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�Bicycle Tourism and Regional Development: A New Zealand Case Study



Introduction and Background



The economic restructuring of many Western economies in the 1980s and 1990s has been marked by substantial deregulation, the reduction and abolishment of tariffs and the opening up of goods and services to increased competition from foreign producers. In rural areas this has resulted in further reinforcing the process of economic globalisation and hastened the migration of people, employment and services from peripheral or rural areas to core urban areas of countries (e.g., Welch 1992; Butler et al. 1998). Changing agricultural practices have also lead to rural unemployment, with many rural areas now suffering from emigration which, in turn, has eroded the vitality of rural services and rural communities (Bramwell 1994; Hall and Jenkins 1998; Jenkins et al. 1998). 



The peripheral localities which adapted most rapidly to these changes could be the regions most expected to benefit from these changes (Welch 1992). Therefore, rural and peripheral areas were, and still are, increasingly looking for ways to generate much needed economic development, including increasing employment, local services and infrastructure for their regions. One particular focus has been to identify ways of encouraging the diversification of rural and peripheral activities. Therefore, given the downturns in rural economies over the past two decades, it is perhaps understandable that much government attention has been given to the economic benefits of tourism, particularly in those rural areas struggling to adapt to the vagaries of a globalised economy (Bramwell 1994). Tourism development has therefore received increasing recognition as a regional economic development tool over this period. Tourism is being promoted as a source of rural economic growth and employment generation at all levels of government. For example, the Australian Commonwealth Department of Tourism (1994: 2) argued: 'Tourism creates jobs, stimulates regional development and diversifies the regional economic base. With the decline in many traditional industries in rural and regional areas, tourism offers an opportunity to revitalise regional Australia and spread the social benefits of tourism'.



However, there is a longstanding, widespread, but erroneous, perception that tourism offers salvation from local economic crises (e.g., see Clout 1972). Indeed, optimism over the potential employment and economic benefits of tourism 'owes much to a policy climate that has been uncritical over a range of issues' (Hudson and Townsend 1992: 50). Unrealistic expectations of tourism's potential are unfortunately combined with ignorance or wilful neglect by decision-makers of the potentially adverse economic, environmental and social consequences of tourist development that threaten to curtail its benefits (Hall and Jenkins 1998). As Duffield and Long (1981, p.409) observed, 'Ironically, the very consequences of lack of development, the unspoilt character of the landscape and distinctive local cultures, become positive resources as far as tourism is concerned'.



Therefore, the increasing pressures on rural areas due to tourism growth are becoming increasingly important considerations and host destinations are becoming more concerned about the negative externalities arising from tourism development, such as the destruction of natural habitats, cultural attrition, excessive consumption of energy, and pollution (Lumsdon 1996), as well as the potential decline in the level of local ownership (Jenkins et al. 1998). In response, many of these destinations are attempting to turn to more sustainable forms of tourism, and are becoming more aware of environmentally friendly forms of travel in rural areas, including bicycle tourism.



Bicycle touring or tourism is one newly emerging active form of travel and tourism which takes place predominantly in rural areas (Weiler and Hall 1992; Lane 1994). Bicycle tourists can be considered special interest tourists, who, according to Hall (1995) are low in volume but high in value, and therefore constitute an ideal tourism market for rural and peripheral areas who often lack a large supply of tourism infrastructure. Indeed, the slow and relaxed pace of bicycle touring is an excellent way of distributing the both the social and economic benefits of tourism to peripheral regions, and this has obvious rural economic development implications. Yet, very little attention has been given to the use of the bicycle as a tourism mode of transport by researchers.



An increasing number of European countries are currently developing cycle tourist infrastructure primarily with respect to cycling routes. These initiatives have increased bicycle tourism related traffic and hence economic development for rural areas in close proximity to the cycling routes, through the creation of new infrastructure, and just as importantly, through maintaining existing infrastructure and services (hotels, cafes, shops). While in the South Island of New Zealand, cycle tourism appears to be growing without direct initiatives such as those occurring in the United Kingdom with respect to route development, yet a lack of infrastructure in some areas is problematic for those cycle touring the South Island of New Zealand (Ritchie 1998).



This article examines the increasing phenomenon of bicycle tourism and the economic development implications of this mode of transportation, by examining the recent development of bicycle tourism in Europe, and the growth of services and facilities alongside routes. The paper then examines the situation in the South Island of New  Zealand, and discusses cycle tourist travel patterns, spending patterns and infrastructure use. The paper  concludes with a discussion of the regional development opportunities for bicycle tourism and makes several recommendations with regard to the potential future of bicycle tourism.



DEFINITIONS



Most literature agrees that a traveller must be away from their home destination for at least 24 hours or one night to be considered a tourist (World Tourism Organisation 1981; Leiper 1981). A bicycle tourist  has been defined by Ritchie (1999) as: 



A person who is away from their hometown or country for a period not less than 24 hours or one night, for the purpose of a vacation or holiday, and for whom using a bicycle as a mode of transport during this time away is an integral part of their holiday or vacation. This vacation may be independently organised or part of a commercial tour and may include the use of transport support services and any type 	of formal and/or informal accommodation.



This definition of a bicycle tourist excludes recreational excursionists who are away from home for less than 24 hours. It then follows that the definition of bicycle tourism should not include excursionists or recreational cyclists who travel for less than 24 hours. Bicycle tourism should be defined as any activities, whether cycling or non-cycling, that are undertaken by those who are on vacation for longer than 24 hours or one night, and for whom the bicycle is an integral part of this trip. 



Although cycle tourism includes those who use organised tours, according to Beioley (1995), the majority of cycling holidays will be 'Do-It-Yourself' or independently organised holidays where people use their own bikes, plan their own route and book their own accommodation. This is supported by evidence from the Speciality Travel Index which illustrates a increase in organised cycle holidays from 263 in 1988 to a peak of 395 in 1991 which then reduce significantly to 297 in 1997, perhaps indicating a growth in independent cycle touring (Ritchie 1999).



GROWTH OF BICYCLE TOURISM 



The growth of bicycle tourism is related to the fact that demand for participating in tourism and outdoor recreation is increasing (Lurhman 1997; Schultz 1994) due in part changing motivations for travelling toward the environment and the social context within which tourism occurs. Increasing numbers of travellers are also taking a more active participation during their vacations (Schieven 1988), and are more conscious of health and fitness, and environmentally friendly destinations (Gannon 1994).



In Denmark, Simonsen and Jorgenson (1996) estimate that 53,000 cycle tourists visit the Islands of Fyn and Bornholm and account for 477,000 bed nights. Through past research, they also know that 22% of all Dutch cycle during their holiday, along with 21% of Germans, 6% of the Swedes and 9% of all foreign tourists who bring a bicycle to Denmark, and they estimate that cycle tourist expenditures amounted to 3.5% of the total tourist turnover in 1995 (Simonsen and Jorgenson 1996).



 In Britain, Cushing (1997) estimates cycle tourism to be worth £535 million per year, comprising of leisure day trips, which account for £293.8 million, domestic holidays which contribute £180 million, and overseas holiday makers which generate £60 million. Within these estimates, domestic holidaymakers generate on average £30 per day, while overseas cycling holidaymakers contributed £538 per person while on a cycling holiday in Ireland (Cushing 1997). Cycle tourism in Ireland has also been identified as a fast growing sector, with 9% of overseas holiday makers participating in cycling. Both Scotland and Wales also identify the potential for cycle tourism in rural and more peripheral areas (Scottish Tourism Board 1991; Beens 1994).



According to the New Zealand Tourism Board 1992/93 International Visitor Survey, 1.6% of visitors to New Zealand used a bicycle as their main mode of transport (NZTB 1993). Higham (1996) believes that as many as 4% of those travelling in the Southern Region of New Zealand use a bicycle as their main mode of transport. The 1995/96 International Visitor Survey states that 5% of international visitors to New Zealand participate in cycling as an activity while on holiday, while 3% take part in off-road mountain biking. A nationwide study based on domestic holidaymakers travel lifestyles in 1997 indicated that 5.4% cycled during their last holiday and 2.7% went off road mountain. However, only 1.4% specified that the bicycle was their main mode of transport between towns, and were therefore bicycle touring (Ritchie 1998).



Cycle Tourist Development in Europe



The Development of Routes

An increasing number of European countries are currently developing cycle tourist infrastructure primarily with respect to cycling routes. In the United Kingdom major construction work is underway, by an engineering construction charity called Sustrans, who in association with 400 partners including local authorities, are developing a 6,500 mile (£400 million worth) cycling network in the United Kingdom. The walking and cycling routes have been created in part, to give access to, and stimulate the demand for walking and cycling as sustainable forms of transport.

 

The project is being implemented through local authorities (270 in total) in partnership with central government, environmental, health, countryside, transport and tourism bodies, including, English Heritage, British Waterways, the Forestry and Countryside Commission, and the National Trust. The commitment shown by local authority councillors, as well as transport, environment, planning, leisure and tourism departments is what, in Sustrans view, holds the project together (1998). Sustrans believes that cyclists and walkers will spend approximately £200 million per annum directly in relation to the network, with overseas visitors brining in an additional £150 million. According to Nigel Adams of the Wales Tourist Board, the Welsh section of the network is “probably the best return on investment of any project that has ever come across my desk” (Sustrans 1998).



The C2C route was the first recreational route to be designed as part of the National Cycle Network, and it has a high profile nationally as a recreational route and, since becoming an award winner in the British Airways Tourism for Tomorrow global competition in 1995, it has also a role to play in the development of cycle tourism (Cope and Doxford 1997). The route covers 140 miles across Northern England from the Irish Sea on the west coast to the North Sea on the east coast, and utilises either off road or minor roads. In 1996 the C2C had 15,000 visitors which spent a total of £1.5 million, over an average of 3 to 4 days which it takes to complete the route.



More recently, the European Cyclists Federation in association with tourist authorities, Sustrans and other interested parties are embarking on a project over a 15 year time frame to link all European countries through existing new routes specifically for cyclists. These countries can clearly see the potential that this form of tourism may have for the future in a social, environmental and economic sense for individuals at a national, regional, and the local  level. Whilst designed for holiday cyclists from abroad, the network would also cater to local cyclists, for both utility and recreational purposes (European Cyclists Federation 1998). The proposal is to link all European countries through 12 pan European routes based on existing and planned routes at a national, regional and local level. The aim of the network is to promote cycle touring and thereby cycling in general, which will stimulate economic development opportunities for local and regional areas (Morpeth 2000).



THE DEVELOPMENT OF SERVICES



The C2C cycle route has been extremely beneficial to our business. Indeed, the spin-off to the economic revival of the area generally has been marvellous. Not only have pubs, hotels and cafes benefited, but extra jobs have been created in those businesses” (Allenheads Inn, Hexham, cited in Cushing 1997).



Many new services have been developed to take advantage of the development and construction of new cycling routes throughout Europe. Services such as bike hire and repair shops, accommodation, tour operators and refreshment stops such as cafes and restaurants and information outlets are flourishing along many routes.



Many cycle hire and repair shops have sprung up in the United Kingdom to service the newly established cycle routes. Beioley (1995) gives an example of the Tarks Cycle Trail in North Devon where about 10 cycle hire operations have developed due to the cycle route development. Mostly these hire companies are privately run, although the Peak National Park has four cycle hire centres which have 512 bikes and in 1995 dealt with some 56,000 hiring’s (Beioley 1995). The minimum size of commercial viability for operators is around 5,000 hiring’s per year for which you would need around 100 bikes, and as most operators renew their bikes every year this may be difficult for small-scale operators to achieve. However, opportunities are becoming available for local people in strategic locations on the cycle network to take advantage of this tourist traffic.



The development of cycle friendly infrastructure which consists of bike storage facilities, packed lunch and evening meal services, combined with luggage transfer services are becoming increasingly popular amongst cyclists due to the nature of their travel and limited gear carrying capabilities. The Scottish Tourism Board (1991) acknowledges that the independent cycle tourist is more likely to use bed and breakfast, youth hostels, bunkhouse accommodation and even lightweight camping facilities. The Tourism Board also mention that some cyclists preferred more formal types of accommodation while others preferred informal facilities. Three fifths of all nights spent on the C2C cycle route were spent in bed and breakfast establishments, with one fifth were spent in campsites, with other forms of accommodation proving less popular (Cope and Doxford 1997). However, this may be due to a lack of investment and development of more formal types of accommodation such as backpackers and youth hostels, which may hold some potential for satisfying long distance independent cycle tourists. Cope and Doxford (1997), mention, with respect to the C2C cycling route, that there are supply gaps with respect to accommodation and services in some areas of the route. In particular they mention the lack of campsites and accommodation in the Pennine and eastern end of the route. 



Infrastructure such as cafes, restaurants are also frequented by cycle tourists who need regular food and refreshment stops throughout their cycle tour, and also have the potential to help provide local food markets, cafes and restaurants with expenditures and economic development, thus maintaining services for the local population. From the £1.5 million spent on the C2C cycling route 36% was spent in local cafes, pubs and restaurants, 29% was spent on accommodation, and 17.5% on cycle hire and equipment.



Due to the development of a National Cycling Network by Sustrans, the scale of provision for cycle touring routes and infrastructure will grow rapidly as the provision of safe and attractive cycling routes will stimulate cycle touring demand (Lumsdon 1996), which has, and will continue to provide local economic development opportunities for businesses, services and communities who are strategically located on or near cycling routes.



CYCLE TOURIST DEVELOPMENT IN NEW ZEALAND



Cycle tourism is relatively under developed in New Zealand compared with Europe and North America, particularly with respect to route development. However, the demand and supply side of the cycle tourism industry is relatively different to that of Europe. First, cycle tourists to New Zealand are longer break cyclists from Western Europe and North America (who stay for 91 days on average), as opposed to short break cyclists in the United Kingdom situation (who stay for 10-15 nights). The following section details research conducted by this author between January and April 1997 and January and April 1998, on a total of 580 independent cycle tourists in the South Island of New Zealand through the use of a self-completion survey This section details their travel pattern movements, expenditure patterns, and infrastructure use while on a cycle touring vacation to the South Island of New Zealand, and discusses the economic development implications of these findings.



Cycle Tourist Travel Patterns 



Respondents’ travel pattern movements for the first eight weeks of their trip are illustrated in figures 1 to 5. Due to the large amount of data collected from respondents, their daily data were grouped into weekly data, while smaller towns were combined into approximately 80 larger towns based on geographical proximity and were used for the macro-level maps of the South Island. Generally those destinations within 40km of each other were combined, while further analysis is possible at the micro-level to determine bicycle tourist’s movements at a regional or local level. The maps also show movements made by bicycle and transport support services (bus, train, car), as often cycle tourists use support services at some stage during their trip. Hence movements of great distances indicate the use of support services for either part or all of the movement.



Figure 1: Cycle Tourist Movements in the South Island: Week One

Figure 2: Cycle Tourist Movements in the South Island: Week Two

Figure 3: Cycle Tourist Movements in the South Island: Week Three

Figure 4: Cycle Tourist Movements in the South Island: Week Four

Figure 5: Cycle Tourist Movements in the South Island: Weeks Five to Eight





Generally, the maps indicate that despite a longer length of stay, cycle tourists have similar travel pattern movements when compared with travellers who choose other modes of transport, most likely because they have similar South Island entry and departure points. Forer and Pearce (1984), when analysing the travel patterns of package tourism in New Zealand, discovered that most of the travel patterns consisted of multiple stop circuit travel. Analysis in the South Island showed that a complex tour network existed in the South Island through a series of closed loops. These loops ran firstly between Christchurch and Mt Cook or Queenstown and back up to Christchurch, or secondly within the Southern Lakes micro-region and back up the West Coast before returning to Christchurch. Kearsley and Gray (1994) using 1987 New Zealand Tourism Board data identified a West Coast circuit that appears at the end of week one movements. The major difference in the cycle tourist sample is their reduced pace of travel, and the fact that they take a substantially longer period of time when travelling, hence they often stay overnight in smaller more peripheral towns and regions.



CYCLE TOURIST SPENDING PATTERNS



Respondents were asked how much money they spent on average while in the South Island of New Zealand during their cycle touring holiday. Nearly all respondents responded to this question, and the average expenditure is shown in Table 1. The average spend per day is $64.10 compared with the average spend of $152 by international visitors to New Zealand in 1995/96 (NZTB, 1996). However, due to their length of stay being substantially longer than the average visitor to New Zealand, their total spend per person per trip is larger than the average of $2,776 for international visitors within New Zealand, and is $3,021 for cycle tourists in the South Island. This figure does not include their expenditures in the North Island where most cycle tourists continue their trip and spend another 45 days on average.



Due to a lack of data on cycle tourism and from available and accessible New Zealand Tourism Board data on visitor numbers and locations, the number of visitors to the South Island of New Zealand can be estimated to be approximately 750,000 during the period under study (NZTB, 1996). Evidence from Higham (1996) suggests that 4% of all visitors to the Southern Region of the South Island use a bicycle as a main mode of transport and hence cycle tour. Therefore, based on these figures a total of 30,000 independent cycle tourists may be travelling in the South Island per annum. Multiplying the total average trip expenditure by the estimated number of cycle tourists, illustrates the total estimated direct economic impact of cycle tourists to the South Island of New Zealand (Table 2).



Through the use of sectoral multipliers based on 1995/1996 national input output tables, a set of output, value-added and employment multipliers have been generated by a New Zealand economist (Geoff Butcher) for the South Island region, and can be applied to cycle tourist expenditures. The resulting figures are shown in Tables 3-5. Table 3 estimates $191,222,178 worth of total economic activity or output generated due to a direct injection of $90,630,000 worth of new money from cycle tourists in the South Island. However, not all that money stays in the South Island and a proportion is lost through leakages for imported goods and services. Hence, the money which remains after leakages are accounted for is the total value-added to the South Island economy, thus $87,818,973 is the amount actually remaining in the South Island economy (see Table 4). Using employment multipliers also illustrates the number of jobs that cycle tourists support through their direct expenditures in the region and the flow-on effects of these expenditures. A total of 1,751 jobs are estimated to be created due to initial cycle tourist expenditures and the secondary multiplier effects of these expenditures (see Table 5).



Table 1: Estimated Expenditure of Non-Local Independent 

Cycle Tourists in the South Island of New Zealand



Table 2: Total Estimated Direct Expenditure of Cycle Tourists in the South Island



Table 3: Total Estimated Economic Output Generated to the South Island 

Economy by Cycle Tourist Expenditures 





Table 4: Total Estimated Value-Added to the South Island 

Economy by Cycle Tourist Expenditures



Table 5: Total Estimated Employment Generated by Cycle Tourist Expenditures



This economic impact, coupled with the travel patterns of cycle tourists, illustrates that these travellers disperse into smaller more peripheral and rural areas, bringing much needed economic development for local restructuring and maintenance of existing services. However, a paradox exists in that some of these regions who require this new money do not have the infrastructure, services or facilities that cycle tourists may require.



INFRASTRUCTURE USE



From previous research (Kerr 1992; Simonsen and Jorgenson 1996; Cushing 1997) cycle tourists have been found to prefer cheaper forms of accommodation. Table 6 illustrates respondents who used each type of accommodation shown, compared with those who did not. It then distinguishes between respondents’ first, second and third choices in terms of accommodation types. For instance, commercial camping grounds had or were to be used by 91.3% of the study sample, and were rated as respondents’ first choice of accommodation by 65.9% of the study sample.



Commercial camping grounds were the main form of accommodation utilised by the South Island study sample, followed by Backpacker Hostels (which include the Youth Hostel Association as well as independent backpackers) and informal accommodation such as Department of Conservation camp sites, and other free camp sites such as picnic areas and roadside spots. Department of Conservation campsites are cheap basic sites that either have no facilities or basic water and toilet facilities, however, they do not have shower or cooking facilities. These were popular second or third choice accommodation, perhaps indicating their use between major destinations or towns. It is then interesting to note a second tier of accommodation, which were utilised by approximately 17-35% of the study sample. These consist of friends and relatives, home stay’s, motels and hotels as well as bed and breakfast accommodation. However, generally these do not appear to be as important as the first tier. 



Table 6: Respondents Accommodation Type Used and Top 3 Ranked Choices (%)



Respondents were asked about their preferred type of accommodation while cycle touring, and 86% mentioned camping. From this 28% specified commercial camping grounds, 8% mentioned wild camping on the road side, 7% said they preferred Department of Conservation camp sites, while 6% mentioned using tents at backpackers. Respondents were then asked if there were any places or areas in the South Island where their choice of accommodation didn’t exist, and where this ‘supply gap’ existed. A total of 15% believed that there were places where their choice of accommodation did not exist, with 25% of those respondents wanting motorcamps, 23% wanting backpackers, 23% specified camping areas and 13% mentioned Department of Conservation camping sites. Areas of the South Island which were mentioned as not having the preferred accommodation included the Catlins, West Coast and Nelson/Marlborough regions, most of which are peripheral, rural areas which have recently had a decline in their traditional mining and agricultural activities, and need the expenditure that cycle tourism can generate for economic restructuring purposes.



The survey also examined respondents’ use of alternative routes. An alternative route was defined in the survey instrument as “a route that is taken instead of the main rural highway.” However, due to the broad definition of an alternative route, and the different origin countries in the study sample, a wide range of results were found. Approximately 75% said that they had or were intending to cycle an alternative route. Thus, a significant proportion of respondents would use an alternative route during their cycle tour. The types of alternative routes used by cycle tourists varied by the label used to identify routes. Most respondents named the types of routes that they had or would use in a generic sense (see Table 7), while others named specific routes (see Figure 6). Main types that had or would be used included gravel roads, sealed secondary roads and scenic roads. Hence, this also illustrates that these visitors were travelling to more peripheral and rural areas away from the core developed destinations and roads, primarily to avoid traffic and explore the destination (Ritchie, 1997).



Table 7: Generic Groups of Alternative Routes Specified by Respondents



However, a total of 37% of respondents felt that there were places in the South Island where their choices of alternative routes do not exist. The preferred types of routes that respondents mentioned included sealed secondary roads or smaller unsealed roads with less traffic for safety and scenery reasons. When asked where their preferred type of alternative routes did not exist, 11% mentioned all over the South Island, while 21% specified the West Coast and 10% mentioned the East Coast from Picton and Christchurch. Therefore, similarly with respect to accommodation, supply gaps were evident and were possibly to be expected as very few alternative routes exist for cyclists and very little information exists on the location and number of alternative routes. As yet, New Zealand has not planned a National Cycling Network or a  National Cycling Strategy for this new form of tourism transportation.



Figure 6: Specified Alternative Routes Used or Intended to be used by Respondents



CONCLUSION



The recent changing economic and social circumstances which led to the decline in services in rural areas, unemployment and out movement of workers from the peripheral regions to core urban destinations, resulted in a growing need to find other avenues of regional economic development (Butler et al. 1998). Tourism was, and still is, one of the many options for developing regional economic development for rural and peripheral areas. However, the demand for sustainable forms of tourism for both the supply and demand side of the tourism industry has led to the development of the bicycle as an important mode of tourism transportation and trvael experience in certain rural regions of the world.



As noted above, cycle tourism infrastructure is currently being established in Europe, primarily with respect to cycle routes, to meet the demands of current bicycle tourists and stimulate an increase in cycle tourism related activity and economic development. This has occurred in key areas specifically associated with the development of cycle routes, and has impacted upon and stimulated bicycle hire and repair shops, accommodation, and food and beverage services along main cycle touring routes. This has led to an increase in business activity in these areas, as well as the introduction of new money which has been used to support  and maintain existing infrastructure for rural areas.



In the South Island of New Zealand, similar trends exist with respect to the growth in cycle tourism over the previous decade, although little planned infrastructure exists for cycle tourists especially with respect to cycle routes. Here, cycle tourists spend a significant longer time in the country compared with the average visitor, and due to the relaxed pace of travel they stay overnight in more rural and peripheral regions. Although they spend less per person per day, they spend substantially more than the average visitor to New Zealand. Cycle tourists in the South Island of New Zealand, like overseas cycle tourists in the United Kingdom, are similar to backpackers and prefer cheaper and more informal forms of accommodation although they continue to make a substantial contribution to regional economies. 



Bicycle tourism therefore appears to offer one opportunity to assist in the diversification or regional economies with relatively low infrastructure costs and promote more energy efficient forms of tourism. The combination of a localised, environmentally-sensitive form of travel with significant tourist expenditure and local involvement therefore appears to be a valuable form of sustainable tourism development in rural regions.



In conclusion, this paper suggests that some rural areas which are seeking improved regional development prospects using tourism as a possible economic development tool should consider the potential of a more sustainable and smaller scale type of tourism which is low in volume but high in value. While it will not be appropriate in all areas because of a range of geographical considerations, including climate and terrain, Bicycle tourism is an environmentally friendly mode of tourism transportation and travel experience which is increasing providing opportunities for the development of locally owned and operated businesses, as well as the maintenance of existing services through the use of this form of tourism for economic development purposes.
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 �Figures: Cycle Tourist Movements in the South Island (movements of more than five people) 



1: Week One

2: Week Two

3: Week Three 

4: Week Four

5: Weeks Five to Eight



6: Specified Alternative Routes Used or Intended to be used by Respondents

�Table 1: Estimated Expenditure of Non-Local Independent 

Cycle Tourists in the South Island of New Zealand





Economic Sector�Estimated Expenditure�Length of Stay�Total Avg Spend

��Accommodation�$12.43�46.96�$583.71��Cafe/Restaurants/Pubs�$9.05�47.17�$426.89��Dairy and Food Shops�$12.95�47.17�$610.86��Bicycle Hire/Equipment�$4.36�47.17�$205.66��Entertainment�$4.49�47.17�$211.79��Tourist Attractions & Activities�$8.56�47.17�$403.78��Other Transport�$5.76�47.17�$271.70��Other Miscellaneous�$6.50�47.17�$306.61��TOTAL�$64.10�47.17�$3021.00���Table 2: Total Estimated Direct Expenditure of Cycle Tourists in the South Island



Economic Sector�Total Average Spend�Estimated Number of Cycle Tourists�Total Direct Expenditure

��Accommodation�$583.71�30,000�$17,511,300��Cafe/Restaurants/Pubs

�$426.89�30,000�$12,806,700��Dairy and Food Shops�$610.86�30,000�$18,325,800��Bicycle Hire/Equipment�$205.66�30,000�$6,169,800��Entertainment�$211.79�30,000�$6,353,700��Tourist Attractions & Activities�$403.78�30,000�$12,113,400��Other Transport�$271.70�30,000�$8,151,000��Other Miscellaneous�$306.61�30,000�$9,198,300��TOTAL�$3021.00�30,000�$90,630,000��

�Table 3: Total Estimated Economic Output Generated to the South Island 

Economy by Cycle Tourist Expenditures 



Economic Sector�Total Direct Expenditure�Output Multiplier

�Total Economic Output��Accommodation�$17,511,300�2.23�$39,050,199��Cafe/Restaurants/Pubs�$12,806,700�2.20�$28,174,740��Dairy and Food Shops�$18,325,800�2.28�$41,782,824��Bicycle Hire/Equipment�$6,169,800�1.98�$12,216,204��Entertainment�$6,353,700�1.97�$12,516,789��Tourist Attractions & Activities�$12,113,400�1.97�$23,863,398��Other Transport�$8,151,000�1.89�$15,405,390��Other Miscellaneous�$9,198,300�1.98�$18,212,634��TOTAL�$90,630,000��$191,222,178��

�Table 4: Total Estimated Value-Added to the South Island 

Economy by Cycle Tourist Expenditures



Economic Sector�Total Direct Expenditure

�Value-Added

Multiplier�Total Value Added��Accommodation�$17,511,300�0.95�$16,635,735��Cafe/Restaurants/Pubs�$12,806,700�0.95�$12,166,365��Dairy and Food Shops�$18,325,800�0.87�$15,943,446��Bicycle Hire/Equipment�$6,169,800�1.04�$6,416,592��Entertainment�$6,353,700�1.03�$6,544,311��Tourist Attractions & Activities�$12,113,400�1.03�$12,476,802��Other Transport�$8,151,000�0.99�$8,069,490��Other Miscellaneous�$9,198,300�1.04�$9,566,232��TOTAL�$90,630,000��$87,818,973��

�Table 5: Total Estimated Employment Generated by Cycle Tourist Expenditures



Economic Sector�Total Direct Expenditure�Employment

Multiplier (NZ$M)

�Total Employment��Accommodation�$17,511,300�19.55�342��Cafe/Restaurants/Pubs�$12,806,700�22.99�294��Dairy and Food Shops�$18,325,800�14.53�266��Bicycle Hire/Equipment�$6,169,800�19.40�120��Entertainment�$6,353,700�22.04�140��Tourist Attractions & Activities�$12,113,400�22.04�267��Other Transport�$8,151,000�17.67�144��Other Miscellaneous�$9,198,300�19.40�178��TOTAL�$90,630,000��1751��







�Table 6: Respondents Accommodation Type Used and Top 3 Ranked Choices (%)



Accommodation Type�Percent Utilised

�First Choice�Second Choice�Third Choice��Commercial Camping Ground�91.3�65.9�19.5�9.9��Backpacker Hostel�79.8�23.4�27.7�18.8��DoC Camp Site�78.8�11.9�43.1�28.5��Other Camp Site�72.9�21.8�21.8�36.3��With Friends/Relatives�35.5�7.9�7.9�22.8��Homestay�23.7�-�2.6�21.1��Motel�20.5�-�10.6�15.2��Hotel�17.4�-�5.4�7.1��Bed and Breakfast�16.8�-�5.6�13.0��Tramping Track Hut�2.5�-�12.5�37.5��

�Table 7: Generic Groups of Alternative Routes Specified by Respondents



Type of Route�Frequency Used�Frequency Intending to Use

�Total��Backroad�5�21�26��Scenic Road�22�10�32��Minor Road�10�8�18��Gravel Road�73�36�109��Mountain Bike Track (Bush�8�7�15��Secondary Sealed Road�32�-�32��Dirt Road�6�5�11��Beach�1�-�1��Total�157�87�244��
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