip attracting 

locations, the dominant trans port mode being the private car  which typically accounts for 

90% of all journeys made to these destinations. Excessive car use in National Parks is 

problematic since traffic congestion, environmental degrad ation, vehicle noise and parking 

problems serve to undermine the natural and recreational values which they are intended 

to promote.  

 

As recognition of the negative impacts of car use in National Parks has grown, so have calls 

for innovation and experiment ation in approaches to traffic management and transport 

policy  in these locations. Despite this, policy change has been slow. S ustainable and 

effective solutions to transport p roblems in UK National Parks appear no nearer to being 

found now than they were sixty five years ago.  

 

Accordingly, this thesis seeks to investigate the process of policy change with respect to 

leisure transport in UK National Parks. The study adopts the Multiple Streams framework 

(Kingdon, 1984) as the mechanism by which to explore p olicy change in the sector, and  a 

case study method is chosen as the overarching research approach. Within the case study 

design, a three stage research method is undertaken, consisting of a) documentary analysis 

combined with semi -structured interviews wi th Transport Officers at UK National Park 

Authorities, b) two sub case studies at the local level in the New Forest and Yorkshire Dales 

National Parks, and c) semi -structured interviews with  National Park transport planning  

experts at the national level.  

 

The Multiple Streams framework is shown to accurately identify important processes and 

mechanisms which can be seen to account for policy stability  (and therefore inhibit change)  

within the National Park transport planning sector. As such, the thesis concl udes that at the 

present time there is no significant window for policy change with respect to leisure 

transport in UK National Park s. A number of barriers exist which make this so. First are 

perceptions of public and political apathy towards transport pro blems in the National Parks, 

and a lack of quantifiable data by which to ôframeõ these issues. Second are competing 

agendas of key delivery agencies in the policy sector, where conflict between economic and 

environment objectives limit the consideration of  certain transport planning instruments for 

use. Third are issues surrounding the technical feasibility (in terms of implementation) and 

public acceptability of a range of transport planning instruments, and fourth is a lack of 

advocacy for policy change amongst the general public and politicians at the local and 

national level. In light of the research findings, recommendations and advice to policy 

makers and practitioners seeking change within the sector are offered.  
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Chapter One:  Introduction  

 

1.1  INTRODUCTION 

The National Parks of the United Kingdom (UK) are characterised by their beautiful 

countryside and spectacular rural landscapes.  They are also significant generators of leisure 

based travel demand. That is, ôpeople travelling to access and enjoy the natural 

environment in all its formsõ (Natural England, 2008a, p.1). Over 90% of visitors to National 

Parks arrive by car, making it by far the most domi nant transport mode for leisure travel in 

these areas (Reeves, 2006). High levels of car use in any location can create a number of 

issues. In areas such as National Parks ð often so designated in order to afford greater 

protection to particularly vulnerab le locales ð these impacts can be magnified and hence 

become critically important.  

1.1.1  The impacts of car use in National Parks  

Impacts pertaining to car use in the National Parks  include congestion, environmental 

degradation, noise pollution, air pollution an d conflicts with wildlife (Natural England, 

2008a). Recent literature serves to highlight the extent of these issues:  

 

ôThe sheer volume of traffic can undermine the special qualities of National 

Parks, like their tranquillity, and conflict with aims to co nserve and enhance 

the natural environment, heritage and local character. Give n the nature of the 

areas affected, ENPAA believes Government and other policy makers need to 

address transport problems in National Parks as a priorityõ (English National 

Park Authorities Association, 2007, p. 1).  

 

ô[Levels of private car use] entails a huge volume of traffic, often in seasonal 

influxes, which threatens many of the special qualities that draw both 

residents and visitors to National Parks in the first place. Air a nd water 

pollution levels rise; habitats and landscape character are threatened by 

vehicle encroachment; tranquillity is broken by traffic noise; and the wider 

impacts of transport emissions and their contribution to climate change are 

already being seen in changing ecosystems, migration patterns and other 

critical aspects of species and habitat survivalõ (The Campaign for National 

Parks, 2009a, p.1).  

 

Despite these assertions, it is difficult to actually quantify existing traffic conditions in the 

National Parks, since data monitoring in these locations is both complex and expensive. As 

a result, there is no comprehensive or consistent approach to the collection of transport 
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data. Historical policy documents however clearly illustrate long -standing and increasing 

unease about the impacts of transport in National Parks.  

1.1.2  The growth of the transport challenge  

Concern regarding the impact of transport  in UK National Parks is not new. In 1945, prior to 

their official creation,  a group led by civil servant John Dower was asked by the 

Government to report on the theory and purpose of National Parks. The issue of vehicle  

leisure traffic  in particular  formed a central theme to the report, in which it was stated 

that ôbecause motor tourists have unrestricted freedom to  use all these primary and good 

secondary roads and to enjoy the scenery, it does not follow that they have any proper 

claim for the endless widening and improvement of all such roads to enable them to travel 

everywhere at high speeds, regardless of the vi ew, and without risk of congestion, however 

many of them may take simultaneously the same Sunday outing õ (Dower, 1945, p. 24).  

 

This was echoed nearly 30 years later in a review of National Park policies (known as the 

Sandford Report) which stated that ôwe hold most strongly that in National Parks 

environmental quality should be the primary criterion and that the planning of road 

systems, the design of alterations and the management of traffic mus t be governed by that 

criterionõ (Sandford, 1974, p. 81).  

 

Furthermore , a 1991 review of the role of National Parks (the Edwards Report) identified 

that traffic conditions in the National Parks had deteriorated since the publication of the 

Sandford Report. The report stated that ôwe believe that National Park Auth orities should 

become leaders in experimental initiatives for traffic management in sensitive rural 

environmentséPark Authorities should be bolder and more imaginativeõ (Edwards, 1991, p. 

53).  

 

Crucially,  each of these reports  identified the relative fail ure of policy makers to suitably 

address the transport challenges posed.  In summarising these reports, Cullinane  (1997, p. 

271) concluded that ôsuccessive official committees established to review the future of 

National Parks have recommended that traffic in National Parks should not be allowed to 

expand to the detriment of the environmental quality of the Parks or the enjoyment of 

users. Indeed, it is possible to detect a definite progression towards increasingly radical 

suggestions of ways to control the car as the severity of the traffic problem increasesõ. 

1.1.3  Transport planning and policy responses in UK National Parks  

The academic literature per taining to transport and UK National Parks  reveals a 

considerable imbalance between the theoretical call for meas ures to control car use and 

practical examples on the ground. Cullinane and Cullinane (1999, p. 86) stated that ôto 

stand any realistic chance of successétraffic management initiatives in National Parks 
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should compromise an integrated package of ôcarrotõ and ôstickõ measures which together 

attract car trips to public transport while s imultaneously deterring car useõ. Similarly, 

Eaton and Holding (1996, p. 64) concluded  that ôit might well in extreme cases be 

necessary to implement traffic restrictions and p romote an integrated traffic strategy as 

part of a ôgreenõ programmeéthe time for a sea change in attitudes and policies has come. 

Much further research work remains to be done to clarify attitudes and identify the 

enterprising projects that will induce a change in behaviourõ.  

 

A number of unsuccessful attempts at traffic management schemes involving elements of 

vehicle restraint were made during the 1990õs, but projects were ultimately withdrawn or 

abandoned, due in large part to their high profile public  unpopularity (Cullinane et al, 

1996). More recent efforts to reduce car use in National Parks have largely been limited to 

the use of incentives (such as improvements in public transport service provision and 

marketing) which serve to make alternative mod es to the car more attractive, as opposed 

to the use of disincentives designed to restrict or discourage car use (Guiver et al, 2008).  

 

Accordingly, research has also focussed on the identification of the factors behind the 

problematic implementation of t raffic management schemes in rural areas. Regnerus et al 

(2007) concluded that the problem relates primarily to the interdependence of stakeholders 

concerned and involved with planning and decision making. Beunen et al (2006) concluded 

that in rural locali ties negative attitudes to traffic restraint schemes can be reinforced by a 

lack of alternative transport modes, which can compound car dependency and serve to 

increase hostility towards restraint schemes, and reinforce negative attitudes towards 

alternati ve transport. Furthermore, previous research into traffic restraint schemes in rural 

areas (Holding and Kreutner, 1998; Dickinson and Dickinson, 2006) concluded that 

opposition to vehicle restraint initiatives is greatest among resident populations as oppo sed 

to tourists, who are concerned that to limit vehicle access in a specific location will 

discourage visitors and harm the local economy.  

1.2  RESEARCH GAP 

A significant body of literature pertaining to transport policy and planning for UK National 

Parks exists, and much has been written about the need for changes in policy and planning 

approaches in these locations (Cullinane, 1997. The National Trust, 2005. ENPAA, 2007).  

Furthermore, a wider policy framework exists which encourages National Parks to become  

exemplars for sustainable development:  

 

ôParks areéexpected to offer an environment where innovative policy, 

particularly with regard to sustainable development, should be spearheaded 

and testedéNational Park management should therefore expect to break new 
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ground. Keynote projects have a clear role to playõ (Countryside Commission, 

2005, p. 19).  

 

Despite calls for innovation and experimentation in approaches to traffic management and 

transport policy, change is slow. Indeed, literature explored briefly in this introduction, and 

more comprehensively in future chapters, supports the assertion that sustainable and 

effective solutions to transport problems in UK National Parks are no nearer to being found 

now than they were sixty five years ago.  

 

Studies examining successes or failures of specific planning approaches within a single 

locale are frequent (Lumsdon and Owen, 2004. Cullinane et al, 1996). Less prevalent 

however is research on the opportunities for policy change within the  leisure transport 

sector in  UK National Parks. It is this gap which the thesis aims to address. The study aim 

and objectives are outlined in the next section.  

1.3  AIM AND OBJECTIVES 

Arising from the identified research gap, the aim of this thesis is as follows:  

 

AIM: To investigate the process of policy change with respect to leisure 

transport in UK National Parks.  

 

This is supported by the following objectives:  

 

Á To identify issues and policies relating to the leisure based use of National Parks, 

with particular regard to transport;  

 

Á To examine the views of National Park Transport Officers on the current and likely 

future development of leisure transport and related policies in UK National Parks;  

 

Á To analyse perceptions of UK National Park transport issues and policies amongst 

relevant c ommunities of interest at a local level;  

 

Á To analyse current perceptions of UK National Park transport issues and policies 

nationally, and explore possible future avenues for policy change;  

 

Á To develop recommendations and advice to policy makers and practi tioners who 

maintain aspirations for transport policy change within UK National Parks.  
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1.4  STRUCTURE OF THESIS 

The thesis is composed of thirteen chapters. Following this introductory chapter, it is 

structured as follows. Chapter 2 provides a review of litera ture pertaining to leisure travel 

and the impacts of the demand for leisure within National Parks. Chapter 3 introduces the 

theoretical framework which guides the study and which is constructed around the concept 

of policy change, whilst Chapter 4 details the research approach taken. As the research 

focus narrows, Chapter 5 revisits the literature to provide a comprehensive overview of 

issues and policies relative to leisure travel and transport in UK National Parks specifically, 

and Chapter 6 reports on in terviews from a UK wide survey of National Park Transport 

Officers. Case study findings examining transport policy making processes in the New Forest 

National Park (Chapters 7 and 8) and the Yorkshire Dales National Park (Chapters 9 and 10) 

are then presented. Chapter 11 next validates the earlier case study findings through 

interviews with UK transport experts, which also yield perspectives on future approaches to 

transport planning and policy making in the National Park context. Findings are brought 

toget her for discussion in Chapter 12, which helps inform the study conclusions, limitations 

and areas for further research as set out in Chapter 13.  
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Chapter Two:  Leisure Travel and National Parks  ð Issues and 

Policies  

 

 

2.1  INTRODUCTION 

This chapter presents an overview of the literature pertaining to leisure travel and the 

impacts of the demand for leisure within National Parks. The aim of the chapter is two -

fold. First, to provide a contextual overview of information relevant to the study. Second, 

to aid in the formulation of the research aim, objectives and questions. The chapter is 

structured as follows. Section 2.2 provides an examination of leisure travel as a form of 

transport demand, whilst section 2.3 constructs an international overview of the role of 

National Parks and an appraisal of the challenges arising from leisure based use of these 

resources. An in-depth assessment of issues and policies surrounding transport, leisure 

travel and National Parks internationally is undertaken in section 2.4, and concl usions are 

presented in section 2.5.  

2.2  TRANSPORT DEMAND FOR THE PURPOSE OF LEISURE 

The concept and impacts, both positive and negative, of transport demand for the purpose 

of leisure forms a key foundation of this study. This section seeks to elucidate on th e most 

important aspects of leisure travel relative to this thesis. It examines the role of the car as 

the primary transport mode for leisure travel at the local level. The complexities and 

inherent contradictions that exist in seeking to encourage leisure  whilst limiting the 

impacts of the transportation on which it often relies are documented.  

2.2.1  Defining leisure travel  

It is challenging to find universally accepted definitions relating to the concepts of leisure, 

recreation and tourism (Jackson and Burton, 1999. Butler and Boyd, 2000). It is equally 

difficult to determine the points on the leisure/tourism/recreation continuum at which the 

concepts merge or devolve. In discussing this complexity, Butler and Boyd (2000) note that 

tourism can generally be consi dered simply as holiday travel for pleasure, with recreation 

taken to imply non -holiday visitation for pleasure.  

 

It is beyond the scope of this thesis to expound this debate. For the purpose of this thesis, 

tourism, recreation and leisure, and the transpo rt demand that they derive, are considered 

together under the umbrella term of leisure travel. As outlined in the introductory chapter, 

leisure travel can be defined as ôpeople travelling to access and enjoy the natural 

environment in all its formsõ (Natural England, 2008, p. 1). This will be the preferred 

definition of leisure travel in this thesis.  
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2.2.2  Leisure travel and car use  

In the UK, the private car is the dominant mode of transport for leisure travel (Lumsdon 

and Owen, 2004. Connell and Page, 2008). The National Travel Survey (DfT, 2005) 

estimated that 30% of all trips, and 40% of all mileage, undertaken in the UK can be broadly 

categorised as leisure travel (this definition incorporates journeys allied to visiting friends 

and relatives, eating out, spo rt and entertainment, and holidays and day trips). Journeys by 

private car account for 82% of the distance travelled.  

 

More specific to this study are statistics relating to day visits and holiday travel to, and 

within, rural areas, and more specifically N ational Parks. Guiver et al (2007) assert that 83% 

of day trips to the countryside are made by private car. This figure is even higher in the 

context of UK National Parks, where 90% of visitors arrive by car (Reeves, 2006. ENPAA, 

2007. CNP, 2009b). 

 

Such findings are replicated internationally. Following an international empirical review of 

traffic data, Gronau and Kagermeier (2007, p. 128) reflect that ôleisure and tourism traffic 

is a segment of the transport market which has a high affinity for motorised  private 

vehiclesõ. 

 

Despite the contribution of leisure transport to overall transport demand, a number of 

authors in the field (Dickinson et al, 2009. Lumsdon, 2006) assert that historically it has not 

been subject to the same level of policy attention n ationally as other derivations of travel 

such as journeys to work or education. There are a number of reasons why this may be the 

case, as examined below. 

2.2.3  Differences between leisure travel and other forms of transport demand, and its 

implications for poli cy development  

There are inherent differences between leisure travel and other forms of utility travel. In 

their study of the potential for traffic reduction at visitor attractions, Guiver et al (2008, p. 

144) neatly outline one element of this disparity:  

 

ôLeisure travel differs from utility travel in the degree of discretion exercised 

by the traveller in whether or not to travel, where, when and how to go. 

Journeys to work, education, shopping and health facilities are usually 

restricted to one destinatio n and certain times, but journeys for leisure have 

an infinite number of possible destinations and can be spontaneous decisions 

with few time constraintsõ. 

 

As a result, the private car offers a greater degree of choice to the consumer, relative to 

other t ransport modes (Dickinson et al, 2004). The dispersed nature of leisure destinations 



Chapter Two  

Leisure Travel and National Parks - Issues and Policies 

 8 

and attractions means that they are often infrequently served by, or completely removed 

from, public transport routes (Dickinson and Robbins, 2008). Or, where public trans port 

options are available, the relatively infrequent nature of leisure trips (in comparison to 

journeys to work or school) may mean that visitors are unfamiliar with the destination and 

its associated public transport networks and/or infrastructure, and t herefore continue to 

favour the use of a private vehicle (Guiver et al, 2007).  

 

Cost is also an important element in determining the choice of transport mode for leisure 

travel. As Robbins and Dickinson (2007, pp. 174-175) assert: 

 

ôFares for public transport continue to rise in real terms and in this era of mass 

car ownership the cost of taking leisure and tourism journeys by car is low. 

Although the full cost of car use is estimated by the Automobile Association at 

around 44p per mile, around 60% of these costs are fixed costs, incurred on an 

annual basis and unrelated to mileage. A discretionary tourism journey does 

not generate additional fixed costs, therefore the escapable costs of such 

journeys, e.g. the cost of the trip as opposed to leaving the car  parked, is low 

compared to public transport alternatives. In addition, the cost of carrying 

additional passengers by car is virtually zeroõ. 

 

Furthermore, there is an inherent conflict in the core ideologies of policies for transport 

and leisure/tourism. On the one hand is an overarching transport policy framework which 

seeks to suppress growth in car use, and on the other are policies for leisure/tourism 

(already demonstrated to rely heavily on car use) which seek  to promote growth in the 

industry (Robbins and Dickinson, 2007). 

 

With these factors in mind, it is possible to justify a policy focus on encouraging more 

sustainable travel in the context of journeys to work and employment than leisure travel 

(Dickinson et al, 2004). This is because these kind o f journeys tend to be shorter and more 

familiar to the individual, and offer the greatest potential for modal switch from car to 

more sustainable transport modes. This said, evidence to be presented in this and future 

chapters suggests an increasing academic and practical focus on the amelioration of some 

of the issues arising from car -borne leisure travel at the destination/site specific level. 

Such a scenario emerges largely because these locations are where the impacts of excess 

demand car use are most keenly felt (Lumsdon, 2006). This concept is explored in more 

detail below.  

2.2.4  Leisure travel at the local level ð classification of key terms  

Leisure travel literature makes frequent reference to the impacts of car -borne traffic at 

the local level. Within thi s context, the terms ôdestinationsõ, ôvisitor attractionsõ and 
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ôhoneypotsõ are often used. Each of these terms are of relevance in the context of this 

thesis, though there are nuances to their use and they will not be used interchangeably. It 

is useful to clarify the application of their use here.  

 

Destinations (area based)  

Destinations are categorised on the basis of a geographical area. For example, Swarbrooke 

(2002, p. 9) defines destinations as ôlarge areas that include a number of individual 

attraction s together with the support services required by touristsõ. Destinations for leisure 

travel which can be incorporated within this definition may include the countryside, the 

coast, or large towns and cities. In terms of this thesis, a National Park itself will be 

considered to fall under the umbrella of this definition.  

 

There is an expanding literature base, which focuses on the concept of destination based 

leisure travel, of which National Parks are often the subject. Notable areas fo r research in 

the fie ld include  amongst others: attitudes to, and potential for increased use of, public 

transport in rural areas (Eaton and Holding, 1996. Cullinane and Cullinane, 1999); the 

potential for encouraging more sustainable travel within and around destination areas  

(Beunen et al, 2008); the possible role for vehicle restraint as part of transport strategies 

for leisure travel (Steiner and Bristow, 2000. Eckton, 2003); and the role of public attitudes 

in transport policy development for destination areas (Lumsdon and  Owen, 2004). 

 

Visitor attractions (site specific)  

Visitor attractions can be defined as ôgenerally single unitsébased on a single key featureõ 

Swarbrooke (2002, p. 9). A comprehensive classification of different types of visitor 

attractions is provided by  Leask (2010), and summarised in Table 2.1. 

 

Table 2.1 - Summary of visitor attraction categories  

(Source: Leask, 2010)  

Attraction category  Examples in a UK context (not exhaustive)  

Theme parks/amusement parks Water parks, theme parks, amusement parks  

Museums/galleries  Art, cultural, historical, open air museums  

Natural  Gardens, country parks, forests, lakes, valleys  

Animal Farms, zoos, aquariums 

Visitor centres  Cultural, industrial, transport  

Religious sites Cathedrals, chapels 

Heritage Castles, forts, historic houses, monuments  

 

Visitor attractions are important in the context of this study as they can be significant 

generators of leisure based transport demand. As Guiver et al (2006, p. 17) note: 

ôattractions, ranging from small museums and monuments with fewer than 10,000 visitors 
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per season to theme parks attracting over 1 million visitor -trips are often the predominant 

reason for leisure trips to any destination areaõ. That is, whilst destinations may induce 

travel demand in their own right, vis itor attractions within them can also influence travel 

demand on a site-specific basis.  

 

The greatest academic coverage of leisure travel with regard to visitor attractions in the UK  

has been in the context of natural and heritage attractions located withi n rural destinations 

themselves (Cullinane et al, 1996. Guiver et al 2006). The focus on much of this research 

being case-study based projects examining the factors behind the success or failure of 

particular transport strategies designed to ameliorate som e of the negative impacts 

surrounding the propensity of car based travel to site.  

 

Honeypots (site specific)  

The subject of honeypots add s a further dimension to the concept of site specific leisure 

travel. A simple definition of the term is provided by P age (2005, p. 53) who considers 

honeypots to be ôlocations that attract a large number [of people] in a confined areaõ. 

Although there is apparent overlap between this definition and that of visitor attractions, 

the most obvious distinction is that a honey pot need not necessarily represent a single 

recreational resource. For example, in summarising the results of research into visitor 

behaviour in the Lake District, Sharpley (2009, p. 60) asserted that ôalthough the natural 

beauty of the area is a major att raction, the majority of visitors participate in more passive 

activities such as visiting towns, shopping, [and] visiting restaurants and pubséhence 

tourism activity is centred on the main honeypots referred to previouslyõ. The honeypots in 

question being the small towns within the Lake District in which the greatest number of 

amenities to the visitor is available. Thus, in much the same way that visitor attractions 

generate transport demand in destination areas, so too can honeypots.  

2.2.4.1  The two dimension s of  leisure travel  

The classifications above help to illustrate two distinct elements of leisure travel, namely 

journeys to a visitor attraction/honeypot or destination area, and journeys within  

destination areas. It is important to be aware of this distincti on, since it highlights the fact 

that a range of transport policies and planning strategies may be required to seek to 

address identified issues, and that there is no ôone size fits allõ solution. 

2.2.5  Summary 

This section has sought to elucidate a number of th e key issues relevant to leisure travel in 

the context of this thesis. The concept has been defined, and the reliance on car use for 

leisure travel has been documented. The differences between leisure travel and other 

forms of transport demand have been de monstrated, whilst consideration of the practical 

issues that this disparity has for policy makers has also been noted. It has been revealed 
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that interest in ameliorating the impacts of car -borne leisure traffic at the local level is 

increasing due to an exacerbation of the issues that it creates. Finally, the different 

dimensions of leisure travel, in terms of travel to/from destinations/attractions, and 

within/between them have also been documented.  

 

One such destination which the literature reveals to be  particularly sensitive to the impacts 

of leisure based vehicle traffic is  National Parks. The next section provides an international 

overview of the role of National Parks and an appraisal of the challenges arising from 

leisure based use of these resources.  

2.3  OVERVIEW OF NATIONAL PARK HISTORY, PHILOSOPHY, FUNCTION AND ISSUES 

This section provides an introduction to the National Park concept, charting its beginnings 

in the USA in the late 19 th century through to the present day. The founding philosophies of 

the National Park movement, and their relevance today are examined. The section 

concludes with an assessment of the challenges currently facing National Parks 

internationally. Many of these challenges are shown to arise from the demand for leisure -

based usage of the resources.  

2.3.1  The development of the National Park concept  

The National Park movement began in the USA in the late nineteenth century. Yellowstone, 

the worldõs first National Park, was established in 1872. The literature notes two primary 

factors in fluential in the initial inception of the National Park concept. First, recognition of 

the need to preserve and protect the countryõs most sensitive natural resources. Second, 

acceptance that areas of such beauty should be accessible to the general public for their 

benefit and enjoyment (Butler and Boyd, 2000. Eagles and McCool, 2002. Hall and Frost, 

2009a). In assessing the compatibility of these two factors during the time of National Park 

inception, Pigram and Jenkins (1999, p. 182) note that:  

 

ôefforts at ôpopularisationõ of the parks read a little strangely in view of latter-

day problems in North America, stemming from visitor pressure, congestion 

and fears of deterioration of park landscapes. However, the historical context 

should be borne in mind. The  first parks were remote and difficult to access; 

transport was relatively slow and primitive, and public funds for park 

development were very limited. While patronage remained low, there must 

have seemed little contradiction between use and preservation, nor any need 

for management plans to maintain ecological valuesõ. 

 

This statement hints at some of the issues emerging in the context of National Park 

management in the present day. These will be examined in more detail in later sections of 
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this chapter. F or now, the focus remains on the growth of the National Park movement over 

time.  

 

In charting the history of the National Park movement internationally, Hall and Frost 

(2009a) classify its development into three stages:  

 

Stage 1 ð The birth of the Nationa l Park concept (1872 ð 1900)  

Yellowstone National Park is established, and by th e end of the nineteenth century  further 

parks had been created in the USA whilst the idea had also spread to other English speaking 

nations of Canada, Australia and New Zealand.  

 

Stage 2 ð European engagement minus the major powers (firs t half of 20 th  century)  

The National Park movement reached Europe during the first half of the twentieth century, 

when parks were established in countries such as Sweden, Italy, Romania, Greece, Spain, 

Iceland, Ireland and Switzerland . Notable by their absence from  this list are some of the 

major European countries such as the UK, France and Germany. Frost and Hall (2009) 

outline a range of factors contributing to the late establishment of Nationa l Parks in these 

countries, including:  

 

Á A perceived lack of synergy with the National Parks models of the early adopters;  

 

Á Lack of public land and the prohibitive cost of purchasing private land in order to 

create National Parks;  

 

Á Cultural confidence negat ed the desire to promote national identity through the 

creation of National Parks; and  

 

Á Other priorities for political decision makers such as the two World Wars and the 

Great Depression. 

 

Stage 3 ð Global engagement (second half of 20 th  century)  

The second half of the twentieth century saw the National Park concept spread globally, to 

the extent that ônearly every country boasted them ð and indeed one could hardly boast of 

being a true nation without oneõ (Hall and Frost, 2009a, p. 7).  

2.3.2  National Parks toda y 

Whilst they may all share the same title, in practice models of National Park operation vary 

from country to country (Butler and Boyd, 2000). As Hall and Frost (2009a) note, National 

Parks are free from an international controlling organisation, and coun tries have been able 

to adapt and evolve the concept and use of the term to their own physical, social and 
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environmental circumstances. As such, it is hard to find a universally accepted definition of 

the term. For example, following an international confe rence on National Parks in 1969, 

the IUCN provided the definition of a National Park as ôa relatively large area where: 

 

Á one or several ecosystems are not materially altered by human exploitation and 

occupation;  

 

Á the highest competent authority of the coun try has taken steps to prevent or to 

eliminate as soon as possible exploitation or occupation in the whole area, and to 

enforce effectively the respect  of ecological, geomorphological or aesthetic 

features which have led to its establishment; and  

 

Á visitors are allowed to enter, under special conditions, for inspirational, educative, 

cultural and recreative purposesõ. 

 

This definition may be useful in illustrative terms. In practice, particularly in the context of 

countries establishing National Parks during  the second and third stages of development, it 

is not entirely appropriate (Pigram and Jenkins, 1999). As will be discussed in Chapter Five, 

the UK model of National Parks is one quite far removed from the IUCN description (Parker 

and Ravenscroft, 2000).  

 

Despite nuances in the application of the National Park model internationally, a point of 

particular significance is the conclusion of Hall and Frost (2009b, p. 303) that:  

 

ôTwo elements tend to lie at the core of the majority of National Park 

legislatio n throughout the world. First, that parks should be protected areas to 

enable environmental and scenic conservation. Second, that they should be 

accessible for public recreation, including tourism and enjoyment. These 

elements have been a part of the creat ion of National Parks and National Park 

systems since before the First World War and lie at the core of National Park 

establishment in the New World and in Europe. The potential contradictions 

between these two elements have often served as a major problem  for park 

managementõ. 

 

It is towards the conflict between access and promotion of leisure on the one hand, and 

conservation and preservation on the other, that this section now turns.  
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2.3.3  Access, use and enjoyment versus preservation and conservation  

As noted above and reinforced by Boyd (2000), there is a fundamental and well -established 

link between National Parks and the encouragement of their use by the general public. As 

will now be examined, this relationship yields both advantages and disadvantages.  

2.3.3.1  Benefits arising from public use of National Parks  

Eagles and McCool (2002) consider the relationship between National Parks and public use 

to yield benefits in three distinct dimensions, namely society in general, benefits at the 

local level and benefits at the personal level.  

 

Societal benefits of relationships between National Parks and public use  

At the widest societal levels, encouraging interaction between National Parks and people 

can be seen to assist in government objectives relating to: increasing em ployment, assisting 

and enforcing community cohesion, sustaining and promoting national identity, providing 

education opportunities for all members of society, protecting and conserving natural and 

cultural heritage, and promoting health benefits allied to  outdoor recreation and leisure. 

The way to assess if these benefits are actually realised is by examining National Parks at 

the local level (Eagles and McCool, 2002).  

 

Benefits of public use of National Parks at the local level  

As Pigram and Jenkins (1999) note, in economic terms, the contribution that visitors make 

to National Parks and their environs are considerable, and can include:  

 

Á support of local employment, be it in the tourism/leisure sector or areas supporting 

them;  

 

Á the stimulation of profitabl e domestic industries in accommodation, restaurants, 

transport, guide services and artefacts;  

 

Á diversification of the local economy in line with new/increased demands for local 

products; and  

 

Á improvements to local infrastructure and intercultural communica tion and 

understanding.  

 

Benefits to individuals of their use of National Parks  

The use of National Parks generates benefits for individual participants. Eagles and McCool 

(2002, p. 7) note the personal benefits of park use to participants: ôParks are special places 

for the restoration of the physical and emotional health of visitors. They help to renew a 

personõs health and relieve the stress of urban livingõ. Recognition of the personal benefits 
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that outdoor recreation brings, and the desire to protect ar eas such that it could be 

undertaken, were part of the founding movement of the National Park concept (Hall and 

Frost, 2009a). This is a theme which continues today, as recent health initiatives in the UK 

have sought to present National Parks as ôgreen gymsõ - that is, areas in which to promote 

both mental and physical well being (Sharpley, 2009).  

 

In outlining the benefits that access in terms of recreation, leisure and tourism in National 

Parks bring to different aspects of society, it must also be recogn ised that there are costs 

involved. These are examined In detail in the next section.  

2.3.3.2  The dis-benefits of public use of National Parks  

The literature is rich with examples of issues arising from human use of the National Parks. 

However, as Shackley (1996) notes, the type of recreational and tourism activity 

undertaken in National Park s internationally is  dependant on many factors, including the 

services and infrastructure available, visitor demands and desires, and the resource of 

interest. As such, there a re many ways in which the human impacts of National Park use 

can be classified. This section will examine issues in two dimensions. Firstly, in the context 

of three key conflicts which can be seen to emerge from the literature, namely:  

 

Á Cultural conflict;  

Á Conflict with wildlife; and  

Á Conflict with the natural environment.  

 

Secondly, in broader and more general terms in the context of management issues 

pertaining to:  

 

Á Overuse of National Parks and the subsequent need for visitor management.  

 

This approach is reflective of the two primary approaches taken by authors in defining 

visitor based issues in National Parks. That is, either case study based research on specific 

issues within a single National Park (or group thereof within a particular system or contex t), 

or a broader based assessment of management issues pertinent to National Parks more 

generally. This section now continues with an examination of cultural conflicts arising from 

the recreational use of National Parks.  

 

Cultural conflicts  

Estimates suggest that 50% of all National Parks and protected areas globally are on 

indigenous land, including 85% of all such areas in Latin America and Africa (Colchester, 

1996. MacKay, 2002). According to MacKay (2002, 2007), since the beginning of the National 

Park movement over 12 million people have been removed from these areas in order to 
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allow for their establishment. This trend began with the removal of Native Americans from 

Yellowstone in the late nineteenth century, and continued into the twentieth century wi th, 

to name only a few, the expulsion of Abori ginal (Australia), Maori (New Zealand), and 

Maasai (Kenya and Tanzania) peoples from their traditional lands (Zeppel, 2009). It is only 

relatively recently that holistic attempts at an international level have been made to 

secure rights for indigenous people in the context of National Park legislation.  

 

Conflicts with wildlife  

In an assessment of the visitor impacts on wildlife in National Parks, Lilieholm and Romney 

(2000) note that they vary according to thei r ecological settings. This finding is reflected in 

the literature, which reports a variety of issues. For example, in some of Africaõs National 

Parks, mountain gorillas are vulnerable to the transfer of disease from tourists. This has 

resulted in the impl ementation of strict visitor guidelines in order to minimise this risk 

(Orams, 2002). Lilieholm and Romney (2000) cite animal casualties from vehicle accidents 

as the most direct conflict between wildlife and recreational use of National Parks, and 

consider this to be an internationally relevant issue. For example, they cite heavy losses of 

Bushbuck, Roan Antelope, and Hartebeest to road traffic accidents in Nigeriaõs National 

Parks, and the annual loss of between 1 -2% of Yellowstone National Parkõs Elk, Mule Deer 

and Wolves from vehicular collisions.  

 

Conflicts with the natural environment  

Use of National Parks for recreation has also been demonstrated to create numerous 

conflicts with, and degradation of, the natural environment. Table 2.2 below summarise s a 

range of these impacts.  

 

Table 2.2  - Ecological impacts of recreation in National Parks  

(Source: Spink, 1994)  

Ecology Recreational use  Impact  

Vegetational habitats 

(moors, heaths, ferns, 

woodland, etc)  

Rambling, hiking, camping, 

mechanised sport, clim bing 

- Habitat destruction and damage 

from access and trampling;  

- Development of roads, buildings 

and visitor infrastructure  

Wildlife habitats (nest 

sites, dens, colonies, 

feeding sites, etc)  

Rambling, hunting, 

intrusive naturalism, 

mechanised sport 

- Impact of human presence;  

- Disturbance and destruction;  

- Pollution (exhausts, sewage, 

refuse, etc)  

Landscape features 

(woodland, walls, 

paths, dwellings, etc)  

Sightseeing, touring, 

hiking, mechanised sport  

- Visitor damage;  

- Construction of facilities an d 

infrastructure  

 



Chapter Two  

Leisure Travel and National Parks - Issues and Policies 

 17 

Endorsing the findings of Spink (1994), Pigram and Jenkins (1999) conducted a review of 

academic studies undertaken in the context of Australian National Parks in order to 

understand the environmental impacts of tourism within them. The most frequent impacts 

identified across these studies included land damage/erosion from vehicles and walkers, 

water pollution from a range of tourism activities and support services, litter, visual 

impacts of tourism related infrastructure and noise occurr ing from tourism.  

2.3.4  The need for visitor management  

The accumulation of conflicts discussed above leads authors (Vaske et al, 2000. Eagles and 

McCool, 2002. Boyd and Butler, 2009) to theorise about National Parks being over -used. The 

phrase ôloving a place to deathõ is one which is frequently asserted. In summarising concern 

about the over -use of National Parks in the context of their dual mandate of conservation 

and enjoyment, Vaske et al (2000, p. 203) note that it:  

 

ôcreates an inevitable tension, because any use has some impacts on natural 

features or tourist experiences. As more people have gained the time, financial 

resources and inclination to visit parks over the past half -century, the notion 

that we are loving the parks to death has become a common t heme in park 

management. The over-use problem provides a classical illustration of Hardinõs 

(1968) tragedy of the commons. Individual use is not the problem, but as each 

new person visits a park, they may incrementally and collectively degrade the 

resource or experience for allõ. 

 

The popularity of National Park based access and recreation, and the advantages and 

disadvantages this trend harbours, has increased the need for effective and appropriate 

visitor management in these locations (Sowman and Pearce, 2000). Indeed, as Eagles and 

McCool (2002, pp. 97-98) assert, ôdesignating an area and drawing a boundary around it 

cannot adequately protect National Parks and protected areas if planning and management 

do not accompany the gazetting process. Management o f the factors that threaten the 

values for which the areas was established is neededõ. The ultimate intention being to 

ôbring together supply and demand to attempt to equate resource adequacy with human 

recreational needs and desiresõ (Pigram and Jenkins, 1999, p. 111).  

 

Eagles and McCool (2002) identify three strands of visitor management that are, or can be, 

practiced by National Park Management. They can be used as stand-alone techniques or in 

conjunction with others in order to maximise their effectiven ess and will be examined 

here:  
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Information and education ð influencing behaviour  

This technique is grounded in a belief that visitors to National Parks, many of whom are 

drawn to National Parks from urba n areas, can be unaware of their  special qualities  and 

types of behaviour necessary to protect them. Information campaigns can target a range of 

visitor -based issues such as littering, inappropriate interaction with wildlife (feeding, etc), 

off -path walking and rambling, and so on. These techniques are ta rgeted to influence 

visitor decision making, but do not aim to directly mitigate the impacts of visitors or 

formally regulate their behaviour. The concept being that when people become aware of 

the impacts of behaviour deemed undesirable in National Parks,  they will change their 

behaviour accordingly (Vaske et al, 2000).  

 

Managing conflict ð minimising the impact of visitors  

The second strand of visitor management as identified by Eagles and McCool (2002), relates 

to the implementation of actions that seek to directly mitigate visitor impacts. They cite a 

range of examples in this regard including formalising previously informal sites such as car 

parks or walkways with concrete/asphalt and locating visitor facilities in areas most able to 

accommodate them. H owever, strategies such as this may serve to compromise the very 

character and aesthetics of an area. For example, Mulvaney (1999) reported conflict 

between indigenous peoples and park management authorities at Keep River National Park,  

Australia where wa lkways, signage and barriers allied to tourism at rock art sites were 

deemed to be at odds with their cultural history and landscape. Turley (1998) notes the 

inherent complexities and unintended consequences that may arise from such approaches. 

That is, im provements to visitor infrastructure may encourage greater demand than 

previously existed, and may therefore be self defeating.  

 

Regulating access ð controlling visitor behaviour  

Given their founding motivations, the concept of limiting access to National Parks is a 

controversial aspect of visitor management. This is largely because it seeks to directly 

regulate and restrict access to protected areas. It generally takes one of two forms, 

namely:  

 

Á Limiting access to specific areas; and/or  

Á Limiting the range of recreational activities allowable.  

 

Regulating access to specific areas of National Parks is usually achieved through the process 

of zoning. As Eagles and McCool (2002, p. 107) describe, ôzoning is not only a method of 

providing appropriate locations fo r desired or preferred recreation opportunity settings, but 

also a tool to direct and control the spread of visitor -induced impactsõ. Medina (2009) 

describes the zoning concept as applied to National Parks in Spain, where three hierarchies 

apply. In ôreserveõ zones (the areas of highest ecological importance and sensitivity) there 
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is no public access, use of the areas is limited to environmental scientists. Zones of 

ôrestrictedõ use have limited and controlled public access, due to the combination of 

ecological, educational and aesthetic interests. Finally, there are zones for ômoderate and 

special useõ in which visitor facilities, services and infrastructure are located. 

2.3.5  Summary 

This section has provided an overview of the National Park movement to date, id entifying 

their founding philosophies and the objectives they are designed to meet. The majority of 

National Parks worldwide operate to a dual mandate of protection and conservation on one 

hand, and the provision of access and recreation on the other. Such  purposes frequently 

conflict.  

 

A range of issues relating to human use of National Parks for recreation, leisure and tourism 

have been identified, as have the general strategies designed to address them. Issues can 

be seen to emerge through the execution of tourism activities by individuals themselves, or 

by incidental activities designed to stimulate/aid tourism or those upon which tourism 

relies. That is, ancillary factors supporting leisure and recreational activities within 

National Parks can be very problematic in terms of visitor impact management.  

 

One such element in this regard is the function of transport (Runte, 1997. Wilkinson, 2003). 

Some of the fundamental impacts of transport have already been identified in this review. 

For example, road tra ffic accidents involving wildlife. Similarly, the development of 

transport related infrastructure in sensitive natural areas has been shown to contribute to 

environmental degradation at the local level.  

 

However, another key aspect in the context of trans port and the National Parks is the 

reliance on private car use for travel to, from and within these destinations, and the social, 

economic and environmental impacts that this trend generates. Section 2.4 will now 

examine this concept in more detail.  

2.4  LEISURE TRAVEL AND NATIONAL PARKS 

National Parks feature heavily in much of the transport and tourism literature concerning 

car use and leisure travel. Excessive car use in National Parks, regardless of the setting, is 

particularly undesirable. The externalities  it generates (traffic congestion, environmental 

degradation, vehicle noise and parking problems for example) serve to undermine the 

natural and recreational values which they are intended to promote (Regnerus et al, 2007). 

Indeed, it threatens to challeng e both the core values ð those of promoting access and 

enjoyment whilst also protecting and conserving the natural environment ð that the 

majority of National Park administrators worldwide seek to provide (Dunning, 2005).  
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This section will examine the iss ues surrounding car use and National Parks from a global 

perspective. It will also document the approaches to managing the impacts of car use in 

National Parks internationally.  

2.4.1  An international perspective of car use and National Parks  

In the context of Am erican and Canadian National Parks, a range of literature serves to 

illustrate concern about levels of car use. In a general assessment of transport issues, White 

(2007) notes that increasing public demand for access to National Parks, coupled with a 

societal reliance on cars serves to contribute to congestion, car park overcrowding, noise 

and air pollution, wildlife impacts and roadside vegetation disturbance. Turnbull (2003) 

makes similar assertions, which in turn reflect the state of the National Parks a s set out in 

the US National Parksõ Service (NPS) transport planning guide (1999, pp. 1-2):  

 

ôMost visitors come to parks by automobile. The increasing number of vehicles 

have stretched some roadways beyond their limits, causing a deterioration of 

faciliti es that exceeds our ability to repair and replace them. The effects can 

be seen in potholes, deteriorating bridges, and other dilapidated features. 

Visitor parking areas at some of our major parks are routinely over capacity. 

Cars and buses spill onto roadside shoulders and into vegetated areas. Air 

quality is compromised and natural resources are degraded. Noise and 

congestion create frustration for park visitors, and diminish their experience. 

In short, continued growth in visitation may threaten signific ant park resources 

and the ability of visitors to enjoy themselvesõ. 

 

Dilsaver and Wyckoff (1999, p. 76) assert that two principal factors contribute most heavily 

to the status quo. First, ôa culture of management and experienceõ adopted and accepted 

by both the NPS and the general public that access to a National Park, using any transport 

mode, is a basic and fundamental right. Driven by this philosophy, the authors assert the 

second contributing factor to be a ôspiraling of inter-development and useõ leading to an 

over-supply of car based infrastructure within National Park settings. The findings of Hallo 

and Manning (2008) seem to support this dual notion. First, they note the historical inter -

twining between US National Park establishment and the growth of the automobile industry 

to the extent that the use of the car has now become a societal norm. Second, they note 

that recreational driving in National Parks themselves has actually become one of the 

primary reasons for visiting National Parks, placing pr essure on park authorities to provide 

the infrastructure that allows this to happen.  

 

Similar concern about the impacts of car use is also raised in the context of National Parks 

in mainland Europe. Beunen et al (2008) for example report on a range of issu es emerging 

from heavy volumes of motorised vehicle traffic in the Veluwe natural area of the 
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Netherlands. The stated impacts are similar to those experienced in US National Parks, and 

the authors note the emergence of a general imbalance between access on  the one hand, 

and environmental protection and conservation on the other. Similar problems are 

examined and reported in the Veluwezoom National Park in the Netherlands by Regnerus et 

al (2007), the Bayerischer Wald National Park in Germany by Holding and Kreutner (1998), 

and the Meijendel Dunes natural area in the Netherlands (Beunen et al, 2006). Concern as 

to levels of car use, and their impacts in National Parks domestically in the UK was first 

identified in the introductory chapter and will be examined  in more detail in Chapter Five.  

 

It is clear then that there is significant concern about the impacts of car use across many 

National Parks internationally. The following section now provides an assessment of the 

transport planning policies and initiative s that have been implemented in order to try and 

address them. 

2.4.2  Planning and policy responses to issues surrounding car use in National Parks  

Table 2.3 below identifies a number of measures that are, or could be, implemented to 

influence travel behaviour in  National Parks. Incentives are instruments which attempt to 

make competing modes of transport more attractive to car users. Conversely, measures 

seeking to make car use less attractive to the user are disincentives (Ison and Rye, 2003).  

 

Table 2.3 - Taxonomy of t ransport planning measures for use in National Park s ettings  

(Source:  Steiner and Bristow, 2000 - amended) 

 Measure Description  
Expected effectiveness 

in reducing car use  

In
c
e
n

ti
ve

s
 

Enhanced public transport 

provision 

Improved frequency, reliabili ty, coverage, 

service quality  
Low/Medium 

Public transport fares 

subsidisation 

Reduction of public transport fares through 

subsidy to make use more attractive  
Low/Medium 

Public transport 

publicity/campaigns  
Improved marketing; Improved timetabling  Low 

Cycling / pedestrian 

improvements 

Cycle hire; Cycle routes; Cycleway and footpath 

improvements 
Low 

D
is

in
c
e
n

tiv
e

s 

Road pricing 
Charging for use of roads, or for access to 

National Park or specific locations within  
High 

Road closures Prohibiting access for motor vehicles  High 

Rationing - quantity  
Access prohibited once a certain level of vehicle 

numbers reached 
Medium 

Parking control  Limiting provision, charging  Low 

Route hierarchies 
Advisory routes to keep vehicles on appropriate 

roads 
Low 

Speed limits  Speed limits below the norm for the type of road  Low 

Traffic calming  
Vehicles slowed through road capacity reduction 

or speed humps 
Low 

Signposting/gateways 
Use of signing to increase awareness of special 

nature of the area  
Low 
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Due to the compl exities underpinning the demand for private car use, most strategy 

approaches favour the implementation of integrated or packages of  policy measures, which 

are usually based on the following principles (Vigar, 2002):  

 

Á Expanding and improving public transpo rt networks to encourage modal shift from 

private transport (incentives);  

 

Á Improving provision for pedestrians, cyclists and improvements/encouragement of 

environmentally friendly forms of transport (incentives); and  

 

Á Using both traditional and innovative traffic management measures such as traffic 

calming and traffic restraint to control speed and increase reliability, as opposed to 

designing for maximum vehicular capacity (disincentives).  

 

There are many innovative examples of the use  of incentives and di sincentives, be they 

stand alone measures or integrated approaches, as attempts are made to tackle issues 

relating to leisure travel in National Parks. A review is presented below.  

2.4.2.1  Integrating vehicular restrictions with public transport service provision  

A summary of some of the most high profile integrated transport schemes in Nation al Parks 

is shown in Table 2.4 and examined further below.  

 

Table 2.4 -  Notable integrated transport schemes operating in National Parks  

Location  Scheme Type and Context  Reference  

Bayerischer Wald 

National Park, 

Germany 

High quality bus system, pedestrian and cycle 

routes, and the seasonal closure of selected 

roads to private vehicles.  

Holding and 

Kreutner (1998) 

Grand Canyon 

National Park, USA 

Closure of historic Hermit Roa d to private 

vehicles between March and November. Free 

shuttle bus services provide access along the 

scenic route.  

Upchurch (2009) 

Zion National Park, 

USA 

Peak time (summer) closure of Zion Canyon 

scenic drive to private vehicles. Canyon only 

accessible through use of free propane powered 

shuttle bus system.  

Turnbull (2003) 

 

Following collaboration between the Department of the Interior and the Department of 

Transport in 1997, two National Parks were chosen as suitable locations for demonstration 

projects  involving vehicular restraint and public transport improvements (Turnbull, 2003). 

Both have now been formalised into full -time initiatives.  
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In Zion National Park, the Zion Canyon Shuttle System was introduced as a result of acute 

congestion and air pollut ion along the Zion Canyon scenic drive. The initiative involves the 

peak time (summer) closure of the Zion Canyon scenic drive to private vehicles. Visitors 

wishing to access Zion Canyon must do so using the free public transport (propane powered 

shuttle b uses) which link the Canyon with the neighbouring gateway community of 

Springfield (Turnbull, 2003). Similarly, Upchurch (2009) reports on the closure of the 

historic Hermit Road in the Grand Canyon National Park to private vehicles between March 

and November. As with the previous example, the closure was motivated by the congestion 

and pollution (air, noise and visual) arising from excessive car use in the popular tourist 

locations. With vehicular access restricted, free shuttle bus services provide the on ly form 

of motorised access along the scenic route.  

 

Outside of the USA, Holding and Kreutner (1998) document the development of an 

integrated transport strategy for the Bayerischer Wald National Park in Germany. Due to 

concern about the impact of cars wit hin the National Park, authorities introduced a high 

quality bus system along the most popular tourist routes, in combination with the seasonal 

closure of selected roads. The scheme was paid for by a collaboration of local and central 

Government agencies. The project was preceded by a much smaller scale demonstration 

scheme in a specific area of the National Park, which research showed garnered public 

support for the small scheme itself and its subsequent expansion. Thus, success of the 

smaller initiative e mpowered policy makers to expand the scheme in later years.  

 

In each of these three cases, two factors can be seen to be influential with regard to 

implementation. Firstly, the collaboration between a range of agencies involved in the 

transport policy sect or. Secondly, the imposition of projects on an initial temporary or trial 

period, and its formalisation after demonstrating the effectiveness of the scheme.  

2.4.2.2  Supporting public transport through revenue hypothecation  

US National Parks, like many others inter nationally,  routinely charge entrance fees to 

visitors. In these cases, user fees form an essential part of the revenue stream for National 

Park operators (Eagles and McCool, 2002). Motivations for access charging are therefore 

concerned with revenue gener ation as opposed to any stated form of t ransportation 

demand management. However, i n addition to the collection of entrance fees, in US 

National Parks the 1999 Appropriations Act authorises the levy of a supplementary transport 

fee from visitors. Revenue a rising from this fee must be hypothecated and used to provide 

funding for transport initiatives and services within each National Park (National Park 

Service Transport Planning Guidelines, 1999). As a result, Daigle (2008, p. 57) asserts that 

ôto solve the growing congestion problem throughout the National Park system, there are 63 

visitor transit systems in 50 parks, that vary in size ranging from single vehicles to bus 

fleetsõ. A summary of the most high profile schemes is shown in Table 2.5 overleaf.  
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Table 2.5 ð High profile public transport schemes supported through revenue 

hypothecation  

Location  Scheme Type and Context  Reference  

Acadia National 

Park, USA 

Island Explorer Shuttle Bus Service. Free shuttle 

bus employing real-time information . Revenue 

generated in part by mandatory payment of a 

transit fee, added to the Parkõs entrance fee. 

Use of the bus service is optional.  

Turnbull (2004) 

Golden Gate 

National Park 

Free shuttle bus service along two major routes 

linking several major visitor attractions.  Service 

operates 7 days a week. 

Turnbull (2004) 

Yosemite National 

Park, USA 

Yosemite Valley Shuttle System. Free network of 

shuttle buses providing access within and around 

Yosemite Valley.  

Turnbull (2004) 

 

2.4.2.3  The ôgatewayõ approach in National Parks 

In transport planning terms, the ôgatewayõ concept emerges as one of the most notable 

conflict management strategies  currently in use across National Parks. The technique 

involves the provision of car parking and facilities related to recreational and tourism a t 

the edges of National Parks and protected areas, in an attempt to discourage further 

penetration of sensitive areas by motor vehicle. It is widely employed across American 

National Parks, and is becoming more popular in Europe (Regnerus et al, 2007).  

 

Beunen et al (2008) examined the impacts of ôgatewaysõ in two nature areas in the 

Netherlands. A number of parking locations on the edge of the resorts were expanded, and 

additional tourism facilities provided, in an attempt to attract car users from more 

sensitive locations and encourage more sustainable onward transport. The authors 

concluded that whilst the scheme was successful in focusing transport demand in a specific 

area, it also found that the gateways became attractions in themselves, and actually s erved 

to increase total traffic volumes in the area. Whilst positive from an economic point of 

view, this is undesirable in terms of the environmental implications of increased car use. 

Indeed, on the wider concept of gateways, Butler and Boyd (2000, p. 32 5) assert that some 

people seek: 

 

ôto sacrifice parts of National Parks to development in the hope of saving the 

remaining, often significantly larger areaséwhile [this] has the apparent 

advantage that it would keep most parties somewhat satisfied, in real ity, over 

the longer term, the pressures from tourism and recreation would inevitably 



Chapter Two  

Leisure Travel and National Parks - Issues and Policies 

 25 

increase as they have done for the last century and a quarter and the area 

devoted to related activities and developments would inevitably increaseõ. 

2.4.2.4  Influencing behaviou r through information and education  

A novel way of delivering information to large numbers of people is demonstrated through 

the use of Intelligent Transport Systems (ITS) in a number of US National Parks. As Dilworth 

and Shafer (2004, p. 162) report, ôthe use of electronic signs to advise visitors of open 

parking areas, road closures and other transportation access issues can improve the visitor 

experience by reducing time spent searching for a parking spaceédirecting visitors to less 

congested areas, the ability of the visitor to make informed decisions and the provision of 

accurate, real -time information are some of the most important issues that ITS is intended 

to addresséthese tools have the potential to provide low impact solutions to congestion and 

crowding in the study parksõ. More traditional methods of information provision such as 

road signage and public education campaigns can be similarly used to inform motorists as to 

the impacts of undesirable behaviour such as verge/off -road parking and speeding (Vaske et 

al, 2000).  

2.4.3  Summary 

This section has provided an international perspective of issues surrounding leisure travel 

and car use in National Parks. An examination of the impacts of the reliance on car use for 

travel to, from and within many Nationa l Parks globally has been made. An overview of 

some of the most notable policy and planning responses to the problems caused by car use 

has also been provided. Having now provided a comprehensive information baseline, the 

following section concludes the ch apter.  

2.5  CONCLUSION 

This chapter has served to introduce the concept of leisure travel, providing a definition for 

the term and exploring the relationship between the demand for leisure travel and the 

propensity for car use. Impacts of car use at the destina tion/site specific level have been 

outlined, with sensitive rural environments such as National Parks shown to be particularly 

vulnerable.  

 

The concept of National Parks has been explored, with them being shown to usually operate 

to a dual mandate of envir onmental protection coupled with the promotion of public 

access. Conflicts frequently arise between these purposes. Whilst beneficial on a societal 

and economic level, leisure -based use of the parks can create a number of challenges, not 

least with regard to transport. Visitor management is therefore an important function 

within many National Parks. A range of transport planning approaches in place in National 

Parks internationally have been identified.  
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Evidence presented in the introductory chapter, and which will be revisited again in 

Chapter Five, suggests that transport planning responses in UK National Parks do not show 

the same level of innovation or experimentation as their international counterparts.  Whilst 

interest in transport planning and polic y for sensitive rural environments such as National 

Parks is increasing domestically, actual policy change in the sector is slow to occur. This 

can partly be explained by some of the differences between leisure travel and other forms 

of transport demand, a nd the subsequent impact of this on policy development. However, 

this offers little insight into the potential for policy change within the transport sector. As 

such, further research is required. Findings to date give rise to the following research 

propositions:  

 

Á Proposition 1: Conflict between the two founding purposes of National Parks ð 

conservation and enhancement versus understanding and enjoyment ð restricts 

transport policy development in these settings;  

 

Á Proposition 2:  National Park administration,  operation and usage varies between 

countries, therefore lessons from international schemes cannot be easily 

transferred; and  

 

Á Proposition 3:  The complex nature of leisure travel in rural settings serves to 

discourage its elevation on local or national tra nsport policy agendas. 

 

The next chapter will explore academic theory regarding the concept of policy change. 

Findings will be used to help structure research and analysis of the potential for policy 

change in the National Park transport planning sector in  the UK. 
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Chapter Three:  Exploring Policy Change 1 

 

3.1  INTRODUCTION 

This chapter outlines the theoretical approach which will underpin this thesis. The chapter 

is grounded within public policy literature and is structured as follows. Section 3.2 provides 

an overview of the policy making concept and the role of public policy studies in exploring 

policy change. Section 3.3 summarises the findings of an additional literature review 

undertaken as part of the thesis which explored policy change in the transport sect or. The 

review itself is appended to this thesis as Appendix 1. Section 3.4 outlines the methods 

used to study the policy making process, focusing in particular on three notable 

frameworks, each of which are assessed for their suitability for use in the st udy. In section 

3.5, a more -in depth analysis of the chosen theoretical framework, that of the Multiple 

Streams Framework,  is presented. Section 3.6 provides the conclusion to the chapter.  

3.2  PUBLIC POLICY MAKING AND THE EXPLORATION OF POLICY CHANGE 

ôWhy are humans not more effective in actually solving problems?õ ask Lindblom and 

Woodhouse (1993, p. 2) in their seminal text on the process of policy making. By way of 

illustration, they list some of the most serious failures of policy making in the twentieth 

century, which they considered to include:  

 

¶ Spending of over $5 trillion on military weaponry, accompanied by untold fear and 

nearly 100 million lives taken in violent conflict;  

 

¶ Allowing an estimated 20 million children and adults to die annually of malnutr ition 

and related diseases; and 

 

¶ The depletion of far more of the earthõs irreplaceable oil and natural gas reserves 

than are required for efficient transport, heating, and industry.  

 

These were not of course the intended consequences of policy, however th ey serve to 

illustrate the complexity of policy making. Indeed, the policy process involves an 

enormously complex set of elements, interacting over time, which serve to influence policy 

                                                    

1 The work discussed in section 3.3 of this chapter is appended to the thesis as Appendix 1. 

The basis of this work was presented at a Transport Conference in Shanghai in  2010.  Full 

reference: Kendal, J., Enoch, M.P., and Ison, S.G., (2010). Policy Change in Transport: 

Lessons from the UK. World Conference of Transport Research Society, Green Transport 

Conference, 3rd International Forum, Shanghai, China, 11 -13 September. 
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outcomes and impact on effective decision making (Marinetto, 1999). If  policy making were 

simple, surely Lindblom and Woodhouseõs historical list of political failings would by now 

have been reversed, as opposed to being carried into the twenty first century.  

 

Public policy research represents academic attempts to address th e question posed by 

Lindblom and Woodhouse. John (1998) believes the primary functions of public policy 

research to be to provide an understanding of how the state and its political actors interact 

to produce policy output; to illuminate the policy making system; and to explore the 

variations and complexities of the decision making process. In doing so, analysis should also 

provide for an understanding of how and why policy changes, or doesnõt change. Simply, 

public policy research is an attempt to understa nd and explain the public policy process 

(Hill, 1997).  

3.2.1  The importance of policy sectors  

Policy making is not simply the preserve of national Governments making decision after 

decision from their traditional seats of power. Whilst presidents and prime minis ters, 

ministers, mayors and governors, may be the most visible part of the policy -making 

process, policy outcomes cannot and should not be judged simply by referencing the 

actions of world leaders or top government officials (Lindblom and Woodhouse, 1993).  

Public policy researchers therefore largely focus their efforts on the study of individual 

policy sectors, since ôeach sector has all of the elements of the political system: interest-

group representatives, bureaucrats, elected politicians, and the genera l public, who 

operate within a complex institutional structure of voting systems, legislatures, courts, 

bureaucracies and public agenciesõ (John, 1998, p. 2). Indeed, John (1998, p. 5) asserts 

that ôthe variability of policy making challenges the unitary character of modern 

stateséonce the notion of a singular political system is abandoned, the variety of the 

political processes that surrounds each policy area can be observed in all its complexityõ. 

3.2.2  Policy change and policy stability  

John (1998) suggests that there are two main sets of phenomena that public policy research 

primarily sets out to explain, namely policy variation and policy change. It is the concept of 

policy change, and its mirror opposite, policy stability, which form the basis for this study .  

 

In certain policy sectors, such as agriculture, policy changes relatively slowly. This is due in 

part to the dominance of decision makers who hold power for a long period of time. 

Examples of such decision makers in the agricultural sector may be minist erial bureaucrats 

or powerful representatives of stakeholder interest groups. The danger of such stability is 

that policy starts to reflect the interests only of an established elite. The role of public 

policy analysts here therefore is to investigate why such policy making remains stable, and 

reject the acceptance of the status quo as purely the natural order of things. Research 
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should therefore focus on why participants in the policy making process agree on what the 

policy problems are and accept the mean s proposed for their solution (John, 1998).  

 

The opposite of policy stability is policy change, namely the emergence of new policies, 

either as a replacement to existing ones, or as a means of addressing new policy problems. 

The role of the policy analyst here being to unpick the origins of change, and understand 

their influences on the policy process (John, 1998). Sabatier and Jenkins -Smith (1993) for 

example, seek to explore the factors which have supported the emergence of pollution 

control policies, who se prominence have, from a lowly position, risen up the political 

agenda so dramatically in the last couple of decades.  

 

As part of this thesis, an additional literature review regarding policy change in the UK 

surface transport sector was undertaken. Draw ing lessons from both the development of 

over-arching transport policies and the implementation of specific transport planning 

measures as instruments of policy across a geographical range of transport sectors, it 

sought to identify and document the motiva tions and factors which can be seen to have 

brought about policy change in the transport sector. An overview of key findings is 

presented in the next section. The complete review is included in the thesis as Appendix 1.  

3.3  POLICY CHANGE IN TRANSPORT: LESSONS FROM THE UK 

The literature review described briefly above was undertaken in order to determine the 

principal factors which could be seen to account for major aspects of policy change in the 

UK transport sector over the last twenty years.  

 

Strategic transport policy and the instruments of which it is composed can be developed 

and delivered across a range of different dimensions. For example, transport policy 

formulation in the UK can be explored in the context of a geographical classification, which 

Headicar (2009) breaks down into:  

 

Á EU transport policy making ð intra -national policy and planning;  

Á National transport policy making ð white papers and associated planning guidance;  

Á Regional transport policy making ð regional transport strategies; and  

Á Local transport policy making ð local transport plans.  

 

On a similar basis, instruments of transport policy, whether applied individually or as a 

wider strategy, can also be classified geographically in terms of the scope of their 

implementation (Banister, 2005). Tabl e 3.1 provides an illustration. Note, the contextual 

list and examples in the second and third columns are by no means exhaustive.  
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Table 3.1 ð Geographical dimensions of transport policy delivery  

(Source: Banister, 2005)  

Scope of 
instrument use  

Context  Practical examples  

National  Nationwide policy coverage  
Free bus travel for over 60s; 

Speed limits; Fuel duty  

Area-wide 

(Regional/Local)  

Urban, Intra -Urban, Urban-Rural, Rural London/Durham road pricing; 

Park and ride schemes; Light 

rail; Pedestrianisation ; Parking 

strategies; Demand Responsive 

Transport; Community 

Transport.  

Urban ð historic city, central business 

district, shopping district  

Rural ð commuter countryside, rural 

tourist areas, ôdeepõ rural areas  

Site specific  

 

Business parks; Out of town 

retail/leisure parks; Airports; 

Honeypots; Universities; Other 

significant trip generating locations  

Travel plans; Parking 

management; Car share 

schemes;   

 

As such, the geographical classifications of transport policy formulation and delivery were 

used to structure the review. Contextualising it in this way was helpful, since it allowed the 

division of the policy arena into smaller sub -sectors for analysis. Analysis therefore focused 

on policy change at the following levels:  

 

Á National;  

Á Area wide; and  

Á Site specific.  

 

Within these classifications, particular areas of focus with regard to policy change in the UK 

surface transport policy sector included:  

 

 National l evel  

Á The emergence of transportõs new realism in the 1990s; and 

Á The subsequent restoration of  old policy paradigms in the new millennium  

 

Area wide level  

Á Transport planning in urban centres ð the implementation of road pricing in London 

and Singapore, and its abandonment in Edinburgh and Hong Kong; and 

Á Transport planning in historic cities ð the b irth of Park and Ride in Oxford, and the 

development of road pricing for Durham.  
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Site specific level  

Á The mainstreaming of travel planning into contemporary transport policy.  

 

Whilst the circumstances surrounding each scenario differed, it was possible to broadly 

categorise ôchange agentsõ deemed influential in transport policy change into three 

different dimensions:  

 

1) Public and political identification, acknowledgement and conveyance of a transport 
ôproblemõ which needs addressing 

 

In the transport sec tor, as perhaps in others, policies are not changed without reason. A 

number of examples cited in the literature review determined that motivations for policy 

change were driven by an awareness of the need to change. Sometimes, as with growing 

congestion problems in London (Ison, 2004. Ison and Rye, 2005. Santos, 2005) and Singapore 

(Wilson, 1988. Phang and Toh, 2004) which preceded the implementation of road pricing, 

recognition of the problem was a long time in gestation. Other times, critical events 

conspired to push a hitherto hidden or ôless importantõ policy item up the agenda and 

promote action. Examples in this case being the fuel tax protests (Begg and Gray, 2004) and 

the Hatfield rail crash (Glaister et al, 2006), both of which occurred in the year  2000 and 

brought immediate public pressure to bear on the relatively new Labour government at the 

time.  

 

As was the case in the national policy example, one pressing issue may emerge, such as 

environmental concerns, which then dominates the agenda for a t ime. However, concern 

around other issues, such as congestion, can be such that they overtake t he incumbent 

issue, and they in  turn become the primary focus of policy attention (Glaister, 2002. 

Glaister et al, 2006). Thus, the mood of the public and stakeh olders can be seen to 

influence policy direction in transport. On the flip side, as was illustrated with examples of 

abandoned road pricing schemes (Gaunt et al, 2007) and low take -up of travel plans by 

organisations (Enoch and Zhang, 2008), lack of problem awareness can inhibit motivations 

for change and ensure stability.  

 

2) The development  of policy ôideasõ or solutions which can be seen to address 

identified problems and which satisfy/overcome traditional implementation barriers in 

the transport sector  

 

The review also highlighted how policy change can be influenced by the emergence of new 

ideas and policy approaches in related sectors. For example, the origins of travel planning 

came not from public sector decision -makers in transport, but from private  sector 

responses driven by the 1970s fuel crisis (Ferguson, 2000. Martz, 2006). It was only when 

acknowledging the sensible rationale behind this ônewõ concept (site based mobility 

management) that the policy began to develop. In turn it then grew (and co ntinues to 
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grow) with regard to the scope and segment of its application (e.g. from workplace to 

school travel planning). Similarly, historic cities were shown to be leaders in Park and  Ride 

development in the 1970õs as, faced with unique problems revolvin g around the historic 

fibre of their cities, new policy approaches needed to be adopted (Parkhurst, 2004. Meek et 

al, 2009). The success of these schemes in these areas was one of the primary motivating 

factors for their adoption in other localities (Parkh urst and Dudley, 2004).  

 

3) Events in the political arena  

 

Events in the political arena were also demonstrated to have been influential in the context 

of policy change. Political factors leading to change can be broadly categorised as 

influenced on an ôinstitutionalõ or ôindividualõ basis, or a combination of the two. 

 

Institutionally for example, the initial break up, then restoration of the Department for 

Transport (DfT) as a single Government Department emerged as a n important factor in the 

move first t owards new realism and ultimately retrenchment from it. In joining up related 

departments of transport, environment and planning, the Government brokered new 

communication channels and opened transport policy development up to hitherto 

marginalised influen ces. In then breaking the department up, such influence was lost and 

familiar paradigms restored (Glaister et al, 2006. Headicar, 2009). Similarly, periods of long 

term political control in Durham ( Ieromonachou et al, 2004)  and London (Santos, 2005) 

were i dentified as important in helping to deliver their flagship road pricing schemes. 

However, political events in Oxford, where a new administration was able to implement a 

raft of new transport measures (Parkhurst and Dudley, 2004) illustrate that a change i n 

political administration can also account for change in the transport sector.  

 

Individually, political policy champions, committed figures willing to invest significant time 

and energy to the development and implementation of their preferred policy, also  emerged 

as having important roles in policy change processes. The role of policy champions seems 

particularly influential in the context of radical policy changes such as road pricing. The 

input of Ken Livingstone in regard to the London road pricing sche me makes an excellent 

case in point (Santos, 2005). 

 

To summarise, these change agents can be seen to affect both policy change and policy 

stability in the transport sector. That is, when one or more of them combine there would 

appear to be a greater chanc e for policy change or implementation than when they are not 

there. In instances where change agents are not present, policy stability is likely to be 

maintained.  
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From the literature review summarised above, the following research propositions were 

derived. These complement the three research propositions derived earlier in Chapter Two:  

 

Á Proposition 4:  Transport in National Parks is not a policy area which attracts public 

or political attention.  

 

Á Proposition 5:  It is difficult for practitioners to link inn ovative transport policies or 

schemes with wider social and economic objectives in National Park settings.  

 

Á Proposition 6:  Political arrangements at local and national levels serve to restrict 

the potential for new transport policy development in National Park settings. 

 

Whilst the findings outlined above are helpful in informing the thesis, a more 

comprehensive assessment of the theory behind policy change is required. The next section 

will explore three well established approaches to the study of public p olicy and decision 

making, namely the stages heuristic framework; multiple streams framework; and advocacy 

coalition framework. This is necessary  to identify the suitability of one or more of these 

approaches to take forward as the method by which to explo re the policy sector under 

examination in this thesis.  

3.4  SIMPLIFYING COMPLEXITY: METHODS OF STUDYING THE POLICY PROCESS 

Given the complexities of the policy process, and the desire of policy research studies to 

help illuminate it, how might the in tricacies o f policy making  be best explored? Sabatier 

(1999, p. 4) asserts that, ôgiven the staggering complexity of the policy process, the analyst 

must find some way of simplifying the situation in order to have any chance of 

understanding it. One simply cannot loo k for, and see, everythingõ.  

 

Policy analysts have therefore developed a number of approaches by which to examine the 

policy process and explore the intricacies of policy making within individual policy sectors. 

Sabatier (2007, p. 5) terms such approaches as a way of looking ôat the world through a lens 

consisting of a set of simplifying suppositionsõ. This section will critique three of the most 

popular of these approaches, the primary objective being to determine the most suitable 

approach for use in thi s thesis. That is, the approach which will provide the greatest insight 

to the nuances of the policy process in the National Park transport planning policy sector, 

and provide the clearest answers to the research questions of this thesis. The three 

approaches to be critiqued for their suitability of use in this study are:  

 

Á The stages heuristic framework;  

Á The advocacy coalition framework; and  

Á The multiple streams framework.  
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It is acknowledged that these three frameworks present far from an exhaustive list of  

available analytical approaches. They have been selected as preliminary points of entry on 

the basis of the breadth and depth of available literature, and their likely pertinence to the 

subject matter of this research. As will be demonstrated, they have a lso been widely 

applied empirically across a range of policy analysis studies.  

3.4.1  Stages Heuristic F ramework  

The stages heuristic f ramework (SHF) seeks to simplify policy analysis by disaggregating 

policy making into a series of stages for analysis (Howlett a nd Ramesh, 2003). Its origins are 

rooted in the work of notable policy analysts such as Lasswell (1956) and Jones (1970). It 

has been subject to various revisions and amendments over time. For example, Parsons 

(1995) identifies seven influential and indepe ndent pieces of research to be influential in 

shaping thinking about the stages heuristic framework. It is often referred to simply as t he 

policy cycle  and is a useful model for developing knowledge about the policy process 

(Hudson and Lowe, 2004) and assisting in the comprehension of the complexities of the 

process of decision making (Hill, 1997).  

3.4.1.1  Structure and workings o f the SHF 

The SHF conceptualises policy making as beginning with the emergence of a problem and 

ending with an evaluation of the impacts  of the chosen policy (John, 1998). The framework  

as defined by Hudson and Lowe (2004) is summarised below as Figure 3.1.  

 

Figure 3.1 ð The stages heuristic framework  

(Source: Hudson and Lowe 2004)  

 

 

In summarising the use of th e framework by policy analysts, Howlett and Ramesh (2003, p. 

14) assert that ôit facilitates the understanding of public policy making by breaking the 
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Implementation of 
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complexity of the process into any number of stages and sub -stages, each of which can be 

investigated alo ne or in terms of its relationship to any or all  of  the other stages of the 

cycleõ. In providing a linear representation of the SHF, Knoepfel et al (2007) also outline 

the questions likely to be posed by analysts during each stage of analysis: 

 

Á Stage 1: Emergence of a problem ð How is an awareness of the problem reached? 

 

Á Stage 2: Agenda setting ð What are the factors that will make the government act in 

response to the problem? 

 

Á Stage 3: Policy formulation ð What are the solutions proposed and accepted by the 

government and parliament? On the basis of which processes are these solutions 

formulated? 

 

Á Stage 4: Policy implementation ð Have the decisions of legislature and the 

government been implemented? 

 

Á Stage 5: Policy evaluation ð What are the direct and in direct effects of the policy?  

 

Proficient application and execution of these questions in the context of a specific example 

of policy change/stability should therefore provide the analyst with an explanation of the 

processes involved in the outcome.  

3.4.1.2  Practical application of the framework as a means by which to examine policy 

change 

Sabatier (2007) asserts that until the mid 1980õs, the SHF was the most influential 

framework for understanding the policy process. Since that time, many academics (Sabatier 

and Jenkins-Smith, 1993. John, 1998. Hupe and Hill, 2006) have questioned the usefulness 

of the framework as an analytical tool. Criticism of the framework revolves around three 

key areas, as summarised by Knoepfel et al (2007):  

 

Á The framework is descriptive as opposed to analytical, and can be misleading since 

the chronological development of policy cannot always be seen to align with the 

stages outlined. That is, it suggests a systematic approach to policy making that is 

not reflective of real life approache s; 

 

Á The framework offers no notion of causality. It cannot account for the factors 

which drive policy development from one stage or another, and makes an implicit 

assumption that the policy process inevitably continues on a stage to stage basis 

rather than  stall at a certain point of development; and  
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Á It is unclear at which level and with what method of analysis the framework should 

be applied. That is, the framework was developed with a top -down assumption of 

policy change driven at the state level, but fai ls to account for change drivers that 

originate from the ôbottom upõ. It is therefore limited in its utility. 

 

In light of these criticisms, authors in the field reached the following conclusions about 

future use of framework as a means by which to explore  policy change processes: 

 

ôWhile the five-stage cycle helps analysis by disaggregating the policy process, 

it does not well illustrate the nuances and complexities of public -policy 

making. A better model is needed that delineates in greater detail the act ors 

and institutions involved in the policy process, helps identify the instruments 

available to policy makers, and points out the factors that lead to certain 

policy outcomes rather than othersõ (Howlett and Ramesh, 2003, p. 15). 

 

ôThe conclusion seems inescapable: the stages heuristic has outlived its 

usefulness and needs to be replaced with better theoretical frameworks 

(Sabatier, 2007, p. 7).  

3.4.1.3  Summary 

Historically, the stages heuristic framework was a popular means through which to examine 

the public pol icy process. As the field of political science has developed however, there 

appears to be, with notable exception s (Parsons, 1995. DeLeon, 1999. Knoepfel et al, 

2007), acceptance of a) the technical failings of the framework and b) the emergence of 

superior frameworks by which to analyse policy change within an individual sector. On this 

basis, the framework is discounted for consideration in this thesis. The next section will 

now provide an assessment of the suitability of the advocacy coalition framework for use in 

this study.  

3.4.2  Advocacy Coalition F ramework  

The advocacy coalition f ramework (ACF) is one of the most developed alternatives to the 

stages model in terms of the representation of the policy process (Parsons, 1995). 

Theorisation about the ACF began in the late 1980õs, and was revised further in the mid-

1990s following broader empirical testing across a range of policy sectors in both North 

America and Europe (Sabatier and Wieble, 2007). At the heart of the ACF is an assumption 

that it is the relation ships between stakeholders in specific policy sectors that serves to 

induce policy change (John, 1998).  

3.4.2.1  Structure and workings of the ACF  

The ACF is structured on the basis of four primary tenets (Sabatier and Wieble, 2007):  
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Á That to understand policy chan ge processes requires a time perspective of a decade 

or more;  

 

Á That policy change over such a time period is best viewed in the context of policy 

sectors ð that is, the study of interactions between stakeholders from a range of 

institutions relative to the  policy area;  

 

Á That a policy sector must be seen to include an inter -governmental dimension ð 

that is, they must be assumed to involve governmental input at the local, regional 

and national level; and  

 

Á That public policies can be conceptualised in much the  same manner as belief 

systems, and can be therefore seen to be attached to individualsõ values and 

priorities.  

 

On the basis of the above, the ACF considers policy sectors to be composed of a number of 

coalitions, each comprised of a range of stakeholders  relative to their core beliefs, which 

all compete for influence. The dominant coalition within each sector is the one with the 

greatest influence and control over policy making direction (Houlihan and Green, 2006).  

 

With this position outlined as the sta tus quo, the ACF accounts for policy change in one of 

two dimensions:  

 

Á Changes in the beliefs of the dominant coalition; or  

 

Á Changes in the resources, venues (access to key decision makers) or support for 

passive coalitions.  

 

Weible (2006) outlines the thr ee factors that the ACF considers bring about these changes:  

 

1) External shocks - events that occur outside the policy sector but directly or 

indirectly result in a change of policy direction. Sabatier and Jenkins -Smith (1999) 

offer changes in socio-economic conditions or changes in governing coalitions as 

examples. The impact being that such events may either a) shift resources or open 

venues because of renewed attention on the policy sector, serving to empower 

previously passive coalitions, or b) serve to c hange the core beliefs of the dominant 

coalition;  
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2) Policy learning ð changes to the core beliefs of coalitions over long periods of time 

(a decade or more) due to the accumulation of information, be it evidence based or 

anecdotal based on stakeholder experi ence; and 

 

3) A hurting stalemate ð a situation in which the continuation of a policy status quo is 

viewed as unacceptable by all coalition members. This leads to a willingness to 

compromise on policy output by all participants and can bring about significant  

policy change.  

3.4.2.2  Practical application of the framework as a means by which to examine policy 

change 

Sabatier and Wieble (2007) assert that since 1998, the ACF has been applied in over 100 

policy analysis studies across a variety of policy sectors including  sport policy, 

environmental policy, domestic violence and nuclear policy. Furthermore, they note that it 

provides a suitable framework for both qualitative and quantitative based enquiry. Table 

3.2 provides an overview of notable studies utilising the ACF  as an exploratory mechanism.  

 

Table 3.2 ð Typology of ACF studies  

Title  Policy Sector  Research Approach  Reference  

An Advocacy Coalition Framework 

approach to stakeholder analysis: 

understanding the political context  of 

California marine protected area 

policy  

Environmental 

policy 

Stakeholder analysis 

incorporating qualitative 

and quantitative research 

methods 

Weible (2006) 

Reshaping the Dutch planning system: 

a learning process? 
Planning policy Documentary analysis Wolsink, (2003) 

Competing advocacy coalitions and 

the process of ôframeõ reflection: a 

longitudinal analysis of EU steel policy  

Steel policy Qualitative case study 
Dudley and 

Richardson (1999) 

 

The ACF is not without criticism. Two main points emerge in the literature. Firstly, both 

Parsons (1995) and John (1998) question whether the framework actually serves to explain 

policy change, or merely comes to reflect competing sides of a policy debate. In rebuffing 

this assertion, Sabatier and Wieble (2007) argue that the broader scope of the ACF, on e 

that seeks a deeper understanding of policy sectors and the core beliefs of coalitions that 

underpin them, allows for a comprehensive assessment of change to be made. Of further 

concern is the fact that the ACF has been revised and revisited by its creat ors on a number 

of occasions over the past twenty years, making previous applications of it obsolete or out 

of date. Again, in addressing this criticism, Sabatier and Wieble (2007, p. 208) cite such 

revisions as ôa strength of the framework and a productive path of scienceõ. That is, when 

justified criticisms of, or proposed extensions to, the framework come to light, it is right 

and proper to rectify them as and when appropriate.  
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3.4.2.3  Summary 

A range of literature over varying periods of time (Parsons, 1995. Du dley and Richardson, 

1999. Wieble 2007) cite the ACF as a useful tool through  which to explore and examine 

policy change. Despite the acknowledged limitations, it has shown itself to be applicable 

across a range of policy sectors, suitable to support a ran ge of research methods, and it has 

been utilised over an extended period of time. As a framework by which to examine policy 

processes, it  is  worthy of consideration for this study.  

3.4.3  Multiple Streams F ramework  

The multiple s treams (MS) framework represents  the outcome of work into the process of 

agenda setting by John Kingdon (1984). Agenda setting can be defined as ôthe process 

through which problems come to public attention and then appear on the political agenda 

for possible resolution through public pol icyõ (Schneider and Ingram, 1997, p. 19). Indeed, 

Kingdon (1984, p. 1) describes the motivation for his initial research as seeking to answer 

the following question: ôwhat makes people in and around government attend, at any given 

time, to some subjects an d not to othersõ? In seeking to illuminate the process of policy 

making therefore, Kingdon developed the MS framework, an ôapproach [which] celebrates 

the importance of ideas in public policy, but also seeks to explain how ideas emerge by 

their adoption an d rejection by the many decision -makers involvedõ. (John, 1998, p. 175). 

3.4.3.1  Structure and workings o f the MS f ramework  

The MS framework is composed of three ôstreamsõ, namely the problem stream, the policy 

stream and the political  stream, which Kingdon uses to describe the public policy process. 

When the three streams meet, often with help from a policy entrepreneur in the sector, a 

policy window opens. This is at a time when a ôproblem is recognised, a solution is 

developed and available in the policy communi ty, a political change makes the right time 

for policy change, and potential constraints are not severeõ (Kingdon, 1984, p. 174). This is 

summarised in Figure 3.2.  
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Figure 3.2 ð The MS framework  

 

 

The framework is concerned wit h how problems come to be defined, how they are brought 

to the attention of policy makers, how agendas are set and why certain policies come to be 

implemented, whilst others are discarded (Parsons, 1995). Kingdon (1984) proposes that the 

policy making proc ess is best understood as three separate streams which flow through the 

policy arena. The confluence of the streams is perceived to lead to policy or agenda 

change: 

 

1) The problem stream.  Problems come to the attention of policy makers and are 

recognised as important;  

 

2) The policy stream. A ôprimeval soupõ in which policy ideas are generated and 

evaluated. Policy measures emerge through an evolutionary process and must be 

politically and technically feasible to survive. Policy entrepreneurs - ôpeople who 

are willing to invest resources of various kinds in hopes of a future return in the 

form of policies they favourõ (Kingdon, 1984, p. 151) ð inhabit this soup and are 

crucial to the success of an idea;  

 

3) The political  stream.  The means by which problems and solutions reach the 

decision agenda. The stream is comprised of elements including national mood, 

organised political forces (such as pressure groups), shifts in public opinion, and 

changes in political administration . It has its own dynamics and rules and can have 

a powerful impact on the policy agenda.  
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Neilson (2001, pp. 108-109) states that ôthe key to understanding agenda and policy change 

lies in the coupling of the three streams. Problems are combined with solutions and enter 

the political  stream. This happens when policy windows open, because particular problems 

become pressing, or as a result in the shift of the political  stream. Policy windows open 

relatively rarely, and do not stay open for long. At such times, policy entrepreneurs ð 

individuals advocating certain policy ideas or proposals ð play a key role in coupling 

solutions to problems and political opportunitiesõ. Policy windows are defined by Kingdon 

(1984, p. 166) as ôthe opportunities for action on given initiativesõ. 

3.4.3.2  Practical application of t he framework in studies of policy change  

The MS framework has been used in academic studies across a range of policy sectors, and 

in the context of the political  context  of many different countries. Table 3.3 provides an 

overview.  

 

Table 3.3 ð Typology of MS framework studies  

Title  Policy Sector  Research Approach  Reference  

Understanding policy change: multiple 

streams and emissions trading in 

Germany 

Environmental and 

economic policy 

Interviews 

Historical data analysis  
Brunner (2008) 

Decriminalising queer  sexualities in 

India: A multiple streams analysis  
Social policy Historical data analysis  Sharma (2008) 

Why education policies fail: multiple 

streams model of policy making  
Education policy Historical data analysis  Teodorovic (2008) 

A multiple streams mo del of US 

foreign aid policy  
Foreign aid policy  

Quantitative modelling  

Historical data analysis  

Travis and Zahariadis 

(2002) 

Three strikes and youõre in: a streams 

and windows model of incremental 

policy change 

Criminal policy  Historical data analysis  
Saint-Germain and 

Calamia (1996) 

Selling British Rail: an idea whose 

time has come? 
Transport policy  Historical data analysis  Zahariadis (1996) 

 

As noted from Table 3.3 , studies incorporating the MS framework typically employ 

qualitative case study approach es to explain policy change/stability within specific sectors. 

To some authors this has been seen as a weakness (Bendor, Moe and Shott, 2001). For 

protagonists of the approach however, this presents more of an opportunity than a threat. 

Adeptly designed case studies, it is argued, based on solid qualitative data collection 

techniques and analysis, provide real insight into policy change processes by identifying key 

actors, institutions and political processes (Saint -Germain and Calamia, 1996). A historical 

criticism of the framework was that it was solely US focussed and that question marks 

therefore existed over the utility of the framework in other contexts and sectors (John, 

1998). The variety of applications cited above would seem to dilute this criticis m however.  
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3.4.3.3  Summary 

The MS framework is a well established mechanism for examining policy change within a 

particular policy sector. It has been widely applied across a range of disciplines, usually on 

the basis of a qualitative case -study based research approach. It would appear to offer 

synergy with the findings of the literature review with regard to historical motivations for 

policy change in the transport sector, and will be further considered for use in this study.  

 

Having now completed the assessment of the three frameworks, the next section outlines 

the preferred analytical approach to be used in the study.  

3.4.4  Preferre d analytical approach ð the MS framework  

On the basis of the preliminary assessment of the three frameworks described above, the 

MS framework has been selected as the lens through which to explore the policy process in 

this thesis. A number of factors support this decision. Firstly, the additional literature 

review summarised in section 3.3 and attached as Appendix 1 sought to identify facto rs 

accounting for policy change in the transport sector. The review concluded that primary 

drivers of policy change across this sector consisted of:  

 

Á Public and political identification, acknowledgement and conveyance of a transport 

ôproblemõ which needs addressing;  

 

Á The development of policy ôideasõ or solutions which can be seen to address 

identified problems and which satisfy/overcome traditional implementation 

barriers in the transport sector ; and 

 

Á Events in the political arena .  

 

The MS framework would therefore appear to offer the best method to explore these 

variables in more depth, since it also cites such factors as an important part of the policy 

change processes. Whilst the ACF also demonstrated compatibility with certain findings of 

the literature  review, not least in the context of the roles of policy learning and external 

shocks in bringing about policy change, in also incorporating these variables the MS 

framework appears to offer an all round better ôfitõ.  

 

Both the MS framework and ACF emphasise the importance of formal and informal actors in 

the policy process. However, it is within the MS framework that the role of policy 

entrepreneurs, individuals who can unite stakeholders or have the influence to overcome 

barriers between them, is emphasi sed most vigorously. Again, this demonstrates synergy 

with the findings of the transport policy change literature review, which cited policy 

champions as often being important in helping to facilitate change.  
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The utility of the MS framework is also importa nt. Whilst Kingdon (1984) first used the 

framework to explain the process of agenda -setting at the national level in the USA, 

subsequent studies have shown that it can be used to explain the entire process of policy 

formation (Zahariadis, 2007). The preval ence of MS framework based policy studies 

provides valuable insights in terms of how to design, conduct and analyse studies using this 

approach. In addition the variation in policy backgrounds in which these studies are 

grounded provide confidence that the  MS framework will also be suitable for use in this 

study.  

 

Of similar importance is the ability of the framework to enable policy analysis to be 

undertaken in transparent and structured terms (in the streams of problems, policies and 

politics). It therefo re offers a more pragmatic and systematic approach to policy analysis 

than either the ACF or the stages heuristic.  

 

With the MS framework chosen as the preferred mechanism for policy analysis, section 3.5 

now provides a more comprehensive assessment of the framework.  

3.5  EXPANSION OF THE MS FRAMEWORK 

This section expands on the preliminary MS framework assessment to provide a more 

comprehensive account of its composition, and describe how it will be used in the context 

of this thesis.  

 

As outlined, the MS framework conceptualises the policy process as composing of three 

largely independent streams ð the policy stream, the problem stream and the political  

stream - which flow through policy arenas (Sabatier, 2007) . Kingdon (1984) perceives these 

streams to flow in dependently of each other, except on occasions where the emergence of 

policy windows permit policy entrepreneurs to link or ôcoupleõ the streams with each other. 

Major policy change is achieved if policy entrepreneurs are successful in coupling the 

streams at these moments in time. The MS framework can therefore be seen to involve five 

primary elements:  

 

Á The problem stream;  

Á The policy stream;  

Á The political  stream;  

Á Policy entrepreneurs; and  

Á Policy windows 

 

 Sections 3.5.1 ð 3.5.5 will now provide an in -depth assessment of each of these key 

features.  
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3.5.1  The problem stream  

The problem stream is used to consider how problems come to be recognised, and how 

conditions come to be defined as problems (Kingdon, 1984). The rationale behind the 

problem stream is that in any given situation which may theoretically require the use of a 

policy solution, the ôissueõ which the policy should seek to address must be defined and 

explicitly identified as a ôproblemõ. Furthermore, there must be a desire that the existing 

situation is in someway wrong or requires attention, and that policies can be pursued which 

may correct the situation. As Kingdon (1984, p. 119) states, ôfor a condition to be a 

problem, people must be convinced that something should be done to change itõ. The 

problem stream therefore denotes which social conditions are perceived by people as 

problems which need to be remedied by policy action (Teodorovic, 2008).  

 

Three mechanisms can serve to bring problems to the attention of policy makers and 

elevate issues into t he problem stream:  

 

Á Indicators for example road traffic deaths or infant mortality rates, are 

measurements which can be used to assess the scale or changes of problems. They 

can be used ôpoliticallyõ in an attempt to measure magnitudes of change in the 

hope of catching official attention (Zahariadis, 2007);  

 

Á Focusing events can also draw attention to problematic conditions. As Kingdon 

(1984, p. 94-95) describes, ôproblems are often not self-evident by the indicators. 

They need a little push to get the atten tion of people in and around government. 

That push is sometimes provided by a focusing event like a crisis or disaster that 

comes along to call attention to the problem, a powerful symbol that catches on, or 

the personal experience of a policy makerõ. The 9/11 terrorist attacks (Birkland, 

2004) and rail crashes (Zahariadis, 1996) are cited in the literature as notable 

examples of such focusing events (note the synergy here with regard to the concept 

of the power of the unforeseen event as discussed in secti on 3.3); and  

 

Á Feedback refers to both formal and informal communication mechanisms by which 

problems with existing policy approaches come to the attention of political 

administrators. Taking the performance of urban mass transportation systems as an 

example, Kingdon (1984) identifies formal channels to include indicator based 

assessments such as ridership, load-factors, and on -time performance. More 

informally, and maintaining transport as an example, he cites public feedback 

about events such as deteriorat ing road surfaces, coupled with administrator 

concerns about the lack of funds to address them, as informal communication of 

problem awareness. 
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Figure 3.3 below summarises the composition of the problem stream, and outlines key 

areas for research in the c ontext of the thesis.  

 

Figure 3.3 ð Problem stream components and areas for research  

Problem stream composition  Areas for research  

 

- Focusing events 

- Indicators 

- Feedback 

- stakeholder perceptions of strategic challenges across UK 

National Parks 

 

- stakeholder perceptions of transport problems across UK 

National Parks 

 

 - whether the way problems are defined has any influence 

on the elevation of one issue over another on the policy 

agenda 

 

3.5.2  The policy stream  

When problems are identified, the search for a solu tion begins. The policy stream is 

therefore conceptualised as a ôprimeval soupõ, home to many potential policy ideas which 

float around, confronting and bumping into one another (Brunner, 2008). The policy stream 

is representative of the fact that, in prin ciple at least, many ideas are possible (Kingdon, 

1984). Some of these ideas rise to the top of the agenda, whilst others sink to the bottom 

and are ultimately discarded (Brunner, 2008). Policy measures therefore  emerge through an 

evolutionary process, and only a few policy ideas ever receive serious consideration. Those 

that do have to satisfy criteria in terms of technical feasibility, personal beliefs and 

likelihood of public acceptability. For example, ideas which appear difficult to implement 

are rarel y favoured. Similarly, proposals which do not conform to the values of policy 

makers are unlikely to be considered for adoption (Zahariadis, 2007).  

 

Policy ideas are largely generated by specialists in policy communities (networks of 

individuals in single policy arenas), and are considered in a number of different forums. 

Such forums may include formalised processes such as policy papers or public meetings, or 

more informal activit ies such as simple conversations with other members of the policy 

community. It is during these periods that ideas may survive unchanged, evolve into new 

ideas, or disappear altogether (Zahariadis, 2007). The policy stream therefore produces a 

short list of policy proposals, from an initial large list of possible ideas. As Kingdon (1984, 

p. 144) states, ôthis short list is not necessarily a consensus in the policy community on the 

one proposal that meets their criteria: rather it is an agreement that a few proposals are 

prominentõ. 
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Figure 3.4 below summarises the composition of the  policy stream, and outlines the areas 

for research in the context of this thesis.  

 

Figure 3.4 - Policy stream components and areas for research  

Policy stream composition  Areas for research  

The policy community  

- the strengths of relationships between mem bers of policy 

communities  

 

- fragmentation and unification within policy communities  

Policy objectives  
- community membersõ consensus/divergence on transport 

policy objectives  

The policy ôprimevalõ soup 

 - views of community members with regard to trans port 

policy proposals in terms of their feasibility, personal value 

acceptability, and public acceptability  

 

3.5.3  The political stream  

The political stream flows independently alongside the problem and policy streams. It is 

composed of three elements (Zahariad is, 2007):  

 

- The national /local  mood: the notion that fairly large numbers of individuals in a 

given country/area think along common lines and that the mood swings on 

occasion. Government officials sensing changes in this mood act to promote certain 

items on the agenda, or conversely, play down the prospects of others;  

 

- Organised political forces/p ressure group campaigns: politicians view the support or 

opposition of interest groups as indicators of consensus or dissent in the broader 

political arena. Politi cal policy actions can be influenced as a result; and  

 

- Existing governmental arrangements: the make -up of governing arrangements and 

institutions surrounding policy making can be influential. Changes in terms of 

political administrations, or their composit ion may help to bring about change.  

 

Each of the above elements are perceived to influence the action that decision makers 

take, and are deemed important in shaping the policy agenda (Saint -German and Calamia, 

1996). Events which occur in the political  stream may, or may not, be favourable for the 

emergence of new policy (Teodorovic, 2008).  

 

According to Kingdon (1984, p. 163), ôthe political stream is an important promoter or 

inhibiter of high agenda status. All of the important actors in the system, not just the 
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politicians, judge whether the balance of forces in the political stream favours action. They 

also judge whether the general public would at least tolerate the directions pursued at the 

elite level. Without that tolerance, the potential for retrib ution at the polls is likely to 

torpedo the ideaõ. 

 

Figure 3.5 below summarises the composition of the policy stream, and outlines the areas 

of research to be addressed.  

 

Figure 3.5 - Political  stream components and areas for research  

Political  stream comp osition  Areas for research  

The local mood 
- the influence (if any) of the local mood on the policy 

process 

Organised political forces  

- the presence or otherwise of organised political forces 

in the policy sector, and the extent that they affect the 

poli cy process 

Local government arrangements 
- the impact  (if any ) of existing local government 

arrangements on the policy process 

3.5.4  Policy entrepreneurs  

Policy entrepreneurs are individuals or corporate actors who attempt to couple the three 

streams. When policy windows open, policy entrepreneurs must immediately take hold of 

the opportunity to take action. Failure to grasp the opportunity of an open policy window 

means it will soon be lost, and policy entrepreneurs must wait for the next one to come 

along (Zahariadis, 2007).  

 

Kingdon (1984, p. 151) defines policy entrepreneurs as individuals or corporate actors ôwho 

are willing to invest resources of various kinds in hopes of a future return in the form of 

policies they favourõ. They may be politicians, bureaucrats, analysts, consultants, 

journalists, or academics (John, 1998) and are not exclusive to one area of the political 

system. 

 

Figure 3.6 below outlines the areas for research to be addressed when looking for evidence 

of entrepreneurial activity in the context of the MS framework.  

 

Figure 3.6 ð Policy entrepreneurs and research questions  

MS framework composition 
element  

Areas for research  

Policy entrepreneurs  

- evidence of policy entrepreneurs within the sector  

 

- their status within the policy communit y and influence on 

policy processes 
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3.5.5  Policy windows  

Policy windows occur when the three streams described above are temporarily joined 

together, or coupled. Sometimes a policy entrepreneur is evident in the coupling process, 

other times not. The merging of  the three streams leads to advantageous choice 

opportunities which Kingdon (1984) calls policy windows. A policy window is a moment in 

time where ôa problem is recognised, a solution is developed and available in the policy 

community, a political change m akes the right time for policy change, and potential 

constraints are not severeõ (Kingdon, 1984, p. 174).  

 

The metaphor of a launch window in a space flight mission is used by Kingdon to illustrate 

his definition. If, for whatever reason, a launch window is lost, it is necessary to wait until 

all the necessary requirements for a successful launch are in place again. The probability of 

an issue gaining prominence on the political agenda therefore increases when problems 

interact with both solutions and poli tics to produce a single package which is acceptable to 

policy makers (Travis and Zahariadis, 2002).  

 

In the event that the streams are not coupled, then no policy windows emerge and the 

status quo is largely maintained. For example, a problem may exist bu t is never elevated 

onto the policy agenda because a feasible solution to it cannot be found, or a politician is 

not interested in the problem as it is currently defined. Conversely, policy specialists may 

develop solutions for which problems have not yet formally been acknowledged, thereby 

limiting the likelihood of implementation (Saint ñGermain  and Calamia, 1996). 

 

On occasions such as budget reviews, or in instances of major political upheaval, policy 

windows may open quite predictably. At other times, their opening may be quite 

unpredictable, for example those driven by a focusing event or crisis as described in the 

problem stream. Open windows do not stay open for long, and may close for a variety of 

reasons. Kingdon (1984) outlines five key reasons behind the closure of policy windows:  

 

Á Participants feel they have addressed the problem through decision making or 

enactment;  

 

Á Participants may fail to get action. Failure to achieve action means participants are 

unwilling to invest further time, energy, po litical capital or other resources in their 

endeavour, and turn attention elsewhere;  

 

Á Events that prompted the window to open may pass from the scene;  

 

Á If a change in personnel opens a window, the personnel may change again. People 

in key positions come and go, and so do the opportunities their presence furnishes;  
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Á There is no available alternative. The opportunity for the implementation of a new 

policy or scheme passes if the ready alternative is not ready.  

 

Successfully addressing the research areas allied to the individual elements of the MS 

framework as outlined in Figures 3.3 ð 3.6 should allow a comprehensive assessment of the 

potential for change in the policy sector to be made. It should also allow the development 

of recommendations by which to improv e the potential for change to be generated. Figure 

3.7 summarises this assessment. 

 

Figure 3.7 ð Assessment on the opening, or potential for opening, policy windows in the 

National Park transport planning sector  

MS framework composition 
element  

Area for re search 

Policy windows 

 

- is there any evidence of the framework components 

ôcouplingõ to create a policy window for change in the 

sector? 

 

 

3.5.6  Summary 

This section has provided a comprehensive assessment of the MS framework, and outlined 

how it is to be use d in the context of this thesis. The component parts of the framework 

have been examined, and their relevance to future research areas established. Section 3.6 

now concludes this chapter.  

3.6  CONCLUSION 

Policy making is a complex process involving numerous actors at a range of institutional 

levels. Studies of public policy processes can take place at the national level, or within 

particular policy sectors. A key aspect of policy research involves studying particular 

sectors in order to account for and document  instances of policy stability or change. To 

demonstrate this fact, and provide initial insight into the motivations for policy change, a 

transport policy review was undertaken. The results showed that three ôchange agentsõ 

were particularly influential in supporting change in the sector, namely: problem 

awareness; the availability of policy solutions; and events in the political arena.  

 

These findings were particularly helpful when judging the strengths and weaknesses of a 

range of formalised theoretical p olicy change frameworks which were assessed for their 

suitability for use in this thesis. As a result, the MS framework has been chosen as the 

means by which to explore the policy process under study in this thesis. The processes by 

which it accounts for p olicy change have been shown to bear synergy with preliminary 
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findings of the transport policy change literature review summarised in section 3.3. The key 

strengths of the framework are its utility, transparency, structure and fluidity.  

 

Study of the MS framework yields three further researcher propositions to add to the six 

already identified in Chapter Two and earlier in this chapter. These are:  

 

Á Proposition 7:  How transport problems are defined by politicians and the general 

public influences the attent ion which the issue receives on the political agenda.  

 

Á Proposition 8:  The presence of a policy entrepreneur within the local or national UK 

National Park transport planning sector would aid the potential for significant 

policy change.  

 

Á Proposition 9:  There is currently no open policy window through which to secure 

significant transport policy change  with respect to leisure  in the context of UK 

National Parks. 

 

On the basis of the research aim, objectives and questions, and in accordance with the data 

requir ements of the MS framework, the following chapter outlines the research approach 

which underpins this thesis.  
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Chapter Four:  Research Approach  

 

4.1  INTRODUCTION 

This chapter details the research approach taken in this thesis with regard to the collection 

of pr imary data necessary to satisfy the study aim, objectives and research questions. The 

chapter is structured as follows. Section 4.2 provides an overview of the research aim, 

objectives and propositions the research approach i s designed to address. Section 4.3 

provides an examination of the influence of the chosen theoretical fra mework (the MS 

framework) on both  research design and qualitative data analysis . Based on these findings, 

section 4.4 documents the overarching case-study approach employed in this t hesis. The 

component parts of the overarching case -study approach, namely in -depth interviews with 

UK National Park Transport Officers complemented by document analysis  (section 4.5), the 

New Forest National Park and Yorkshire Dales National Park case studies (section 4.6) and 

in-depth interviews with expert practitioners  in the field (section 4 .7) are then examined.  A 

conclusion is presented to c omplete the chapter in section 4 .8.  

4.2  AIM, OBJECTIVES AND RESEARCH PROPOSITIONS 

The aim of this thesis is:  

 

To inv estigate the process of policy change with respect to leisure transport in 

UK National Parks.  

 

This is supported by the following objectives:  

 

Á To identify issues and policies relating to the leisure based use of National Parks, 

with particular regard to tr ansport;  

 

Á To examine the views of National Park Transport Officers on the current and likely 

future development of leisure transport and related policies in UK National Parks;  

 

Á To analyse perceptions of UK National Park transport issues and policies amongst 

relevant communities of interest at a local level;  

 

Á To analyse current perceptions of UK National Park transport issues and policies 

nationally, and explore possible future avenues for policy change;  

 

Á To develop recommendations and advice to policy make rs and practitioners who 

maintain aspirations for transport policy change within UK National Parks.  
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4.2.1.1  Research propositions 

The research propositions provide the structure by which to satisfy the aim and objectives. 

They have been derived from the work of ch apters two and three.  

 

Proposition 1 

Conflict between the two founding purposes of National Parks ð conservation and 

enhancement versus understanding and enjoyment ð restricts transport policy development 

in these settings.  

 

Proposition 2  

National Park administration, operation and usage varies between countries, therefore 

lessons from international schemes and policy development cannot be easily transferred.  

 

Proposition 3  

The complex nature of leisure travel in rural settings serves to discourage its el evation on 

local or national transport policy agendas.  

 

Proposition 4  

Transport in National Parks is not a policy area which attracts public or political attention.  

 

Proposition 5  

It is difficult for practitioners to link innovative transport policies or  schemes with wider 

social and economic objectives in National Park settings.  

 

Proposition 6  

Political arrangements at local and national levels serve to restrict the potential for new 

transport policy development in National Park settings.  

 

Proposition 7  

How transport problems are defined by politicians and the general public influences the 

attention which the issue receives on the political agenda.  

 

Proposition 8 

The presence of a policy entrepreneur within the local or national UK National Park 

transport planning sector would aid the potential for significant policy change.  

 

Proposition 9  

There is currently no open policy window through which to secure significant transport 

policy change with respect to leisure  in the context of UK National Parks.  
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In order that the research aim, objectives and propositions are satisfied, the thesis will be 

structured as shown in Figure 4.1.  

 

Figure 4.1 ð Map of r esearch  

 

 

The following sections of this chapter now document the construction o f the research 

design allied to this thesis. Section 4.3 begins by providing an assessment of the influence 

of the chosen theoretical framework with regard to the chosen research approach.  

4.3  INFLUENCE OF MS FRAMEWORK ON THE RESEARCH APPROACH 

A coherent research approach is concerned with turning research questions into projects 

(Robson, 1993); its purpose being to help avoid the situation in which the evidence does not 

address the initial research question (Oppenheim, 1992). A robust research approach 

therefo re provides a logical framework to guide the investigator through the collection, 
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analysis and interpretation of observations, setting up the study in a way that allows 

specific answers to specific questions to be generated (Yin, 2003). As such, the actual  

formulation of the research approach is informed by a number of factors, not least the 

needs of the chosen theoretical framework. As Chapter Three demonstrated, and Silverman 

(2010, p. 103) confirms, ômethodologies and research questions are inevitably theoretically 

informedõ. Therefore, before outlining the chosen research approach, it is necessary to 

consider the influence of the chosen theoretical framework upon it.  

4.3.1  Research requirements of the MS framework  

The MS framework has been chosen as the analytical framework by which to examine the 

potential for policy change in the National Park transport planning sector. The type of 

research methods typically employed in studies incorporating a n MS framework analysis 

were discussed in Chapter Three and summarised in Table 3.3. Of the studies identified, a 

qualitative research approach consisting of interviews and/or documentary analysis were 

organised in a case study based format on all but one occasion.  

 

The reliance on qualitative research methods as describe d above appears to be reflective of 

policy studies on the whole. For example, Hill ( 1997, p. 120)  asserts that ôpolicy process 

studies are likely to be case studies, using qualitative methodsõ. This is perhaps because 

qualitative methods allow for the stud y of selected issues, cases, or events in greater detail 

than would be possible through a quantitative approach (Mason, 1996). Moreover, the fact 

that the collection of data is not constrained by predetermined categories of analysis 

contributes to the dept h and detail of qualitative data gathering and analysis (Patton, 

1987). Furthermore, in the context of qualitative research and policy analysis studies, it 

appears that such importance is attached to qualitative data techniques since they ôare 

essential so as to preclude premature focusing on a limited number of aspects of [an] issue, 

to the neglect of others which may emerge during the process of data collection and 

analysisõ (Varvasovszky and Brugha, 2000, p. 341). 

 

To summarise therefore, this thesis is a policy analysis study, which through the adoption of 

the MS framework seeks to explore the policy making process in a particular policy sector. 

In this context, and as will now be documented, the research approach has focused 

predominantly on the  collect ion of qualitative data anchored within an overarching case 

study method.  This corresponds with the philosophies of public policy research, and 

presents itself as an e f fective way of collecting the data required to  meet the research aim 

and objectives, and  examine the research propositions.  
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4.3.2  Application of an overarching case study method to address requirements of MS 

framework  

In order to satisfy the research requirements necessary to conduct an MS framework 

analysis, the research approach as shown in Figure 4.2 has been constructed.  

 

Figure 4.2 ð Overview of case s tudy method and wider research a pproach  

 

 

 

 

Prior to the examination of the wider case study construct, and the data collection stages 

which support it, consideration is given to the method of q ualitative data analysis necessary 

to support MS framework based research. 

4.3.3  Qualitative data analysis  

The qualitative based case study approach documented in Figure 4.2 led to the collection 

of a large amount of data. Whilst transcripts of interviews undert aken provide a descriptive 

record of the research, without further interpretation they do not provide any meaningful 
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explanation or insight from which to benefit the research (Pope et al, 2000). This section 

will now examine the process of qualitative data  analysis employed in this thesis.  

4.3.3.1  Aims of qualitative data analysis  

The role of qualitative research analysis is to provide coherence and structure to the data 

set without losing sight of the origin al accounts and observations from which they were 

derived (Ritchie and Spencer, 1994). Fielding (1993, p. 156) contends that ôgood qualitative 

analysis is able to document its claim to reflect some of the truth of a phenomenon by 

reference to systematically gathered dataõ, whilst in contrast, ôpoor qualitative analysis is 

anecdotal, unreflective, descriptive without being focused on a coherent line of inquiryõ.  

 

In the context of policy research, qualitative data analysis is essentially concerned with 

detection, and is underpinned by the key tasks of data defini tion, categorisation, 

theorisation, explanation, exploration and mapping (Ritchie and Spencer, 1994). The 

approach used to analyse qualitative data therefore needs to facilitate the completion of 

these key tasks. As is true in the context of this thesis, R itchie and Spencer (1994, p. 176) 

note that ôthese functions will vary depending on the research questions being addressed, 

but, certainly in applied policy research, the following are frequently included:  

 

¶ Defining concepts: understanding internal structu res; 

¶ Mapping the range, nature and dynamics of phenomena;  

¶ Creating typologies: categorising different types of attitudes, behaviours, 

motivations, etc;  

¶ Finding associations: between experiences and attitudes, between attitudes and 

behaviours, between circu mstances and motivations, etc;  

¶ Seeking explanations: explicit or implicit; and  

¶ Developing new ideas, theories or strategies.õ 

4.3.3.2  Deductive analysis ð the framework approach  

Deductive analysis lends itself for use in the analysis of applied policy research sin ce the 

objectives of studies are usually clearly set, and shaped by specific information 

requirements. A deductive analytical approach fits well with the theory of Krueger and 

Casey (2000, p. 127), who suggest that the purpose of the research should drive data 

analysis, stating that ôanalysis begins by going back to the intention of the study and 

survival requires a clear fix on the purpose of the studyõ. 

 

The framework approach was developed in Britain specifically for the analysis of policy 

relevant quali tative data derived from studies in which the objectives of the research were 

pre-set (Pope et al, 2000). The most comprehensive presentation of the framework 

approach to qualitative data analysis is that described by Ritchie and Spencer (1994). They 
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define the technique as ôan analytical process which involves a number of distinct though 

highly interconnected stagesõ (p. 177). Essentially, it provides a series of clear steps allied 

to data analysis which help researchers to analyse and manage large amounts  of qualitative 

data in a methodical and transparent way (Krueger, 1994). This involves ôa systematic 

process of sifting, charting and sorting material according to key issues and themesõ 

(Ritchie and Spencer, 1994, p. 177). There are five key stages allie d to the framework 

approach, which are summarised by Pope et al (2000) in Figure 4.3.  

 

Figure 4.3  - Five stages of the framework approach to data analysis  

(Source: Pope et al, 2000)  

 

1) Familiarisation  ð immersion in the raw data by listening to tapes, rea ding transcripts, 

and studying notes, in order to list key ideas and recurrent themes.  

 

2) Identifying a thematic framework  ð identifying all the key issues, concepts and themes 

by which the data can be examined and referenced. This is carried out by drawi ng on a 

priori issues and questions derived from the aims and objectives of the study as well as 

issues raised by the respondents themselves and views or experiences that recur in the 

data. The end product of this stage is a detailed index of the data, whi ch labels the data 

into manageable chunks for subsequent retrieval and exploration.  

 

3) Indexing ð applying the thematic framework or index systematically to all the data in 

textual form by annotating the transcripts with numerical codes from the index, us ually 

supported by short text descriptors to elaborate the index heading. Single passages of text 

can often encompass a large number of different themes, each of which has to be 

recorded, usually in the margin of the transcript.  

 

4) Charting  ð rearranging the data according to the appropriate part of the thematic 

framework to which they relate, and forming charts. For example, there is likely to be a 

chart for each key subject area or theme with entries for several respondents.  

 

5) Mapping and interpretati on ð using the charts to define concepts, map the range and 

nature of phenomena, create typologies and find associations between themes with a view 

to providing explanations for the findings. The process of mapping and interpretation is 

influenced by the original research objectives as well as by the themes that have emerged 

from the data themselves.  

 

This was the approach taken in the analysis of all qualitative data collected and reported 

on as part of this thesis. The thematic framework referred to in step 2 of the framework 
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approach was in part formed by the MS framework structure. That is, where appropriate 

data was analysed in the context of the three streams of the framework.  

4.3.4  Summary 

This section has documented the influence of the MS framework on the adoption of the 

chosen research approach and methods of qualitative data analysis allied to this thesis. 

Section 4.4 ð 4.7 will now examine the wider case study method, and each of the three 

distinct stages of research which support it.  

4.4  THE CASE STUDY METHOD 

ôA strategy for doing research which involves an empirical investigation of a particular 

contemporary phenomenon within its real life context using multiple sources of evidenceõ is 

how Robson (1993, p. 146) defines a case study. Similarly, Yin (1994, p. 13)  asserts a case 

study to be ôan empirical enquiry that investigates a contemporary phenomenon within its 

real-life context, especially when the boundaries between phenomenon and context are not 

clearly evidentõ. Moving away from definitions and towards the reasoning behind the use of 

the case study method, Punch (1998, p. 150) offers a simple rationale:  

 

ôThe basic idea is that one case (or perhaps a small number of cases) will be 

studied in detail, using whatever methods seem appropriate. While the re may 

be a variety of specific purposes and research questions, the general objective 

is to develop as full an understanding of that case as possibleõ. 

 

Two points emerge from this preliminary introduction. First, a prerequisite for the use of 

the case study method is that a succinct working knowledge of the area (or case) under 

study, in combination with the development of a theoretical position, has been formalised 

prior to the research. Second, that the case study method is not a data collection approac h 

in itself. Rather, it is a means of organising research in such a way that study aim, 

objectives and research propositions can be satisfied.  

 

The next section will therefore seek to address the applicability of the case study method 

for use in this thes is, whilst the specific research approaches allied to the approach will be 

discussed in later sections of the chapter.  

4.4.1  Applicability of the case study method to this thesis  

The case study method has been identified as a popular method for facilitating rese arch in 

the public policy field. A number of reasons combine to make this so, and they will now be 

briefly examined. The grounds for rejection of other possible research designs will be 

conducted alongside this analysis.  
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4.4.1.1  Research designs available to the r esearcher 

As outlined by Oppenheim (1992), a range of possible research designs are available to the 

researcher. The selection of the correct design is primarily a matter of appropriateness for 

the subject under research. On this basis, Yin (2003) consider s that three particular 

conditions are influential in helping the researcher to identify the most appropriate design, 

namely:  

 

Á The type of research question posed;  

Á The control or otherwise that an investigator has over the events to be studied; and  

Á The degree of focus on contemporary as opposed to historical events.  

 

Briefly then, it is helpful once again to consider these criteria in light of the research to be 

undertaken in this thesis. Starting first with the type of research questions posed, the study 

aims to understand aspects of policy change and stability. That is, using the MS framework 

the aim is to explore the potential for policy change by examining why it is so slow to do 

so, and how change might ever be achieved in the sector. Secondly, the area  under study is 

one which the researcher has no control over. It is a ôliveõ and dynamic area, which cannot 

be directly or indirectly controlled for the basis of experimentation or research. Finally, 

the research will draw on both retrospective and prospec tive analysis in this thesis. Whilst 

historical data and events will serve to provide a contextual baseline, the research is 

intended to maintain a forward -facing element, focusing largely on contemporary events.  

 

Incorporating the three outline condition s for research described above, Yin (2009) provides 

an overview of the five most prominent research designs used in academic study, outlining 

the circumstances in which each design is most appropriate. This is shown in Table 4.1.  

 

Table 4.1 - Relevant situ ations for different research designs  

(Source: Yin, 2009)  

Strategy  
Form of research 

question  

Requires control of 

behavioural events?  

Focuses on contemporary 

events? 

Experiment  How? Why? Yes Yes 

Survey 
Who? What? Where? 

How many? How much? 
No Yes 

Archival 

analysis 

Who? What? Where? 

How many? How much? 
No Yes/No 

History How? Why? No No 

Case study How? Why? No Yes 

 

The case study method presents itself for use in situations where ôhowõ and ôwhyõ questions 

relating to contemporary events out of the contro l of the research are to be addressed. 
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This is of particular importance to the research to be conducted in this thesis, where the 

emphasis is on examining why policy has been slow to change in the National Park transport 

planning sector and how future chan ge may be achieved. 

 

Crucially, other strategies which can be seen to focus on ôhowõ and ôwhyõ type questions ð 

namely experiments and histories ð do not meet the necessary requirements of the research 

in terms of some of the conditions already outlined. F or example, experiments normally 

require the researcher to exert a form of control over events for study, and as discussed 

this is not possible in the context of this research. Similarly, whilst the study will draw on 

historical events and data on a contex tual basis, it is more concerned with contemporary 

events in that it seeks to identify conditions under which policy change may be possible. On 

this basis, both experiments and histories are rejected as possible research designs.  

 

Table 4.1 shows surveys to focus on contemporary events and not require control over 

behavioural events. However, the type of research questions they seek to address are not 

completely consistent with those outlined in this thesis. As Gray (2004, p. 98) asserts, 

surveys are ôa system for collecting information to describe, compare, or explore 

knowledge, attitudes and behaviourémost surveys are conducted using a questionnaireõ. 

Yin (2009) considers the survey method to be advantageous when seeking to identify or 

describe the preval ence of a phenomenon, or when trying to be predictive about outcomes. 

However, the research in this thesis is more exploratory than predictive and therefore less 

suited to the survey method. It is considered then that adoption of the survey method 

would not allow the collection of the detailed data necessary to form a deep understanding 

of the issues at play within the National Park transport planning sector. Similarly, as 

archival analysis does not allow for ôhowõ and ôwhyõ questions to be addressed, and only 

focuses in part on contemporary events, it was not considered suitable as a research 

design. 

 

In summary therefore, the case study method can be seen to fit the research requirements 

of this thesis, and comprehensively aligns with the three conditions for appropriate 

research design outlined by Yin (2003). Similarly, previous scholarly research in the public 

policy field has frequently employed the case study method, presumably for these reasons. 

With the case study method now selected, section 4.4.2 no w outlines its design.  

4.4.2  Case study design 

Yin (2009, p. 46) provides a clear classification of case study design, identifying four 

different types of case study. Each type is differentiated on the basis of single or multiple 

cases, and whether they are embe dded or holistic. Table 4.2 summarises this information.  
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Table 4.2 - Case study designs 

(Source: Yin, 2009, p. 46)  
 

 Single case design Multiple case design  

Holistic (single unit of 

analysis) 

Type 1: Single case, single 

unit of analysis  

Type 3: Multiple cases, 

single unit of analysis  

Embedded (multiple units 

of analysis)  

Type 2: Single case, multiple 

units of analysis 

Type 4: Multiple cases, 

multiple units of analysis  

 

The units of analysis discussed above relate to areas within a particular case that a re 

afforded attention by the researcher (Yin, 2003). So for example, single or multiple cases 

employing only one unit of analysis will largely be one dimensional and focused on a 

specific area of research. Meanwhile, embedded case studies employing more th an one unit 

of analysis address research questions across a number of dimensions within the particular 

case.  

 

Yin (2009) notes that each of the four approaches has advantages and disadvantages, and 

care should be taken in selecting the most appropriate de sign for the research. With 

reference first to single or multiple cases, Yin presents five rationale s for undertaking a 

single case design. One of these rationales relates to circumstances when the case chosen 

for study is the representative  or typical case. In the context of this thesis, the case itself 

is the UK National Park transport planning sector as a whole. In this regard, it can be 

considered as the representative/typical case, since it is the only one of its kind in the UK. 

As such then, the case study design in this instance is that of a single case, the UK National 

Park transport planning sector.  

 

It now needs to be identified whether the case design will be a holistic or embedded study 

(that is, incorporating single or multiple units of analysis ). Holistic studies are to be 

considered on occasions when it is not possible to logically break the case down into sub -

units for analysis, or when the theoretical framework which supports the case study is itself 

holistic. However, problems may occur in h olistic case study approaches in that the 

researcher may not be able to generate the detailed knowledge of the case required to 

answer research questions or address project aims and objectives. That is ôthe entire case 

study may be conducted at an unduly a bstract level, lack sufficiently clear measures of 

dataõ (Yin, 2009, p. 50). Conversely, embedded designs involving multiple units of analysis 

ôcan often add significant opportunities for extensive analysis, enhancing the insights into 

the single caseõ (Yin, 2009, p. 52). However, the research may at this time run the risk of 

providing too much attention to the individual units, in fact losing sight of the bigger 

picture (the case) resulting in a change of study orientation.  
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In line with the study aim, obj ectives and research questions, the case study method allied 

to this research will adopt an embedded approach, consisting of three separate units of 

analysis (or three distinct research stages). Therefore, the basic design of the case study 

approach in thi s thesis is that of type 2, namely a single case incorporating multiple units of 

analysis. The case itself being the UK National Park transport planning sector, and the units 

of analysis being the three stages of independent research allied to it. The case  study 

method incorporated in this thesis is shown in Figure 4.4 below.  

 

Figure 4.4 - The case study method applied in this thesis  

 

THE  CASE: 

An examination of the process of policy change with regard to the UK National Park 

transport planning sector  

Unit of analysis  Appropriate research method  

Transport, UK National Parks and National Park 

Authority Transport Officer perspectives  

Documentary analysis and semi-

structured interviews  

Transport Planning at the local level in UK 

National Parks 

Sub case studies of two National Parks 

incorporating documentary analysis and 

semi-structured interviews  

The future of transport planning in UK National 

Parks ð the national perspective  
Semi-structured interviews  

 

As demonstrated, three distinct stages of research al lied to the case study method have 

been undertaken. The intention here being to ensure that the data collected allowed for 

extensive analysis and insight into the policy sector (or case) under study. Each of three 

stages of research, and the methods used in executing them, will now be examined in 

detail in Section 4.5 ð 4.7.  

4.5  ARTICULATING ôTHE CASEõ ð DOCUMENT ANALYSIS AND UK NATIONAL PARK 

AUTHORITY TRANSPORT OFFICER PERSPECTIVES 

This section will outline the rationale and processes surrounding the first sta ge of primary 

data research. It began with a comprehensive review of documents relating to transport 

planning and UK National Parks, prior to the execution of semi -structured interviews with 

Transport Officers at UK National Park Authorities.  

4.5.1  Rationale  

A preliminary document analysis was necessary in order to allow for the articulation of the 

research area (the case) to be addressed. Academic journal articles and outputs from 

previous academic research in the policy sector, stakeholder policy statements, r eports and 

position statements were all reviewed at this time (see Chapter Five). Whilst this approach 
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represented a positive first step, a further appraisal was necessary to obtain more 

information on the systems and issues under study in this thesis.  

 

Consequently, semi -structured interviews with National Park Transport Officers were also 

deemed necessary for this stage of the research. In instances such as this, the literature 

suggests that researchers seek out individuals with specific knowledge of the  system under 

investigation in order to provide further clarity as to the context and issues arising in the 

area under study. Grimble (1998) suggests identifying a key group of stakeholders that are 

by intuition of importance to the issue, and using person al interviews by way of scene 

setting and initial stakeholder identification. Semi -structured interviews with 

ôknowledgeablesõ at this stage also present the preferred data collection technique of 

Crosby (1991). 

4.5.2  Document analysis  

As Yin (2009, p. 101) notes, ôexcept for studies of preliterate societies, documentary 

information is likely to be relevant to every case study topic. This type of information can 

take many forms and should be the object of explicit data collection plansõ. As such, a 

range of liter ature, from academic journal articles to government legislation and 

stakeholder position papers, was identified and analysed throughout the first two stages of 

primary research (see Chapters 5, 7 and 9). The use of document analysis in the first stage 

of r esearch will be discussed here, and revisited in the sub -case study section of this 

chapter.  

 

In the context of the first stage of primary research, document analysis was necessary in 

order to help articulate the case and set the boundaries for subsequent analysis. The 

analysis helped yield the following information:  

 

Á A comprehensive overview of the inception and development of the National Park 

movement in the UK;  

 

Á An examination of how National Parks in the UK are administered, operated and 

managed; and 

 

Á Perspectives of historic and current transport issues, and the planning and policy 

responses to them. 

 

It was essential to develop an understanding of the above factors, since they help to inform 

the information baseline in which to ground the case. Docume nt analysis was also crucial in 

helping to identify the key stakeholders, at both the local and national level, with regard to 

the policy sector under  study. National Park Authority Transport Officers emerged from the 
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document analysis as active members of the policy community. Semi -structured interviews 

with Transport Officers therefore completed the first stage of primary research.  

4.5.3  Selection of stakeholders: National Park Authority Transport Officers  

National Park Authority Transport Officers were approa ched for their participation in the 

initial element of research primarily because they satisfied the criteria of ôknowledgeablesõ 

outlined by Crosby (1991) and  Grimble (1998). It was also assumed that interaction with 

Transport Officers may yield the provision of further opportunities to access additional 

secondary data sources which may otherwise not be available. Transport Officers were also 

helpful with identification of decision -makers and stakeholders relevant to the second and 

third research stages.  

 

Of the fifteen UK NPAõs, interviews for this stage of research were undertaken with 

representatives of 12 of them. Table 4.3 summarises the interviewees .  

 

Table 4.3 - National Park Authority Transport Officer Interviewees  

Interviewee  Organisation  

Planning and Policy Officer (with transport remit)  North Yorkshire Moors NPA 

Economic Development Officer (with transport 

remit)  
Cairngorms NPA 

Transport Officer  Loch Lomond NPA 

Visitor Development Manager (with transport remit)  Northumberland NPA 

Transport and Tourism Officer  New Forest NPA 

Access and Recreation Manager (with transport 

remit)  
Exmoor NPA 

Planning and Policy Officer (with transport remit)  Lake District NPA 

Transport and Visitor Management Officer  Yorkshire Dales NPA 

Transport Officer  Pembrokeshire Coast NPA 

Planning and Policy Officer (with transport remit)  Dartmoor NPA 

2 x Transport Policy Officers  Peak District NPA 

Sustainable Tourism Manager Brecon Beacons NPA 

 

Three NPAs did not take part in the first stage of the research. Firstly, it was established 

that the Norfolk Broads Authority did not employ an officer in a transport or related post, 

and felt unable to suggest anyone with enough expertise in the area to take part in an 

interview. Secondly, Snowdonia National Park Authority was  approached for inclusion in the 

study, but did not wish to participate. The South Downs National Park was designated after 

the execution of stage one of the research.  
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4.5.4  Research interviews  

A research interview is described by Robson (1993) as a conversation with a purpose; a 

situation where one person talks and one person listens. In defining the research interview 

in more academic terms, Cohen and Mannion (1989, p. 307) state that they are ôinitiated by 

the interviewer for the specific purpose of obtaining research-relevant information and 

focused by him on content specified by research objectives of systematic description, 

prediction or explanationõ. This definition takes the interview out of the realms of mere 

conversation and into a more formalised and fo cussed approach, the design of which is 

dependant on research needs and project aims and objectives. Types of interview therefore 

vary along a scale, from completely unstructured and conversational on the one hand, to 

rigidly tight and structured on the ot her.  

4.5.4.1  Typology of research interviews  

Interviews can be categorised in one of three ways, namely structured, semi -structured, or 

open-ended (Silverman, 2006). A fourth classification, the focus group, in which the 

researcher takes on the role of facilitato r of a group discussion, rather than an interviewer, 

is presented by Noaks and Wincup (2004). A typology of research interviews, along with a 

list of required skills expected to be undertaken by the participating researcher is 

presented in Table 4.4.  

 

Table 4.4 ð Interview t ypology  

(Source: Noaks and Wincup, 2004, p. 80)  

Interview type  Required skills  

Structured interview  
Neutrality; no prompting; no improvisation; 

training to ensure consistency  

Semi-structured interview  
Some probing; rapport with intervi ewee; 

understanding the aims of the project  

Open-ended interview  
Flexibility; rapport with the interviewee; 

active listening  

Focus group 

Facilitation skills; flexibility; ability to stand 

back from discussion so that group dynamics 

emerge 

 

Structured in terviews are those which involve a pre -determined set of questions, responses 

to which are recorded on a standardised schedule. This approach is very similar to a 

questionnaire, with the exception that responses are filled in by the researcher as opposed 

to the individual respondent (Robson, 1993). Structured interviews allow very little leeway 

to expand or discuss the subject area beyond the boundaries which are set by the questions 

themselves (Easterby-Smith et al, 1991; Bryman, 2001). At the opposite end  of the 

interview scale are open -ended interviews, in which a general area of research interest or 
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concern is identified, from which the conversation is allowed to develop naturally within 

this sphere (Robson, 1993). Semi-structured interviews provide the middle ground between 

the two previous approaches, with the interviewer having prepared a list of questions based 

on a defined topic area, but allowing the respondent a significant amount of leeway in 

which to form their reply (Bryman, 2001).  

4.5.4.2  Preferred int erview approach  

Semi-structured interviews were identified as the most suitable type in this case. A number 

of factors supported this decision. Firstly, whilst there was a clear view of what needed to 

be investigated, and the issues that should be addresse d, there was still a significant 

element of room in which respondents may have wished to address and approach their 

answers. To this end, semi -structured interviews emerged as the most appropriate type of 

interview. They allowed interviewees to  be introduc ed to  the broad notion of the subject 

for study whilst still allowing ôthe interviewee [to] develop ideas and speak more widely on 

the issues raised by the researcherõ (Frankfort-Nachmias and Nachmias, 2000, pp. 167). 

Further more ôthey allow[ed]  interviewe es to use their own words and develop their own 

thoughts. Allowing interviewees to ôspeak their mindsõ is a better way of discovering things 

about complex issuesõ (Denscombe, 2003).  

 

In designing the questions therefore, consideration was given to the stu dy aim and 

objectives, the needs of the MS framework, and the findings of the initial literature review. 

The interview questions are shown in Figure 4.5.  

4.5.5  Summary 

This section has outlined the research approach allied to the first research stage of this 

thesis. The next section will now examine the research methods allied to the second stage 

of research, namely the New Forest and Yorkshire Dales National Park sub case studies. 
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Figure 4.5  ð Interview questions for National Park Transport Officers  

 

1 What do you consider to be the key issues which may impact on the NPAõs ability to 

fulfil its objectives over the next five years?  

 
2 Focusing more specifically, in your opinion what are the main issues facing the NPA 

with regard to transport at the present time?  

 
3 Please outline the measures which are currently being used in order to address the 

transport issues currently facing the NPA . 

 

4 What is the rationale behind the use of these measures?  
 

5 How effective do you perceive the use of these measures to be in addressi ng the 

transport issues outlined earlier?  

 
6 Are there any constraints which limit the ability of the NPA to address the transport 

issues identified? 

 

7 If yes, please explain how these constraints may be overcome .  
 

8 Do you see a role for more experimental traf fic management initiatives in National 

Park settings? 

 
9 Are there any additional transport planning measures that you would like to see 

introduced in the NPA? 

 

10 Please outline the factors which preclude the implementation of these measures .  

4.6  THE NEW FOREST AND THE YORKSHIRE DALES NATIONAL PARK SUB CASE STUDIES 

The nuances of case study research have been outlined in section 4.4 of this chapter, so 

will not be repeated here. Instead, the research methods allied to the in -depth sub case 

studies conducted in the  context of the New Forest and Yorkshire Dales National  Parks will 

be examined and justified as appropriate.  

4.6.1  Rationale  

Research findings from stage one supported the assertion that the actors within the 

National Park transport planning and policy environme nt form an important and influential 

part of the policy making process. The MS framework also places people, ideas and 

interests at the heart of policy making. Case studies were therefore identified as a means 

by which to examine stakeholder interests, att itudes and perceptions in this multi -actor 

policy context.  

 

Of the complications of multi -actor policy contexts, Runhaar et al (2006, p.  34) state that 

ôtypically, the resources required for successful policy implementation (e.g. money, 

information, suppor t) tend to be spread over actors other than (central) governmentéyet 

the actors from various domains typically perceive a given problem differently. Moreover, 

they have the potential to block problem -solving activities. Policy -makers thus face the 
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challenge of finding a balance between policy alternatives that are both satisfactory in 

terms of problem -solving and that can count on sufficient support from stakeholdersõ.  

 

Accordingly, and also in line with research requirements of the MS framework, some of t he 

key areas seeking to be examined included answering questions surrounding the following:  

 

Á stakeholder problem perception;  

Á the involvement of stakeholders in problem areas;  

Á their interests in solving or maintaining the problem;  

Á policy alternatives suppo rted or opposed by most stakeholders, and the 

perceived effects of their favoured approach and its alternatives;  

Á relationships between stakeholders, and the identification of individual actors 

or coalitions who may support or block problem solving activiti es. 

 

Grimble (1998) notes that such analysis is particularly relevant in instances where issues are 

characterised by:  

 

Á Cross-cutting systems and stakeholder interests;  

Á Multiple uses and users of the resource;  

Á Multiple objectives; and  

Á Negative externalities .  

 

As has been and will continue  to be demonstrated, UK National Parks are home to instances 

of all the above characterisations. There were clear links therefore between the policy 

sector under study and the research requirements supporting the application  of case 

studies as a method of policy analysis. Note here also the synergy between these research 

requirements, and the data needs required to undertake an MS framework analysis.  

4.6.2  The single case study method  

Each case study combined preliminary data gath ering and analysis with semi -structured 

interviews with key National Park stakeholders. Both research approaches are briefly 

summarised here. 

4.6.2.1  Document analysis within the sub case studies  

Document analysis within the sub case studies focussed on the documentation allied to 

transport planning and policy development with the sub -sector. Literature in the form of 

policy and legislative documents, resident and visitor surveys, press releases, and policy 

position statements were incorporated in each case. The us e of secondary data at this stage 

was particularly helpful in providing context to the case studies. Data was also used as 
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another forum by which to ascertain alternating stakeholder perspectives on key issues 

under study. The research interview process is  now documented below.  

4.6.2.2  Semi-structured interviews within the sub case studies  

The interviews were informed by the data requirements of the MS framework, in addition 

to the research findings yielded from the literature review, Transport Officer interviews 

and document analysis. Semi-structured research interviews were again identified as the 

best technique for use. As Grimble (1998, p. 6) states, ôfield experience points in particular 

to the usefulness of informal, semi -structured interviews (using simple ch eck-lists of key 

topics) both with individuals representing one stakeholder group, or with a number of 

representatives from different stakeholder groupsõ. Varvasovszky and Brugha (2000, p. 341) 

further extol the use of semi -structured interviews, favouring  one to one interviews over 

the use of focus groups or informal group discussion since they ôcan help structure data 

collection while keeping the focus sufficiently broad to allow for hidden or emerging 

themesõ. 

 

The selection of the cases and stakeholders  is now discussed. 

4.6.3  The New Forest National Park case study  

A more in-depth overview of each National Park will be presented in the relevant chapters. 

However, a brief summary here is helpful in order to justify the selection of each case 

study area.  

 

The New Forest National Park is the newest in the UK, designated in 2005. It is the second 

smallest of all the National Parks, but the most heavily populated and is located between 

the two growing urban areas of Southampton and Poole. In addition, forecast futu re housing 

and development growth in the south of England is expected to place further pressure on 

the National Park itself. The New Forest National Park is also home to a complex system of 

local governance, involving Hampshire County Council, New Forest District Council, the 

Forestry Commission, the New Forest Verderers and the New Forest National Park Authority 

itself. It therefore faces unique challenges in reconciling conservation needs with those of 

residents, visitors, business and local authorities.  

 

In late 2008, the New Forest NPA released a draft National Park Management Plan which 

raised the issue of road pricing and other demand management measures as possible future 

transport planning approaches. The release of the document prompted a great dea l of local 

and national interest which doubt less served to promote interest in transport policy in the 

context of  the New Forest National Park. The timing of the events made the New Forest 

National Park a particularly relevant location for a case study.  
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The selection of the New Forest as a case study can therefore be justified on the following 

basis: 

 

Á Relevancy of recent transport policy events to thesis;  

Á Second smallest National Park but most heavily populated;  

Á Proximity of National Park to large urban c entres (Southampton, Bournemouth, 

Poole); 

Á Forecast future development growth in the south of England;  

Á Young National Park with fledgling National Park Authority; and  

Á Complex system of local governance.  

4.6.3.1  Selection of interview participants  

Interview particip ants in the New Forest case study are shown overleaf  in Table 4.5  (the 

codes after their positions are to allow for the attribution of quotes in Chapter 8. This 

approach will be undertaken in all subsequent research stages).  The selection of 

participants w as made on the basis of three separate lines of enquiry:  

 

Á Advice from the New Forest NPA Transport and Tourism Officer surrounding key 

stakeholders within the policy sector;  

Á Public comments made in light of release of New Forest National Park Authority 

Draft Management Plan; and  

Á Documented attendance at local government or public meetings involving 

transport.  

 

Due to the transferability of research findings from the first research stage, testimony from 

the New Forest NPA Transport Officer was also coded and used where appropriate during 

this stage of research. The same is true of the interview with the Yorkshire Dales Transport 

Officer with regard to the Yorkshire Dales case study also.  

 

It should be acknowledged here that there was no representation from pu blic transport 

operators or local media organisations in either of the two sub -case studies. The reason for 

this is largely a matter of practicality.  

 

During the early stages of each case-study research process a number of additional 

interviews with a var iety of stakeholders in both the New Forest and the Yorkshire Dales 

were undertaken but not included in this thesis. Notable examples include interviews with 

representatives of public transport and community transport operators, and members of 

local chambers of commerce. Whilst any background information about the case is helpful 

to the researcher, on certain occasions participants lacked the breadth of knowledge 

required to provide relevant information necessary to conduct an MS framework analysis of 
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inter view responses. That is, the focus of the interview questions required a certain depth 

of knowledge about a range of issues in the policy sector, and were not simply limited to 

one or two niche aspects relating to a particular issue within it.  

 

Whilst contextually helpful, interviews undertaken but not ultimately included in the thesis 

resulted in costs to the research in terms of both time and finance. Thus, in addition to the 

selection criteria documented in section 4.6.3.1, future approaches to, and sel ection of, 

interview participants were partially informed by their perceived ability to address a wide -

range of the proposed interview questions. In both the sub -case studies this approach 

therefore led to the exclusion of public transport operators and re presentatives of the local 

media during the interview process. Ideally, the decision to exclude stakeholder 

contributions from the thesis would be taken after the commencement of all interviews (as 

was the case with a number of interviews not included in t his thesis), as opposed to the 

researcher deciding not to approach certain people or groups on the basis of certain 

assumptions. In this case however, time and financial constraints meant this course of 

action was not always possible.  

 

Table 4.5 - New Fore st case study interviewees  

Interviewee  Organisation  Code 

Leader Hampshire County Council NF1 

Tourism Manager New Forest District Council  NF2 

Deputy Surveyor Forestry Commission NF3 

Chairman New Forest Business Partnership NF4 

Chairwoman New Forest Tourism Association NF5 

Councillor (Transport 

Portfolio)  
Hampshire County Council NF6 

Chairman New Forest Campaign to Protect Rural England NF7 

Policy Officer  New Forest Association NF8 

Verderer New Forest Verderers NF9 

 

Documentary and interview analysi s regarding the New Forest National Park case study is 

presented in Chapters Seven and Eight. For now, the next section outlines the rationale of 

the selection of the Yorkshire Dales National Park as a case study for this thesis.  

4.6.4  The Yorkshire Dales Nation al Park case study  

The Yorkshire Dales National Park is one of the UKõs oldest, designated in 1954. Due to its 

size ð it is nearly three times greater than the New Forest ð business and tourism interests 

are more widely dispersed throughout the National Pa rk. Its population is less than half that 

of the New Forest, yet its location places it within easy access of the West Yorkshire and 

East Lancashire conurbations. Whilst far from straightforward, the system of local 
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governance is simpler than that found in  the New Forest. The Yorkshire Dales National Park 

Authority is well established and sits comfortably within the local government framework.  

 

Whilst sharing some of the same challenges as the New Forest, the Yorkshire Dales National 

Park contrasts geographically and historically with it. It therefore represented an excellent 

location in which to ground a second case study. The selection of the Yorkshire Dales as a 

case study can therefore be justified on the following basis:  

 

Á An established National Park with good communication channels in the context of 

the local government framework;  

Á Geographical and historical contrast with New Forest National Park;  

Á Proximity to large urban conurbations; and  

Á Dispersed business and tourism interests over a large geographic area.  

4.6.4.1  Selection of interview participants  

Interview participants in the Yorkshire Dales case study are shown in Table 4.6 below. The 

backgrounds and interests of interviewees participating in the Yorkshire Dales case study 

varied slightly to those of the  New Forest. Participants in this case were largely drawn from 

the board membership of the Yorkshire Dales National Park Authority (both local authority 

and secretary of state appointees ð see Chapter 5 for an overview of selection criteria for 

NPA board membership) and other areas of local government. As a result, participants often 

held more than one position of responsibility relative to the policy sector (for example, 

some Yorkshire Dales NPA board members were also elected local councillors). 

 

The variation in the selection of stakeholders relates primarily to issues of geography and 

population density in the Yorkshire Dales relative to that of the New Forest. The Yorkshire 

Dales National Park is much greater in size but far less densely populated than the New 

Forest National Park. Similarly, honeypots and settlements are widely dispersed throughout 

the Park, as opposed to the New Forest where they are all relatively closely located. As 

such, business and tourism groups are far less formalised in the Yor kshire Dales, and not 

able to reflect area wide issues. Therefore the decision was made to focus on elected local 

councillors and Yorkshire Dales NPA board members in order to ensure the breadth and 

depth of collective opinion necessary to undertake an ana lysis was achieved.  

 

Documentary and interview analysis regarding the Yorkshire Dales National Park case study 

is presented in Chapters Nine and Ten. The next section will examine the interview 

approach allied to the case studies.  
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Table 4.6 - Yorkshire Dales case study interviewees  

Interviewee  Organisation  Additional responsibilities  Code 

Chairman Yorkshire Dales NPA  Councillor, Craven District Council  YD1 

Chairman 
Yorkshire Dales 

Society 

Board member (secretary of state 

appointee), Yorkshire Dales NPA 

YD2 

Board member 

(local authority 

appointee)  

Yorkshire Dales NPA 

Councillor, North Yorkshire County 

Council (and former Chairman of the 

Yorkshire Dales NPA)  

YD3 

Board member 

(secretary of 

state appointee)  

Yorkshire Dales NPA 

Managing Director, Rural Transport 

Consultancy 

YD4 

Board member 

(local authority 

appointee)  

Yorkshires Dales NPA 

Councillor, North Yorkshire County 

Council and Richmondshire District 

Council 

YD5 

Chairman 

Dales and Bowland 

Community Interest 

Company 

Rural Transport Consultant YD6 

Chairman 
Yorkshire Dales Green 

Lane Alliance 

Member, Yorkshire Dales Local 

Access Forum 

YD7 

Member 
Yorkshire Dales Local 

Access Forum 

 YD8 

Transport Policy 

Officer  

North Yorkshire 

County Council 

 YD9 

 

4.6.4.2  Semi-structured interviews  

The advantages and disadvantages of semi-structured interviews have been outlined 

already and will not be revisited here. Rather, this section focuses on the specific questions 

asked of the participants in the New Forest and Yorkshire Dales case studies. Again 

informed by the lit erature review and requirements of the MS framework, the interview 

questions allied to the case studies are shown in Figure 4.6 overleaf.  

4.6.5  Summary 

This section has outlined the research approach allied to the second stage of data 

collection, namely the Nati onal Park case studies. The selection of cases and their 

participants have been identified, and the methods allied to their execution documented. 

Section 4.7 will now examine the final stage of primary research allied to this thesis, 

namely interviews with  experts in the UK National Park transport planning field.  
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Figure 4.6 - New Forest/Yorkshire Dales stakeholder interview questions  

 

1) What do you believe are the most important issues facing the National Park at the 

present time? 

 

- have these issues changed over the last five years, and if so, how?  

- looking ahead, do you think the issues currently facing the National Park will 

still be prominent five years from now?  

- do you anticipate any new issues emerging between now and then, and if so, 

what and why? 

 

2) What are your thoughts on the current situation with respect to transport in the 

National Park? 

 

- have these issues changed over the last five years, and if so, how? 

- looking ahead, do you think these issues will still be prominent five years 

from now? 

- do you anticipate any new issues emerging between now and then, and if so, 

what and why? 

 

3) I would like to ask you about more specific issues relating to transport policy and 

the National Park .  

 

- what do you think should be the primary objectives of transport policy w ith 

respect to the National Park?  

- to what extent do you consider these objectives are currently being met?  

- in what ways might current transport policy be improved?  

- who do you perceive to be the most influential stakeholders with regards to 

transport policy  development in the National Park?  

- are there any recent local, national or international events or developments 

which have served to focus attention on transport policy making in the 

National Park? If so, what has been the impact of such events? 

- does the National Park lend itself as a suitable location in which to trial 

imaginative traffic management schemes?  

 

4) Finally, in light of your opinion on the current transport situation, what are your 

thoughts on the possible use of the following transport planning measures in the 

context of the National Park, either now or at some time in the future?  

 

- selective expansion of road capacity;  

- an increase in car parking charges;  

- the provision of more car parking spaces;  

- public transport service improvements: frequency an d reliability;  

- a reduction in public transport fares;  

- a road pricing scheme involving a payment made by all  motorists for the use 

of roads at certain times or in certain locations with revenue used to improve 

public transport and fund transport initiatives ;  

- a road pricing scheme involving a payment made by  visitors  for the use of 

roads at certain times or in certain locations with revenue used to improve 

public transport and fund transport initiatives;  

- vehicle bans / restrictions on certain roads and in cer tain areas of the 

National Park.  



Chapter Four  

Research Approach 

 
75 

4.7  POLICY ADVOCACY AND THE FUTURE OF TRANSPORT PLANNING IN UK NATIONAL 

PARKS ð EXPERT PERSPECTIVES 

This section will document rationale and processes surrounding the third stage of the 

primary research, namely semi -structured  interviews with transport experts at the national 

level.  

4.7.1  Rationale  

The case study approach adopted in this thesis began with documentary analysis and semi -

structured interviews with National Park Authority Transport Officers. It sought to provide a 

broad overview of the case under study. The sub case studies described above took the 

research to a more local level, exploring in -depth the policy making processes in two 

specific National Parks. On this basis therefore, it was necessary for the research to ret urn 

to the national level as a means by which to complete the data collection. The rationale 

behind this approach was two -fold.  

 

Firstly, it was necessary to identify areas of synergy and divergence between internal 

stakeholders in the National Parks, and external stakeholders who may also seek to 

influence the development of transport policy in these locations. The MS framework 

suggests that the possibilities for the opening of policy windows are enhanced when a 

majority of stakeholders are in agreement as  to specific problems, their causes, and the 

means by which they should be addressed. This stage of the research allowed analysis of 

the extent to which local and national stakeholders were in agreement with regard to their 

identification of transport issu es, support or opposition for particular policy measures, and 

opinions of public and political barriers which change protagonists must overcome.  

 

Secondly, in light of research findings to date,  this stage of research also sought to identify  

ôthe visionõ for future transport planning in the National Parks  amongst key industry 

transport experts. That is, to understand and document expert opinion regarding the aims 

and objectives for future transport policy and planning in National Park settings, and how, 

in light of identified barriers, preferred policies may ever be implemented.  

 

Semi-structured interviews, informed by earlier research findings, again emerged as the 

most appropriate research method in this case. The next section focuses on the selection of 

stakeholders for the research interviews.  

4.7.2  Selection of stakeholders  

Research undertaken to this point was used to derive the list of stakeholders to be 

approached for interview during this stage of the research. Key organisations such as the 

English National Park Authorities Association (ENPAA), and Campaign for National Parks 
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(CNP) were approached on the basis of their involvement in the policy sector and their 

widespread publication of a range of transport and National Park related literature.  

 

Individual transport practitioners were approached on the basis that they were/are heavily 

involved in the development of policy at both the local and national level, and were 

therefore in a particularly well informed position in which to contribute to the debate. 

Table 4.7 outlines the participants involved in the interview process.  (An interview with 

participant E2 was scheduled but cancelled at short notice. Written responses to the 

interview questions were submitted in lieu of the interview).  

 

Table 4.7 ð Expert p ractitioner interviewees  

Interviewee  Organisation  Additional responsibilities  Code 

Director  
English National Park 

Authorities Association  

 E1 

Transport Policy 

Officer  
Campaign for National Parks 

 E2 

Transport Policy 

Officer  

Commission for Rural 

Communities 

 E3 

Transport Policy 

Officer  

Cumbria County Council / 

Friends of the Lake District 

National Park 

Governmental advisor on 

transport  

E4 

Rural Transport 

Consultant 

ôWiden the Choiceõ 

Transport Partnership  

 E5 

Transport 

Academic 

Stockholm Environment 

Institute, University of York  

Governmental advisor on 

transport  

E6 

Sustainable 

Transport 

Consultant 

Transport for Quality of Life 

Consultancy 

Governmental advisor on 

transport  

E7 

 

The interview questions allied to this stage of research are shown below in Figure 4.7. The 

questions were derived from the research findings to date, and involved both current and 

prospective elements.  

4.7.3  Summary 

This section has outlined the research approach allied to the third stage of data collection, 

namely expert perspectives on the future of transport planning in UK National Parks. The 

selection of participants has been identified, and the methods allied to the execution of 

research have been documented. Section 4.8 now provides the conclusion to this chapter.
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Figure 4.7 ð Int erview questions for National Park transport planning experts  

 

Transport and the National Parks today  

 

- what are the most important transport issues facing National Parks today?  

- what are the factors behind their emergence?  

- will they still be prevalent say f ive or ten years from now?  

- will new issues emerge between now and then? 

- do you think existing transport issues are being satisfactorily addressed?  

- are identified transport issues significant in the context of other strategic 

challenges facing UK National Parks? (i.e. where does ð or should ð transport sit on 

the list of ôthings to doõ?) 

 

Future perspectives on transport and the National Parks  

 

- what is your vision for transport in the National Parks?  

- where are we now in relation to achieving this?  

- on what specific objectives is your vision based?  

- what are the barriers that prevent the realisation of this vision?  

- why do such barriers exist? 

- can they be overcome? If so, how? 

- in light of the above, is it realistic to suggest that your vision can ever be achieved ? 

- do you foresee any change in public or political mood that may signify a move 

towards transport policy change in UK National Parks? 

 

 

4.8  CONCLUSION 

This chapter has outlined the development of the case study method as the overarching 

research approach alli ed to this thesis. The influence of the chosen theoretical framework, 

the MS framework, on data collection and analysis has been examined. Within the case 

study design, a three -stage research approach has been outlined, consisting of a) 

documentary analysis combined with semi -structured interviews with Transport Officers at 

UK National Park Authorities, b) two sub case studies at the local level in the New Forest 

and Yorkshire Dales National Park, and c) semi-structured interviews with experts in the 

wider field of the policy sector. An overarching view of the research approach, an d how it 

aligns with the studyõs research objectives is shown overleaf as Table 4.8.  

 

With the research approach now identified, the next chapter undertakes a documentary 

analysis to serve as an introduction to transport planning and UK National Parks.  
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Table 4.8  - Alignment of research objectives with stages of research design  

Research objective  Method Chapter  

To identify issues and policies 

relating to the leisure based use 

of Nat ional Parks, with particular 

regard to transport .  

Literature review  

Chapter 2:  

Leisure travel and 

National Parks: issues 

and policies 

Overarching Case Study Method  

To examine the views of National 

Park Transport Officers on the 

current and likely future 

development of leisure transport 

and related policies in UK National 

Parks. 

Semi-structured interviews 

with National Park Transport 

Officers  

Chapters 5 and 6: 

Document analysis; 

and National Park 

Transport Officer 

interviews  

To analyse perceptions of UK 

National Park transport issues and 

policies amongst relevant 

communities of interest at a local 

level.  

Sub case studies: 

- New Forest National Park 

- Yorkshire Dales National 

Park 

 

Chapters 7 and 8, and 

9 and 10: 

New Forest and 

Yorkshire Dales sub-

case studies 

To analyse current perceptions of 

UK National Park transport issues 

and policies nationally, and 

explore possible future avenues 

for policy change.  

Semi-structured interviews 

with key stakeholders at the 

national level  

Chapter 11:  

Policy advocacy and 

the future of National 

Park transport 

planning: expert 

perspectives 

To develop recommendations and 

advice to policy makers and 

practitioners who maintain 

aspirations for transport policy 

change within UK National Parks. 

Review of the results of 

interview s and case studies 

in line with the research aim 

and objectives, and 

propositions.  

Chapter 13:  

Conclusion and 

Recommendations 
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Chapter Five:  Transport and UK National Parks 2 

 

5.1  INTRODUCTION 

This chapter will provide a comprehensive overview of information relating to the 

administration, operation and management of UK National Parks. A perspective of historic 

and current transport issues, and the planning and policy responses to them, will also be 

presented. The chapter is structured as follows. Section 5.2 documents National Park 

purposes and administration, and briefly outlines the history of their development in the 

post-war years. Following this, three component parts of the MS framework, namely the 

problem stream; policy stream; and politics streams are used to structure a documentary 

analysis of literature relative to the subject area. The aim being to ensure a full 

articulation of the research area is made. (Policy entrepreneurs form the fourth component 

of the MS framework and are discussed specificall y in the interview -based findings chapters 

ð numbers 6, 8, 10 and 11. Policy windows are the fifth and final component of the MS 

framework and are discussed in the discussion and conclusion chapters ð numbers 12 and 

13). 

 

Accordingly section 5.3 studies th e problem stream, and seeks to identify the 

comprehensive transport issues arising specifically within UK National Parks. Section 5.4 

covers the policy stream, which details theoretical and practical transport planning and 

policy responses arising from identified transport challenges. The political  stream is 

discussed in section 5.5, in which some of the practical barriers to policy and planning 

implementation in UK National Parks are outlined. Section 5.6 concludes the chapter, 

presenting a summary of the findings.  

5.2  NATIONAL PARKS IN THE UK: AN OVERVIEW 

The origins of the National Park movement in the UK can be traced back to the Lake 

District in the early 19 th century (MacEwen and MacEwen, 1987). William Wordsworthõs 

Guide to the Lakes,  published in 1810, first put the idea of a National Park into words. 

Wordsworthõs dream would be realised nearly a century and a half later, when the Lake 

District was formally designated as a National Park. Now, there are fifteen National Parks in 

total across England, Scotland and Wales. What follows is a brief chronological overview of 

the recent history of the Natio nal Park movement from the post -war years to the present 

day. 

                                                    

2 This chapter forms the basis of a paper accepted for presentation at the 90 th annual 

meeting of the Transportation Research Board in Washington DC in January 2011. 
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5.2.1  UK National Parks: the post -war years to the present day  

Following a century long battle to obtai n the right of public access to open countryside, 

much of which was privately owned, the Second World War is frequently cited as the 

decisive factor in securing National Parks in the UK (Bush, 1973. MacEwen and MacEwen, 

1982). Public demand for ôa better Britainõ, combined with an urgency to rebuild cities and 

restore prosperity to the countryside, eased the way for the passing of important legislation 

(Bell, 1975). Between 1943 and 1945, a senior civil servant named John Dower wrote a 

White Paper entitled National Parks in England and Wales which was to become the blue 

print for creation of National Parks in Britain. It is in this report that Dower proposed the 

classic definition of a British National Park:  

 

ôA National Park may be defined, in application to Great Britain, as an 

extensive area of beautiful and relatively wild country in which, for the 

nationõs benefit and by appropriate national decision and action: a) the 

characteristic landscape beauty is strictly preserved, b) access and facilities 

for public open-air enjoyment are amply provided, c) wildlife and buildings and 

places of architectural and historic interest are suitably protected, while d) 

established farming use is effectively maintainedõ (Dower, 1945, as cited by 

Harmon, 1991, p. 34).  

 

In late 1945, the new post -war Labour government commissioned a new committee to 

consider how best to practically apply the recommendations from the Dower report. The 

committee reported in 1947, which in turn led to the historic passing of the National Parks 

and Access to the Countryside Act 1949.  

 

On the 17th April 1951, the Peak District became the UKõs first National Park, followed 

shortly by the Lake District. Eight more National Parks ð Snowdonia, Dartmoor, the 

Pembrokeshire Coast, the North York Moors, the Yorkshire Dales, Exmoor, Northumberland 

and the Brecon Beacons ð were created before the end of that decade. In contrast to the 

rapid designation of National Parks in the 1950õs, thirty years were to elapse until the next 

one. In 1989, the Norfolk Broa ds was granted equivalent National Park Status, and in 2002 

and 2003, the devolved Scottish Government designated Loch Lomond and the Trossachs, 

and the Cairngorms, respectively. The most recent additions to the list of National Parks 

are the New Forest, c onferred in 2005 and the South Downs conferred in 2010.  

 

The UKõs fifteen National Parks ð ten in England, three in Wales, and two in Scotland ð are 

shown in Figure 5.1 which presents a geographical representation of their locations.  
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Figure 5.1 ð The loc ation of UK National Parks  

(Source: Authorõs own work) 

 

 

 

UK National Parks are designated on the basis that they exhibit special qualities which are 

of national (and frequently international) significance. Examples of such qualities include 

outstanding l andscapes, cultural and historical heritage, abundant and rare wildlife, and 

the opportunity for the publicõs enjoyment of them (ENPAA, 2008). Such designation affords 

the National Parks the highest status of protection in terms of landscape and scenic bea uty.  

5.2.2  National Park purposes  

The purposes of the National Parks, as laid down explicitly in section 5 of the National 

Parks and Access to the Countryside Act 1949, and as amended by section 61 of the 1995 

Environment Act are:  

 

Á Conservation and Enhancement: To conserve and enhance the natural beauty, 

wildlife and cultural heritage of the National Parks; and  

Á Understanding and Enjoyment: To promote opportunities for the public 

understanding and enjoyment of the special qualities of the Parks.  

 

In any case where conflict exists between the two purposes, and reconciliation is not 

possible, the first purpose must always take precedence. This rule is known as the 


