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Abstract 

 

A comparative case study of social movements to promote alternative modes of transportation 

such as cycling in three urban centers contributes a better understanding of the importance of 

both top-down and bottom-up leadership dynamics in any attempt to change people’s habits 

and effect social change. I draw on Bourdieu’s sociology of culture and key concepts from 

social movement theory to analyse the leadership dynamics behind organized efforts to 

promote a bicycle culture in Montreal in comparison to Chicago and Copenhagen. I employ 

Bourdieu’s understanding of habitus, lifestyle and social status to explore the centrality of 

cultural perceptions to these efforts, and to emphasize that each person riding to work or 

school participates in the leadership process. The framework I develop makes clear that top-

down leadership enhances people’s motivation to act, provides resources to build 

infrastructure and enforces financial constraints on car drivers while bottom-up leadership 

provides cultural legitimacy, critical mass and challenges the dominant CAR ideology. As I 

conclude, both types of leadership are central to these types of movements for social change. 
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Chapter 1 

Introduction 

1.1 Opening 

You don’t even think about the fact that you’re a cyclist, you just cycle.  

– Marie Kåstrup from I bike Copenhagen
1
 

This quote exemplifies how cycling has become second nature to the Danes.  Copenhagen is 

one of the most bicycle friendly cities in the world. 36% of the population living in the city 

daily commute by bike. Bicycle culture is well integrated in Danes’ habits and lifestyle, and 

the bicycle has a high social status in people’s mind. In North America, by contrast, anyone 

cycling to work will be identified as a “cyclist”, which is still not very well perceived in the 

general public. In large cities like Montreal, Chicago, New York, and London, only 1 to 2% 

of the population currently commute by bicycle. But grassroots organizations and political 

leaders are trying to change the negative cultural perceptions and the social status associated 

with urban cycling.  

In the promotion of alternative forms of transportation such as the bicycle, cultural 

perceptions and issues of status are just as important as the practical issues like urban 

infrastructures. A comparative case study of movements to promote cycling in three urban 

centers contributes to a better understanding of the importance of both top-down and bottom-

up leadership dynamics in any attempt to change people’s commuting habits and to effect 

social change. I draw on Bourdieu’s sociology of culture and on key concepts from social 

movement theory to analyse the leadership dynamics behind organized efforts to promote a 

bicycle culture in Montreal in comparison to Chicago and Copenhagen. The framework I 

develop makes clear that top-down leadership enhances people’s motivation to act, provides 

resources to build infrastructure and enforces financial constraints on car drivers while 

                                                 
1
 Quote taken from “Copenhagen Bike city” promotional video made by Wonderful Copenhagen 

http://www.youtube.com/watch?v=RXznapqmulE  
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bottom-up leadership provides cultural legitimacy, critical mass and challenges the dominant 

CAR ideology. 

Little empirical research has been conducted on the promotion of a bicycle culture from a 

cultural, sociological and leadership perspective making this piece of research a contribution 

to the existing literature. Moreover, a better understanding of bottom-up and top-down 

leadership dynamics contributing to the promotion of urban cycling can help the organizations 

involved in alternative transportation to meet the challenges they face.  

1.2 Research questions 

The following research questions guide this thesis. 

 

What do social movements to promote urban cycling in three urban contexts reveal about the 

leadership dynamics of social change?  

 How do Bourdieu’s concepts of habitus, lifestyle and status, along with key 

concepts of social movement theory help explain how top-down and bottom-up 

leadership dynamics interact to change cultural perceptions? 

 

1.3 Reflections on ‘top-down’ and ‘bottom-up’ concepts 

Reflections on central concepts of my research questions and main arguments will be 

presented in order to avoid ambiguity and to be semantically clear.  

Both top-down and bottom-up leadership dynamics are crucial in any attempt to change 

people’s habits and effect social change. By extending Jackson and Parry’s (2008) definition 

of transformational leadership, I define ‘top-down’ as a style of leadership where persons or 

organizations in positions of official authority use their influence to define reality through the 

articulation of a vision and the generation of strategies to realize that vision. On the other 

hand, inspired by Jackson and Parry’s definition of (2008) distributed leadership, I explain 

‘bottom-up’ as a style of leadership where persons or organizations work collectively by 

creating norms of behaviour, contribution and performance, and by supporting each other and 

maintaining the moral of the group. Bottom-up is usually associated with social movements 

defined as loosely knit networks of groups, organizations and individuals which have in 
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common a project of social and cultural change including the change of values, behaviours 

and symbols (Gundelach, 1988; Haluza-DeLay, R. B., 2006). In the three urban centers 

studied, the desire to change transportation habits and lifestyle is tangible from both top-down 

and bottom-up.  

In order to better understand the leadership dynamics at play in these contexts, I will use 

Bourdieu’s sociology of culture as a foundation for this thesis. One of his central concepts is 

called ‘habitus’, which can be defined as the mental and material combination of beliefs and 

actions appropriate to a given social circumstance, shaped and constrained through long 

internalisation and socialisation and expected by others in that social circumstance (Lipschutz, 

2012; Bourdieu, 1989). Connected to the habitus, a ‘lifestyle’ is the product of the habitus 

expressed by and through taste in art, food, music, sport, furniture, clothing and language 

(Williams, 1995; Bourdieu, 1984). In this thesis, I will apply the concept of taste to 

transportation. Urban cycling has become part of the habitus in Denmark, but not yet in 

America. Car culture is still dominant and powerful enough to keep the bicycle in a low social 

status; ‘status’ here meaning the social position.  

1.4 The bicycle – past and present 

As stated in the opening section, the bicycle is now part of the Danish habitus. However, it 

has not always been like that. Going back in time will demonstrate that cycling advocacy, 

social movements, and status distinction are not new notions and that we can learn from 

history. 

The story of the bicycle is fascinating. In the late 19
th

 century, the bicycle was a cutting-edge 

invention signifying progress and mobility. Cycling first became popular amongst the upper 

classes in Europe, U.S. and Canada given the necessary income and leisure time that a person 

needed in order to participate in this hobby (Furness, 2005). The creation of ‘bicycle clubs’ 

flourished in those years. Boston was the first city in America to get such a club in 1878 

followed by Montreal Bicycle Club (Morissette, 2009). The Danish Bicycle Club was formed 

in 1882 (Vanman, 2011). Members of those prestigious clubs were upper-class men who 

cycled for leisure while drinking at pubs, eating at restaurants and sharing similar interests 

(Morissette, 2009). Then, some groups became politicized such as the Danish Cyclists 

Association in Denmark and the League of American Wheelman in the U.S. They exert 

pressure on the government to develop good roads for cyclists challenged by unsafe riding 
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conditions. They encouraged discipline amongst cyclists by establishing sign conventions to 

communicate with the other road users and they installed their own road signs and road 

markings (Smith, 1972). After demonstrating, their demands were successfully met. In 

essence, we could say that cycling advocacy was born. 

The price of the bicycle quickly decreased due to mass production, and the members of the 

working class could finally access this cutting-edge technology. It was revolutionary for the 

working class, because they were extremely constrained in their mobility. Even the upkeep of 

horses was quite expensive and largely outside the range of most working class budgets. They 

could finally access new places, new people and a feeling of freedom was emerging. It is 

interesting to read what Furness (2005) found in the literature of English tricyclists, a group of 

elites who distinguished themselves from the lower class of bicyclists. The Tricycle Union, 

formed by the wealthy members of the London Society in 1882, exercise pressure on city 

governments to exclude bicycles from parks, and was quite explicit about their disdain for the 

blossoming bicycle culture in England:  

It is desired by most tricyclists to separate themselves entirely from the bicyclists, who 

are a disgrace to the pastime, while tricycling includes Princes, Princesses, Dukes, 

Earls, etc. It is plain that the tricyclists are altogether a better class than the bicyclists, 

and require better accommodation on tours, etc. (Dodge and Herlihy, 1996)  

Class tensions existed and still exist. The higher status of the tricycle compared to the bicycle 

is well exemplified above. Nowadays in America, the tricycle could be compared to the 

automobile.   

At the beginning of the twentieth century, the bicycle was the number 1 mode of 

transportation. Cyclists were practically alone in the streets. The bicycle was spread all over 

the world and was well integrated in people’s habits and lifestyles. However, a new invention 

changed the world. In 1908, Henry Ford launched the famous Ford T, an economic car. Ford 

had high ambitions: every single middle-class family will one day own a car. While Europe 

was monopolized by the First World War, the U.S. took the leadership of the car industry. 

During the Great Depression in 1929, the bicycle was still extremely used and valued. Then, 

after the Second World War, the car benefited from a prosperous period. The number of cars 

tripled in one decade (Morissette, 2009). The car represented the progress; it allowed people 

to go faster, and farther without any physical efforts. It was as revolutionary just like the 

bicycle had been at the end of 19
th

 century. The automobile became the new standard for such 
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technological superiority. However, the sudden impressive growth of the car meant the 

decline of the bicycle and its prestige.  

In the seventies, due to the 1973 oil crisis, there was a bicycle renaissance caused by the 

desire to save energy. For Americans, saving energy was a patriotic act. In Denmark, the 

government implemented car free Sundays (Vanman, 2011). New advocacy groups were 

emerging in large American and European cities. For example, the leading advocacy group in 

Québec, Vélo Québec, was created in 1967. Those groups mostly asked (and still ask) for a 

safe place for cyclists in the streets where the car is dominant. Raising awareness amongst the 

population, developing technical expertise and representing the cyclists’ interests are some of 

the activities organized by those groups (Morissette, 2009). In addition, the environmental 

movement started to flourish and the concern for healthier behaviours was growing. Despite 

this small effervescence, the car became even more popular and the bicycle was put aside as a 

toy for children or an exclusive sport. People riding a bicycle were considered poor or deviant 

while the car culture was and still is treated as ‘normal’ and implicit.  

Since approximately a few years after the millennium, urban cycling is experiencing a revival 

in western countries. With traffic congestion in the cities, the bicycle seems to be an 

interesting alternative to the car. The image of the bicycle is slowly starting to change. As an 

illustration, elected officials now consider it as a smart mode of transportation and 

transportation plans often include the bicycle. According to Mikael Colville-Andersen, CEO 

of Copenhagenize Consulting, a firm specialized in urban cycling, we are in a period called 

“Bicycle Culture 2.0”.  

1.5 Delimitations 

There is an impressive number of topics concerning bicycle culture that I could have chosen 

from. Important decisions have been made about the selection of the cases, the specific topic 

and the interviewees.  

First, three major cities have been chosen for this comparative case study: Montreal, Chicago 

and Copenhagen. This choice was mainly guided by methodological reasons such as 

similarities and contrasting contexts and access to empirical data. Montreal and Chicago were 

selected because of their similarities. Both are North American cities where the car culture is 

dominant and where the bicycle mode shares are comparable; 1.2% in Chicago (Pucher et al, 
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2011) and 2% in Montreal (Vélo Québec, 2010). Their density (population per km
2
) are very 

much alike; 4633 inhabitants per km
2
 in Chicago and 4439 in Montreal (Pucher et al, 2011). 

Moreover, there is a strong presence of non-profit organizations promoting cycling as a mode 

of transportation (Vélo Québec in Montreal and Active Transportation Alliance in Chicago) 

and a political will from both mayors. In the three cities, I had personal contacts, which 

facilitated the data collection process. The choice of Copenhagen was justified by the fact that 

it is a contrasting context compared to the two other cities. The level of urban cycling is one 

of the highest in western countries. According to the City of Copenhagen, the bike mode 

share was 36% in 2010. Copenhagen is the model to follow for a significant number of 

municipalities all around the world. Figure 1 illustrates the transportation cultural difference 

between Montreal and Copenhagen.  

     

Figure 1: Montreal and Copenhagen transportation modal shares.  

Source: Vélo Québec, 2010 and City of Copenhagen, 2012. 

Second, the focus of the thesis is on leadership and on the cultural aspect of creating a bicycle 

culture, which rules out the practical issues such as urban infrastructures. Theories on space 

and issues of gender in cycling have also been left to one side. I also avoid analysing the 

numerous campaigns, methods, and tactics of the movements to determine which approaches 

are superior to promote urban cycling.  

In brief, this comparative case study of social movements promoting active modes of 

transportation such as cycling in three urban centers (Montreal, Chicago and Copenhagen) 

highlights the cultural and leadership importance in any effort to change people’s habits and 

effect social change. 
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1.6 Structure of the thesis 

Chapter 1 provided definitions of key terms that I will use throughout the thesis. The history 

of the bicycle contextualised some central concepts. Chapter 2 will outline the research 

philosophy and methods employed to collect and analyse the data. Chapter 3 will review the 

existing literature and highlight three main theories central to my argument: leadership, social 

movements, and Bourdieu’s sociology of culture. Before the main analysis, the three case 

cities and their bicycle cultures will be described in Chapter 4. Chapter 5 will present the 

empirical findings from the 12 interviews with the most important players in the cycling 

movement in Montreal and Chicago. The analysis will connect the findings to the main 

theories providing the foundations for arguing that top-down and bottom-up leadership 

dynamics play a crucial role in changing people’s habits and effecting social change. Finally, 

chapter 6 will offer a conclusion and future perspectives.   
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Chapter 2 

Methodology 

In this section, the research purpose, the research philosophy, the research design and the 

research methods will be presented to better understand how my research has been performed.  

2.1 Research purpose 

This thesis aims to fill gaps in research by analyzing movements behind urban cycling 

promotion. Little empirical research has been conducted on bicycle promotion in North 

America from a cultural, sociological, and leadership perspective making this piece of 

research a contribution to the existing literature. Moreover, a better understanding of bottom-

up and top-down leadership dynamics contributing to the promotion of urban cycling can help 

the organizations involved in alternative transportation to meet the challenges they face. 

The aim of the project is to explore and describe the movements behind promoting urban 

cycling observed in three cities revealing leadership dynamics of social change. Cases where 

the available literature is poor are particularly suited for a more explorative or descriptive case 

study approach (Yin, 2009). Bourdieu’s concepts of habitus, lifestyle, and status, along with 

key concepts of social movement theory help explain how top-down and bottom-up 

leadership dynamics interact to change cultural perceptions. Accordingly, the goal is to 

contribute to the academic and practical world. 

2.2 Research philosophy 

Critical realism is the perfect fit for my thesis as it is placed in between positivism and social 

constructivism. On one hand, in order to increase the number of people commuting by 

bicycle, an objective material reality such as urban infrastructures is essential to consider. 

Political will to invest in alternative forms of transportation is also a fairly objective reality. 

On the other hand, social constructionist philosophy emphasizes that reality is determined by 

individuals. For instance, habits, perceptions and social status are socially constructed by 
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people making sense of their experiences. Critical realism is very appropriate in this case 

study giving the fact that there are elements of both, social constructivism and positivism.  

One of the main challenges in social sciences is how to connect the human agency whilst at 

the same time taking account of the impact of social structure (Houston, 2001). Bhaskar, 

known as the initiator of the critical realism movement, acknowledges the constructivist 

insight that people can transform their everyday worlds and yet, the critical realist philosophy 

provides a more adequate account of social life by also acknowledging the role of structural 

factors (Houston, 2001). Finally, critical realism does not want to separate off the works of 

natural and social science; both are equally important (Mutch et al, 2006). 

Ontologically, critical realism states that there is a reality out there independent of our 

thoughts and impressions and it can be differentiated into three levels: empirical level 

described as ‘experiences’, actual level meaning all events experienced or not, and 

mechanisms which generate events defined as causal or real level (Houston, 2001). This last 

level is unique in Bhaskar’s work, because even though the causal level of reality may not be 

open to direct perceptions, it is still viewed as real.  Whereas social constructionism rejects 

the idea that it is possible for a researcher to know reality, the epistemology of critical realism 

tries to explain the relationship between experiences, events, and mechanisms. Critical realists 

wonder how and why a certain phenomenon happens and its influences while acknowledging 

the changing nature of the perceived reality.  

Therefore, to better understand the reasons for the development of a bicycle culture in 

Montreal, Chicago and Copenhagen, a critical realism approach will link the human agency 

well represented in the social movement theory to Bourdieu’s structuralist theory. This being 

said, the goal of my research is to draw on Bourdieu’s sociology of culture and key concepts 

from social movement theory in order to analyse the leadership dynamics behind organized 

efforts to promote a bicycle culture in three urban centers.  

In addition, Mutch et al (2006) argue that critical realism allows to move beyond actors’ 

discourses, to decipher between context and structural mechanisms, and to highlight hidden 

power dynamics. By examining the leadership dynamics while creating a bicycle culture, I 

will use not only the interviewees’ discourse but also the context and structural approach to 

highlight top-down and bottom-up interaction. Critical realism is extremely relevant in this 

case study. Moreover, Reed (2005) notes that critical realism redefines the explanatory task 

on at least three issues or dilemmas in social theory: the structure/agency problem, the status 
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of, and relationship between, historical, structural and discursive analysis in social science and 

in explaining social change. To conclude, this philosophy is well in line with my paper.   

2.3 Research design 

Research design is the logic that links the research purpose to the philosophy. Investigating a 

contemporary phenomenon in depth and within its real-life context is best studied through 

critical realist case studies (Yin, 2009).  Exploring, describing, and explaining the case study 

of Montreal’s bicycle culture is the main focus. However, to make the case stronger, I decided 

to use the multiple-case design.  

Multiple-case designs have distinct advantages and disadvantages in comparison to single-

case design. The evidence from multiple cases is often considered more compelling and the 

overall study is therefore regarded as being more robust (Yin, 2009). Nevertheless, to conduct 

three in-depth case studies was unrealistic, because it would have required extensive resources 

and too much time, which would have been beyond the means of a single student. For this 

reason, an in-depth case study on Montreal was completed in addition to two ‘lighter’ case 

studies on Chicago and Copenhagen. This multiple case design gives me the possibility to 

generalize my conclusions to a broader context. According to Yin (2009), case studies are 

generalizable to theoretical propositions and not to populations, the goal being to expand and 

generalize theories (analytic generalization). 

As explained in the limitations section, those three cities have been chosen because of their 

similarities or contrasting contexts. Concerning this element, Yin (2009) advices that each 

case must be carefully selected so that it either (a) predicts similar results (a literal replication) 

or (b) predicts contrasting results but for anticipatable reasons. In short, Chicago has been 

chosen for its similar context to Montreal and Copenhagen for its opposing predictable 

results.  

2.4 Research methods 

After having covered the research purpose, research philosophy and research design, I will 

now present the research methods which are essentially how the empirical data were collected 

and analysed. It is divided in six sections: data type, data collection, participant selection, 

interview approach, data analysis and finally, validity and reliability.  
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2.4.1 Data type 

I chose to collect qualitative data instead of quantitative data. Qualitative data are especially 

useful when analysing a social phenomenon since it is not about finding an absolute truth; it is 

about better understanding the phenomenon while allowing room for different interpretations 

and opinions. Social movements promoting active modes of transportation such as cycling in 

three urban centers are best studied using qualitative data, especially when looking at the 

leadership dynamics among the different players.  

Both primary and secondary data are being used. The primary data correspond to the 

interviews conducted with 12 individuals highly involved in creating a bicycle culture in 

Montreal and Chicago. The secondary data are collected through articles in academic 

journals, books, reports, websites, blogs, and videos providing interesting information to 

answer my research questions.  

2.4.2 Data collection 

The primary data were all collected during my field trip in Montreal from April 17
th

 to May 

3
rd

 2012. Being in Montreal was essential to uncover new clues, open up new dimensions of 

the issue, and secure vivid, accurate accounts based on personal experience (Easterby-Smith 

et al, 2008). Even if I have lived in Montreal for many years, going back to the city allowed 

me to get a better understanding of the situation. In total, 10 face-to-face interviews took place 

in Montreal: four interviews with political/municipal leaders, three with grassroots 

organizations, one with a company and two with cyclists. Then, in order to get insights on 

Chicago’s bicycle culture, two telephone interviews were conducted from Montreal.  The two 

interview partners (one municipality leader and one grassroots leader) were highly engaged in 

the bicycle movement in Chicago and I got very good conversations with each of them, which 

alleviated the weaknesses generally associated with telephone interviews. Appendix A shows 

a full list of the interviews.  

Semi-structured interviews were the main method to collect the primary data because it is a 

flexible way to gain in-depth knowledge on a specific topic. Researchers who are using this 

method come into the interview room with key questions. However, these questions are likely 

to change as new and interesting areas arise and researchers may want to tailor their questions 

to the participant’s response (Easterby-Smith et al, 2008). Staying flexible and attentive is 

essential to gain relevant insights. 
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Secondary data were mainly collected on the Internet and via academic search engines. In 

addition, I bought five books which were closely connected to my research.  I have gathered 

data from January 2012 until the end of the writing process in July 2012. It was a continuous 

process since my research design is a critical realist multiple-case study and numerous sources 

of evidence are needed.  

2.4.3 Participant selection 

A few elements were crucial in order to select the best interviewees. Montreal being my main 

focus, the goal was to have a more-or-less equal number of political/municipal leaders and 

non-profit organizations illustrating ‘top-down’ and ‘bottom-up’. Appendix A shows the type 

of organizations the participants were representing. We can see that the goal was achieved.  

Copenhagenize Consulting, an international consultancy firm based in Copenhagen 

specialized in bicycle planning, marketing and communications, supported me with contacts 

in Montreal. They gave me the contact info of the Vice-president of Vélo Québec called Jean-

François Pronovost and Luc Ferrandez, Mayor of borough. Vélo Québec, based in Montreal, 

is one of the largest cycling advocacy groups in North America having more than one hundred 

employees. Jean-François personally contacted the main political leaders involved in urban 

cycling promotion in Montreal and asked them if they would be interested in being 

interviewed. I got all positive answers.  

Then, apart from Vélo Québec, according to my experience in the sustainability movement, 

Équiterre and ENvironnement JEUnesse (ENJEU) are the two other grassroots organizations 

most involved in promoting active transportation including the bicycle. BIXI, the new bike 

sharing system in Montreal also plays a massive role in promoting urban cycling in the city. 

This being said, I simply sent them an e-mail and received positive answers for interviews. 

Appendix B presents a sample of two e-mails sent. The bicycle movement in Montreal is not 

very large and I interviewed the most appropriate people.  

Concerning Chicago, I already had a contact in the non-profit organization called Active 

Transportation Alliance which made it easier to book a phone meeting. Afterwards, I wrote to 

the Bicycle Program Coordinator of Chicago Department of Transportation and he agreed to 

talk to me. Again, it was important to have a municipality and a grassroots leader to capture 

the top-down and bottom-up leadership dynamics.  
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Finally, my choice of not conducting interviews in Copenhagen is motivated by the fact that I 

had enough secondary data on the topic to be able to appropriately analyse the situation. 

Copenhagen is being used as a model to show how urban cycling is part of the Danes habitus, 

lifestyle and how the status of the bicycle is high here compared to the one in North America.  

2.4.4 Interview approach 

All the semi-structured interviews were conducted with the same framework to ensure a 

certain degree of standardisation. An interview guide containing 17 open-ended questions was 

prepared (see Appendix C). Being a good listener, staying flexible, and gaining trust are three 

very important things to keep in mind while conducting an interview (Easterby-Smith et al, 

2008). The goal of each discussion is to understand the respondent’s worldview. At times, 

assisting individuals in exploring their own beliefs is necessary. That is why additional 

questions were brought up to dig into the interviewees’ interpretations. Moreover, some 

questions were left out due to the sequence of events.  

On the practical side, the average length of the interviews was one hour. For interpretive 

reasons, they were conducted in French except for one from Chicago. Useful quotes have 

been translated into English to the best of my abilities. As shown in Appendix A, I chose 

quiet and private locations to ensure the sound quality of the tape recording and to make sure 

that the participants felt free to express their opinions. All interviewees accepted to be 

recorded and most of them read through their quotations and were allowed to provide further 

explanations or corrections. Lastly, the transcripts of all interviews can be found in the 

enclosed CD (Appendix D). 

2.4.5 Data analysis 

The interviews generated a very large amount of data (over one hundred pages of transcripts) 

which had to be analysed. The first step was to fully transcribe the interviews, which I did 

myself. This task helped me to get acquainted with the data. When I initially skimmed the 

data using the inductive approach, some categories emerged. The second step was to reflect 

on those data and categories. According to the deductive reasoning, they were reviewed and 

linked to the theoretical concepts found in the literature review. The last step was to highlight 

which concepts were the most relevant for my study. It was particularly interesting to hear 

contrasting opinions on who should lead the change of people’s habits and create social 

change. A few thought it must be only ‘top-down’ driven, some ‘bottom-up’ driven and the 

others believed that social change should come from both. Moreover, while reading the 
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transcripts, it became obvious that Bourdieu’s concepts were emphasized in several 

interviews. Consequently, I identified three major themes: 

 ‘Bottom-up’ leadership in social movements 

 ‘Top-down’ leadership 

 Habits and status  

When the themes had been determined, I applied different color-coding for every theme. 

Afterwards, all the relevant citations related to these themes were put into a chart. I then 

sorted all citations in three or four sub categories per theme to refine the analysis. In short, I 

created three major themes each divided in three or four sub categories. This method enabled 

me to classify the data in a structured way, to reduce the amount of data to a manageable size, 

and to start the analysis. Ultimately, specific citations were sent to the interview participants 

for approval. The data analysis method is in line with a critical realism perspective and a 

multiple-case study design. In Chapter 5, the empirical analysis will be presented in detail.  

2.4.6 Validity and reliability 

According to Easterby-Smith et al (2008), validity is defined as the extent to which measures 

and research findings provide accurate representations of the things they are supposed to be 

describing. Validity has two essential parts: internal and external validity.  

Internal validity is the legitimacy of the study’s results according to the way the individuals 

were selected, data was recorded or analysis performed (Handley, 2001). In this thesis, the 

primary and secondary data were wisely chosen. The interview process was carefully done 

using the same guide for everyone and all interviews were recorded and transcribed. 

Transcribing every interview allows me to work with what the participants really said and not 

what I remembered them to have said. Then, using inductive and deductive techniques 

combined with color-coding strengthens the analysis of the data. However, a certain level of 

personal interpretation and judgement is inevitable. The interviewees answer the questions 

using their own interpretation of the situation shaped by their cultural and social context while 

the researcher is also interpreting the data.  

External validity often called “generalizability” involves whether the results given by the 

study are transferable to other groups of interest or to the population (Last, 2001). A sample 

of 10 individuals involved in creating Montreal bicycle culture does not reveal all aspects of 

the leadership dynamics, especially given the complexity of those dynamics. Nevertheless, I 
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think that 10 interviews in Montreal in addition to two interviews in Chicago provide 

sufficient insights to say that both top-down and bottom-up leadership dynamics are important 

in any attempt to change people’s habits and effect social change.  

Finally, reliability is crucial in order to demonstrate whether a research process could be 

repeated with the same results. The interview transcripts and the analysis charts are crucial 

elements to ensure a high level of reliability. Those can be found in the enclosed CD 

(Appendix D).  

Summary 

In conclusion, the research purpose is to explore, describe, and explain the social movements 

promoting urban cycling in three urban contexts using multiple-case study design in line with 

a critical realist philosophy. Additionally, primary and secondary qualitative data were 

collected and analysed making sure that validity and reliability requirements were met.  
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Chapter 3 

Literature Review 

The purpose of this literature review is to provide an overview of the existing theories of the 

main components of this thesis: leadership, social movement, and Bourdieu’s sociology of 

culture. These theories are highly related considering my argument being that an analysis of 

social movements to promote urban cycling in three urban centers contributes a better 

understanding of the importance of both top-down and bottom-up leadership dynamics in any 

attempt to change people’s habits and effect social change. Little empirical research has been 

conducted on bicycle promotion from a cultural, sociological, and leadership perspective. 

Moreover, better understanding bottom-up and top-down leadership dynamics can help the 

organizations involved in alternative transportation to meet the challenges they face. 

3.1 Leadership  

Leadership is a well-known social phenomenon that neither the scholars nor the practitioners 

have been able to define with precision. For this reason, Bass (1990) went so far as to 

complain that there are as many definitions as there are persons who have attempted to define 

it. For the sake of this thesis, I will use Joseph Rost’s definition:  

An influence relationship among leaders and followers who intend real changes that 

reflect their mutual purposes. (Rost, 1993: 102).  

According to Jackson and Parry (2008), this definition is best thought of as an aspirational 

rather than a descriptive definition. Nevertheless, my comparative case study shows that this 

definition is probably closer to the reality than what they think. Recently, there has never been 

so much interest in the leadership field. In 2007, Jackson and Parry (2008) noted 168,000,000 

entries for the word ‘leadership’ when typing it in Google search engine. In June 2012, 

502,000,000 entries appear when I typed the same word. In five years, the number of entries 

for the word tripled.  
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Leadership is widely seen as both the problem and solution to all manner of 

contemporary issues: from ending world poverty to addressing global warming; from 

turning ailing corporations to generating communities. (Jackson and Parry, 2008: 9) 

Similarly, I argue that leadership dynamics are revealed when examining the promotion of 

sustainable transportation such as the bicycle. The large number of different definitions and 

theories of leadership makes the concept difficult to grasp.  For the purposes of this thesis, it 

is helpful to sort through these many approaches by dividing them into two general 

categories: top-down and bottom-up. 

3.1.1 Top-down leadership 

It is important to recognise that leadership research has been dominated by the leader. 

Understanding the dominant view on leadership is crucial as it illustrates the style of 

leadership where persons or organizations in positions of official authority use their influence 

to define reality through the articulation of a vision and the generation of strategies to realize 

that vision. In this case study, these political leaders have the power to change the urban 

infrastructures by building more bike lanes, but both political and grassroots leaders have the 

duty to modify the perceptions and people’s habits to enact social change. We will now look 

at the trait and behaviour theory, the transformational and charismatic leadership, the 

authentic leadership, and finally the pragmatic leadership.  

Trait and behaviour theories 

First of all, the trait theory originates from the ‘Great Man’ theory, which was popular in the 

19
th

 century. It states that history can be largely explained by the impact of great men or 

heroes.  Until the 70s, the common view of leadership was that leaders actively led and 

subordinates, later called followers, passively and obediently followed (Baker, 2007). The 

leadership talents and skills that set the leaders apart from other people were assumed to be 

inborn, natural abilities inherited. Leaders were highly influential individuals who, due to 

their personal charisma, intelligence, and wisdom used their power in a way that had a 

decisive impact. In an article called “Leadership in social movements” by Morris and 

Staggenborg (2003:8), the authors acknowledge the trait approach in social movements when 

saying:  

Social movement leaders tend to come from the educated middle and upper classes, 

are disproportionately male, and usually share the race or ethnicity of their 

supporters. 
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Thus, the simplicity of the trait theory has reduced its attractiveness for scholars and the trend 

has shifted to the examination of leadership behaviour (Jackson and Parry, 2008). 

Leadership behaviour theories imply that the leader can become better at his or her its 

leadership role by behaving in most appropriate way like striking the right balance between 

concern for people and concern for tasks (Jackson and Parry, 2008). To be successful, social 

movements leaders are required to perform a myriad of intellectual tasks be performed 

extremely well. This quote illustrates the recommended behaviors in social movements: 

A host of social movement activities—formulating ideologies, debating, interfacing 

with media, writing, orating, devising strategies and tactics, […] developing 

rationales for coalition building and channeling emotions—are primarily intellectual 

tasks. The manipulation of language and other symbols is central to these tasks. 

(Morris and Staggenborg, 2003: 8-9).  

According to my study results, communication skills, collaborative behaviors, and intellectual 

tasks are very important to change people’s habits and lifestyle. Nevertheless, research 

findings on the effectiveness of different leadership styles appear to be inconsistent. In the 

recent years, this approach has gone out of favor with the exception of transformational 

leadership, considered by some scholars as another behavioral theory (Jackson and Parry, 

2008) 

Transformational and charismatic leadership 

Transformational leadership has dominated the leadership literature since the 1980s. It is part 

of what has been called New Leadership. The latter also includes charismatic leadership and 

visionary leadership. Extending Jackson and Parry’s transformational leadership definition 

(2008), I describe ‘top-down’ in the following way: a style of leadership where persons or 

organizations in positions of official authority use their influence to define reality through the 

articulation of a vision and the generation of strategies to realize that vision. The leader raises 

people’s motivation to act and creates a sense of higher purpose. Leadership is important 

because of its capacity to infuse purpose and meaning into the lives of individuals. Leaders 

are thus described as ‘managers of meaning’ (Smircich and Morgan, 1982; Podolny et al, 

2010). They shape meaning and help construct reality by influencing “the situation here and 

now” (Fairhurst, 2010). Framing processes are widely used in social movements to enhance 

motivation and to create a collective identity and a shared understanding of the issue.  
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Through public narrative social movement leaders – and participants – can move to 

action by mobilizing sources of motivation, constructing new shared individual and 

collective identities, and finding the courage to act. (Ganz, 2010: 8) 

Pursuing this approach further, according to Bass and Avolio’s model, transformational 

leaders tend to use one or more of the four ‘I’s: individualized consideration, intellectual 

stimulation, inspirational motivation, and idealized influence. This type of leadership is about 

listening actively, delegating, coaching, challenging the followers, inspiring creativity, 

achieving goals, and allowing trust in others (Gill, 2006). On the other hand, transactional 

leadership rewards in return for performance and compliance. As with behavioral theories, 

most effective leaders are successful at enacting the transformation and the transaction 

(Jackson and Parry, 2008).  

Closely related to transformational leadership, charismatic leadership research is mostly 

centered on community and political leadership. This area is very interesting for my 

comparative case study due to the fact that my primary data are interviews done with political 

and grassroots leaders. Accordingly, Pucher et al (2011:469) acknowledge the importance of 

charismatic leadership in the urban cycling movement in their article called ‘Bicycling 

Renaissance in North America?’. 

Strong leadership by charismatic and/or powerful individuals has been crucial to the 

implementation of pro-bike policies and programs. Mayor Sam Adams of Portland, 

Transportation Commissioner Janette Sadik-Khan of New York, and Mayor Richard 

Daley of Chicago have been avid supporters of cycling and key to advancing cycling 

interests in their respective cities. 

In social movements, charismatic leaders tap into the motivation and encourage followers to 

act by mobilizing broad level of commitment. According to Jackson and Parry (2008), 

charismatic leadership generates heightened self-esteem and self-worth, increased self-

efficacy, collective efficacy, and personal identification with the leader and the distinctive 

social group. While results have often been satisfactory, they have sometimes been achieved 

with unacceptable ethical, moral, and psychological costs. Let uslook past charisma and 

examine authentic leadership.  
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Authentic leadership 

Described by Bass and Steidlmeier (1999), authentic (transformational) leadership is 

grounded on moral and virtuous foundations, focuses on universal values and develops 

followers into leaders. Gardner et al (2005) have observed in their research on authentic 

leadership that these leaders are usually low profile, but genuine people leading by example 

and fostering healthy ethical climates characterised by transparency, trust, integrity, and high 

moral standards. Similarly, Bill George (2004) summarizes authentic leadership in five 

dimensions: purpose, heart, self-discipline, relationships, and values. Initiated in hopeful 

response to conditions adherents deem intolerable, social movement participants make moral 

claims based on renewed personal identities, collective identities, and public action (Ganz, 

2010). In urban cycling movements, leaders and participants ultimately fight for a better 

quality of life and a healthy environment for everyone.  

Limitations of New Leadership 

Albeit New Leadership has been extremely influential in the literature, there are some 

significant limitations. This approach is concentrated excessively on top leaders. It has little to 

say about informal leadership process and situational analysis. Moreover, there is insufficient 

examination of the negative effects of transformational leadership (Jackson and Parry, 2008). 

Accordingly, the follower is not taken into account. Even authentic leadership has been 

criticized for maintaining the leader-centric perspective solving leadership problems by 

focusing on the leader. Under those circumstances, some authors developed a ‘post-

charismatic’ and ‘post-transformational’ leadership called pragmatic leadership. 

Pragmatic leadership 

In order to address the shortfalls of New Leadership, Mumford and Van Doorn (2001) did a 

case study of Benjamin Franklin and came up with a new concept: pragmatic leadership. They 

argued that pragmatic leaders exercise influence by identifying and communicating solutions 

to significant social problems, meeting the practical needs of followers, working through 

elites in solution generation, creating structures to support solution implementation, and 

demonstrating the feasibility of these solutions. On the edge between leader-centered and 

follower-centered leadership, this approach is interesting for my case study. Alternative forms 

of transportation are a solution to social problems such as environmental degradation and 

health issues. Moreover, pragmatism has been raised a few times in my interviews as a way to 

show the population the tangible benefits of cycling and the importance to accomplish urban 

projects. Finally, working with elites will potentially enhance the status of the bicycle.  
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This latter section allows us to better understand the importance of both political and 

grassroots top-down leadership in any attempt to change people’s habits and effect social 

change. Those different types of leaders highlight the influence of an individual to enhance 

followers’ motivation to act. However, as stated in my argument, both top-down and bottom-

up leadership dynamics are crucial. Indeed, bottom-up leadership dynamics are especially 

important when it comes to social movements.  

3.1.2 Bottom-up leadership  

In this section, I will provide a much needed counterbalance to the predominant focus on 

leaders. In this follower-centered perspective, ‘bottom-up’ is defined as a style of leadership 

where persons or organizations work collectively by creating norms of behaviour, 

contribution and performance, and by supporting each other and maintaining the moral of the 

group. Social movements promoting bicycle as a mode of transportation are emerging and 

have the objective to enact social change in developing sustainable commuting habits. Being 

aware of the fact that every participant in a movement is essential to reverse the dominant 

ideology, we will examine four main theories on how followers contribute to the construction 

of leadership: emergent leadership, shared and distributed leadership, quiet leadership, and 

leaderless groups.  

Emergent leadership 

Leaders who emerge have the characteristics and skills to meet the needs of their group, 

organization or society at a given time (Gill, 2006). The selection and the acceptance of a 

leader by a particular group depend on how prototypical she or he is to that group. The 

emergence of leaders frequently occurs in politics and in social movements because leaders 

need to conform to followers’ expectations (Gill, 2006). The forms of organization available 

to insurgents as sites for initial mobilization are one of the determinant factors for the rise of a 

social movement. In the civil rights movement in the US, the black preachers enacted 

leadership in their communities due to their similarities with the oppressed population and the 

way they inspired trust.  

The authority and trustworthiness of the preacher derived from the fact that he and the 

members of the black church community were co-producers of the institutional frames 

and were embedded in the same cultural milieu. (Morris and Staggenborg, 2003:30) 

According to Jackson and Parry (2008), people construct leaders through processes of 

attribution (believing that leaders are the ones responsible for success), projection (attributing 
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our ideals to the leader), transference (associating a leader to our parents), and idealization. At 

the macro level, leaders are constructed through social information processing and social 

contagion. The media play a big role in promoting both a particular leader and the issue at 

stake itself (such as urban cycling). Unfortunately, the media in North America maintain the 

fear of cycling.  

Lastly, the Leader-Member Exchange Model (LMX) emphasizes the relationship between the 

leader and the follower recognizing the follower’s role in the leadership process. Both leader 

and follower share responsibility for the success of their relationship (Howell and Shamir, 

2005). It is especially true in my case study where I argue that social change cannot happen 

without both top-down and bottom-up leadership. Together, they build a strong collaboration 

crucial to promoting sustainable commuting habits and reversing the dominant ideology. For 

this reason, LMX is closely related to shared leadership.  

Shared and distributed leadership 

The civil rights and farm worker movements are cases in point. Both had great 

charismatic leaders but the overall genius of their decision making was rooted in the 

leadership teams. (Morris and Staggenborg, 2003:36) 

Burns (1978) and Bass (1990) agreed that transformational leadership could be shared among 

team members. Although it does not work in all circumstances, the quote above suggests that 

team leadership makes better decisions than individuals. Jackson and Parry (2008) 

acknowledge three reasons why co-leadership or team leadership is more effective. First, it 

exerts a larger influence filling the gap between the top leaders and the rest of the 

organization. Second, it ensures different skills to face and adapt to complex environments. 

Third, it allows leaders to pay attention to diverse aspects of leadership tasks.  

Further along the continuum is the notion of distributed leadership in which the team leads its 

work collectively by creating norms of behaviour, contribution and performance, and by 

supporting each other and maintaining the moral of the group (Jackson and Parry, 2008). In 

addition, it is with the latter definition of distributed leadership that I defined the ‘bottom-up’ 

concept. Social movements are socially constructed and they use distributed leadership as 

illustrated in these quotes.  
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The notion of leadership teams, distributed leadership and bridge leaders, point to the 

importance of interactions among participants and networks within movements in the 

exercise of leadership and organization skills. (Morris and Staggenborg, 2003:22) 

Social movements are organized by identifying, recruiting and developing leadership 

at all levels. (Ganz, 2010:1) 

Distributing leadership across movements and not concentrating it in the hands of a few is an 

attractive idea, but not easy to execute in reality. Moreover, it enhances normative control 

which can be dangerous at times. In a similar way, quiet leadership is dispersing leadership 

among regular citizens.  

Quiet leadership 

The author Joseph L. Badaracco, Jr. is skeptical of heroic and charismatic leadership. He 

wonders if political leaders who reshape society and individuals who dedicated themselves 

completely to a cause are the true models of leadership. These men and women are not high 

profiles champions of cause, and do not want to be. They think of themselves modestly; they 

often do not even think of themselves as leaders. They move patiently, carefully, and 

incrementally (Badaracco, 2002). He created a name especially for those people: ‘quiet 

leaders’.  Collins (2001b) came up with a similar concept called level 5 leadership which is a 

combination of humility and fierce resolve achieving genuine empowerment and motivation 

of followers to perform. This type of leader adheres to a few principles: integrity, 

responsibility, and accountability.  

In this research, I argue that each person riding to work or school participates in the leadership 

process. If more people ride, it increases the influence of the movement toward political 

leaders. Furthermore, I met incredible political and grassroots leaders during my interviews 

which remain relatively ‘quiet’ and low profile despite all their accomplishments. 

Leaderless group 

Beginning in 1992, these critiques became amplified through the development of 

Critical Mass, a leaderless organization of cycling participants who attempt to create 

an “antidote to the elimination of public space” through their monthly events. 

(Furness, 2005:86) 

Furness claims that the monthly bicycle event ‘Critical Mass’ is leaderless. Participants of 

Critical Mass consider themselves as organizers and not leaders. It is very successful in San 
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Francisco as well as in Chicago. In the case of a leaderless group where there is no formal 

structure, an informal structure will develop with unaccountable leaders who are selected 

through friendship (Morris and Staggenborg, 2003).  

In brief, the four follower-centered theories described above acknowledge the power and the 

capacity of the follower to construct leadership. It counterbalances and complements the 

dominant top-down view of leadership.  

In summary, the leadership literature review provides relevant concepts to better understand 

the importance of both top-down and bottom-up leadership dynamics in social movements 

aiming at changing people’s habits and enacting social change. Leadership focuses on 

individual agency while social movements emphasizes collective agency. The next section 

will present the key concepts from social movement theory.  

3.2 Social movements 

This comparative case study examines social movements to promote alternative modes of 

transportation such as cycling in three urban centers. Social movements are defined as loosely 

knit networks of groups, organizations, and individuals which have in common a project of 

social and cultural change (Gundelach, 1988; Haluza-DeLay, R. B., 2006). In order to better 

understand how these social movements are created and what their characteristics are, this 

section will explore the origins and the emergence of ‘New’ social movement theories.   

3.2.1 Origins of social movements  

Davis and McAdam (2000) summarize the thought of a large amount of scholars with their 

three main factors explaining the rise of social movements: the political opportunities or 

threats, the mobilizing structures which are forms of organization available to insurgents as 

sites for initial mobilization and the collective processes of interpretation hereby referred to as 

framing processes.  

First, political opportunities or threats that accompany broader change processes undermine 

the political status quo (Davis and McAdam, 2000). Nowadays, the urban cycling movement 

is constructed upon social and economic issues such as urban environmental degradation, 

health concerns, people’s quality of life, and the growing prices of gas. Urban cycling is a 

solution to all of those contemporary societal problems. Every time one of these issues is 

raised, it is an opportunity for the movement to react by arguing that cycling is part of the 
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solution. In addition, conservative policies can be a threat for the bicycle. That is a reason 

why social movements need to organize themselves and frame their ideas in order to convince 

the general population that urban cycling is easy, quick and fun. We will see later that framing 

can be executed using a top-down and a bottom-up leadership perceptive.  

Second, the mobilizing structures refer to those collective vehicles, informal and formal, such 

as groups, formal organizations, and informal networks that build social movements. 

According to Davis and McAdam (2000), it is the organizational vehicles available to the 

group at the time the opportunity or threat presents itself that conditions its ability to respond 

to this stimulus. A very famous example is the transformation of the black church into a key 

mobilizing structure in the civil rights movement. 

[…] the black churches were a primary source of movement leadership and the 

participatory tradition and cultural forms of the Church were the backbone of the civil 

rights movement. (Morris and Staggenborg, 2003:16) 

Therefore, the urban cycling movement has emerged within cycling associations and 

environmental organizations. Regular cyclists, environmentalists, small and large groups have 

contributed to the rise of the bicycle movement revealing both top-down and bottom-up 

leadership dynamics in order to change people’s habits and effect social change. Those 

organizations must then persuade by framing reality.  

Third, collective action frames are constructed in part as movement adherents negotiate a 

shared understanding of some problematic conditions or situations they define as being in 

need of change (Benford and Snow, 2000). They then make attributions regarding who or 

what is to blame, articulate an alternative set of arrangements, and urge others to act in 

concert to affect change (Benford and Snow, 2000). In a North-American context, 

configuration of urban space must be changed in order to reduce the car’s power over 

alternative forms of transportation, to improve the environment and to enhance people’s 

quality of life. The car-centered mentality is to blame as well as the cultural perceptions of the 

society that reinforce the high social status of the car. Movement actors are viewed as 

significant agents engaged in the production and maintenance of meaning. This is related to 

the transformational leadership literature where the leader becomes the ‘manager of meaning’. 

It is very interesting to see framing processes being first observed with a top-down leadership 

perspective.  
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Because framing work is so important and fraught with difficulty, it is the preserve of 

social movement leaders and leadership teams who possess the educational capital 

and necessary skills. (Morris and Staggenborg, 2003:26) 

Then, the same authors state that framing activity could also be done in more distributed way 

enacting the bottom-up perspective on leadership. 

Other organizations find ways to distribute the framing work associated with 

leadership, as in the case many early women’s liberation groups that rotated public 

speaking responsibilities. (2003:26-27) 

In short, the origins of the bicycle movement are explained by those three factors: political 

opportunities/threats, mobilizing structures, and framing processes. Both top-down and 

bottom-up leadership dynamics are interacting in the rise of social movements.  

3.2.2 New social movements theory 

The term New social movements (NSMs) is a theory of social movements that attempts to 

explain the emergence of new movements that have come up in western societies since the 

mid-1960s, in a post-industrial economy. Pioneer movements, such as the labor movement, 

had previously been focused on economic concerns.  The new movements instead of pushing 

for specific changes in public policy emphasize social changes in identity, lifestyle and 

culture (Pichardo, 1997). Gundelach (1988) defines the NSMs in six elements. 

1. The movements are not related to the labor-capitalist conflict and do not express class 

specific objective interests.   

2. The movements’ project is related to a new set of green values for an alternative vision 

of the future based upon self-determination, harmony with nature, non-growth, 

decentralization. The movements influence their supporters’ lifestyles and values. 

3. The movements’ participants are young highly educated men and women from the 

‘new’ middle class. 

4. The organizational structure is decentralized, segmented and based on direct 

participatory democracy. Organization boundaries are diffuse and are dependents on 

the activity of the supporters.  

5. The goal of the movement is not to capture the state, it is to gain influence over 

political arenas, exploding the boundaries of traditional politics, creating decentralized 

alternatives as well as changing the population norms and values. 
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6. The movements have turned to a phase of activities “behind the scenes” consisting of 

invisible networks of small groups.  

To those characteristics, Melucci (1989) adds another component. He says that participation 

within social movements is a goal in itself. Collective actors are ‘nomads of the present’. 

Movements are no longer driven by visionary orders, they are rather focus on the present, 

offering viable alternatives visions within their organization forms and innovations.  

All of these characteristics listed above are connected to the urban cycling movement. First, 

this movement is not following a Marxist approach concerned with matters of economic 

distribution, it rather emphasizes quality of life and the importance of a healthy lifestyle 

which can be achieved by commuting to work or school by bicycle. Accordingly, NSMs 

question the wealth-oriented materialistic goals of industrial societies (Pichardo, 1997). The 

necessity of using (and owning) a car is often questioned in the bicycle movement. According 

to Rao (2010), the distances of less than five kilometers represent almost half of all daily car 

trips in Canada. Those could be easily done by bike.  

Second, the set of green values is embedded into the cycling movement since it has emerged 

within environmental organizations. An alternative vision of the future based on sustainability 

is the essence of theories such as ‘New Urbanism’ and ‘Smart Growth’ envisioning proximity 

to daily activities, non‐motorized transportation, sustainable living and co‐existence with 

other city residents (Jensen, 2011).  

Third, the movement’s participants are usually from middle class, young, and highly 

educated. For instance, 85% of members of the bike sharing system in Montreal called BIXI 

are young (18-35 years old) and highly educated (Vélo Québec, 2010).  

Forth, multiple organizations are working towards making Montreal, Chicago and even (!) 

Copenhagen more bicycle friendly. Each of these small or large groups is organizing its own 

activities to promote cycling. Moreover, not only groups, but also individuals are involved. In 

other words, the movement is decentralized, segmented and based on direct participatory 

democracy.  

Fifth, as Gundelach (1988) mentioned, the goal of the movement is to gain influence over 

political arenas as well as changing the population norms and values. In the urban cycling 

movement, the goal is to influence the city mayor and its advisors to build better bicycle 

infrastructure along with changing people’s habits and effect social change.  
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Sixth, according to Gerlach (2001), social movements are dynamics characterized of 

segmented, polycentric, integrated networks. The author reveals that a social movement 

consists of internal networks of non-hierarchical social linkages among their participants and 

through the shared understandings and identities. Moreover, participants are not only linked 

internally, but with other movements whose participants share attitudes and values. For 

instance, in the 1980s, environmentalists established relationships with feminist, labor, and 

civil rights organizations to overcome their image as urban elites (Gerlach, 2001). We can 

also see the urban cycling movement making alliances with other movements such as the 

environmental movement, Reclaim the Street, the health sector, and sport communities.  

Concerning leadership dynamics, there is a tendency to emphasize bottom-up leadership in 

New social movements compared to the ‘old’ ones which were more centralized and focused 

on one charismatic leader such as Gandhi and Luther-King. As an illustration, the fourth 

element says that organizational structure is nowadays decentralized, segmented and based on 

participatory democracy (Gundelach, 1988).  

A major limitation to social movements theory is identified by Crossley (2002). He finds 

social movement theory inadequate because of its overemphasis on movement agents’ 

intentionality. According to the author, it is not simply a matter of cognitive frames, but of 

deeply held and embodied dispositions, and ultimately, a way of life. Crossley (2002) 

therefore insists that social movement theory deficiencies are best met by Bourdieu’s 

sociology of culture.  

In conclusion, social movements literature gives us insights on how these movements got 

constructed and what their characteristics are. As illustrated in this section as well as in the 

leadership section, both top-down and bottom-up leadership dynamics are important to enact 

social change. Despite the fact that New social movements emphasize the bottom-up 

perspective, some top-down leadership is also needed as shown in the leadership literature. I 

will now address Crossley’s critic mentioned earlier by connecting social movements to 

Bourdieu’s theory.  

3.3 Bourdieu’s sociology of culture theory 

I draw on Bourdieu’s understanding of habitus, lifestyle and social status to explore the 

cultural perceptions of urban cycling movements’ promotion efforts. The goal of these social 
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movements is to change people’s commuting habits by encouraging the use of the bicycle. 

The French sociologist Bourdieu’s best known book is called Distinction: A Social Critique of 

the Judgement of Taste and argues that judgments of taste are related to social position, or 

more precisely, are themselves acts of social positioning. He tried to reconcile the influences 

of both social structures and human agency. In this section, the concept of habitus, field, 

capital, social status, and lifestyle and will be presented to better understand the foundations 

of Bourdieu’s theory.  

3.3.1 Concept of habitus 

One of Bourdieu’s central concepts is ‘habitus’ defined as the mental and material 

combination of beliefs and actions appropriate to a given social circumstance, shaped and 

constrained through long internalisation and socialisation and expected by others in that social 

circumstance (Lipschutz, 2012; Bourdieu, 1989). The habitus engenders all the thoughts, all 

the perceptions, and all the actions consistent with the conditions (Bourdieu, 1984). It is 

important to understand that the habitus is not just a random series of dispositions but 

operates according to a relatively coherent logic, what Bourdieu calls the logic of practice or 

sens pratique. This logic is shaped primarily in early childhood within the family by the 

internalization of a given set of determinate objective conditions. Thus the logic of practice 

operates with simple dichotomous distinctions as high/low, male/female, good/bad, 

black/white, rare/common, distinguished/vulgar, etc. (Garnham and Williams, 1980).  

Underlined in the introduction, it can be argued that the bicycle, like the car in the US, is part 

of the Danish nation ‘habitus’. Since a young age, commuting by bicycle is a normal behavior 

and a positive perception is associated with it. The bicycle infrastructures, which cover the 

entire country, is part of the landscape and completely integrated into the urban reality. In 

contrast, we can rarely see bike lanes in the US and Canada since the car is the mobility 

habitus of the large majority. Accordingly, the car-centred life in the US is illustrated by the 

material infrastructures such as streets, roads and highways accounting for 30% of the surface 

area (Furness, 2005). This mobility habitus is reproduced and reinforced on a daily basis. The 

result is that beliefs, behaviours and material features associated with automobility are largely 

assumed, unquestioned and positively regarded, whereas proposals to reduce or eliminate 

reliance on the car, or to regulate its use, are treated as costly, heretical, marginal, infeasible 

and even unpatriotic (Lipschutz, 2012).  
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Smith (2001) uses Bourdieu’s concept of habitus to analyse the environmental movement. He 

concludes that the goal of environmentalism is a practical ecological sense, an environmental 

expertise developed from gaining a ‘feel for the game’ (one of Bourdieu’s favorite 

expression) of living ecologically. In other words, Smith (2001) concludes that the objective 

is to create an ‘ecological habitus’. The inclusion of the theory of practice into environmental 

social movements helps to better understand the strategy used to enact social change. Haluza-

DeLay (2006) highlights four components that an ecological sens pratique will need: 

1. New technical knowledge for ecologically sound lifestyle practices  

2. A critique of the social structures that inhibit an ecologically sound lifestyle 

3. An understanding of how social relations resist an ecological worldview and lifestyle 

4. Most importantly, an ecological habitus thriving in a social field that supports its 

maintenance. Social movement organizations must be those alternative communities 

of practice, they should lead by example.  

In my case study, social movements to promote alternative modes of transportation such as 

cycling are aiming at developing an ‘urban cycling habitus’ among city residents. Bicycle 

movements also need similar four elements: new knowledge about sustainable transportation, 

a critique of the social structures supporting the car-centered culture, an understanding of how 

the society resists alternative forms of transportation and finally, the creation of ‘urban 

cycling habitus’. Apart from the habitus, Bourdieu’s theory includes notions of field, capital 

and status. 

3.3.2 Concept of field, capital and social status 

The notion of field and capital are basic to Bourdieu’s argument. The social formation is seen 

as a hierarchically organized series of fields within which human agents are engaged in 

specific struggles to maximize their control over the social resources specific to that field 

(Garnham and Williams, 1980). As structured social space with its own rules and schemes of 

domination, the main fields in modern societies are the arts, education, politics, law and 

economy. In this paper, the field is the form of transportation that people use to go to work or 

school. 

Within the field of transportation, the choice of transport mode is determined by the mobility 

habitus as well as the level of capital. The objective of human activity is the accumulation and 

monopolization of different kinds of capital (DiMaggio, 1979). According to Bourdieu, there 

are four fundamental types of capital:  economic, cultural, social and symbolic. The most 
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important ones are economic (financial resources) and cultural (cultural knowledge and 

education). Below, Bourdieu’s social space figure illustrates the social status of different 

occupations, objects, types of cars and sports according to their level of economic and cultural 

capital.  

 

Figure 2: Bourdieu's social space. Source: Bourdieu, 1979 
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In others words, depending on the level of accumulated capital and the particular social 

milieu, an occupation, a sport or a form of transportation will most likely be chosen 

corresponding to the person’s habitus. As you can see on the figure, the bicycle’s (‘bicyclette’ 

in French, encircled in red) social status is relatively low, placed at the bottom right quadrant. 

This means that people using the bicycle in 1979 did not possess much cultural capital neither 

global capital. This chart is extremely interesting for my case study because one of my 

arguments is that social movements promoting urban cycling should work towards enhancing 

the social status of the bicycle when enacting top-down and bottom leadership.  

3.3.3 Concept of lifestyle 

The concept of lifestyle is the product of the habitus expressed by and through taste in art, 

food, music, sport, furniture, clothing and language (Williams, 1995; Bourdieu, 1984). People 

with approximately equivalent levels of cultural and economic capital share a habitus, which 

is productive of values, tastes and practices cohering into a distinctive lifestyle (Bourdieu, 

1984). In this thesis, transportation ‘taste’ is studied. Different social groups define and 

appropriate as ‘their own' particular styles of dress, sports and many other forms of cultural 

consumption (Williams, 1995). In the search for social distinction, the dominant groups 

define their lifestyles as 'superior', worthy of respect. Domination, therefore, is mediated by 

taste in Bourdieu's schema. In this sense, to be dominant is to be able to define what a society 

values as distinction which, corresponds to what the dominant classes possess and display 

(Williams, 1995).  

Urban cycling has become integrated into the lifestyle in Denmark and socially recognized. 

Even the elected officials in Denmark are regularly seen on bicycles. In the US and Canada, 

the car culture is still dominant and powerful enough to keep the bicycle in a low social status. 

The car is an integral part of North American lifestyle and people without it are marginalised.  

Walking and cycling are mobility practices considered typical of activists’ green lifestyles 

(Horton, 2003). This is problematic especially when the social movements’ goal is to 

democratize urban cycling among general population.  

Bourdieu’s theory has been criticized as being too deterministic. Choice is largely 

underplayed, deliberative decision-making is underestimated and change is difficult 

(Williams, 1995). For this reason, I employ social movement theory and leadership theory 

underlining collective agency and individual agency respectively. These two theories 

counterbalance the deterministic approach of Bourdieu.  
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Summary 

This literature review reveals that social change is possible through top-down and bottom-up 

leadership found in social movements. Drawing on leadership principles, social movements’ 

theories and Bourdieu’s sociology of culture provide solid arguments for this paper. Those 

three theories complement each other by stressing the importance of agency (individual and 

collective) and social structures (Bourdieu).  

  



34 

 

Chapter 4 

Case Presentations 

As mentioned in the methodology section, describing and explaining the case study of 

Montreal’s bicycle culture is the main focus of this research. However, to make the case 

stronger, I decided to use the multiple-case design by comparing Montreal to Chicago and 

Copenhagen. Before discussing the empirical findings, background information on Montreal, 

Chicago and Copenhagen will be provided to better understand the bicycle culture and the 

most important players in each city. 

4.1 Montreal 

Montreal is a city of 1.9 million inhabitants (3.8 million in the metropolitan area). It is the 

largest city in the province of Quebec and the second-largest city in Canada. Considered as 

the cultural and economic center of the province, Montreal is definitely the most bicycle 

friendly city in Quebec. Vélo Québec recorded a bicycle mode share of 2% in 2010. 

According to Pucher et al (2011), Montreal has North America’s largest network of cycle 

tracks and largest bike sharing system called BIXI with over 5000 bikes. The City of 

Montreal’s Transportation Plan adopted in 2008 has the objective of doubling Montreal’s bike 

path system within seven years. The network should achieve 800 km before 2016. In short, 

there is a political will to increase urban cycling and a strong presence of non-profit 

organizations (NPOs) promoting cycling as a mode of transportation.  

Three main players who promote the bicycle culture are political leaders, NPOs and cyclists. 

BIXI, the bike sharing system initiated by the city in 2009, is currently managed by Public 

Bike System Company, a private company. Completing the latter three players, BIXI is the 

fourth element to the Montreal bicycle equation.  

First, political leaders are in position of official authority and use their influence to define 

reality through the articulation of a vision. Political leaders include elected officials such as 

city councillors, mayors of borough and the Mayor of Montreal. I also included municipal 
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employees as part of this category because of their close relationship with the elected 

officials.  

In Montreal, there are three municipal political parties: Union Montréal, Vision Montréal and 

Projet Montréal. Gérald Tremblay, the current Mayor of Montreal, is the leader of Union 

Montréal. His Transportation councillor called André Lavallée has played a major role in the 

creation of BIXI and in the implementation of bicycle lanes in the heart of the city. Michel 

Labrecque, the former president of Vélo Québec and a life-long cycling activist, has also been 

a city councillor for Union Montréal. On the other side, Vision Montréal is the formal 

opposition party. I met with Elsie Lefebvre, spokesperson for transportation issues for Vision 

Montréal. Lastly, Projet Montréal is the ‘green’ municipal party which emphasizes active 

forms of transportation such as walking and cycling. They won the elections in the Plateau 

Mont-Royal, a ‘hip’ borough of Montreal where the bike mode share is 8.6%, four times 

higher than the average of Montreal.  Luc Ferrandez is the Mayor of this borough and has 

been massively criticized for his ‘anti-car’ measures. In summary, in order to better 

understand the political leaders’ influence in the urban cycling movement, I had interviews 

with André Lavallée, Michel Labrecque, Elsie Lefebvre and Luc Ferrandez.  

Second, non-profit organizations advocate for better cycling infrastructure and organize 

events and campaigns to promote urban cycling among citizens. In Quebec, the leading 

advocacy group is Vélo Québec based in Montreal. It is one of the largest cycling 

organizations in North America and has more than one hundred employees. Created in 1967, 

Vélo Québec is involved in a wide range of activities such as research, technical expertise, 

advocacy and cycling events. They also own a cycle touring agency, a publishing company, a 

café and a boutique. Created in 1975, Le Monde à Bicyclette was a more radical advocacy 

group, but unfortunately it is not active anymore. However, together with Vélo Québec, they 

won important cycling battles such as the access to bikes in the metro and the implementation 

of numerous bicycle lanes. Furthermore, I interviewed two of the most influential 

environmental organizations in Quebec called Équiterre and ENvironnement JEUnesse. They 

both have specific campaigns on active transportation encouraging citizens to use the bicycle 

as an alternative to the car. In brief, I met with Vélo Québec, Équiterre and ENvironnement 

JEUnesse to discuss leadership dynamics of social change.  

Third, cyclists are the roots of the urban cycling movement. I interviewed two of them to have 

their opinion. Forth, I also met with the Vice-president of Communications of Public Bike 
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System Company managing BIXI. Inspired by the successful Vélov (Lyon) and Vélib (Paris), 

BIXI has positively impacted Montreal’s bicycle culture. In 2011, 40 000 members and 4.2 

million trips were recorded. Moreover, BIXI bike sharing system is now exported all around 

the world: Melbourne, London, Minneapolis, Washington DC, Boston, New York (August 

2012), Chicago (forthcoming in 2014), etc. In conclusion, the bicycle movement in Montreal 

is not very large and I interviewed the most appropriate people. The chart below summarizes 

the interviews undertaken in Montreal from April 17
th

 to May 3
rd

 2012. Please refer to 

Appendix A for more details on each interview. 

Table 1: List of interviewees in Montreal 

Name Position & organization represented Type of players 

Jean-François Pronovost Vice-President, Vélo Québec 
Non-profit 

organization 

Jérôme Normand Director, ENvironnement JEUnesse 
Non-profit 

organization 

Luc Ferrandez Mayor of Borough, Projet Montréal 
Political leader 

 

André Lavallée 
-Transportation councillor, City of Montréal 

-Former Mayor of borough, Union Montréal 
Political leader 

Michel Philibert 
Director of Communications, Public Bike 

System Company (BIXI)  
Company 

Michel Labrecque 

-President of the Board, STM 

-Former city councillor, Union Montréal 

-Former Vélo Québec president 

Political leader, Non-

profit organization 

Alexandre C.-Vallée 
Project Manager in Transportation issues, 

Équiterre 

Non-profit 

organization 

Elsie Lefebvre City councillor for Vision Montreal Political leader 

Mathieu Gaumond Citizen cyclist Cyclist 

Youri Cormier Citizen cyclist Cyclist 
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4.2 Chicago 

Chicago is a city of 2.7 million inhabitants (9.8 million in the metropolitan area). It is the 

third-largest city in United States. The bicycle mode share is 1.2% (Pucher et al, 2011). 

Richard Daley, the longest serving mayor of the city (1989-2011) was an avid supporter and 

key to advancing cycling interests. The new mayor Rahm Emanuel and his new 

Transportation Commissioner Gabe Klein have also ambitious targets for Chicago in terms of 

urban cycling. In four years, the goal is to create 100 miles of protected bike paths and to 

increase the percentage of less than five miles trips taken by bike to 5%. Moreover, back in 

1996, Chicago Department of Transportation hired Ben Gomberg as the bicycle program 

coordinator in order to promote urban cycling as a form of transportation.  

Created 25 years ago, Active Transportation Alliance (ATA) is the largest non-profit 

advocacy organization in Chicago working to improve conditions for bicycling, walking and 

transit, and to engage people in healthy and active ways to get around. Formerly the 

Chicagoland Bicycle Federation, ATA has more than 30 employees. To better understand 

Chicago’s bicycle culture, I had an interview with Melody Geraci, the director of ATA and 

Ben Gomberg from Chicago Department of Transportation.  

Table 2: List of interviewees in Chicago 

Name Position & organization represented Type of players 

Melody Geraci Director, Active Transportation Alliance 
Non-profit 

organization 

Ben Gomberg 
Bicycle Program  Coordinator, Chicago 

Department of Transportation 
Political leader 

 

4.3 Copenhagen 

Copenhagen is a city of 1.2 million inhabitants (1.9 million in the metropolitan area). It is by 

far the largest city in Denmark. According to Copenhagen Borough Cycling Department, 1.2 

million kilometers are cycled every day in the city. 36% as the bicycle modal share makes the 

bike the most popular transport form for commuting in Copenhagen. In Denmark, it is mass 

culture which is different to North America where it is a hobby or a symbol of counterculture 

(Vanman, 2011). Even with these impressive numbers, Copenhagen is pushing the boundaries 
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with his bicycle strategy 2011-2025. The most ambitious goal is to increase the modal share 

for bicycles to 50% of all trips to work or educational institutions by the end of 2015 (City of 

Copenhagen, 2012). Moreover, Copenhagen has a goal of becoming CO2 neutral by 2025. 

Copenhagen is seen as the model city for personal mobility and sustainability.  

Created in 1905, Danish Cyclists Association (Dansk Cyclist Forbund) organizes a wide 

range of activities which include targeted political lobbying. Another player is Copenhagenize 

Consulting, an international consultancy firm specialized in bicycle planning, marketing and 

communications. I closely collaborated with them and I had the chance to meet with the 

bicycle community of Copenhagen. Not conducting interviews in Copenhagen is motivated 

by the fact that I had enough secondary data and personal experience on the topic to be able to 

appropriately analyse the situation.  
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Chapter 5 

Empirical Findings and Analysis 

The following chapter will present the empirical findings from the 12 interviews and 

juxtapose them with the theoretical literature reviewed, outlining the main outcome of the 

research: both top-down and bottom-up leadership dynamics are crucial in any attempt to 

change people’s habits and effect social change. The analysis is divided into three sections: 

bottom-up leadership, top-down leadership, and habitus and status.  

5.1 Bottom-up leadership 

In the literature review on social movements and during the interview process, I noticed that 

the word ‘leadership’ is still used in a very top-down conventional manner.  However, it is 

possible to distinguish bottom-up leadership and social movement theory even if interviewees 

do not use those academic terms. They understand that they are a part of a social movement 

bigger than them. They also know that they individually need to intervene using their 

leadership skills in order to grow that social movement. Moreover, even if bottom-up 

leadership is naturally associated with social movements, top-down leadership is also needed 

for the movement to be successful. In this section, I will first present the three necessary 

factors for the rise of urban cycling movement. Then, I will compare mobilization processes 

to distributed or so called bottom-up leadership. Finally, the fact that urban cycling challenges 

the dominant transportation ideology (CAR) means that incremental change is needed.  

5.1.1 Three factors for the rise of a social movement 

Davis and McAdam (2000) describe three main factors explaining the rise of social 

movements: the political opportunities or threats, mobilizing structures defined like the forms 

of organization available to insurgents as sites for initial mobilization and the collective 

processes of interpretation referred to as framing processes.  

Political opportunities or threats 

First, there are two types of political opportunities or threats. The first type is global political 

opportunities which are affecting most of western countries. Melody Geraci, Director of 
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Active Transportation Alliance (ATA) the largest non-profit organization (NPO) in Chicago 

promoting urban cycling clearly summarizes the global opportunities. 

It is such an exciting time to be in Chicago in particular, but to be in that kind of work 

in general because of the triple crises of obesity and physical inactivity, climbing gas 

prices and global climate change. The work that we are doing is an ideal solution for 

all three.  I only see our fortune getting better. (Melody Geraci, 2012) 

Physical inactivity, high gas prices and climate change are global crises, but they are also 

opportunities for the urban cycling movement. The second type is local opportunities or 

threats. The actual political climate in Chicago seems ideal for the rise of the movement.  

[…] we have this extremely supportive proactive mayor, this extremely supportive 

entrepreneurial Transportation Commissioner, we have more people riding bicycles 

than ever before. The city has some federal money that they have been successful in 

obtaining to actually build the facilities and make things happens. We know that it is a 

window of opportunities that we can’t miss. (Melody Geraci, 2012) 

According to Melody, all the elements are brought together: a supportive mayor, an 

entrepreneur Transportation Commissioner, a growing number of cyclists and money to build 

infrastructures. In addition, this quote supports the argument that top down (Mayor and 

Commissioner) and bottom-up (cyclists) leadership dynamics are essential in any efforts to 

change people’s habits.  

Nevertheless, two serious threats are acknowledged by Melody. The first one is the political 

uncertainty of Federation Transportation Bill renewal. The second threat comes from local 

communities being unfamiliar with, annoyed by and sometimes against bicycle lanes. ATA 

uses its advocacy and persuasion skills to overcome these challenges. Here, we can see that 

both top-down and bottom-up leadership can be a threat to social change.  

We see that [Bill] as a great threat and we are very much in the loop with our national 

advocacy partners to do anything we can to make sure that it doesn’t end up basically 

eliminating any funding for bicycling and pedestrian work
2
. (Melody Geraci, 2012) 

                                                 
2
 The federal bill did indeed pass. See America Bikes website for a summary on the MAP-21 legislation. 
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We are working very hard to engage with communities, because it is a potential 

challenge. The citizenry being caught off guard by some of these projects and rising 

up in opposition to them, that’s a very real possibility. (Melody Geraci, 2012) 

Mobilizing structures  

The second factor stated by Davis and McAdam (2000) for the rise of a social movement is 

the mobilizing structures. The civil rights movement in the US emerged from black churches 

whereas urban cycling advocacy emerges within cyclist federations.  In Montreal, the largest 

and oldest NPO promoting cycling created in 1967 is called Vélo Québec, but used to be 

named Quebec Federation of Cycle Touring. Similarly, in Chicago, Active Transportation 

Alliance was formerly Chicagoland Bicycle Federation. Coherent with historical facts, after 

being so popular in the late 19
th

 century, the bicycle became a sport, a hobby. However, in the 

70s, NPOs located in Europe and North America decided to promote the bicycle as a form of 

transportation. Vélo Québec had a growing interest for the transportation aspect and started to 

document the best practices from all over the world.   

In 1975, ‘Bicycle Bob’ Robert Silverman and Claire Morissette founded a cycling advocacy 

group called Le Monde à Bicyclette that utilized direct action and street theatre as a means of 

protesting the land use, traffic congestion, and environmental/health risks associated with 

automobiles in Montreal (Furness, 2005). Even if they had very different styles, Le Monde à 

Bicyclette and Vélo Québec collaborated in various events and demonstrations.  

Le Monde à Bicyclette was known for its street theatre. We [Vélo Québec], we were 

giving technical advices, we were trying to seduce city officials to commit themselves 

[to implement bicycle lanes] using our political skills. We had another style, but at the 

same time, people from Vélo Québec joined Le Monde à Bicyclette in the metro, in 

demonstrations, both being imprisoned. (Jean-François Pronovost, 2012) 

Le Monde à Bicyclette made lasting imprints on Montreal’s collective imagination in terms of 

bicycle demonstrations. Original events were organized to raise awareness of the car’s 

negative impacts on society. André Lavallée, Transportation Commissioner of the City of 

Montréal acknowledged Le Monde à Bicyclette leadership role in the urban cycling 

movement in the 80s. 

I remember Bob Silverman who invited journalists to speak in favour of a bicycle lane 

crossing St-Lawrence River. He invited journalists and welcomed them dressed up in 
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Moses with a white cape and a large wood stick. Then, he turned to the river and said: 

“River, divide yourself!” (André Lavallée, 2012)  

Environmental organizations were also quick to start promoting cycling. Indeed, the bicycle is 

the most environmentally friendly form of transportation. The health community is slowly 

starting to be involved in the movement. For instance, about 50 doctors in Strasbourg, France 

will be allowed to prescribe their patients free use of the local bicycle sharing system, called 

Vélhop from September 2012 (Le Nouvel Observateur, 2012). In short, cyclist federations 

enacted emergent leadership by initiating the mobilization in the 70s, but the movement 

nowadays includes mayors, city councillors, cyclists, environmental organizations and health 

community. This highlights that both top-down and bottom-up leadership dynamics are 

needed to change people’s habits and effect social change. 

Framing  

The third element suggested by Davis and McAdam (2000) for the rise of a social movement 

is framing. Since the 70s, cyclist organizations have the role of framing reality to convince not 

only the political leaders, but also the general population that the bicycle is a real alternative 

to the car, especially in the city center. A family bike ride across Montreal called Tour de l’Ile 

was first organized in 1985 by Vélo Québec to show to the elected officials how many people 

enjoy riding their bikes. This family ride was the perfect tool for framing urban cycling 

according to Michel Labrecque, the former President of Vélo Québec.  

How can you use the media to communicate your position? You need to create an 

event; you need to create a theatre aspect by occupying the space, the location and the 

time. We will do an event without any sign, a family event which will be called Tour de 

l’Ile referring to the Tour de France and the fact that Montreal is an island. People 

will ride for fun. We will then use the numbers and the pictures. Can you see all those 

cyclists in Montreal? Now, can we get some bike lanes? (Michel Labrecque, 2012) 

In the 80s, Vélo Québec’s goal was to get bicycle infrastructure to increase the safety of 

cyclists. Nevertheless, the political authorities were very sceptical about the fact that people 

would use the bicycle to commute. By gathering 3500 people for the first Tour de l’Ile in 

1985, Vélo Québec showed to the world that cycling is popular in Montreal and that bicycle 

infrastructure is needed. Social movements must frame the problematic condition they define 

as in need of change, make attributions regarding who or what is to blame, articulate an 
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alternative set of arrangements, and urge others to act in concert to affect change (Benford 

and Snow, 2000). 

A more specific problematic situation was that the bicycles were not allowed in the metro. 

Vélo Québec and Le Monde à Bicyclette decided to use street theatre to frame the reality and 

to show that this reality needed to be changed.  

We did demonstrations because we couldn’t access the metro with our bikes. So, we 

entered the metro with stepladders, elephants in cardboard, cellos. It wasn’t a 

problem [to enter the metro with these objects]. But the bike wasn’t allowed. (Michel 

Labrecque, 2012) 

The authorities responded to those demonstrations by adding more bicycle lanes and by 

allowing the bicycle in the metro. Bottom-up leadership enacted by those 3500 cyclists and all 

supporters coupled with top-down leaders (Bob Silverman, Claire Morissette and Michel 

Labrecque) were crucial to make social change. In the next section, we will see that 

mobilization activities are fundamental to social movements. 

5.1.2 Mobilization as bottom-up leadership  

Social movements can be characterized by collaboration, mobilization and decentralized 

actions. I will examine these elements to understand how they connect to bottom-up 

leadership.  

Collaboration 

As mentioned briefly earlier, the mobilizing structures such as the cyclist advocacy groups are 

initiator of the movement but quickly need to find allies and collaborate with a wide range of 

supporters in order to strengthen the efforts. A close collaboration with communities is a key 

aspect to avoid opposition against bicycles projects. It can be related to Leader-Member 

Exchange Model (LMX) that emphasizes the relationship between the leader and the follower 

recognizing the follower’s role in the leadership process. Melody Geraci from Active 

Transportation Alliance in Chicago and André Lavallée from the City of Montreal are well 

aware of community engagement as an essential component for successful projects.  

[…] engaging with community so that they aren’t surprised when a new separated 

bicycle lane is installed on their street and also raise awareness around the benefits of 

those kinds of facilities. (Melody Geraci, 2012) 
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We involved in the process children’s parents, school boards, Education Committee, 

president of Education Committee, police officers, etc. (André Lavallée, 2012) 

The process to inform the stakeholders of the project about new infrastructures needs to be 

done in a cooperative way as illustrated in the quotes above. This process is not as easy as it 

seems. Participants in the movement must be ready to take into account the objections that 

will be raised by communities. It is better to make some changes in the planned project than 

to face major opposition during and after the implementation.  

There are lot of obstacles when implemening a bicycle lane. You need to be prepared 

to take into account the objections that the people will formulate. (André Lavallée, 

2012) 

A close collaboration between NPOs and city administration eases the process of getting 

together bottom-up NPOs and top-down leaders. Vélo Québec and ATA use this strategy to 

achieve their goal. As stated by Melody Geraci (2012), they are trying to ‘change from 

within’.  

I’d say that ATA has an unofficial philosophy of ‘change from within’. We seek to 

create allies with government decision-makers in order to see change happen as 

opposed to being the agitator, the outside agitator that advocate as a more 

confrontational force.  

However, an NPO being too close to the city officials can also be problematic. When the city 

provides funding to an organization, this organization is not in a position to criticize the 

decisions made by the city. Those two organizations cited above could face this problem. 

Mobilization 

ENvironnement JEUnesse (ENJEU), a provincial youth environmental organization, can be 

considered (using Melody’s words) as an ‘agitator’. Its approach is somewhat different from 

ATA’s approach. ENJEU takes part in activism and mobilization to build the movement. In 

contrast to Melody, Jérôme Normand (2012) the director of ENJEU thinks that mobilizing 

citizens will generate a positive force on the urban cycling movement. According to him, 

pressuring the elected officials will lead to action.  
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[…] but for all issues, if we have a critical mass knocking on the doors, sending 

letters, circulating petitions, this is what we advocate : grassroots mobilization. As an 

elected official, it can’t be ignored and we need to answer to the citizens’ demands.  

All those citizens involved are participants of the movement and help raise the issue among 

the population. They are enacting bottom-up or distributed leadership by taking concrete 

actions. However, ENJEU is still using top-down leadership to frame the issue and to 

encourage those citizens to act.  It shows again the importance of both top-down and bottom-

up leadership dynamics in any attempt to change people’s habits and effect social change. 

Moreover, only being a cyclist in Montreal (or Chicago) is enacting bottom-up leadership. An 

increased number of cyclists can change the mind of politicians. Youri Cormier (2012), a 

citizen cyclist in Montreal acknowledges this aspect in the following quote.   

If we would have 10 times more cyclists in Montreal, we would have a required base 

to change policies. If you want to change the top, you need to change the bottom first.  

Even the Dansk Cyclist Forbund (DCF) in Copenhagen used cycling rallies in the 70s to 

highlight the intrinsic value of the bicycle as an alternative to the car. Powerful car lobbies 

were working towards the removal of bicycles from the streets in the belief that there simply 

would not be space for them in the future (Vanman, 2011). DCF has been luckily invited to 

have a seat on the Council for Traffic Safety, which greatly increased the leverage of the 

cycling advocacy organization (Vanman, 2011). The top-down decision of inviting DCF to 

have a voice on the Council in addition to DCF’s bottom-up rally actions raises the awareness 

of urban cycling issue. Both leadership dynamics develop Copenhagen as one of the most 

bicycle friendly cities.  

Decentralized actions 

After having discussed collaboration between NPOs and city officials, and grassroots 

mobilization around urban cycling, I will present why decentralized actions are important for 

social movements and bottom-up leadership.   

For the past ten years, ENJEU has been organizing a bike rally to raise awareness on 

environmental issues, particularly on alternative transportation. During the first years, one 

rally was organized, which departed from Montreal and ended in Quebec gathering more than 

100 youths. However, a few years ago, they decided to change the formula to expand bottom-

up leadership opportunities. They realized that alternative transportation is a challenge faced 
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not only by Montreal, but by multiple cities in the province of Quebec. Consequently, young 

citizens cycle up to 200 kilometers every February in their home region to show to their 

fellow-citizens that cycling is a good alternative to the car, even in the winter! 

Distributing leadership among youths across different regions is the goal of this event. Instead 

of one large group of 150 cyclists, the objective now is to gather for instance six groups of 30 

people across the province. The result is that more bottom-up leadership is enacted among a 

higher number of youths. In each region where the rally is organized, the cyclists are also 

documenting the state of urban cycling. They tried to answer to relevant questions such as: 

“What are the opportunities and barriers for urban cycling in my region?” and “Who are the 

elected officials in favour of alternative transportation?” In other words, a bottom-up initiative 

like this bike rally aims at finding top-down leaders who are willing to implement bicycle 

infrastructure. Again, bottom-up and top-down leadership dynamics are essential to change 

people’s habits and effect social change. 

According to Gerlach (2001), social movements are dynamics characterized by segmented, 

polycentric, and integrated networks. The diverse groups of a movement are not isolated from 

each other. Instead, they form a decentralized network through non-hierarchical social 

linkages among their participants and through the understandings, identities, and opponents 

these participants share (Gerlach, 2001). At the end of the interview, André Lavallée well 

summarizes the situation of the transportation movement.  

It is spaces, sets of elements, sub elements which juxtaposed themselves in a complex 

way. In the transportation field, there are different interest groups, sometimes for 

political reasons, sometimes for grants, financial reasons, etc. It is a healthy tension, a 

productive tension. (André Lavallée, 2012) 

Finally, even grassroots bottom-up mobilization needs top-down leaders both in politics and 

in social movements to coordinate decentralized networks in order to change people’s habits 

and generate social change.  

5.1.3 Urban cycling against the car? 

The New social movements (NSMs) instead of pushing for specific changes in public policy 

emphasize social changes in identity, lifestyle and culture (Pichardo, 1997). Moreover, NSMs 

question the wealth-oriented materialistic goals of industrial societies (Pichardo, 1997). This 

being said, urban cycling movement criticizes individualism and materialism, challenges the 
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car-centered culture and the dominant ideology, and refers to a new set of green values. 

Lastly, social change in identity, lifestyle and culture takes time, sometimes up to a generation 

and incremental steps are required.  

Individualism and materialism 

Individualism and materialism are distinctively American (and Canadian) and shape 

assumptions about the nature of reality and the purpose of life. According to Wray (2008), 

individualism is the conviction that people are personally responsible for their fates. 

Materialism is the conviction that well-being is largely a function of the quality and quantity 

of one’s consumption (Wray, 2008). The results are oversized vehicles, oversized homes, 

oversized TV, etc. On one hand, the bicycle is a sturdy agent of individualism but on the other 

hand, it is an individualism built on a deeper sense of community and environmental 

connection. It is an inexpensive form of transportation taking only a small amount of space 

powered by human force instead of non-sustainable expensive gas.  

Still, individualist values are strongly embedded in the culture and citizens are not 

enthusiastic when it comes to paying for collective transportation such as the metro, tramways 

or even bicycle paths.  

We are ready to invest, to pay individually 12 000$ for a car or for a second car to 

live in the suburb, but we have difficulty to invest in collective projects. The metro 

always seems to cost too much money, the tramway is a crazy idea for a lot of people, 

and the majority thinks that it is stupid to build bicycle lanes and to clear the snow off 

them during the winter. (André Lavallée, 2012) 

Challenging the CAR 

The car-centered culture includes more than the car itself. Lipschutz (2012) refers to 

‘automobility’ or CAR as the complete motorized system, including not only cars but also 

material infrastructure, production systems, autorelated labour, tourism, advertising, 

arrangement of cities and suburbs, and people’s mentality. Car advertisements are also part of 

this system; they promise status, power and control to the individual. The urban cycling 

movement challenges this culture and for some, using the bicycle is a provocative behaviour. 

Asked if urban cycling can be considered as a social movement criticizing the actual society, 

Michel Labrecque and Michel Philibert answered positively.  
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Of course! It is a social movement. It is a social movement. The bicycle is symbolic. 

Because of this symbolic value, you are provocative, you are riding around the city, 

you challenge the urbanity, you challenge the car. (Michel Labrecque, 2012)  

It is normal that the bicycle is seen like a counter-culture to our car-centered society. 

Is it a bad thing? No, it’s OK. It is good that some people assert themselves. […] The 

first ones are pioneers of the movement and then, it becomes the norm. (Michel 

Philibert, 2012) 

Michel Philibert, Director of Communications at BIXI made an excellent comparison during 

the interview. He compared the urban cycling movement to Rock & Roll during the late 40s. 

Elvis Presley and the Beatles were pioneers of a counter-culture at that time when religion and 

traditions were governing people’s lives and mentality. Michel also drew a parallel with the 

painters. The impressionists and the cubists were denounced because they were moving away 

from the classical arts.  According to Michel, it is how a society evolves in time.  

Movements are first a counter-culture before being accepted by the society. This is 

how a society evolves. (Michel Philibert, 2012)  

The bicycle not only challenges car-centered culture, but it promotes a new set of green 

values for an alternative vision of the future based upon self-determination, harmony with 

nature, non-growth, decentralization (Gundelach, 1988). New social movements influence 

their supporters’ lifestyles and values. BIXI, the bike sharing system in Montreal, contributed 

to increasing the status of the bicycle and its carrying a set of green values. 

We quickly noticed that it [BIXI] was much more than a bicycle; it carries a set of 

values that people associate to collective and active transportation: better city, higher 

quality of life, city quality, air quality, better health and even municipal happiness! 

(André Lavallée, 2012) 

A very enthusiast opinionated cyclist, Youri Cormier, goes even further by claiming that 

cycling questions societal structures. He is basically saying that while experiencing cycling in 

a city like Montreal, your vision of the world changes. Instead of being enclosed in a mobile 

vehicle, the cyclist is immersed in the urban environment.  

Velorution! Absolutely. When you ride a bike, you question all the societal structures. 

From that moment, you realized that all of our structures and infrastructures and our 
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nation policies are incongruous. Riding a bike makes you rethink your point of view. 

(Youri Cormier, 2012)  

Although it is recognized that the bike is challenging the automobility, the way politicians 

frame the issue is extremely important. Elsie Lefebvre, a city councillor for the City of 

Montreal, was concerned about the way an elected official framed the cycling issue as an 

‘anti-car’ solution to traffic congestion and unsustainable development. The general 

population is not yet ready for ‘anti-car’ solutions, because the car is still too embedded in 

people’s habitus. The movement is at the stage of using terms such as ‘pro-cycling’, ‘pro-

walking’ solutions. The mayor of culture and urban development of Denmark's city of Odense 

would agree with Elsie when speaking at Velo-city Conference in Vancouver in June 2012 

(Brocki, 2012). 

We should not make this [urban cycling] the battle against the car. Then we will lose. 

All of us. We should make this a battle for our children. A positive message, not a 

negative message. (Steen Moller, 2012)  

This reality acknowledges the need for incremental changes towards an urban cycling habitus.  

Incremental changes 

As mentioned earlier, North American car culture is well embedded in our daily lives and it is 

not easy to change habits and infrastructures. The urban cycling movement should be ready to 

vigorously promote active transportation for at least another generation.  

A movement like that doesn’t happen overnight, it requires a generation. These 

changes will need over 25 years. It is not instantaneous. The important is to start the 

movement. (Michel Philibert, 2012) 

Luc Ferrandez from Projet Montréal (the ‘green’ municipal party) has been criticized heavily 

because he introduced traffic calming measures penalizing car drivers, especially those who 

are not residents of the neighborhood, and built several bicycle lanes. Interviewees agreed that 

these are good measures, but the lack of community consultation and the speed of the 

implementation probably scared residents and non-residents.    

He [Luc Ferrandez] is the mayor of the Plateau and he has ideas. I elaborated an 

urban transportation plan that you can find on the neighborhood website. The mayor’s 

team got inspired by the plan. The completion time to achieve real changes is the only 
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item about which I am in disagreement with them. My plan was made for 15 years. 

They claimed to be able to make it in 4 years. The problem when we go too fast, we 

can have boomerang effects. (Michel Labrecque, 2012) 

On one hand, Jérôme Normand, director of ENJEU finds that cycling infrastructures are not 

being built fast enough. On the other hand, he understands the fact that there is a need for 

incremental changes to avoid ‘boomerang’ effects (borrowing Michel’s expression) and for 

the habitus to slowly take place.  

I feel that’s why we have the impression that it never goes fast enough. It is because 

the elected officials want to avoid opposition from the population when implementing 

actions too fast, while the demand is not there yet. (Jérôme Normand, 2012) 

In short, top-down and bottom-up leadership dynamics are crucial. Top-down leaders provide 

bicycle lanes, the ‘supply’. Citizens must use them and increase the ‘demand’ for more 

cycling infrastructure creating a critical mass. Step for step, a bicycle culture is constructed.  

Summary 

Even if authors and interviewees use neither the word ‘leadership’ nor the word ‘social 

movement theory’, they talk about these notions without explicitly naming them. Interviewees 

are conscious about the rise of a social movement stimulating collective agency. The 

leadership process highlights the individual agency needed to promote urban cycling. By 

expanding the concept of distributed leadership, I would even say that every cyclist riding to 

work or school participates in the leadership process of constructing the bicycle culture. The 

framework I develop makes clear that bottom-up leadership provides cultural legitimacy, 

critical mass and challenges the dominant CAR ideology.  As illustrated in this section, both 

top-down and bottom-up are essential in any attempt to change people’s habits and effect 

social change. 

5.2 Top-down leadership 

The dominant view in leadership research is top-down leadership. Accordingly, when 

interviewees use the word ‘leadership’, they always refer to persons or organizations in 

positions of official authority. Most of the times, it relates to political leaders. However, there 

is clearly top-down leadership in social movements as well, but very few interviewees 

recognize this aspect explicitly. In this analysis section, three major themes will be presented 
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to better understand the argument. First, several types of leaders are identified in the urban 

cycling movement such as transformational, authentic and pragmatist leaders. Second, the 

importance of political leadership and its limitations will be highlighted. Finally, I will look at 

top-down leadership in social movements and at the migration process. 

5.2.1 Types of leaders 

In the interview process, I discovered that people often refer to the leader’s vision, ambitions 

and framing. Those characteristics correspond to transformational leaders. Moreover, 

elements of authentic and pragmatist leaders were also be mentioned.  

Transformational leader 

The top-down definition is inspired by transformational leadership: a style of leadership 

where persons or organizations in positions of official authority use their influence to define 

reality through the articulation of a vision and the generation of strategies to realize that 

vision. The word ‘vision’ is used by half of the interviewees, meaning that the concept is a 

important one. André Lavallée (2012) was greatly involved in developing the ambitious idea 

of BIXI recognizing later in the interview that he is the ‘father’ of BIXI.  

The transportation plan was an ambitious plan […]. But in the vision, BIXI was a 

transportation form offered to a large amount of people. […]. What element of this 

transportation plan will make people fall in love with that vision? BIXI, I suppose.  

Melody Geraci (2012) from ATA is impressed by the determination of Mayor Rahm Emanuel 

and by his vision of bringing Chicago to a completely different level of bicycling. 

He [Mayor Rahm Emanuel] stated that he wants Chicago to be the most bicycle-

friendly city in the country and he has taken great strides by hiring our new 

Transportation Commissioner Gabe Klein. […] These are ambitious goals for this 

city: to include installation this year of a new bike sharing program that will include 

300 stations and 3000 bicycles. Also to construct a total 100 miles of separated bike 

lanes.  

As mentioned in the literature review, both political and grassroots top-down leadership are 

important in any attempt to change people’s habits and effect social change. The two latter 

quotes illustrate political top-down leadership. However, grassroots top-down leadership is 

also essential to raise people’s motivation to act. Claire Morisette, coordinator of Le Monde à 

Bicyclette was a visionary leader, especially at that time.  
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Personally, I met Claire [Morissette] in the 70s; she was working with Bob Silverman. 

She was one of the first environmental activists to recommend the implementation of a 

network of cycle tracks which would bring people in the city center. In the 70s, it was 

very visionary to think this way. (André Lavallée, 2012) 

Michel Philibert from Public Bike System Company (BIXI) uses the concept of vision to 

strengthen the importance of both top-down and bottom-up leadership dynamics in any 

attempt to change people’s habits and effect social change. 

Here, in Montreal, both [bottom-up and top down] are important and both share the 

same vision. 

Transformational leadership has the capacity to infuse purpose and meaning into the lives of 

individuals; leaders are thus described as ‘managers of meaning’ (Smircich and Morgan, 

1982; Podolny et al, 2010). André Lavallée (2012) is well aware of that when he says: “What 

element of this transportation plan will make people fall in love with that vision?” Framing 

processes are extremely important in social movements to enhance motivation, create a 

collective identity, and a shared understanding of the issue. André Lavallée (2012) frames 

BIXI in a way that it belongs to everyone in order to enhance motivation and to create a 

collective identity around urban cycling in Montreal.  

I’m the father of BIXI, but I deliberately shaped BIXI as a collective company so it 

belongs to everyone. The designer is also the father of BIXI, the Mayor is also the 

father of BIXI, the social integration company hired to do the maintenance of the bikes 

are also somewhat fathers of BIXI. In short, it belongs to everyone.  

Moreover, as shown in the previous section, framing the cycling issue is tricky. ‘Anti-car’ 

discourse is not recommended in Montreal and Chicago because the CAR is still the dominant 

ideology. The movement is at the stage of using terms such as ‘pro-cycling’ and ‘pro-

walking’ solutions. 

The message was very strong; instead of focussing and being very positive about 

active transportation: walking, cycling, ‘anti-car’ discourse took over the message. 

(Elsie Lefebvre, 2012) 
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Authentic and pragmatic leader 

Authentic leadership is grounded on moral and virtuous foundations, focuses on universal 

values (Bass and Steidlmeier, 1999). Involved in politics since almost 40 years, André 

Lavallée believes in authenticity on the politicians’ part.  

In politics, you can’t betray your own values. Whatever your motives are, it might 

catch you up at the end. (André Lavallée, 2012) 

Gardner et al (2005) have observed in their research on authentic leadership that these leaders 

are usually low profile, but genuine people leading by example in fostering healthy ethical 

climates characterised by transparency, trust, integrity and high moral standards. In the 

political world, all of those latter characteristics are central to maintaining a good relationship 

between political leaders and citizens. According to André, the first step is fulfilling promises.  

So, what needs to be done to convince people? First, politicians and public employees 

need to fulfill their promises. And using the bicycle as a way to promote new values. 

(André Lavallée, 2012)  

He goes as far as comparing the relationship to a ‘love’ relationship. 

We need to finish what we have started. If not, it is broken promises and broken 

promises in a couple, the couple citizen-administration can look like minor at first, but 

with time, it creates a gap. (André Lavallée, 2012) 

In the interview with André, he recalls the numerous times where politicians broke their 

promises. He feels angry when he remembers the Minister of Transport in 1997 declaring at a 

press conference that the metro of Montreal would be extended on the east side. And this 

story is not unique; the two main political parties at the provincial level had promised more 

than once the extension of the metro. This leads the discussion to pragmatic leadership.  

Mumford and Van Doorn (2001) came with the concept of pragmatic leadership. They argued 

that pragmatic leaders exercise influence by identifying and communicating solutions to 

significant social problems, meeting the practical needs of followers, working through elites 

in solution generation, creating structures to support solution implementation, and 

demonstrating the feasibility of these solutions. André Lavallée considers himself as 

pragmatic. Focused on achievement and results, he wants to meet the needs of followers 

(citizens) by demonstrating the feasibility of urban cycling in Montreal.  
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If you want to make important changes, you need a vision. Not only saying: “The 

world will be a better place”, because everyone agrees with that. I’m very pragmatic, 

too much sometimes, because I believe in achieving results. At the end of the day, we 

can discuss for a long time, but if we don’t do anything, dreams are worthless. So, if 

we want to change the world, actions are needed. One of them was the construction of 

the bicycle lane called Claire Morisette in the heart of the city. (André Lavallée, 2012) 

Melody Geraci is hoping for pragmatism for the next year in Chicago. She is well aware that 

ambitious plans are great, but the most important part will be the implementation of those. 

This following quote is her answer to “What is the biggest challenge for cycling in the next 

years?”  

I think seeing all these ambitious plans through to implementation is important. The 

plan for this year is extremely ambitious, so there is a ton of work that needs to 

happen. […] it is really an issue of be able to get it done. (Melody Geraci, 2012)  

A pragmatic leader is thoughtful, listens to others, takes decisions and realizes them. Similar 

to quiet leaders, pragmatic leaders are neither public heroes nor on the stage to claim their 

accomplishments. André notes that pragmatism might not always be the best strategy to win 

elections, but the best way to ‘change the world’ as he said in a previous quote.    

As I told you, working in a pragmatic way has consequences, it is less spectacular. 

(André Lavallée, 2012) 

In summary, top-down leadership can be understood through different types of leaders such as 

transformational, authentic and pragmatic. Both political and grassroots top-down leadership 

are important in any attempt to change people’s habits and effect social change. Let us look at 

political leadership and its limitations to better understand the dynamics behind it.  

5.2.2 Importance of political leadership and its limitations 

In the bicycle movement, cultural perceptions and issues of status are just as important as the 

practical issues like urban infrastructures. Although this thesis focuses on cultural 

perceptions, urban infrastructure cannot be ignored completely, especially when analysing 

top-down leadership. Top-down leadership is crucial in terms of developing the cycle tracks 

network and enforcing financial constraints. Nevertheless, there are limitations to top-down 

leadership and those will be explained later in this section.  
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Infrastructures and power  

After stating “If you want to change the top, you need to change the bottom first”, Youri 

Cormier (2012) continues his thought in this following quote.  

But you can’t change the bottom before developing a minimal infrastructure in order 

for the bottom to be interested in changing [their habits]. […] Urban infrastructures 

can only be built by top-down, we need to accept that.  

In the same line of though, Melody from ATA admits that the creation of the Bicycle Program 

in Chicago was the result of the former mayor of Chicago. This program greatly helped the 

bicycle culture to rise.  

The previous Mayor Richard Daley was a cycling enthusiast and came to really 

appreciate the value of bicycling in Chicago. He was very much a supporter. He was 

actually behind the creation of the Chicago Department of Transportation Bicycle 

program: it was creates under him. Once that department was in place, things in terms 

of infrastructure really started to take off. (Melody Geraci, 2012) 

When it was time to build a bicycle lane on Maisonneuve street in downtown Montreal, Jean-

François from Vélo-Québec noticed that political will was absolutely necessary. Removing 

parking spaces, dealing with unhappy business owners and explaining this project to car 

drivers were challenges that André Lavallée and his team at the City of Montreal overcame.  

Citizen pressure and political will are needed. Because if it’s only citizen mobilization 

and it comes to the administration... You need political will. It will be difficult if it’s 

only grassroots mobilization. An example is when we developed Claire Morissette 

bicycle lane on Maisonneuve, if there wasn’t any political will, it couldn’t have 

worked. (Jean-François Pronovost, 2012)  

Luc Ferrandez and Michel Philibert noticed the courage that it took to build that specific 

bicycle lane. 

They [City of Montreal] decided to remove parking spaces on Maisonneuve street. I 

don’t know if you can understand the guts they had to do that! (Luc Ferrandez, 2012)  

Mathieu Gaumond, a citizen cyclist, is convinced that top-down leadership is what a city 

needs to be more bicycle-friendly. At the time of the interview, in the spring 2012, one of the 

largest student protests in Canadian history is happening. A huge grassroots movement is 
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being constructed in Quebec around keeping affordable tuition fees in order to maintain an 

accessible education. The provincial government does not listen to the students and refuses to 

collaborate with them. It makes Mathieu fairly disillusioned about bottom-up leadership.   

When you have a ‘pro-cycling’ mayor, it is an advantageous situation, the issue will 

move forward. If not, you can protest and complain, but it’s hard. We can see it here 

now with the tuition fees, there is 200 000 people in the streets demonstrating since 8 

weeks and nothing change. The decision comes from the top. If you have people 

helping you from the top, it’s going to change for sure. (Mathieu Gaumond, 2012) 

A pro-cycling mayor truly helps the movement to earn support. The opposite is also true. In 

1994, when Mayor Bourque succeeded Mayor Doré, he decided to stop the development of 

the Green Network in Montreal, a project similar to the High Line project in New York. The 

objective of the Green Network as well as the High Line is to recycle old railways into urban 

parks. André Lavallée (2012) describes how and why this project was terminated.  

After that, Mayor Bourque which succeeded to Mayor Doré put the project in the 

trash, because it was a project outside the normal road network, not enough 

spectacular according to him. 

This being said, urban infrastructure can be built, but people will need to use them. This 

aspect highlights the importance of top-down and bottom-up leadership to change people’s 

habits and effect social change. Before looking at the limitations of top-down leadership, 

financial constraints are another way for political leaders to enhance urban cycling.  

Financial constraints 

Denmark is known to be a country where elected officials have put numerous high financial 

constraints on car drivers. The purchase of a new car in Denmark sets off a 180% sales tax, 

gas is highly taxed and parking in the streets is expensive. Those constraints have the effect of 

encouraging people to walk, to cycle and to use public transportation.  

In Montreal and Chicago, it is a very different story. The car is strongly tied to American and 

Canadian culture.  It makes it nearly impossible for politicians to put high financial 

constraints on cars. Michel Labrecque (2012) has a clear opinion on the topic.  

Here, it’s unthinkable, totally unthinkable, because your electorate is merged with car 

drivers. People say: “Politicians don’t have any courage”. I say: “There is courage 
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and there is political stupidity.” If you want to make sure that you are never going to 

be elected, run for office and tell people: “Like in Copenhagen, I will implement a 

180% sales tax on your car.” 

Although it seems impossible to put high financial constraints on cars like in Copenhagen, 

incremental change could be done. According to Ben Gomberg (2012), small measures such 

as higher parking fees can make a difference. Citizens would probably start to think more 

about their transportation modes.  

For instance, when my wife drives to work, there’s a place to park her car near her 

office which is more or less free. So it’s very easy for her to drive, park and enter her 

office. I guess that if her parking fees were higher and parking not as convenient, she 

might consider another way to get to work. Right now, however, the system is set up to 

make it easy for her to drive.  

Jean-François from Vélo Québec thinks that financial constraints dictated by elected officials 

are an element of success to the bicycle movement.  

But some people won’t change as long as the financial constraints are not higher. As 

long as the gas price is not higher, as long as the parking fees are not higher, as long 

as there will not be an effective way to charge the use of cars. When there is money 

involved, people think more about their choices. (Jean-François Pronovost, 2012) 

In short, top-down leadership is crucial in order to build bicycle lanes, to impose financial 

constraints and to enact hard power. However, top-down leadership is limited by the 

willingness of citizens to get involved in the urban cycling movement.  

Limitations of top-down leadership 

As mentioned earlier, top-down leaders supply bicycle lanes and by using them, the citizens 

increase the demand for more cycling infrastructure. Accordingly, top-down leadership 

dynamics alone will not create a keen interest in urban cycling. It needs to be supported by 

cyclists and citizens.  Luc Ferrandez (2012) gives the example of Vancouver where plenty of 

bicycle lanes have been built, but the demand is not there yet.  

There is a bike discourse which is not always supported by users. In Vancouver, there 

are many bicycle lanes, but not a lot of people using it. Top-down, it works if it is used.  
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Jérôme Normand (2012) from the environmental NPO called ENJEU is sceptical about top-

down decisions. He strongly believes in bottom-up leadership to enact social change and he 

disagrees with the controversial Mayor of the Plateau, Luc Ferrandez who imposes ‘anti-car’ 

measures to its citizens.  

Often, when it is top-down, there will be even more protest, because those who were 

against it have the impression that it is being imposed on them. It happened this year 

with the Mayor Ferrandez in the Plateau. He says to himself: “I have been elected, I 

have a mandate, I’ll carry it out.” This is purely top-down. “I have been elected; I 

have the power, so we will become a walkable and a bicycle-friendly neighborhood.” 

You have never seen a vigorous opposition like that in a neighborhood of Montreal for 

the past 30 years. Never! And it will not be re-elected, I would stake my life on it.  

This latter quote exemplifies that a close collaboration with communities is a key aspect to 

avoid opposition against bicycles projects. The process to inform the stakeholders of the 

project about new infrastructures needs to be done in a cooperative way.  

Michel Labrecque is more moderate. According to him, top-down is good strategy, but up to a 

certain extend. Some opposition can be considered as normal. Nevertheless, if the opposition 

is fierce, the citizens could vote for another mayor at the next elections with a whole different 

philosophy. This situation could have significant consequences for the bicycle movement. For 

instance, the next Mayor could dismantle urban cycling infrastructures.  

You need to provoke, you can impose a certain amount of things, but there is nothing 

worse than someone saying: “When I will be elected, I will take those out and 

dismantle it”. (Michel Labrecque, 2012) 

In conclusion, top-down leadership is crucial to the rise of the urban cycling movement 

especially in terms of infrastructures and financial constraints. Nevertheless, limitations cited 

above make clear that bottom-up leadership is also an essential part of engaging citizens to 

cycle.    

5.2.3 Top-down leadership in social movements and migration process 

As stated earlier, the interviewees refer to ‘leadership’ as a top-down process. In addition, 

political leadership was implicitly assumed most of the times. However, there is clearly top-

down leadership in social movements as well. In this section, I will illustrate that top-down 

leadership is present in urban cycling movement together with leadership development. 
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Finally, the process of migration from leaders of social movement to political leaders is 

fascinating and is currently happening in Montreal.  

Top-down leadership in social movements 

In the bottom-up leadership section, it was acknowledged that social movements’ leaders such 

as Bob Silverman, Claire Morissette and Michel Labrecque played a significant role in 

promoting the cycling issue in Montreal. Bob Silverman and Claire Morissette were members 

of Le Monde à Bicyclette which utilized direct action and street theatre as a means of 

protesting the land use, traffic congestion, and risks associated with cars in Montreal (Furness, 

2005). André Lavallée from the City of Montréal recognizes the leadership role of Le Monde 

à Bicyclette in the urban cycling movement especially in the 80s. 

Nowadays, Le Monde à Bicyclette does not exist anymore and Vélo Québec is the main 

grassroots leader promoting urban cycling in Montreal.  

Vélo Québec was created by hip young professionals who use cycling as their cause, 

their project, their mission and even use it as their job by developing an expertise. 

They were always ahead of everyone. (André Lavallée, 2012) 

Vélo Québec’ style can be defined as politically correct. They make sure to keep a close 

collaboration with the city administration which is a very good strategy, but not without any 

weakness. Jérôme Normand (2012) from ENJEU thinks that the movement (implicitly 

meaning Vélo Québec) is too respectful and not organized enough.   

Currently, the movement is respectful. We stay at our place; we respect the other 

players [car drivers] in a just and cooperative manner. I’m not calling for trouble, but 

we’ll need… At some point, we need to tell the truth and the truth is: a car is more 

dangerous than a bike.  

Mobilization and actions need leadership. Currently, the movement in Montreal uses 

decentralized actions and many players are involved. Vélo Québec is the unofficial grassroots 

leader, but it could enact even more top-down leadership by uniting different players 

(environmental NPOs, health community, sports community and education institutions) 

around urban cycling in order to become a stronger lobby. Jérôme Normand (2012) 

summarizes his thoughts in this following quote.  
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The movement needs to get organized, to put pressure. The biggest challenge is to 

organize the movement in order to be an effective leverage and not to wait for changes 

to come magically… 

ENJEU organizes all kinds of events to educate youths about environmental issues. The goal 

of these activities is to empower or distribute leadership among young people. ENJEU’s 

mission could be to ‘develop leadership’ among youths.   

We need people to stand out for [environmental issues]. Our mission is to train people 

to claim and assert their demands. (Jérôme Normand, 2012) 

Leadership development is particularly important when it comes to the migration process.  

Migration process 

The process of migration from leaders of social movement to political leaders is very 

interesting.  In Montreal’s case, the migration process is well illustrated by Michel Labrecque. 

Michel is the former president of Vélo Québec (1985-2000) and a life-long cycling activist. In 

2005, he entered the municipal political world as a city councillor for Union Montréal. Since 

2009, he has been the president of the Société de transport de Montréal (STM) managing the 

public transport in Montreal. During the interview, I asked him if the collaboration between 

the city and the NPOs was better now than in the past. Michel Labrecque (2012) thinks that 

the migration process is one reason behind the ambitious City of Montreal’s Transportation 

Plan.   

There is not a better collaboration, it is because I have been elected, I did a 

transportation plan and I’m now the president of the STM.  

Youri Cormier (2012) also believes that the migration process is a key to success for urban 

cycling movement.  

What we need are people from NGOs, people who believe in it [urban cycling] and 

reach the top. This way, we can achieve real changes.  

Finally, NPOs and influential individuals are involved in top-down leadership and migration 

process. Still, bottom-up leadership dynamics are central for social movements’ participants 

who are promoting urban cycling and mobilizing a large number of citizens around the issue.  
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Summary 

This latter section highlights the importance of top-down leadership dynamics. Different 

kinds of leaders are required such as transformational, authentic and pragmatic. 

Transformational leaders communicate their vision, authentic leaders stick to their values and 

moral standards and pragmatic leaders make sure to achieve the action plan. Moreover, top-

down leadership is especially important to enhance people’s motivation to act, to provide 

resources to build infrastructure and to enforce financial constraints on car drivers. Top-down 

leadership also unites different players around urban cycling in order to become a stronger 

lobby. The limitations to top-down leadership contributes a better understanding of the 

importance of both top-down and bottom-up leadership dynamics in any attempt to change 

people’s habits and effect social change. 

5.3 Habitus and status: normalisation of bicycling in North 

America  

I employ Bourdieu’s understanding of habitus, lifestyle and social status to explore the 

centrality of cultural perceptions of urban cycling promotion efforts in Montreal, Chicago and 

Copenhagen. The new social movements such as the bicycle movement emphasize social 

changes in identity, lifestyle and culture (Pichardo, 1997).  One of the goals of the movement 

is to change people’s commuting habits by encouraging the use of the bicycle. In this section, 

bicycle habitus and car habitus will be presented followed by the slow normalisation of biking 

in North America. Finally, increasing the social status of the bicycle will be necessary using 

top-down and bottom-up leadership dynamics.  

5.3.1 Bike habitus versus car habitus 

Bicycle culture is integrated in Danish habits and lifestyle. The bike is part of Danes’ 

transportation habitus defined as the mental and material combination of beliefs and actions 

appropriate to a given social circumstance, shaped and constrained through long 

internalisation and socialisation and expected by others in that social circumstance (Lipschutz, 

2012; Bourdieu, 1989). For this reason, urban planners, mayors and bicycle advocates from 

around the world come to Copenhagen to experience this way of life. Michel Labrecque 

(2012) has been to Copenhagen a few times already. Last year, he invited presidents of public 

transport providers to join him.  
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We stand at the corner of a street at 7:30am and I told them: “Look at the people [on 

bikes]. Him, he is the vice-president of a bank, she is an engineer, she is with her two 

children, this woman is riding her parents in a Christiana bike.”  

In this comparative case study, social movements to promote alternative modes of 

transportation such as cycling are aiming at developing an ‘urban cycling habitus’ among city 

residents. When I asked about the biggest challenge for Chicago for the future, Ben Gomberg 

(2012) answered by the following.  

The biggest challenge is making bicycling an integral part of Chicago’s culture and 

transportation infrastructure, like in Amsterdam, Copenhagen and other European 

cities.   

The same belief is shared in Montreal. Michel Philibert (2012), in charge of promoting BIXI 

to the citizens, would like to see the bicycle integrated in people’s mind.  

In our marketing strategy, in our ads, we promote the bicycle as being part of the daily 

life, a lifestyle, a way of life.  

Bicycle advocates are very hopeful that an urban cycling habitus is slowly being constructed. 

However, the reality is that the car habitus is very strong. The interviewees mentioned 

numerous times how the car is embedded into the American and Canadian culture. There is no 

doubt that the car is a key element of people’s lifestyle. And it starts from birth.  

In the US, the car culture is with you from birth. It is the first thing you do; you come 

home from the hospital in a car. That describes the majority of our experience. And we 

never stop driving cars. It is just THE number 1 mode, it is the only mode of 

transportation for many, many, people, because communities are not built in a way 

that permits or even makes it possible to do anything other than drive. (Melody 

Geraci, 2012) 

The car culture goes even further than what I expected. Vélo Québec and ATA regularly 

perform walkability audits to examine and evaluate the walking environment in a given 

neighborhood. Jean-François Pronovost (2012) tells me about his experience.  

People used to commute by car all the time, so they lose completely the notion of the 

distance you can travel by walking. Where can you go in your neighborhood with a 20 

minutes’ walk? Some people have absolutely no idea. It’s true!  
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Walking and cycling are appropriate in given social circumstances. Those beliefs and actions 

are shaped and constrained through long internalisation and socialisation. For example, 

cycling is considered appropriate as a children’s toy or as a sport in North America. A bicycle 

is not yet a serious form of transportation.  

You normally walk after dinner to digest your meal, it feels good to walk. You don’t 

walk to go shopping, because we don’t walk for those reasons. Like walking, we don’t 

cycle to commute, because… I don’t know why, but we don’t do that. (Alexandre C.-

Vallée, 2012)  

Habitus is extremely useful. It allows people to ‘stop’ thinking about the reasons behind every 

single action. This logic of practice is shaped primarily in early childhood within the family 

by the internalization of a given set of determinate objective conditions. However, habitus can 

be problematic in the transportation field because citizens have a variety of transportation 

modes to choose from, especially in cities as large as Montreal, Chicago or Copenhagen. 

Alexandre C.-Vallée (2012) thinks that the car habitus is strong enough to prevent people 

from thinking.  

The difference with car drivers is that there is no reflection. They don’t wonder: ‘What 

mode of transport will I use today?’, they only consider ‘Do I have my keys?’ […] 

People stop thinking when they have a car, they simply take their keys, sit and go. 

There is no more reflection. […] Like an apartment or a house, the car is part of life’s 

costs. 

Well explained by Alexandre, the urban cycling movements have a challenging task to 

accomplish in the next decades: creating an urban cycling habitus. The habitus seems hard to 

transform, but social movement theory shows that change is possible. The denormalisation of 

social smoking suggests that deeply embedded and widely accepted habitus or social practices 

related to lifestyle and consumption can change, and be changed, over time (Lipschutz, 2012). 

Lipschutz (2012) thinks that a habitus is changed as a consequence of norms, social pressures 

and countervailing practices. 

5.3.2 Normalisation of urban cycling by trying it 

A slow normalisation of the bicycle as a way to commute is occurring in Montreal, Chicago 

and in several western cities. According to Mikael Colville-Andersen, the founder of 

Copenhagenize Consulting, a firm specialized in urban cycling, we are in a period called 
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‘Bicycle Culture 2.0’. City residents want to have a better quality of life, reduce their time in 

traffic congestion and live in a healthy and safe environment. In this section, I will look at the 

normalisation of urban cycling by incremental change, the influence of peers on the choice of 

transportation and the power of trying the bicycle.  

Normalisation 

As mentioned in the bottom-up leadership section, social and cultural change in identity, 

values and lifestyle take time, sometimes up to a generation, and incremental steps are 

required. Urban cycling habitus is starting to be constructed and interviewees are confident 

that it will eventually become part of the culture.  

Lipschutz (2012) claims that the search for a sustainable civilisation will be driven in part by 

the normalisation of a low-carbon lifestyle. He takes smoking practices as an example. From 

the 40s until the mid-60s, the ‘smoking lifestyle’ was glamourized by movie stars, legitimated 

by doctors and encouraged by tobacco companies. Social smoking signified an idealised 

identity. However, since the 60s, cigarette smoking has become a socially unacceptable 

practice. The first restrictions on smoking in public were largely normative; the practice came 

to be viewed as socially unattractive and spaces were informally designated as ‘no smoking’.  

Lipschutz (2012) strongly believes that the low-carbon lifestyle should be normalised and be 

related to a more relaxed life, better health, and less time spent in traffic jams. Cars should be 

associated with unhealthiness, described as a threat to children and nature, and taxed highly. 

By linking a positive image to sustainable transportation and a negative image to the car, a 

slow change in cultural perceptions will hopefully occur. Alexandre C.-Vallée (2012) is very 

optimist about the fact that urban cycling will be normalised in the future using top-down and 

bottom-up leadership. 

It is like a societal habit change, change is occurring step by step and [cycling] will 

end up being taken for granted. Like smoking or plastic bags. At some point, there will 

be no more plastic bags, at some point there will be space for bicycles.  

Jérôme from ENJEU illustrates the normalisation of urban cycling in Quebec with the 

people’s reaction towards their annual bike rally.  

10 years ago, biking during the winter was used as a tool to send a strong message. 

People were saying: “Look at those crazy cyclists!” Nowadays, according to the 

media and to regular citizens, the same group of crazy cyclists is not crazy anymore; it 
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is simply a generation of users of a mode of transportation which was less used in the 

past, more used these days. (Jérôme Normand, 2012) 

Mikael Colville-Andersen calls the normalisation of urban cycling ‘Bicycle Culture 2.0’. 

Melody and her ATA’s team name it ‘Transportation Renaissance’. Chicago has also seen a 

change in cultural perceptions.   

I would say overall it is becoming more mainstream, more of a norm. Bicycling has 

increased since 2000, cycling in Chicago has increased 2.5 fold, more than doubled. 

We call it here a ‘Transportation Renaissance’ within my organization. (Melody 

Geraci, 2012) 

The bike sharing system BIXI has not only helped to raise the social status of the bicycle as 

we will see later, but it also contributed to the normalization of the practice of urban cycling. 

Michel Philibert (2012) wants to see BIXI as an integral part of people’s lifestyle. He hopes 

that once a person adopts BIXI, this person will use it for many years.  

If a person is subscribed to BIXI, he uses it, he likes it and it is part of his lifestyle. 

And maybe it will be part of his lifestyle for the rest of his life.  

Finally, Luc Ferrandez (2012) acknowledges that it is very normal to see people cycling in the 

Plateau Mont-Royal where the bike mode share is 8.6%, four times higher than the average of 

Montreal. 

On the Plateau, it is now the norm. 

Furthermore, an element that will contribute to the normalisation of the bicycle is peer and 

social pressures. 

Social pressures 

Lipschutz (2012) very well summarizes the importance of social pressures for adopting 

certain behaviours or practices. For the most part, people do not want to be regarded as 

‘abnormal’ or ‘marginal’ and will alter their behaviours as new forms of belief and practice 

become normative and normalised (Lipschutz, 2012).  

When I arrived in Copenhagen two years ago, the social pressure to bike was one of the most 

surprising things I have noticed. The following simple anecdote shows how social pressure 

encourages people to ride a bike. When meeting a group of friends in the city center, I 
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remember most of us being annoyed by the fact that one person did not come by bike. It 

meant that all the people that came by bike had to walk with their bike to the place we wanted 

to go. Then, comments like ‘Why didn’t you come by bike?’ or ‘Don’t you have a bike?’ were 

addressed to the person. Those comments implicitly exerted pressure on her to get a bike as 

soon as possible. The moral of the story is that if you do not want to look abnormal or 

marginal in Copenhagen, you must ride a bike.  

In North America, the situation is far from being like in Copenhagen. However, the 

interviewees understand the ripple effect. What we do as individuals has ripple effects on 

people in our community. Only being a cyclist in Montreal or Chicago is enacting bottom-up 

leadership. Concerning this topic, Elsie Lefebvre (2012) explains how the implementation of 

new bicycle lanes in Villeray (Montreal’s neighborhood) will probably increase the number of 

cyclists, which will then influence even more people to cycle. 

It will have an important effect on the people living in this neighborhood. They will see 

bicycle lanes, cyclists and slowly, it will generate a ripple effect.  

Trying the bicycle 

In order to construct the urban cycling habitus, social movements need to give the citizens the 

opportunity to try the bicycle. This aspect has been highlighted various times in the interview 

process. Three main ways are suggested: bicycle rides, bike sharing programs and special 

projects.  

First, bicycle rides around the city such as the Tour de l’Ile in Montreal or Bike the Drive in 

Chicago are good strategies to get people on bicycles. Vélo Québec is convinced that events 

such as bicycle rides accessible to ordinary citizens are key for increasing the number of 

cyclists.  

In reality, the idea behind events was to give the opportunity to people to cycle. In 

theory, the more occasions we offer to people to cycle, the more they will be eager to 

integrate bicycling in their daily lives. And this is what happened. There is an almost 

direct link between the increase in the number of events and bike daily use. (Jean-

François Pronovost, 2012) 

Second, bike sharing programs are rising in popularity in large cities. Citi Bike in New York 

will be the largest bike share system in North America, with 600 stations and 10 000 bikes. It 

will be launched in August 2012. However, Montreal is for now the largest one with 5000 
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bikes. This kind of program allows a person to ‘rent’ a bike at one station and return it at the 

end of his journey at another station. It is the perfect tool for someone who wants to try the 

bicycle as a mode of transportation, because there is no need to acquire one.  

We [Public Bike System Company-BIXI] allow people that weren’t biking since many 

years to re-try the bicycle in an urban context. (Michel Philibert, 2012) 

Third, special projects can also create enthusiasm around urban cycling. ENJEU organized a 

bicycle repair workshop a few years ago. The project was about empowering youth at risk by 

offering them a basic bike mechanics training. After the training, they would recycle old bikes 

and fix them. Jérôme Normand (2012) admits that getting to know the bicycle gives those 

youths the eagerness to cycle in their daily lives.  

Sometimes, I think that the spark is missing, the direct contact [with the bike], the 

occasion to get to know this community is missing. Once we get into it, we like it. But 

if we don’t have any occasions, we will not get into it magically.  

In Copenhagen, the Bicycle Innovation Lab launched in November 2011 is a place where 

people can try out different kinds of bicycles.  The idea behind the library is that if people can 

test out new types of bikes to see what really works for them, it will make it easier for them to 

commit to investing in a cargo bike to take the kids to school (McGrane, 2012).  

Both top-down and bottom-up leadership dynamics are needed in any attempt to implement 

bicycle rides, bike sharing systems and special projects. Finally, Melody Geraci’s (2012) 

statement is the perfect conclusion for this section.  

And it also has to be from things that can be tried out. People don’t want to commit 

completely to something if they are not sure they are going to like it. I think it has a lot 

to do with never having tried it. Giving people the opportunity to try out bicycling is 

important. 

5.3.3 Social status of the bicycle 

I’ve always said that it’s not only the comfort that determines the use [of a mode of 

transportation], it’s also the status. (Luc Ferrandez, 2012) 

Luc Ferrandez summarizes well the importance of the status when it comes to choosing a 

mode of transportation. Cultural perceptions and issues of status are just as important as the 

practical issues. As stated in the introduction, the status of the bicycle has changed during the 
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past century. In the late 19
th

 century, the bicycle was a cutting-edge invention meaning 

progress and mobility. Cycling first became popular amongst the upper classes in Europe, 

U.S. and Canada. However, the sudden impressive growth of the car meant the decline of the 

bicycle and its prestige. In this section, the past and present bicycle’s status will be presented, 

the desired state of the bicycle’s status will be explained and finally, it will be discussed how 

elites on bicycles will potentially enhance the status of the bicycle.  

Bicycle’s status - past and present 

Being a cyclist has not always been as ‘easy’ as it is nowadays in Montreal. In the 70s and 

80s, there were many prejudices against urban cycling. The streets were meant for cars only. 

Bicycling was a sport practiced on week-ends or a toy for children in the suburbs. Compared 

to the car, the bicycle’s status was extremely low. Michel Labrecque (2012) told me how 

cyclists were treated badly.  

30 years ago, we were pushed aside. Jean-François has been attacked. People threw 

plates, apples to me, people spited on me, others emptied cigarette ash on me. The 

street was not for us. It was right after the war, [the bike] is a toy for children, and it 

is used in suburbs.  

This mistreatment probably was one of the reasons for the creation of Vélo Québec, ATA and 

all the other NPOs and NGOs fighting for cyclists’ rights. Fortunately, the bicycle is better 

recognized these days. The work done by Vélo Québec since 1967 has contributed to the 

higher status of the bicycle. The fact that Vélo Québec has a very good collaboration with city 

officials, businesses and citizens helped to reduce the marginalization of this alternative form 

of transportation.   

It also contributed to place the bicycle, whatever its function, higher in the head of 

people. (Jean-François Pronovost, 2012) 

BIXI also raised the status of the bicycle since its launch in 2009. Using BIXI is considered 

quite ‘hip’, ‘cool’ and it allowed people to start cycling to work or school. It is interesting to 

hear Alexandre’s opinion on the topic. Albeit he acknowledges that BIXI helps to attract more 

people to urban cycling, he also notes that the ‘cyclist’ term is still not very well seen.  

For them, they don’t really cycle, they are subscribed to BIXI. They are not cyclists, 

they use BIXI, it’s not the same thing. They don’t become ‘cyclists’. (Alexandre C.-

Vallée, 2012) 
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This means that the bike’s status is higher than before, but still not high enough for urban 

cycling to become mainstream. Luc Ferrandez gives the example of its city’s employees’ 

mentality.  

They have a car to execute their work’s duties. If you would give them a bike, they 

would consider it as a reduction of status.  

Equal status between the bicycle and the car 

Urban cycling movements do need to raise the status of the bicycle to the same level as car. 

Michel Labrecque understood that notion a long time ago. In 1981, he was invited to improve 

the Highway Safety Code of the province of Quebec. He tried to convince the committee that 

the bicycle was a mode of transportation similarly to the car. Unfortunately, the committee 

decided to write a code for motorized vehicles and specific articles for the bicycle, which 

gave the car a higher status.  

Luc Ferrandez, Mayor of Plateau Mont-Royal wants to transform the neighborhood so that it 

becomes even more bicycle-friendly. As stated in the beginning of the section, he is well 

aware of the importance of the status and definitely wants to raise the bicycle’s one.  

We could talk about a [bicycle] culture when the cyclist’s status will be considered as 

honourable as the car driver. When you will say: “Should we go to this chic 

restaurant by bike? Should we go to the concert by bike?” and that you are not 

embarrassed to use the bike. (Luc Ferrandez, 2012) 

Luc is in the process of developing wide cycle tracks to improve the cycling experience in the 

city. Again, the reason behind it is to ‘compete’ with the car.  

The third thing is urban cycling infrastructures providing an experience as attractive 

as the car. (Luc Ferrandez, 2012) 

Luc goes even further by declaring that he is working towards decreasing the car’s status. 

Moreover, he would like to see the bicycle status being higher than the car’s.  Similarly to 

Lipschutz, he thinks that the cycling experience should be pleasant and relaxing.  

When you are in your car, you have to feel miserable compared to when you ride your 

bike. […] You need to be in a place which is pleasant, interesting, exciting for people 

to consider the cyclist’s status higher than the car driver.  



70 

 

Finally, both top-down and bottom-up leadership dynamics are required to increase the 

bicycle’s status and to enact social change.  

Elites on bicycles 

At the moment, the car is a symbol of success and accomplishment. The type of car that a 

person possesses represents his or her societal status. In the search for social distinction, the 

dominant groups define their lifestyles as 'superior', worthy of respect. In this sense, to be 

dominant is to be able to define what a society values as distinction which, corresponds to 

what the dominant classes possess and display (Williams, 1995). Elites in North America 

usually go around the city with their luxurious cars. Not by bicycle.  

There are lots, lots, lots of occupations like directors, brokers, accountants, marketers, 

lawyers, etc. that will not commute by bicycle anytime soon. And they possess objects 

showing their social class. A 75 000$ car, it is not chosen by chance. (Luc Ferrandez, 

2012) 

Michel Labrecque (2012) also admits that modes of transportation project a certain image.  

Business men and women are rarely seen on bicycles neither are politicians or officials. 

However, there is hope; Michel confesses that more people with high positions commute by 

bicycle than before.  

After, there is a social class system. And an image. A business man or a business 

woman doesn’t commute by bicycle. […] In Quebec, you don’t commute by bicycle if 

you have public responsibilities. […] I would say that the majority of elected officials 

are still car drivers. The bicycle is nice, but it is not their mode of transport. You are 

not in Europe, you are not in Copenhagen! But we can see more people with high 

positions on bicycles…  

Urban cycling movements should aim at convincing elites to ride bicycles. According to 

Williams (1995), the dominant class is able to define what a society values as distinction. If 

the elites are seen on bicycles, it will encourage the rest of the society to try it and adopt it.  

Then, in the culture, convincing high-price suits, if we would have a couple of high-

price suits riding bicycles, maybe [it would help]. (Luc Ferrandez, 2012) 

Marie-France Bazzo is a talk-show host, reporter and journalist. She is well-known amongst 

the people in Quebec. Living in Montreal, she now commutes by bike. Last winter, she stood 
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in favour of urban cycling when another reporter denigrated people cycling during the winter. 

Luc Ferrandez (2012) recognizes her as a part of the elite who could encourage other people 

to start cycling to go to work or school. She could enact more top-down leadership.   

Marie-France Bazzo is cycling now. And it is a very very chic woman. She represents 

one [elite].  

Alexandre C.-Vallée (2012) also agrees that more elites on bicycle would help urban cycling 

to become mainstream. These people exert influence over the population.  

I know that I often come back to that argument, but it is an image which is so strong. It 

is like saying: If they [elites] use BIXI, everybody can use it, because they are in suits 

and ties. There is an authority aspect, a politician aspect and a business man aspect.  

In Copenhagen, it is not rare to see elected officials, politicians and even the Crown family on 

bicycles. A picture taken in July 2012 of the Denmark’s Crown Princess Mary proves this 

fact. Figure 3 shows the Princess on a cargo bike.  Mikael Colville-Andersen of 

Copenhagenize Consulting notes: “Actually, it is the family’s cargo bike, the Crown Prince 

typically drops off his children at kindergarten in it.” 

 

Figure 3: Denmark’s Crown Princess on a cargo bike. Source: Mikael Colville-Andersen. 
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Figure 4:  Reviewed Bourdieu's social space. Source: Bourdieu, 1979 

In the literature review, I presented Bourdieu’s social space figure. Here, I will use the same 

figure that I have revised to show where the bicycle’s status should be situated in order to 

become mainstream and highly recognized.  As it is shown on Figure 4, the bicycle should be 

considered as distinguished as tennis and chess. I decided to raise the status of the bicycle 
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very high to ensure that it becomes desirable for the entire population. I made sure that it was 

in the middle of cultural capital (cultural knowledge and education) and economic capital 

(financial resources). There is no need to be particularly rich or particularly educated to ride a 

bicycle. As mentioned, elites could help this process by using their bicycle to commute.  

Summary 

Bourdieu’s sociology of culture helps to understand the importance of cultural perceptions of 

urban cycling in Montreal, Chicago and Copenhagen. One of the goals of the movement is to 

create an urban cycling habitus while being aware of the strong North American car habitus. 

Fortunately, the normalisation of urban cycling is slowly occurring enhanced by social 

pressures and the opportunity to try the bicycle. Finally, the bicycle’s social status will need 

to be higher in order to be embraced by the general population. The elites could help by using 

their bicycle to commute. While leadership theories highlight the collective and individual 

agency, Bourdieu explains how the social structure is constructed. I draw on Bourdieu’s 

sociology of culture and key concepts from social movement theory to analyse the top-down 

and bottom-up leadership dynamics behind organized efforts to promote a bicycle culture.  
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Chapter 6 

Conclusion and Future Perspectives 

 

Figure 5: Conceptual framework. Source: the author. 

Throughout this thesis, I have argued that a comparative case study of social movements to 

promote alternative modes of transportation such as cycling in three urban centers contributes 

to a better understanding of the importance of both top-down and bottom-up leadership 

dynamics in any attempt to change people’s habits and effect social change. I draw on three 

main theories to analyse the leadership dynamics behind organized efforts to promote a 

bicycle culture in Montreal in comparison to Chicago and Copenhagen: Bourdieu’s sociology 

of culture, key concepts from social movement theory and leadership theories. I employ 

Bourdieu’s understanding of habitus, lifestyle and social status to explore the centrality of 

cultural perceptions to these efforts, and to emphasize that each person riding to work or 

school participates in the leadership process. The movements make clear that top-down and 

bottom-up leadership dynamics are both central to social change. Figure 5 shows the 

conceptual framework developed for this thesis.  

The framework I develop makes clear that top-down leadership enhances people’s motivation 

to act, provides resources to build infrastructure and enforces financial constraints on car 
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drivers while bottom-up leadership provides cultural legitimacy, critical mass and challenges 

the dominant CAR ideology. 

My central research questions being ‘What do social movements to promote urban cycling in 

three urban contexts reveal about the leadership dynamics of social change?’, I will describe 

the most interesting results of my analysis divided in three categories: bottom-up leadership, 

top-down leadership and habitus and status. Then, recommendations and future work will be 

presented in order to make the movements stronger and guide future researches.  

6.1 Bottom-up leadership 

In the literature review on social movements and during the interview process, I noticed that 

the word ‘leadership’ is still used in a very top-down conventional manner.  However, even if 

interviewees do not use the terms ‘bottom-up leadership’ and ‘social movement theory’, they 

understand that they are a part of a social movement bigger than them. They also know that 

they individually need to intervene using their leadership skills in order to grow that social 

movement. Moreover, even if bottom-up leadership is naturally associated with social 

movements, top-down leadership is also needed for the movement to be successful. 

According to the three factors explaining the rise of social movements, it is interesting to 

learn that both top-down and bottom-up leadership can be a threat to social change as well as 

an opportunity. Mobilization can be associated with bottom-up leadership enacted by cyclists 

and participants in movements. Close collaboration with communities is key to avoiding 

opposition against bicycles projects. A close relationship between NPOs and city 

administration eases the process of bringing together bottom-up NPOs and top-down leaders. 

Nevertheless, an NPO being too close to the city officials can also be problematic; conflicts of 

interest could potentially occur.   

Participants in urban cycling movements help raise the issue among the population by 

enacting bottom-up or distributed leadership. The movements challenge the car-centered 

culture and for some, using the bicycle is a provocative behaviour. Although it is recognized 

that the bike is challenging automobility, the way politicians frame the issue is extremely 

important. The general population is not yet ready for ‘anti-car’ solutions, because the car is 

still too embedded in people’s habitus. There is a need for incremental changes to avoid 

‘boomerang’ effects and for the habitus to slowly take place. Top-down leaders ‘supply’ 
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bicycle lanes; cyclists use them and increase the ‘demand’ for more infrastructure. Step by 

step, a bicycle culture is constructed. In short, grassroots bottom-up mobilization needs top-

down leaders (both in politics and in social movements) to coordinate decentralized networks 

in order to change people’s habits and generate social change.  

Finally, interviewees are aware of the rise of a social movement stimulating collective agency 

while leadership process highlights the individual agency needed to promote urban cycling.  

6.2 Top-down leadership 

The dominant view in leadership research is top-down leadership. Accordingly, when 

interviewees use the word ‘leadership’, they mostly refer to political leaders. However, there 

is clearly top-down leadership in social movements as well, but very few interviewees 

recognize this aspect explicitly. 

Top-down leadership can be understood through different types of leaders such as 

transformational, authentic and pragmatic. Although this thesis focuses on cultural 

perceptions, urban infrastructure cannot be ignored completely. Top-down leadership plays a 

crucial role in the development of the cycle tracks network and the enforcement of financial 

constraints for car use. Nevertheless, the car habitus makes it really hard for politicians to put 

high financial constraints on cars. A solution is to start with gradual financial constraints such 

as higher parking fees. Furthermore, top-down leadership alone will not create a keen interest 

in urban cycling. It needs to be supported by cyclists and citizens. The limitations to top-down 

leadership contributes a better understanding of the importance of both top-down and bottom-

up leadership dynamics in any attempt to change people’s habits and effect social change. 

There is clearly top-down leadership in social movements as well. Top-down leadership is 

present in urban cycling movement together alongside leadership development. Developing 

leadership among the citizens will lead to more bottom-up leadership which is crucial in 

social movements. I would say that Vélo Québec is the unofficial grassroots leader in 

Montreal and they make sure to keep a close collaboration with the city administration which 

is a very good approach. They could enact even more top-down leadership by uniting 

different players (environmental NPOs, health community, sports community and education 

institutions) around urban cycling in order to become a stronger lobby. Finally, the migration 
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process of leaders from social movements becoming political leaders is also an excellent 

strategy to enact social change  

6.3 Habitus and status 

One of the goals of the movement is to change people’s commuting habits by encouraging the 

use of the bicycle. Bicycle advocates in Montreal and Chicago are very hopeful that an urban 

cycling habitus is slowly being constructed even if the car habitus is strongly embedded into 

the American and Canadian culture. Walking and cycling are appropriate in given social 

circumstances. For example, cycling is considered appropriate as a children’s toy or as a sport 

in North America. Those beliefs and actions are shaped and constrained through long 

internalisation and socialisation. Urban cycling movements have a challenging task to 

accomplish in the next decades: creating an urban cycling habitus. The habitus seems hard to 

transform, but social movement theory shows that change is possible. 

Social and cultural change take time sometimes up to a generation and incremental steps are 

required. Lipschutz (2012) strongly believes that the low-carbon lifestyle should be 

normalised and be related to a more relaxed life, better health, and less time spent in traffic 

jams. Cars should be associated with unhealthiness, described as a threat to children and 

nature, and be taxed highly. By linking a positive image to sustainable transportation and a 

negative image to the car, a slow change in cultural perceptions will hopefully occur. 

Social pressures are important for adopting certain behaviours or practices. For the most part, 

people do not want to be regarded as ‘abnormal’ or ‘marginal’ and will alter their behaviours 

as new forms of belief and practice become normative and normalised (Lipschutz, 2012). In 

order to construct the urban cycling habitus, social movements need to give the citizens the 

opportunity to try the bicycle. Three main ways are suggested: bicycle rides, bike sharing 

programs and special projects. 

In the 70s and 80s, there were many prejudices against urban cycling. The streets were meant 

for cars only. Nowadays in North America, the bike’s status is higher than before, but still not 

high enough for urban cycling to become mainstream. Urban cycling movements do need to 

raise the status of the bicycle to the same level as the car’s. Elites can help with this process. 

In the search for social distinction, the dominant groups define their lifestyles as 'superior', 

worthy of respect. Unfortunately, business men and women are rarely seen on bicycles neither 
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are politicians or officials. Urban cycling movements should aim at convincing those elites to 

ride bicycles. In Copenhagen, it is not rare to see elected officials, politicians and even the 

Crown family on bicycles. 

Finally, Bourdieu’s sociology of culture explains the social structures, but in a rather 

deterministic manner.  I employ social movement and leadership theory underlining collective 

agency and individual agency respectively to counterbalance Bourdieu’s approach. 

6.4 Recommendations 

I would like to provide practical recommendations to urban cycling movements stressing the 

importance of top-down and bottom-up leadership dynamics in any attempt to change 

people’s habits and effect social change.  

I recommend to the movements to closely collaborate with communities to avoid opposition 

against bicycles projects. Moreover, a close relationship between NPOs and city 

administration eases the efforts to build a strong movement, build infrastructures and enforce 

financial constraints. However, NPOs should not be too close to city officials; conflicts of 

interest could potentially occur.  

Framing the urban cycling issue in a positive way is extremely important, especially when 

top-down leaders are enhancing people’s motivation to act. The general population is not 

ready yet for ‘anti-car’ solutions, because the car habitus is still too embedded in people’s 

mind. Movements should associate cycling with a more relaxed life, better health, and less 

time spent in traffic jams.  

I encourage mobilization, because it enacts bottom-up leadership by empowering and 

developing capacities among citizens and youths. Distributing leadership is crucial in social 

movements in order to change people’s habits.  

I recommend incremental changes; step by step a bicycle culture will be constructed. Top-

down leaders should implement gradual financial constraints such as higher parking fees as 

well as bicycle infrastructure.  

I would suggest to Vélo Québec, the unofficial grassroots leader, to enact even more top-

down leadership by uniting different players (environmental NPOs, health community, sports 
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community and education institutions) around urban cycling in order to become a stronger 

lobby.  

Urban cycling movements need to give the citizens the opportunity to try the bicycle in order 

to develop urban cycling habitus. Bicycle rides such as the Tour de l’Ile and Bike the Drive 

are festive ways to celebrate cycling. Bike sharing programs like BIXI are also very 

successful way for a city to embrace urban cycling; it allows citizens to ‘rent’ the bicycle 

whenever they need to. Moreover, BIXI raises the status of the bicycle.  

I would advise to urban cycling movements to raise the status of the bicycle to the same level 

as the car’s. In Montreal, Marie-France Bazzo, a well-known talk-show host could become a 

spokesperson to promote urban cycling. Those elites commuting by bicycle should enact 

more top-down leadership, and thus motivate people to cycle. They should be promoted in the 

media to raise the bicycle’s status in people’s mind. In Copenhagen, it is not rare to see the 

Mayor, business men and even the Crown family on bicycles. 

6.5 Future work 

This thesis has been conducted on bicycle movements in North America from a cultural, 

sociological and leadership perspective making this piece of research a contribution to the 

existing literature. Accordingly, other elements could be interesting to research in order to go 

further into this topic. First, leadership dynamics could be studied for one specific episode. 

For instance, the development of the bike sharing system in Montreal could be looked at in 

depth. Then, it could be compared to another city that also launched a bike sharing system.  

Do you also need both top-down and bottom-up leadership for specific episodes?  

Second, the relationship between the city officials and the non-profit organizations could be 

examined in more depth. It could be interesting to better understand the micro dynamics 

involved in the enactment of social change. Moreover, a study on the collaboration between 

non-profits organizations promoting urban cycling within a city and between cities would tell 

us more about the synergies in movements. Is the movement global? How do these NPOs 

collaborate between each other to strengthen the movement? Do the elected officials from 

different cities all over the world communicate their achievement in terms of bicycling?  

Third, top-down leadership has been the dominant view on leadership. However, numerous 

researches could be done on follower-centered leadership called bottom-up leadership in this 
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paper. As I argued, bottom-up leadership is crucial for social movements’ evolvement and 

development. A study could be performed only on this specific aspect. It would contribute to 

social movement theory and leadership literature. How do bottom-up leadership dynamics 

contribute to the development of social movements?  

Forth, it could be interesting to combine change management theories with social movement 

and leadership theory. Organizational change could probably offer a different view on societal 

change and complement social movement theory which has been mostly developed by 

political scientists.  

Finally, urban cycling movements could be studied from numerous angles. As citizens, we all 

want a better quality of life, reduce our time in traffic congestion and live in a healthy and 

safe environment. Future researches on urban cycling will hopefully lead us towards this goal.  
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Appendices 

Appendix A: List of the interviewees 

NPO= Non-profit organizations 

PL= Political leader 

 

Name 

Position & 

organization 

represented 

Type 

of 

players 

Date of the 

interview 

Location of 

interview 

Length of 

interview 

Jean-François 

Pronovost 

Vice-President, Vélo 

Québec 
NPO 17.04.2012 

Vélo Québec 

office 
1:16 

Jérôme 

Normand 

Director, 

ENvironnement 

JEUnesse  

NPO 18.04.2012 

ENvironne-

ment JEUnesse 

office 

1:00 

Luc Ferrandez 
Mayor of borough, 

Projet Montréal 
PL 19.04.2012 

Projet Montréal 

office 
0:49 

André Lavallée 

-Transportation 

councillor, City of 

Montréal 

-Former Mayor of 

borough, Union 

Montréal 

PL 23.04.2012 
City of 

Montréal office 
1:09 

Michel 

Philibert 

Director of 

Communications, Public 

Bike System Company 

(BIXI) 

Com-

pany 
24.04.2012 Café 1:00 

Michel 

Labrecque 

-President of the Board, 

STM 

-Former city councillor, 

Union Montréal 

-Former Vélo Québec 

president 

PL, 

NPO 
25.04.2012 STM office 1:10 

Alexandre C.-

Vallée 

Project Manager in 

Transportation issues, 

Équiterre 

NPO 27.04.2012 Équiterre office 1:13 

Elsie Lefebvre 
City councillor for 

Vision Montreal 
PL 01.05.2012 

Vision 

Montréal office 
0:52 

Mathieu 

Gaumond 
Citizen cyclist Cyclist 02.05.2012 Home 0:46 

Youri Cormier Citizen cyclist Cyclist 03.05.2012 Home 0:35 

Melody Geraci 
Director, Active 

Transportation Alliance 
NPO 30.04.2012 Phone 0:55 

Ben Gomberg 

Bicycle Program  

Coordinator, Chicago 

Department of 

Transportation 

PL 02.05.2012 Phone 0:41 
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Appendix B: Example of an e-mail sent to potential 

participants 

Bonjour Alexandre,  

Mon nom est Geneviève Dufresne, je viens de Québec et j’étudie à Copenhague depuis 1 an et 

demi. Depuis janvier, je collabore avec Copenhagenize/Cycle Chic dans la rédaction de mon 

projet de mémoire de maîtrise. J’étudie en management/leadership à Copenhagen Business 

School et le sujet de mon mémoire est le développement de la culture du vélo (utilitaire) à 

Montréal en comparaison avec Copenhague et Chicago.  

Équiterre est un acteur essentiel dans la promotion du transport alternatif/écologique. Afin 

d’en apprendre davantage sur le sujet, je serai à Montréal à partir de la mi-avril jusqu’au début 

mai pour y faire des entrevues avec les principaux acteurs. 

J’aimerais pouvoir vous rencontrer pour une entrevue d’environ une heure dans la semaine du 

30 avril au 4 mai 2012. Seriez-vous disponible à me rencontrer pendant cette semaine-là? 

Merci beaucoup d’avance, votre aide est grandement apprécié. 

Au plaisir de vous rencontrer,  

Geneviève Dufresne 

 

 

Dear Ben Gomberg,  

I'm Geneviève Dufresne, originally from Québec city and I am now studying in Copenhagen 

for my Master's Degree since one year and a half. I'm writing my thesis on the leadership 

dynamics behind efforts to create a bicycle culture in Montreal, Copenhagen and Chicago. I'm 

going to Montréal soon in order to conduct 10 interviews with municipality leaders, NGOs 

promoting urban cycling and regular cyclists.  

Chicago is one of the most proactive cities in the US at the moment concerning creating a 

bicycle culture. I would love to talk to you about this issue (1 hour interview). I'm not 

planning to go to Chicago, so we could talk using Skype if you are comfortable with it. If not, 

I can simply call you, it is fine with me. Would you be available to talk to me during the week 

from April 30th to May 4th? 

I’m also having an interview with Melody Geraci from the Active Transportation Alliance in 

that same week.  

Thank you very much for your help, it is greatly appreciated! 

Geneviève Dufresne 
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Appendix C: Interview Guide in French and in English 

FRENCH INTERVIEW GUIDE 

 Merci et brève description de la recherche 

 Enjeu de confidentialité/ enregistrement/ citations dans la thèse 

 

1. Quel est votre rôle chez [organization]?  

 

2. Quand est-ce que votre intérêt pour le vélo a commencé? Est-ce que ça fait longtemps 

que vous utilisez le vélo? Quand l’utilisez-vous? À quelle fréquence? La sem. ou la 

fds? 

 

3. Quand et pourquoi la promotion du vélo utilitaire a-t-elle débuté à Montréal? 

 

4. Comment pensez-vous que le vélo utilitaire est perçu? Le cycliste? Pourquoi les gens 

font du vélo? Qui fait du vélo? (ethnicité, classe sociale, etc)  

 

5. Qu’est-ce que votre [organization] fait pour promouvoir le vélo utilitaire? Pourquoi 

avoir choisi cette stratégie? Avec quel genre d’organization travaillez-vous? 

Travaillez-vous avec la Ville/ONG? 

 

6. Pouvez-vous voir un changement, un impact? Si oui, quel est ce changement et 

comment avez-vous fait pour l’atteindre? Si non, qu’est-ce qui serait nécessaire pour 

que plus de gens se déplacent à vélo? 

 

7. Peut-on parler de culture de vélo à Montréal? Ou de sous-culture? 

 

8. Y a-t-il des obstacles ou de l’opposition face au vélo utilitaire? Des opportunités ou du 

support? 

 

9. Pourquoi c’est un enjeu important selon vous? 
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10. Le vélo utilitaire doit-il être considéré comme un enjeu majoritairement top-down (c.-

à-d. défendu ou supporté par les dirigeants de la ville) ou comme un enjeu bottom-up 

(c.-à-d. défendu par les citoyens ou des ONG)? 

 

11. Quelle est la dynamique entre les dirigeants de la ville et votre organization?  

 

12. De quoi Montréal aurait de besoin pour ressembler à Copenhague ou à Amsterdam? 

 

13. Qui peut faire ça? Qui a le pouvoir selon vous? 

 

14. Pourquoi c’est si difficile que les automobilistes deviennent des cyclistes?  

 

15. Est-ce que vous pensez que la pratique du vélo utilitaire peut s’apparenter à une 

critique de la société, un mouvement social? Revendiquer un changement dans la 

société?  

 

16. Le plus gros défi dans les années à venir?  

 

17. On arrive à la fin de l’entrevue. Y a-t-il quelque chose d’autre que je devrais savoir? 

 

 

ENGLISH INTERVIEW GUIDE 

 Thank you and brief description of the research 

 Confidentiality issues/ recording/ citations in the thesis 

 

1. What is your role in [your organization]?  

 

2. When your interest in cycling does has started? Do you use urban cycling to go to 

work? 

 

3. When and why urban cycling started to be promoted in Chicago? 
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4. How do you think urban cycling is perceived? The cyclist? Why people cycle? Who 

cycle? (Race, class, etc) 

 

5. What does [your organization] do to promote urban cycling?Why did you choose this 

strategy?  

 

6. Can you see a change/impact? If yes, what is this change and how did we get there? If 

no, what would be needed to enhance urban cycling/create that change? 

 

7. Can we talk about a bicycle culture? Sub-culture? 

 

8. Is there any barriers/opposition to urban cycling? Opportunities/support? 

 

9. Why it is an important issue according to you? 

 

10. How should we look at the urban cycling issue: grassroots or top-down?  

 

11. What are the dynamics between the city officials and your organization? 

 

12. What do you think Chicago really needs to enhance urban cycling?  

 

13. Who can do this? Who has the power? 

 

14. What it is so hard for drivers to become cyclists? 

 

15. Do you think urban cycling is in a way, a societal critique, a social movement? 

 

16. The biggest challenge in the next years according to you? 

 

17. I’m not a professional urban cycling, is there something else that I should know? 
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Appendix D: Interview transcripts and analysis charts 

See the enclosed CD. 
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