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ABSTRACT 

Addressing Poverty through Tourism-related Transportation Infrastructure with 
a Case Study in Krabi, Thailand 

by 

Vivien Lo 
March, 2003 

Supervised by Dr. W. Jamieson 

Prepared in partial fulfilment of the requirements of the Master's Environmental Design 
Planning Degree in the Faculty of Environmental Design 

University of Calgary 

Poverty research has recently expanded to incorporate poorer people's definitions of "well-
being" and the local factors that work against it. Based on this research, infrastructure has 
been linked to improving basic needs and to accessing better opportunities and resources. 
Meanwhile, tourism growth in developing countries requires significant additional 
infrastructure. As a result of the infrastructure needs in tourism and the potential it has to 
reduce poverty, there may be opportunities to share the tourism-related transportation 
infrastructure with poorer residents. 

This Master's Degree Project (MDP) integrates poverty, infrastructure and tourism by 
beginning to explore how tourism transportation infrastructure can benefit the poor in 
rural areas. A case study has been conducted in Krabi, Thailand, in order to explore this 
integration focussed at the local-level. It was decided to focus the MDP on transportation 
infrastructure as it is the predominant type of infrastructure discussed in the case study. 

Based on the analysis, strategic policy guidelines and a set of recommendations are 
developed to help tourism transportation benefit the poor. Both the strategic policy 
guidelines and the recommendations are based on key findings which indicate the 
importance of three factors: a complex environment, the vital role played by local 
government and the influence of the tourism industry. The findings recognise that tourism 
transportation infrastructure is often initiated at higher levels of government and that the 
local perspective needs to be incorporated to meet the needs of the poor. The strategic 
policy guidelines emphasize poorer people's participation and the need to build capacity 
and leadership in local government. Furthermore, the guidelines encourage the 
identification of barriers that poor people face, prior to the construction of tourism 
transportation infrastructure. The recommendations emphasize: the opportunities to 
extend transportation infrastructure en route to destinations; resourcefulness and 
creativeness in the search for funding; utilisation of infrastructure that has not reached user 
capacity; a rural perspective; design that meets local and non-local needs; multifunctional 
aspects; and, accessibility by people of all incomes levels. 

Key words: tourism, infrastructure, transportation, Southeast Asia, Thailand, poverty, 
sustainable development, planning, Krabi, international development, less developed 
countries, developing countries, sustainable tourism 
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introduction CHAPTER 1 
1.0. Rationale 
Poverty reduction has returned to the forefront of the international development agenda. 

International development organizations generally acknowledge that the root causes of poverty 

are complex and that the solutions to reducing poverty should incorporate people's lives as well 

as their surroundings (Canada International Development Agency (CIDA), 2000a:4; World 

Bank, 1999: 2). Understanding people's lives requires understanding diverse processes. As a 

result, solutions to poverty must have a multidimensional approach in order to address its 

complexities (CIDA, 2000b: 6). 

Poverty is defined as "the lack of human, physical and financial capital needed to sustain 

livelihoods, and from inequalities in access to, control of, and benefits from political, social or 

economic resources" (CIDA, 1996b: 2). An essential component of poverty is basic needs. This 

includes food, space and shelter. CIDA extends basic needs to include basic education, primary 

health care, family planning and water and sanitation (CIDA, 1996b: 8), all of which are 

prerequisites to poverty reduction. Poverty is more than a lack of basic needs. It includes 

eliminating long-term obstacles in order to control one's life. 

Recent literature has often cited a lack of adequate infrastructure as a contributor to poverty 

(CIDA, 2000b: 6). Although infrastructure is considered indispensable to poverty reduction, it is 

only one component in eradicating poverty (CIDA 1998: 2). Infrastructure facilitates poverty 

reduction as it contributes to improving people's basic needs. Infrastructure is also linked to 

broadening opportunities that allow participation through economic development and access to 

resources (CIDA, 1996a: 2). 

Broadly defined, infrastructure is the basic structure of an organisation or system (Webster's 

New World Dictionary, 1998). Physical infrastructure for poverty reduction consists of human-

made physical systems which provide economic and social services. These are principally 

grouped in the four sectors of energy; transportation; information and communication 

technology; and water, irrigation and sanitation (CIDA, 1996a: 8). 
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Chapter 1 Introduction 

From the perspective of the tourism industry, inadequate infrastructure in developing countries 

is a disincentive to tourism development, particularly in rural and remote regions (World 

Tourism Organisation (WTO), 1999: 31, 37). In developing countries,' the growth of a tourism 

industry requires significant financial resources to improve existing infrastructure and to 

construct new infrastructure (WTO, 1999: 31). If large sums are spent on tourism infrastructure, 

then it is advantageous to share the benefits of access to the infrastructure with residents and 

particularly the poorer residents. 

Tourism is an industry that is defined by a type of travel -. specifically, by the activities of 

persons travelling to and staying in places outside their usual environment for less than twelve 

months consecutively for leisure, business and other purposes (WTO, 1995: 30). 

Thailand has a comparatively well-established tourism industry and extensive tourism-related 

infrastructure for Southeast Asia.2 This study is conducted in Thailand due to its accessibility 

for research and the potential examples of tourism infrastructure. The results will be useful not 

only to Thailand, but also to Southeast Asian countries in the early stages of tourism 

development3 which are less developed than Thailand. Therefore gathering research from 

Southeast Asia and examining the impacts of a case study in Thailand will provide insights into 

benefits for poorer residents by the provision of infrastructure for tourism. 

In order to keep the observations and analysis manageable, the MDP concentrates on tourism 

transportation infrastructure. It is the predominant type of tourism infrastructure discussed in 

the case study. It has been determined that one of the main benefits of transportation 

infrastructure is access - to markets, education and health services. The design and location of 

I Developing Countries, less-developing countries, the Third World or the low-and middle-income economies all 
refer to countries not regarded by the World Bank as not-being high-income economies. Developing countries 
exclude a dozen oil-rich states and a few island economies with relatively high GDP per capita. With a few 
exceptions, developing countries are the majority of countries in Latin America, the Caribbean, Asia Pacific, Africa, 
the Middle East and South Asia. 
2 Southeast Asia includes: Brunei, Cambodia, Indonesia, Lao PDR, Malaysia, Philippines, Singapore, Thailand and 
Viet Nam. 
3 In Asia, ESCAP considers the following countries in the early stage of tourism development: Bangladesh, Bhutan, 
Cambodia, Islamic Republic of Iran, Kazakhstan, Lao People's Democratic Republic, Maldives, Mongolia, 
Myanmar, Nepal, Uzbekistan and Viet Nam (countries in bold are in Southeast Asia) 
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Chapter 1 Introduction 

transportation infrastructure can obstruct or improve this access. The cost and route of 

transportation services can discourage or extend access. For example, a road running from a 

major city to a remote tourism destination can connect smaller villages along the route. 

Transport to a major city could improve villagers' access to jobs, higher education and medical 

services. 

1.1. Purpose and objectives 
This MDP integrates poverty, tourism and infrastructure by seeking to explore whether there is 

a role for the provision of tourism transportation infrastructure to generate benefits for poorer 

residents. Research into tourism transportation infrastructure will address opportunities to 

incorporate a poverty-reduction perspective in the planning, design and service phases of 

tourism-related transportation infrastructure in rural settings. 

The research objectives of this Master's Degree Project are: 

1. To identify and describe tourism transportation infrastructure; 

2. To identify the potential benefit of tourism transportation infrastructure for poorer 
residents; 

3. To examine specific examples of how the provision of tourism transportation 
infrastructure affects poorer residents; 

4. To gain an understanding of the opportunities and obstacles in the private and public 
sectors involved in the provision of transportation infrastructure for tourism. 

The first two objectives draw primarily from existing literature. Objectives 1 and 2 are 

addressed mainly in Chapters 3 and 4, dealing with the conceptual links and limitations. The 

latter two objectives are addressed through case study information as well as interviews with 

experts. These objectives relate to Chapters 6 and 7 which link the literature to evidence from 

the case study. 

Research which links poverty and tourism is relatively new (Ashley, 2000:1-13). The focus on 

physical infrastructure is one possible avenue to investigate "pro poor"4 tourism strategies. The 

four objectives listed above are intended to contribute to this emerging body of research by 

4 Pro poor tourism is discussed in detail in Chapter 3 
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Chapter 1 Introduction 

contributing evidence where linkages may be found. This MDP and its research objectives do 

not presume that the development of infrastructure for tourism must relieve poverty in order to 

justify its development. There are limitations on how poverty reduction can be linked to 

transportation infrastructure and how transportation infrastructure can be linked to tourism. 

1.2. Evolution of the MDP 
This MDP developed from previous coursework in Thailand. The fall of 2000 was the third 

consecutive year that the Canadian Universities Consortium (CUC) sponsored students from 

the Faculty of Environmental Design to attend a course in Thailand. Fourteen students took the 

opportunity to attend the mandatory Advanced Environmental Design Practice, or EVDS 702 in 

Thailand. This was possible through the support of Dr. W. Jamieson, a professor in planning 

from the Faculty who was on secondment at CUC. The office was located at the Asian Institute 

of Technology (AlT) just north of Bangkok. CUC was mandated to provide technical assistance 

in Southeast Asia in four areas of specialisation - tourism being one of the four. 

I participated as a member of a student group that completed situational analyses of two 

village-based tourism developments along the Mekong River,5 one village in Northern Thailand 

and another in Northern Lao PDR. Infrastructure was one topic on which villagers had an 

opinion. The idea for this MDP was partially inspired by findings from these two villages 

(Haley, Houck, Lo, et al., 2000: 8-9, 16-17). As the group project concluded in Thailand, I was 

introduced to an encouraging concept: "pro poor tourism." This approach toward tourism 

supported local equality. 

I was fortunate to return to CUC and Thailand for the fieldwork component of my MDP. 

Returning to the same country to conduct my research eased the fieldwork component in 

numerous ways. I was able to participate in CUC's research activities and conduct my own 

research in familiar surroundings. I made use of pre-established links to key informants and 

improved my rudimentary grasp of the Thai language. 

5 The Mekong River flows through six countries starting in China (Yunnan Province, China, Myanmar, Lao PDR, 
Cambodia, and Viet Nam). 
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Chapter 1 Introduction 

In addition to conducting the situational analyses of two villages through CUC, my interest in 

conducting an MDP in a developing country stemmed from my previous education, work and 

overseas placements. I had completed two separate work placements in India which fostered 

my interest in international development issues and increased my ability to live and work in 

foreign cultures. 

My experience in the Faculty of Environmental Design reaffirmed the significance that 

international development and environmental awareness has played in my career. The 

infrastructure issues in the subsequent EVDS 702 project in Thailand were of particular interest 

to me because of my previous examination of community transportation infrastructure needs in 

small northern Canadian communities. 

1.3. Outline of the MDP 
The remainder of the MDP consists of seven chapters. 

Chapter 2 outlines the methodology for this MDP. It identifies and explains where and how 

information for the MDP was gathered and how each research activity contributes to a research 

objective in this study. This chapter describes the activities needed to do the research, including 

finding and organising the types of respondents and conducting interviews, part of which was 

facilitated by an interpreter. This chapter acknowledges the limitations of conducting research 

in a foreign country and culture. 

Chapter 3 presents the process of developing a research framework. It explains how research 

unites poverty, tourism and infrastructure in a valid way. The method was to introduce and 

discuss definitions and perspectives that formed the research framework used throughout the 

MDP. 

Chapter 4 examines tourism typology, government, linkages and transportation infrastructure. 

This knowledge is used to gain a better understanding of tourism-related transportation 

infrastructure for tourism benefits the poor. 
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Chapter 5 introduces global, regional and national tourism trends in Southeast Asia, 

information on Thailand's development status, and organizations in the region which are 

exploring tourism with a poverty-reduction approach. This chapter provides pertinent 

background information for the case study including history, politics and recent events that 

affect tourism. 

Chapter 6 describes the tourism industry and the tourism transportation infrastructure impacts 

in the case study. The examples contribute to the literature discussed in Chapters 3,4 and 5. 

Observations link specific tourism transportation infrastructure projects to the people in the 

case study. 

Chapter 7 summarises the findings related to the research objectives, synthesizing background 

and case study research. A significant portion of the discussion is dedicated to the fourth 

research objective. The fourth objective integrates the literature review, the key informant 

interviews and the case study observations. The discussion leads to recommendations that are 

more likely to succeed. 

Chapter 8 presents the conclusions and recommendations intended to contribute to poverty and 

tourism planning at the local-level. The recommendations draw upon information in the 

research, case study findings and overall lessons learned. Final comments include identification 

of areas for further research. 
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methodology CHAPTER 2. 
2.0. Introduction 
The methodology is divided into three main phases: background research, case study research 

and analysis and synthesis of information from the former two phases. 

2.1. Phase I background research 

2.1.1. Literature review 

The literature review was a key source of information. Theoretical and practical works linking 

poverty, tourism and transportation infrastructure in developing countries were identified. The 

Internet was useful in identifying new publications and organizations currently exploring the 

tourism and poverty linkage. 

The more traditional components of the literature review were conducted in the libraries of the 

University of Calgary, the Asian Institute of Technology (AlT) and at the United Nations 

Economics and Social Commission of Asia and the Pacific (ESCAP). The latter two libraries are 

located in Bangkok. 

2.1.2. Key informant interviews in Bangkok 

As part of the background research, key informants were interviewed. These were individuals 

involved in varying aspects of tourism in Southeast Asia. Ten key informants were interviewed 

in Bangkok and an additional four in Cambodia. The names and associations of all respondents 

are listed in Appendix B. The purpose of key informant interviews were: (a) to gain a better 

understanding of the research topic in the Southeast Asian context; (b) to provide feedback in 

refining case study interview questions; (c) to recommend a case study area in Thailand; and (d) 

to identify the types of physical infrastructure that were built at various tourism destinations in 

Thailand. 

Key informants were selected by several means: attendance at an international conference on 

tourism,6 past meetings with key informants from the previous year's class project (EVDS 702), 

6lnternational Conference on 'Sustainable Community Tourism Destination Management' 11/27-29/00, at AlT, 
Organized by CUC UEM Project. 
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sources identified in the literature review and referrals from the key informants themselves. The 

semi-structured interviews were adapted to the informants' area of expertise. 

2.1.3. Observations of capacity building in tourism planning in Cambodia 

The final component of background research was participant observations in Cambodia. Most 

of the tourism development planning work took place at the national level but included poverty 

reduction strategies for local and regional planning. 

Observation of this project involved spending several days in Phnom Penh (the capital of 

Cambodia) where I met with consultants on the team. Four members of the consultant team 

were interviewed. I also participated in informal discussions and attended a meeting where the 

technical assistance team presented a draft plan to the Cambodian Ministry of Tourism. After 

the presentation, representatives of various departments discussed the draft plan with the team. 

Observation of this process provided me with a comprehensive and practical understanding of 

poverty reduction within the national tourism plan. The meetings illustrated the difficulty of 

integrating physical infrastructure into the larger scope of tourism planning and across 

government departments. Observation helped me to identify areas and methods where tourism 

and infrastructure planning could have a stronger poverty reduction focus. 

2.2. Phase II case study, Krabi, Thailand 
The case study explores the link between transportation infrastructure for tourism and poverty 

reduction in a real-life situation. It provides a snapshot of the tourism transportation 

infrastructure, the community's poor, the government and stakeholders in an existing tourism 

destination. 

Case studies generally draw on multiple sources of data and use multiple methods of data 

collection. In this case study, interviews were conducted with government officials, tourism 

business owners and poorer members of the local community. Government offices and 

community leaders provided statistics on demographics, infrastructure and tourism planning in 

the case study region. Through government contacts, I also attended formal meetings relevant 

to my research. Sumon Sangkeaw, my interpreter, travelled with me and translated interviews, 

meetings and documents for the month of August. 
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2.2.1. Case study selection rationale 

Krabi was one of three destinations which the Tourism Authority of Thailand (TAT) 

encouraged me to investigate (Personal Communication, Runjuan Tongrut-Chief Development 

Planning Section, Macro Planning Division, TAT, 06/20/01). TAT planners stated that several 

of Thailand's other destinations had received significant academic attention, while Krabi was 

one of the three areas they felt had been overlooked (Ibid, 06/20/01). Through my own review 

of TAT documents, Krabi was found to be one area of Thailand that had in fact received some 

investment in transportation infrastructure for tourism. Krabi's infrastructure projects were 

accessible to both local residents and tourists. The other two areas suggested by TAT had little 

infrastructure funded or constructed for the purposes of tourism. Thus Krabi provided the best 

opportunity to learn more about my research topic. 

For several reasons, only one case study was selected for this MDP. First, the nature of this 

study is not comparative. Rather, it is to extract examples and to contribute to a small body of 

research. Second, there were limitations imposed by time, language, budget and cultural 

differences. It was more feasible, therefore, to conduct a broad exploration of the actors (private, 

government, and residents) involved within one case study area than the two or three 

suggested earlier. Finally, due to logistical limitations, key informants in Bangkok encouraged 

me to conduct only one case study. Krabi is an "instrumental" case study - one that is used to 

provide insight into an issue or to redraw a generalization. Instrumental case studies add a real-

life context to exploratory research. "The [instrumental] case is of secondary interest and plays 

a supportive role and facilitates our understanding of something else" (Stake, 2000: 437). 

Relying on a case study as the main method of primary research has its strengths and 

limitations. One of the strengths is that case studies can adapt to exploratory research because 

the data collection methods are flexible. The researcher can adjust data collection method(s) to a 

particular situation in order to gather the required information. A combination of personal 

observation, interviews, surveys and questionnaires are the available research tools for a case 

study. These flexible methods suit this MDP's exploratory nature as well as its logistical 

limitations. 

Vivien Lo Page 9 of 125 



Chapter 2 Methodology 

One difficulty in case study research is obtaining results which relate to the body of literature. A 

case study is used as the empirical basis on which to draw conclusions useful to a broader body 

of literature. The most accurate findings are often specific to one community. If the case study is 

too specific or the conditions are unique, findings may be less useful to other experts in the field 

of study. Case study findings may decrease the relevancy if the results do not remain linked to 

the original subject. Hence, a danger of increasing inaccuracy is found as conclusions are taken 

out of context. When discussing results out of context, the researcher may make conclusions 

applicable to the broader body of literature only when s/he is skimming the issues. 

One method of dealing with this weakness is to ensure that final outcomes are clearly linked to 

case study findings and factors. Factual description of the case study can give evidence for the 

final outcome. This method will allow the reader to judge whether the final outcomes are useful 

for his/her purpose. This concludes the discussion of justifying why a case study was the best 

approach and why one case study was conducted. 

2.2.2. Interpreter and research assistant 
Photo I Sumon at Ao Nam Mao 

During the case study, an interpreter was hired. 

Experience has shown that using an interpreter 

affects the success of the interviews and, 

ultimately, the accuracy of research results and 

recommendations. My interpreter, Sumon 

Sangkeaw, had recently completed graduate-

level education in Europe. Her thesis topic was 

on community development in mangrove 

communities in Trang, a province neighbouring 

Krabi. There was some common ground between my research topic and Sumon's research topic. 

As a result, she contributed to my project not only as an interpreter but as a research assistant. 

Sumon grew up in rural southern Thailand and speaks southern Thai dialects. Her background 

and her recent academic work were an asset in understanding local administration and in 

facilitating the discussions and translations. 

Vivien Lo Page 10 of 125 



Chapter 2 Methodology 

Together, we were able to simplify complex questions and concepts during an interview. The 

less well-educated respondents found shorter questions easier to answer. By conversing about 

her native village and her parents' livelihood, Sumon could build a relationship with the local 

residents. The respondents had many questions regarding our background and research, which 

we always answered. In some cases we would alternate; we would ask one research question 

and they would ask a question in return. The respondents were less intimidated when we 

allowed for a more equitable exchange of information. For all of the interviews, we introduced 

ourselves and our research purpose, and requested their consent. The length of interviews 

ranged from twenty minutes to two hours. 

Another important factor was the opportunity to share the research with Sumon. Her academic 

background and her Southern Thai roots increased her interest in my activities and her desire to 

remain in Krabi for the length of the project. Hiring Sumon as my interpreter was beneficial for 

transferring knowledge gained from this project to an interested Thai party given that Sumon 

expressed a desire to remain in Krabi for employment. She was pursuing employment 

opportunities through a potential community mangrove project with the Government of 

Germany. The interviews we conducted with local leaders familiarized Sumon with local issues 

and allowed her to establish her own professional relationships with local decision-makers. It is 

my opinion that her interest in finding employment in Krabi did not affect the case study 

research as neither the subject of mangroves nor the German government played a part in this 

MDP. 

2.2.3. Interviews and meetings 

For the case study, Sumon and I attended two formal meetings, interviewed twelve government 

officials, thirteen people operating tourism businesses and seventeen local residents during our 

visit to Krabi. Key informants often recommended persons and places to find additional 

respondents. All interviews were semi-structured, with the level of formality varying among 

respondents (Appendix B). 

Government Officials  

Interviews with government officials and local leaders were usually held in their offices. The 

offices of village headmen were invariably in their homes. Most government interviews were 

formal, requiring appointments or some form of prior notification. Respondents were selected 
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by narrowing down a list of authorities accountable to the specific infrastructure and to tourism 

planning. Questions were tailored to each respondent. S/he addressed either a specific 

infrastructure project or described his/her authority in tourism and infrastructure 

development. Several government officials also provided documents with additional 

information regarding population, employment, industries and investment in infrastructure. All 

documents were valuable in explaining tourism development in the study area. 

Tourism Business  

The selection of tourism business operators was based on the length of time s/he had been in 

the tourism industry or in Krabi. The criterion for the length of time in tourism was important 

to provide insight into tourism and infrastructure planning issues and changes to the region. 

Interviews with tourism operators were to gain their perspective on tourism transportation 

infrastructure and their relationship to local residents, government and other tourism 

businesses. The tourism businessmen who were interviewed ranged from boat drivers to resort 

owners and pancake vendors. Although the interviews continued to be semi-structured, the 

formality varied depending on the size and scale of the business. Some interviews with tourism 

businesses were conducted in English. 

Local Residents  

Local residents were interviewed for two reasons: (a) to identify the poorer residents and their 

impressions of tourism development, and (b) to identify what benefits, if any, came from access 

to specific tourism transportation infrastructure. 

There was an attempt to interview a greater proportion of poorer local residents. Selection was 

based on local residents' proximity to and use of tourism transportation infrastructure and on 

their perceived level of poverty. Strategies included: (a) interviewing persons using the tourism 

transportation infrastructure (e.g. lKrabi Pier), (b) visiting houses constructed of cheaper 

materials (e.g. straw versus cement), and (c) contacting persons and interviewing in areas 

recommended in previous interviews. The majority of the local residents identified themselves 

as the poorer residents in the community. Sumon and I arranged interviews by casually 

stopping by people's homes or shops and inquiring whether they were able to converse for a 

while. Interviews ranged from twenty minutes to over an hour. This approach suited the 
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informal nature of village life. The majority of these interviews took place in their homes or near 

the infrastructure. 

Photo 2 Sumon interviewing poorer residents 

In determining the benefits that residents 

received from access to tourism transportation 

infrastructure, a definition of benefit (or 

positive impact) was developed. A benefit or a 

positive impact is subjective, based on the 

person or persons who experience the effect. It 

is expected that a beneficial or a positive impact 

improves or promotes a situation. For instance, 

a positive impact for the poor could be improved quality of water that is linked to better 

hygiene and reduced ingestion of pathogens, reducing morbidity and mortality (Bosch, et al., 

2000: 6). 

2.3. Participant observation 
Throughout my time in Southeast Asia, participant observations were part of the overall field 

research process. 

Participant observation will be defined as a field strategy that simultaneously combines 
document analysis, interviewing of respondents and informants, direct participation and 
observations, and introspection. (1989b, pp. 17-18 in Flick, 1998: 141) 

For this study, information was gathered and discussions were held as the opportunity arose. 

As a participant observer, I visited several additional destinations in Thailand to gain a better 

understanding of tourism development and infrastructure issues. I attended two meetings in 

Krabi, one in Bangkok and another in Cambodia (Appendix C). The visits contributed 

additional insight to my research by enlarging my scope of understanding beyond Krabi to 

broader issues. 

Participant observation was used as part of the initial survey of the case study area. Casual 

discussions and scouting of the area were useful in (a) locating areas of poorer residents; (b) 

discussing with local residents the changes that had occurred within tourism development; and, 

(c) in surveying guesthouses and hotels in Krabi. 
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2.4. Phase III analysis and findings 
In this final phase of research, interviews were transcribed and common themes were identified. 

Themes from the interviews were analyzed, together with information gathered from previous 

research, participant observations, interviews in Bangkok and observations in Cambodia. Each 

source or each research activity contributed with varying weight to at least one of the four 

objectives identified in Chapter 1. Findings for each of these objectives were based on a 

combination of research activities. The following table identifies each research activity as either 

a main or supplementary contribution to each objective. The Appendices list specific 

information regarding the interviews including title, organisation, date and location. Research 

activities for Objectives 1 and 2 were often conducted together, thus the main and 

supplementary sources for the first two objectives are shared. 

Table I Sources for objectives 

Main Sources Supplementary Source 

Objective I 
To identify and describe 
tourism transportation 
infrastructure 

Objective 2 
To identify the potential 
benefit of tourism 
transportation infrastructure 
for poorer residents 
Objective 3 
To examine specific 
examples of how the 
provision of tourism 
transportation infrastructure 
affects poorer residents 

Literature review 
•There is a large body of 
literature linking infrastructure 
to poverty, and infrastructure 
to tourism 
•The theoretical links and 
benefits between the three 
topics is made in Chapters 3 
and 4 

Key informant interviews in 
Bangkok 
• Questions on potential areas 

of linkage and cooperation 
Cambodia observations 
• Discussions with technical 
assistance team 

• Participant observations 

Krabi case study 
• Interviews with local residents 
• Interviews with local 
governments 
• Interviews with tourism 
business operators 
• Participant observations 

Documents from 
• Key informants in Bangkok 
• Respondents in Krabi 

Key Informant Interviews in 
Bangkok 
• TAT informants in Bangkok 

Objective 4 
To gain an understanding of 
the opportunities and 
obstacles in the private and 
public sectors involved in the 
provision of transportation 
infrastructure for tourism 

Krabi case study 
• Interviews with local 
government officials 
• Interviews with local 
businessmen 
• Documents 

Cambodia observations 
• Discussions with technical 
assistance team 

Key informant interviews in 
Bangkok 
• Questions regarding the 

perspectives and experiences 
of stakeholders working with 
poorer residents 

• Documents 

Findings from each objective are synthesized in order to gain a holistic understanding of the 

MDP topic. Developing synthesized findings is a necessary step in developing conclusions and 
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recommendations. Additionally, a brainstorming meeting of experts on tourism and poverty7 

was used to further influence the development of conclusions and recommendations by 

identifying areas of research which needed more direction and study. The synthesized findings 

from the case study and the information from the brainstorming meeting contributed to 

addressing challenges in the MDP topic. 

2.5. MDP limitations 
Research in a foreign country poses significant difficulties but it also provides opportunities to 

explore a subject matter in greater depth. This last section of the chapter explains the difficulties 

I encountered and how they were handled. These difficulties or limitations are considered in 

interpreting results and in presenting the conclusions and recommendations. Limits to the MDP 

include: 

> the scope of the MDP in relation to the larger body of research; 
a limited timeframe, budget and tourism season to conduct research activities; 

> validity of interview responses; and, 
problems in conducting research in a foreign culture. 

In order to manage the MDP, the scope of each topic (tourism, poverty and infrastructure) was 

limited. Poverty is a problem with many dimensions. This research is not an attempt to 

juxtapose a poverty reduction rationale alongside every infrastructure project that supports 

tourism. Every poverty situation will have varying obstacles and degrees of deprivation, not all 

of which will merit transportation or infrastructure assistance. 

A broad range of funding sources and a mix of actors were identified in the case study. Little is 

known about the process of arranging these contracts and agreements, particularly where 

tourism and government have interacted on infrastructure projects. In Krabi, there was little 

opportunity to go into detail regarding types of agreements and relationships between public 

and private partnerships. 

Only one case study was conducted in the new field of study and so the MDP conclusions must 

consider the case study in relation to a more general body of research and practice. Findings do 

7Brain Storming Session: Tourism and Poverty, Jointly organized by ESCAP, CUC UEM Project and Urban 
Management Centre, 09/11/01. The purpose of this meeting was to develop the detailed objectives and agenda for a 
future seminar on Tourism, Poverty and Gender. 
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not include areas with other types of tourism other than in the case study. I augmented the level 

of confidence by using additional participant observations in Thailand and Cambodia and 

research from EVDS 702. It is my view that one case study is a valid starting point to begin 

studying poverty reduction opportunities in tourism development. 

Research in Southeast Asia took place over three months, from June to September 2001. Most of 

this time was spent in Bangkok, with August in Krabi. Three months was a sufficient period to 

gather data but more time and funding would have resulted in an expanded list of key 

informants. Further visits to Southeast Asia to verify research results would also have been 

valuable. Three months in Southeast Asia did not allow follow-up discussion of the findings 

with case study residents or with key informants in Bangkok. 

Participant observations and interviews took place in August, the low tourism season in Krabi 

and most of Southeast Asia. It should be noted that tourism in Krabi is heavily dependent on 

visitor numbers in the high season. In light of the seasonal fluctuation, interview questions were 

balanced to recognise the variation. It must be acknowledged that because research was 

conducted in a foreign country, culture and language, there may be some errors when 

interpreting information as cumulative, low or high season impacts of tourism. 

Key informants were able to provide more candid and pertinent information than that in 

written documentation. Interviews were extremely helpful in giving additional information 

and perspectives. Interviews in Bangkok and Cambodia assisted my understanding of the 

tourism development climate throughout Southeast Asia. 

During the research process, it was felt that the topic of infrastructure was not politically 

sensitive. In other words, the topic was easily discussed with many different people. The topic 

of tourism provoked vocal and diverse opinions depending on the perspective of the source and 

the situation at hand. 

The accuracy of the responses was due in part to the person being interviewed and the way the 

interview was conducted. There were a few interviews during the case study where responses 
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seemed more guarded, or the respondent tried to answer the question with a "correct" response 

rather than his/her own perspective. At times, government officials gave more guarded or 

politically correct answers. Some business associations tried to advance a particular perspective 

when a factual answer was desired. There may have been misunderstandings on my part, the 

respondents' part, or the interpreter's part. Whenever possible, the data was triangulated 

(confirmed again by another source) either by questioning other respondents or through 

participant observations. Unfortunately, in certain situations, the particular respondent was the 

only authority on that issue. 

Based on the case study, the number of respondents interviewed is too small to represent a 

statistically significant proportion of the local population or to support generalized findings. 

However, most of the tourism and infrastructure findings do affect all residents. Furthermore, a 

larger proportion of poorer respondents was intentionally chosen to collect more information to 

develop a better interpretation of their opinions on tourism transportation infrastructure. 

Another method of increasing the validity of the findings was to ask a group of people rather 

than a single person. When interviewing boat drivers at the pier, for example, several drivers 

would openly discuss their responses to a question in front of us, agreeing or disagreeing with 

each other. In this way, we conducted several ad hoc focus groups. Focus groups generated a 

diversity of opinion as well as consensus, based on our open-ended questions. As a result, the 

information we were able to gather seemed more valid. 

Many of our interviews in Krabi were referrals from other members of the community. Personal 

relations in Asia and in rural Thailand are highly regarded and so referrals provided context 

and trust for a more accurate and cooperative data collection process. 

During my time in Krabi, my only research relationship was with CUC at AlT in Bangkok. Since 

I was an independent foreign student and my only ties were with a well-respected and neutral 

academic institution, it was hoped that anonymity and neutrality would be assumed. This 

neutrality gave respondents confidence to respond candidly to my questions because I was not 
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reporting back to the local or regional authorities. Furthermore, I was not paid for any of my 

work in Krabi nor was I a member of any tourism or poverty stakeholder group in Krabi. 

My understanding of the Thai language was rudimentary. It is important to acknowledge that a 

substantial gap exists between acquiring a glimpse of a community and having a deep 

understanding of tourism and development in Krabi. The best means of completely bridging 

this gap would have been fluency in southern Thai and a longer stay in Krabi. By working with 

an interpreter I attempted to bridge cultural and language differences. Overall, from my 

experiences in Krabi, Bangkok and Phnom Perth, I was able to collect enough data to complete 

the objectives and place the case study into the larger scope of my research topic. 

Vivien Lo Page 18 of 125 



research framework CHAPTER 

3.0. Introduction 
There are many methods of reducing poverty. Tourism is just one method of linking growth to 

poverty reduction. Within tourism, there are also different activities that are linked to poverty 

reduction. They can include language education, skills trainings, employment and in the case of 

the MDP, infrastructure provision. Within infrastructure are several types built for different 

purposes including - water and sanitation, electricity, communication and transportation. This 

MDP explores one specific type of infrastructure - transportation - within a particular industry 

- tourism. 

This chapter develops the topics of poverty, tourism and transportation infrastructure in the 

research framework for the MDP. First, a series of issues that guided the topic are discussed. 

Second, current research in poverty is discussed and methods that are useful for this MDP are 

emphasized. The broader definition of poverty is used to gain a comprehensive understanding 

of poverty and equity. Discussion includes the reasons for local-level poverty research and how 

this type of research is conducted. Third, infrastructure for tourism (including transportation 

infrastructure) is defined and linkages to poverty are explored. Fourth, the local perspective is 

addressed and, in particular, the background research which involved a brief visit to Cambodia 

to explore opportunities to link tourism and poverty. Lastly, sustainable development is 

discussed in order to unite the issues, characteristics and relationships identified in the 

preceding discussion. Sustainable development provides a holistic approach in building the 

case to integrate elements of infrastructure, tourism and poverty. The following figure is a 

diagrammatic description of the research framework which illustrates the development and 

scope of this MDP. 
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Figure 1 Research framework 

Defining a series of background issues 

MDP: Addressing poverty through tourism-related transportation infrastructure 

Methods of reducing poverty 

tourism f education health care 

Linkages between tourism and poverty 

infrastructure I language training skills training 

Types of tourism infrastructure 

transportation electricity water and sanitation 

Making the link to poverty reduction at the local-level 

Sustainable 
development 
principles 

Information gaps 
• Defining and understanding the definitions of poverty, 

tourism, transportation infrastructure 
• Observing local-level poverty and tourism project 
• Principles of sustainable development that apply to this topic 

o Local-level, equality, comprehensive impacts and long-term 

Activities to follow 
• Case study in Krabi 
• Findings and recommendations 
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3.1. Background issues uniting the topics 
In all developing countries, there is competition for the limited resources necessary for 

development (ESCAP & AITD, 1999: 21). Investments in rural infrastructure represent an 

important component of national planning resources and are used to meet various objectives 

decided by policy-makers (Thid, 1999: 11, 20). Distributing growth more equitably can be 

viewed either as an opportunity or as a necessity for policy-makers, given the limited resources. 

The likelihood of sustaining poverty reduction and equitable development are improved 

through economic growth, rather than relying on large amounts of foreign aid (ESCAP & AITD, 

1999: 3). Eliminating poverty is an enormous task. Economic growth is necessary but not 

sufficient to reduce poverty (CIDA, 2000a: 2). 

Since poverty is a reflection of inequality, policies which strive for poverty reduction or equality 

will likely affect one another. Research shows that for a given rate of economic growth, poverty 

can be reduced faster in countries that have a more equitable distribution than in countries 

where inequality is significant (World Bank, 2001:52). A working definition of equality is 

therefore as important as a definition of poverty. For the purposes of this MDP, equality 

signifies the same privileges, rights and opportunities for everyone. Equality means that every 

individual has an opportunity to develop his/her own capacity and access his/her political, 

social and economic resources. 

The task of planning for growth and equity is complex. In the case of tourism, this industry is 

recognized by developing countries as a means of developing by increasing infrastructure and 

by improving economic performance (Harrison, 1992:17-18; Smith, 1992b: 167; Shah & Gupta, 

2000: 43). In attempting to achieve equality, an important question for local policy- and 

decision-makers to consider is how tourism growth will benefit a community's residents and 

especially its poorer residents. 

The question is difficult because most infrastructure and economic growth projects claim that 

they will reduce poverty. Unfortunately, the results of economic growth projects have been 

mixed or have occurred with unanticipated time lags (ESCAP & AITD, 1999: 2, 104). During the 
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initial stages of infrastructure development, only the rich are likely to benefit from the 

infrastructure project. This argument is used to explain the weakness of relying completely on 

economic growth for poverty reduction. Political power, including the distribution of economic 

power, mimics existing distribution that may be particularly unfavourable to the poor (World 

Bank, 2001: 1). 

Furthermore, infrastructure benefits tend to be indirect and intangible, flowing over a period of 

time in a dynamic context (ESCAP & AITD, 1999:22). Without a poverty reduction emphasis, 

infrastructure development tends to have a pro-rich bias since benefits of development are 

distributed as per the assets that already exist amongst the poor and the rich (Ibid. 1999: 22). 

Tourism is largely a market-influenced activity; profits are essential to its long-term survival. 

Due to the profit motive, tourism's contribution to poverty reduction is often variable, with 

indeterminable or substantial time lags. There is a significant chance that the financial resources 

for tourism-related infrastructure are spent without any commitment to the local residents or to 

poverty reduction. Hence, it is advantageous to ensure that economic growth is linked to 

poverty reduction. 

Tourism has the potential to be an effective instrument in accomplishing the twin objectives of 

(1) economic development through tourism, and (2) more equitable benefits through the 

provision of infrastructure. If infrastructure is constructed for tourism growth, then the lack of 

resources and the variability of economic benefits from tourism are reasons to emphasize that 

the provision of infrastructure should also serve poorer residents. The provision of tourism 

infrastructure becomes an opportunity to address economic and social inequalities. 

In order to understand these issues better, a multidisciplinary approach which accepts a local 

perspective is advantageous. The approach must allow the identification of existing inequalities, 

both social and economic. Furthermore, this approach would not place an inappropriate 

economic value on the tourism industry. "While tourism is most often seen as economic in 

nature, it must be recognized that tourism has a number of non-economic purposes, and 

benefits range from social to environmental" (Centre for Environmental Design, Research and 
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Outreach (CEDRO), 1999: 1-2). These concerns are heightened when tourism development is 

subsidized by public resources (McLaren, 1998: 71). 

3.2. Poverty 
The definition of poverty was stated at the beginning of the MDP with some basic background 

information. While the brief overview was necessary to present the rationale, the following 

poverty discussion is more comprehensive. Recently, the inquiry into poverty reduction has 

broadened along with its methodology. Hence, poverty is discussed here to address local 

research perspectives, research methods and how this applies to the MDP. 

3.2.1. Current poverty research 

Current poverty research recognizes the complexity and continuance of poverty. Asia is home 

to two-thirds of the world's poor (CIDA, 2000b: 1). International aid agencies recognize the 

widening income gap between rich and poor within countries (ADB, 1999:4) and a widening 

gap between the poorest and richest countries (World Bank, 2001: 3). The World Bank, along 

with other organizations involved in international development, announced their commitment 

to poverty reduction through several goals. For example, "The international development 

target of halving the proportion of people living in extreme poverty by 2015 has been widely 

adopted" (Ashley, 2000: 1; World Bank, 2001: 5). Current research also acknowledges that 

income and economic growth are only part of the effort to reduce poverty (CIDA, 2000b: 1) and 

includes the following considerations: 

> Broader concept of poverty 
In recognizing poverty's complexity, the causes and effects of poverty are much broader 
than previously acknowledged. Broader concepts incorporate definitions of "well-
being" or the "good life" and the factors that prevent it. Factors of poverty now involve 
discussion of access, opportunity, security, inequality and empowerment. Although 
economic growth is important, it alone is not sufficient to sustain poverty reduction. 

> Contextual and local-level examination 
New poverty research respects community level activity and values smaller scale 
analysis. The drawing of overarching generalisations from this new information is 
discouraged (CIDA, 2000a: 9). Smaller-scale analysis can address the causes of 
vulnerability and lack of opportunity that are pertinent to a particular context. 
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> Data collection 
In the local context, data collection methods incorporate qualitative information, such as 
the detailed documentation of the "voices" of the poor. Data is collected using 
participatory methods and group discussion to encapsulate context and local 
perspectives (CIDA, 2000a: 9). 

> Poorer people have knowledge 
New information has been gained by accepting a broader concept of poverty and by 
accepting poorer people's perspectives. The poor understand the definition of well-
being within their own communities and regions, and they also know what is needed to 
remove themselves from poverty. 

For example, 
Almost all the participants believe the state should provide them with basic services and 
infrastructure. They want a government that has the courage to govern fairly. They see 
education and health care as important for a higher quality of life. Their hope for a better 
life focuses on their children. (CIDA, 2000a: 3) 

The World Bank's comprehensive poverty reduction strategy calls attention to opportunity, 

empowerment and security (World Bank, 2001: 37). The Bank emphasises interconnectedness 

between local and national levels (World Bank, 2001: 41). The Asia Development Bank 

acknowledges poverty's multitude of definitions, multidimensionality and infinite number of 

causes and effects (ADB, 1999: 5-7). 

There is a shift to a broader definition of poverty that accepts poverty as deeper than just 

satisfying basic needs. Current research reflects the expanded criteria: the perspectives of the 

poor, their context and local-level issues. These criteria are transferable to case study research 

methodology which incorporates local circumstances and qualitative interviews in the 

respondents' community. Overall, the current methods and scope of poverty research parallels 

this study's interest in exploring tourism and infrastructure linkages to poverty. It allows for 

tourism and infrastructure to be explored in relation to poverty. Therefore, current poverty 

research supports this study's approach in exploring opportunities for tourism-related 

transportation infrastructure to benefit the poor. 

3.2.2. Poverty and inequality perspectives in tourism 

There are inequalities between the visitors and local residents (McLaren, 1998: 30). In this 

section, Abraham Maslow's "hierarchy of needs" is used to illustrate inequality, poverty 

perspectives relative to tourism, and to apply the broader definition of poverty. Maslow 
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identifies five levels, or "needs," which he believes all humans strive to attain. This hierarchy 

was developed to predict and describe human behaviour and is recognized in many fields of 

study including tourism (Hall & Page, 2000: 53). Maslow's basic premise is that one will not 

attempt to attain a higher level unless the lower levels have been achieved. 

Figure 2 Maslow's hierarchy of needs 

This hierarchy can be applied to 

recent definitions of poverty. 

Sustaining poverty reduction 

requires more than satisfying basic 

physiological needs. By Maslow's 

basic premise, reducing poverty 

necessitates solutions and strategies 

which assist the poor in climbing up 

the hierarchy. For example, a person 

can strive for safety once s/he is able 

to feed and clothe her/himself. Once 

that is achieved, a person may begin to search for opportunities to save sufficient capital to open 

a tourism business. Asset accumulation is one method of gaining control and access. It is a 

component of poverty reduction that is indirectly linked to infrastructure services and will 

allow a person to move higher in the hierarchy. 

Poorer residents in Levels 1 and 2 are probably not in a position to participate in the economic 

benefits of tourism, particularly if their basic needs have not been met. Most tourism 

employment for local residents tends to be unskilled and low-waged, and lacks security 

(Harrison, 1992:14; Shah & Gupta, 2000:27). This type of employment may be sufficient to assist 

the poor in meeting their basic needs but it will provide little to invest in education or business 

development necessary to move the hierarchy. 

Local residents would have greater opportunity to climb up Maslow's ladder if they were able 

to seek middle-waged and stable tourism employment. Middle-waged labour is often imported 

from urban centres. The highest wages are earned by owners and managers who tend to be 
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from outside the region or even outside the country (Shah & Gupta, 2000: 27-28). To participate 

in the economic benefits of tourism, a person would need to be in Levels 4 or 5 in order to 

benefit. These would be the wealthier members of the community who have achieved higher 

levels in the hierarchy and have a greater capability to develop their potential and to participate 

in the economic benefits of tourism (e.g. English-speaking abilities; having an additional room 

to rent). Within the host community, it is often only these segments of the community that are 

better-off and are able to participate in and reap the economic benefits of tourism (Ibid. 2000: 

27). For the poorer residents, their lack of capability becomes a barrier which prevents their 

participation in the economic opportunities, especially if their own basic needs are not met. 

Macro statistics such as an unemployment rate is not able to encapsulate these employment and 

economic differences between communities or within a community. Furthermore, documented 

cases exist where poorer residents of the community were unable to benefit or were excluded 

by design from the local economic benefits of tourism (Smith, 1992a: 214; Simpson & Wall, 1999: 

283-296; Shah & Gupta, 2000: 27). 

Begging for change 

'We live in huts on a small piece of land. We grew vegetables -cassava, sweet potatoes, 
maize, rice, tomatoes - and picked fruit and nuts in the forest. Land was in abundance. Now 
everything is money - I do not have a job or a business. Look at my house! The corrugated 
sheets are all worn out. We have no cash to carry out petty trade. We are literally beggars. 

The sad thing is our children are joining the same boat. The Kololi of yesterday is now a 
suburban area with some of the highest land prices in the country. All the poor are selling to 
rich prospectors. The hotels have not contributed to building even a primary school or clinic. 
We have no social amenities that have arisen from hotels We are left in the cold. We had no 
land to cultivate, no beaches to go to for fishing and no employment. We have been like this 
for almost twenty years" 

Dawada Gal lives next to a million-dollar tourist resort in Kololi, The Gambia 
Source: VSO's World Wise Tourism Camaicin 1998, VSO 

3.3. Infrastructure definitions and their relationship to poverty 
A discussion to refine the infrastructure terms follows. These terms are the basis to develop a 

working definition of tourism transportation infrastructure. 
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3.3.1. Infrastructure to tourism transportation infrastructure 

Physical infrastructure includes four main categories: energy, transportation, information and 

communication technologies,8 and water, irrigation and sanitation (CIDA, 1996a: 8). Physical 

infrastructure excludes less tangible services often termed "social or soft infrastructure," such as 

education or welfare services to the poor. Physical infrastructure provides a flow of tangible 

services and often requires government initiative. 

These services are clean and accessible water, good roads and ports, reliable and 
affordable energy, and communication and information services. The infrastructure 
services which flow from physical infrastructure alleviate poverty, promote social and 
economic development, safeguard health and improve the quality of life. (CIDA, 1998: 1) 

The term physical infrastructure embodies the same types of services that are referred to as 

"basic infrastructure" or simply as "infrastructure" by other sources (ESCAP 2000; CIDA 1998; 

ADB 1999). Hence, the term physical infrastructure is used throughout this MDP. 

Infrastructure for tourism includes more than physical infrastructure. Tourism infrastructure is 

tangible and intangible. Tangible examples include airports, roads, accommodation, restaurants 

and electricity, some of which are less likely to be of any direct benefit to the poor (airports). 

Less tangible tourism infrastructure, which is also of lesser benefit to the poor, includes travel 

insurance services, travel agencies and money exchanges, many of which are private 

enterprises. 

Physical Tourism Infrastructure refers to all the physical infrastructure necessary for the 

tourism industry. 

In planning, 'infrastructure' refers to those forms of construction on or below the ground 
that provide the basic framework for effective functioning of development systems such 
as urban areas, industry, and tourism. Transportation facilities and services, water 
supply, electric power, sewage and solid waste disposal, drainage, and 
telecommunications are all components of the infrastructure typically required for the 
development of tourism at various levels (Inskeep, 1991: 119). 

The physical tourism infrastructure required for each destination can vary considerably. 

Physical tourism infrastructure is highly site-specific, depending on the location, existing 

infrastructure and type of tourism desired. In some situations, every basic type of physical 

tourism infrastructure is required. In other situations, it involves only one or two very 

8 Information and communication technologies consists of the basic infrastructure required telecommunications. 
This likely includes: telephone wiring, TV and radio broadcasting, internet-related equipment, Information 
Communication Technology and Poverty  (2000). 
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specialized items (e.g. a pier, electricity). In this MDP, the physical tourism infrastructure 

explored is specific to transportation. 

Tourism transportation infrastructure is the basic transportation infrastructure for tourism. It 

can include roads, piers, docks, airports, railroads and bridges and is built and/or used by the 

tourism industry. Tourism transportation infrastructure supports the transportation services 

required for tourism. 

3.3.2. Linking tourism transportation infrastructure to poverty 

This section describes infrastructure in relation to poverty and tourism. In developing countries, 

the lack of basic infrastructure can significantly impact the lives of the poor. Poorer people 

spend more time and energy obtaining basic needs, such as fuel and water. If infrastructure 

does exist, it is often already strained. Inadequate and insecure access to clean water affects 

sanitation and health. Absence of transportation infrastructure can prevent access to 

employment, education and health services (CIDA, 1998: 3). Poorer people often have difficulty 

accessing existing infrastructure and services (Brock, 1999:51), leaving some residents feeling 

hopeless. Consequently, additional tourists or short-term residents sharing the local 

infrastructure could create further stress on an already strained infrastructure system. 

Table 2 compiles different infrastructure descriptions. It compares the working definitions of 

infrastructure given by different organizations involved in poverty reduction or tourism 

development. Column 3 lists the physical infrastructures required to reduce poverty. These 

kinds of infrastructure are shaded to show that is can be linked to physical tourism 

infrastructure (Column 4) and broader tourism components (Column 5). In some cases, the 

infrastructure necessary for tourism has limited linkages to poverty reduction (e.g. faxes). 

Transportation infrastructure is listed first in Table 2. 
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Table 2 Infrastructure for basic needs, poverty and tourism 
(1) 

Basic or 
physical 

infrastructure 

(2) 
Infrastructure 
required for 
basic needs 

(3) 
Infrastructure 
required for 

poverty 
reduction 

(4) 
Infrastructure 
for tourism 

(5) 
Components 
for tourism 
development 

Transportation: 
Roads  

AirportS7 

Railways 

Waterways 

Bridges 
V 

.7 

V 

Electrical Services: 

Telecommunications 

Faxes 

Internet 

Television 

Radio 

Electricity 

/ 

/ 

V 

V 

/ 

Water, Irrigation, Sanitation: 

Potable water 

Water supply 

Drainage  

Sewerage 

Solid waste disposal 
systems 

V 

V 

V 

/ 

/ 

/ 

V' 

V 

V 

/ 

V 
V 

V 

V 

Tourism Services: 

Accommodation 
Restaurants 
Recreational facilities 
Shopping facilities 
Information services 
Arts, crafts 

Money exchange 
Banking 
Emergency medical 
care 
Public safety 

Postal services 
Tourist attraction and 
activities 

I 

/ 

V 

V 

V 

V 
V 

V 

V 

V 

V 

V 

Source of definitions 

(1) This is the physical infrastructure as defined by CIDA. This definition does not imply consideration of 
poverty or basic needs nor is this definition tied to tourism; 

(2) Following the definition of basic needs (CIDA), this is the infrastructure required to support basic needs; 
(3) Following the definition of poverty reduction (CIDA), this is the infrastructure necessary to reduce poverty, 

it requires more than just the provision of basic needs; 
(4) Tourism infrastructure as identified by ESCAP; 
(5) Components of tourism are considered necessary by the WTO. 

The reduction in poverty implies more than satisfying basic needs, so Column 3 "Infrastructure 

required for poverty reduction," is preferred (shaded) rather than Column 2 "Infrastructure 

required for basic needs." 

Vivien Lo Page 29 of 125 



Chapter 3 Research framework 

As can be seen from Table 2, Infrastructure for tourism (Column 4) has the potential to provide 

all the necessary infrastructure that poorer residents need, except for emergency medical care. 

By exploring infrastructure in specific locations, it is likely that only some of the infrastructure 

for tourism can assist in poverty reduction. The mere presence of this infrastructure does not 

guarantee any benefit to the local residents, let alone the poorer residents. One of the intentions 

behind this MDP and the case study is to gain a better understanding of the potential benefits 

from infrastructure for tourism. Does the potential exist? How can it be seized? Where and how 

is the potential being suppressed? Answering these questions will provide for a clearer 

understanding of the relationships between the three elements and create a better fit to address 

specific issues in the future. 

3.4. Local-level approach 
My previous work through EVDS 702 was a study of tourism at the local-level. The findings 

from this past work marked the beginnings of my interest in addressing tourism at the local-

level and with an infrastructure focus. In particular, observations made during previous work 

in EVDS 702 indicated that tourism within a rural community tended to benefit the parties who 

were already better-off. Tourism was observed to be inequitable at the local-level. These 

findings drove the investigation of poverty in order to address inequalities. A visit to Cambodia 

during this study was a continuation of tourism research that emphasized a local-level 

approach. 

3.4.1 Phnom Penh, Cambodia 

Part of the research process for this study included an opportunity to observe tourism planning 

in Cambodia done by a technical assistance team. The technical assistance team, funded by the 

Asia Development Bank (ADB), constructed Cambodia's national tourism development plan, 

one component being concerned with poverty reduction. Through interviews, meetings and 

documents gathered (Appendices B, C and F) it was possible to reinforce the value of local-level 

strategies. The information contributed a better understanding of the way local poverty 

reduction opportunities could be linked to tourism development. Cambodia is one of the least 
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developed countries in the world.9 Physical infrastructure for tourism could play a dual role of 

servicing the local poor and the tourism industry. 

A key observation in Cambodia was a report identifying poverty issues pertaining to one of 

Cambodia's tourism destinations - its capital, Phnom Penh.10 The aid agency identified three 

broad areas that required further poverty reduction strategies: (1) access to basic services; (2) 

income generation; and (3) improved local governance. Included in the access to basic services 

were affordable land, the provision of physical infrastructure, affordable housing, social 

infrastructure and disaster management (United Nations Development Program 

(UNDP)/United Nations Centre for Human Settlements (UNCHS), 1999: 6). Furthermore, the 

document recognized poorer people's ability to survive and their ingenuity in the search for 

income. The report described barriers to self-improvement as: lack of education; neglect by 

government; prevailing regulations that are ineffectual; and, wrongly conceived programs. 

Documents of this nature could be used to justify and pinpoint opportunities for joint tourism 

and poverty reduction strategies. Within the scope of tourism, infrastructure development 

could be considered in these joint strategies. As gaps and barriers to poverty reduction are 

already identified, tourism and infrastructure can create specific links to poverty, beginning 

with "broad areas that required further poverty reduction strategy." For example, the design 

and location of a bridge for tour bus access could be poverty-sensitive. The bridge could be 

designed to accommodate pedestrian and motorcycle access and would be located in a place 

that minimizes walking distance between poorer residential areas and the market. These are 

poverty reduction opportunities that address local issues. 

The UNDP/UNCHS document provides a view of the poverty in daily lives. The document 

addresses issues that reflect a broader understanding of poverty and highlights specific areas 

which require action. This document shows there is opportunity for external involvement (e.g. 

tourism) to assist in specific poverty reduction gaps. Understanding where the potential 

9 Cambodia is among the world's ten poorest countries, in part due to its tragic history of war, terrorism, genocide, 
foreign occupation, poverty, environmental degradation, human-rights abuses, and the devastation caused by land 
mines (Cambodia, Country Background- CIDA). 
www.acdi-cida.gc.ca/cidaweb/webcountry.nsf/VLUDocEn/Cambodia-Countrybackground 
0 Urban Poverty Reduction Strategy in Phnom Penh  (UNDP/UNCHS, 1999). 
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linkages exist is a start to identifying appropriate strategies to reduce poverty. This is an applied 

and practical approach with demonstrative and measurable results. 

3.5. Sustainable Development 

Sustainable development is the overarching concept that guides this MDP. It is an 

intergenerational approach to development that is able to bring together the attributes 

identified at the community level and in current poverty research. 

3.5.1. Sustainable development and sustainable tourism 

A chronological overview of sustainable development is used to explain its influence on 

tourism and its relevance to the study's frame of reference. In 1987, the World Commission on 

Environment and Development introduced sustainable development in Our Common Future.11 

The report examines issues of growth and the common insecurities of resource scarcity. It 

defines sustainable development as "development that meets the needs of the present 

generation without compromising the ability of future generations to meet their own needs." 

(World Commission of Environment and Development, 1987:43) 

Even the narrow notion of physical sustainability implies a concern for social equity 
between generations, a concern that must logically be extended to equity within each 
generation (Ibid, 1987:43). 

Sustainable development emphasizes meeting "in particular the essential needs of the world's 

poor, to which overriding priority should be given" (Ibid, 1987: 43). The concept of sustainable 

development is a framework intended to operate globally, regionally and locally. Sustainable 

development unites ecological, social and economic factors as imperatives to development. 

Following Our Common Future was an action plan, Agenda 21, which was developed from the 

Earth Summit in 1992. Agenda 21 attempts to clarify the most critical issues of environment and 

development at that time (Sprecher, 2000: 29). However, neither Our Common Future nor 

Agenda 21 made any mention of tourism and tourism resources. 

In 1995, the World Tourism Organisation published Agenda 21 for the Travel and Tourism 

Industry. It introduced the term "sustainable tourism" which guides sustainable development 

11 Our Common Future. 1987 World Commission on Environment and Development, otherwise known as the 
Bruntland Commission Report 
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for tourism practitioners. WTO's definition of sustainable tourism includes most of the 

sustainable development principles. 

Sustainable tourism development meets the needs of present tourists and host 
generations while protecting and enhancing opportunity for the future. It is envisaged as 
leading to management of all resources in such a way that economic, social and aesthetic 
needs can be fulfilled, while maintaining cultural integrity, essential ecological process, 
biological diversity and life support systems (WTO, 1995:30). 

Sustainable tourism respects economic, social and ecological processes in the local community 

(WTO, 1995: 44-45). This definition is the tourism industry's recognition of sustainable 

development and indicates that the industry has a vested interest in the finite supply of local 

"rntrinsic"12 resources. Since the adoption of both definitions (sustainable development and 

sustainable tourism) activity has been demonstrated through the advancement of sustainable 

indicators and community level tourism planning guides.1314 

Although Agenda 21 for the Travel and Tourism Industry recognizes that poverty persists 

(WTO, 1995: 31), neither poverty nor equity is identified as a priority area of action in the 

Agenda (WTO, 1995: 5), nor is it explicitly stated in the definition of sustainable tourism. The 

MDP acknowledges sustainable tourism (defined by the WTO) as a valid starting point for the 

tourism industry to move from a growth model toward sustainabiity. It will not neglect WTO's 

efforts toward sustainabiity; however, all criteria (poverty, equity) for sustainable development 

were not met. Sustainable development is the preferred concept in this project because it 

embodies the following key aspects: 

> Extends beyond the economic scope 
Sustainable development and sustainable tourism recognizes that social and 
environmental processes are equally imperative. It considers not only the 
economic impact of tourism, but how it impacts the process of obtaining 
livelihood, regulating the environment, and achieving social well-being. 

12 intrinsic means the real nature of a thing; not dependent on external circumstances; essential; inherent. In reference 
to tourism in Southeast Asia, intrinsic tourism resources include natural feature and cultural heritage that already 
exists. Webster's New World Dictionary (1998) 
13 What Tourism Managers Need to Know: A Practical Guide to the Development and Use of Indicators of 
Sustainable Tourism. 1996, WTO 
14 Sustainable Tourism Development: Guide for Local Planners. 1993, WTO 
Indicators for the Sustainable Management of Tourism. 1993, IISD 
Planning for Sustainable Tourism Development at the Local Level: A Workbook. 1999, CEDRO 
Guidelines on Integrated Planning for Sustainable Tourism Development. 1999, ESCAP 
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Reaffirms equality at the community level 
Agenda 21 stresses sustainable development within a local framework, thereby 
supporting equality within generations and communities. Local-level 
understanding helps to ensure a more equitable share of power and a more 
equitable distribution of benefits. Consequently, benefits from tourism must also 
follow this approach. 

> Cuts across industries and is long-term 
Tourism involves broad industry sectors such as transportation and services. 
Thus, it is extremely difficult to measure the common claim that tourism is the 
largest industry in the world (CEDRO, 1999:1-1). The impacts of tourism 
accumulate over a long time and may nOt be obviously linked to tourism (e.g. 
community drinking water that is slowly contaminated by raw sewage from a 
few guesthouses). Sustainable development allows examination of a number of 
direct and indirect impacts on a community over a long period. 

> Includes the poor and recognizes inequality 
Inequality is more than economic disparity. It includes social factors and occurs 
within generations. Sustainable development gives overriding priority to the 
poor in social, economic, environmental and intergenerational aspects. 

Thus, this MDP will adopt a "sustainable development framework" that specifies equity and 

poverty rather than a "sustainable tourism framework." Moreover, sustainable development 

accepts the community perspective, encompasses the broad dimensions of poverty, and 

maintains a balanced approach to understanding both economic and non-economic impacts. 

3.5.2. Pro-poor tourism 

The concept of pro-poor tourism emerged through renewed interest in eradicating poverty. The 

concept can be incorporated with the framework of sustainable development. Pro-poor tourism 

can be used to steer sustainable development in the direction of actively reducing poverty. The 

concept of pro-poor tourism is taken from research and aid organizations in the United 

Kingdom.15 This concept is different from sustainable tourism and sustainable development. 

Pro-poor tourism aims to expand opportunities. Net benefit to the poor is a goal in itself, 
to which environmental concerns should contribute (DFID, 1999: 4). 

Benefits may be felt by those already better-off. "Net benefits" are defined as gains being 

greater than the costs, with both cost and gains encompassing economic, social, cultural and 

environmental consequences. "Pro-poor strategies focus less on expanding the overall size of 

15  Tourism: Putting Poverty at the Heart of the Tourism Agenda. 2000 Overseas Development Institute 
Tourism and poverty elimination: untapped potential. 1999 Department for International Development 
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tourism and more on unlocking opportunities for specific groups (poor) within it"(DFID, 1999: 

1). 

Sustainable development already specifies that high priority should be given to ensuring the 

world's poor are able to meet their essential needs. Pro-poor tourism should be integrated with 

a comprehensive tourism plan for two purposes. First, mainstream activities such as tourism 

planning need to be influenced by pro-poor perspectives. Numerous 'stakeholders (e.g. 

community elite, tour operators and migrants) create tourism impacts. Second, pro-poor 

tourism is only a component of tourism. It cannot succeed without the successful development 

of the whole tourism destination (Ibid. 1999: 1). Pro-poor tourism planning can work within a 

comprehensive sustainable development tourism plan that addresses the entire tourism 

destination. This study incorporates pro-poor tourism aspects that are reflected in the broader 

definition of poverty and in sustainable development. Integrating pro-poor tourism into 

sustainable development is one method of addressing poverty within mainstream tourism 

activities. 

Pro-poor tourism findings from the case study will add information in several topic areas. For 

example, pro-poor tourism will contribute knowledge to the solution of poverty within 

sustainable development and in identifying poverty reduction benefits from tourism. 

3.5.3. Infrastructure and sustainability 

There are several ways in which sustainable development relates to infrastructure. This section 

will present three ways: infrastructure planning, infrastructure's longevity and access provided 

via infrastructure. 

Planning infrastructure that involves the tourism industry and poverty reduction at the local-

level introduces numerous stakeholders and issues. To begin with, an understanding of local 

stakeholders and local conditions is necessary. Each set of actors has different influences. 

Tourism planning is a mix of private and public involvement. Therefore, the stakeholders will 

also be a mix of private and public interests. The private sector usually consists of 

accommodations, restaurants and tourism operators. This group will contribute a capital 

market influence. Meanwhile, infrastructure is traditionally a public sector responsibility. 
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Moreover, public sector issues include poverty reduction and community development. There 

may be links between these issues and tourism benefits that will need to be addressed at the 

planning phase. Sustainable development's principles of local perspective, intergenerational, 

economic, environmental and social imperatives can help bring all the issues and people to the 

same table. 

It is evident that infrastructure projects are generally considered long-term and require large 

investments. It is unlikely that the land on which the infrastructure is built will ever return to its 

original condition. Infrastructure creates impacts that last more than one generation. It provides 

an example of the reasons to respect the intergenerational principle of sustainable development. 

The long-term nature of infrastructure planning can work in conjunction with tourism 

planning. For instance, the attractiveness of a destination is often based on the natural and 

cultural attractions. Rural areas tend to rely on their natural settings to attract tourists. 

Infrastructure designed to be ecologically and socially mindful can protect the sustainability of 

a tourism attraction for long-term profits. It is sensible to have a long-term perspective on 

tourism-related transportation development. 

To improve access to infrastructure, the concept of sustainable development provides reasons to 

balance economic, social and environmental impacts on the poor. These impacts are tied to the 

broader definition of poverty. Concerns include whether access provided by infrastructure will 

contribute to long-term benefits. Does access to infrastructure provide the necessary 

opportunities to meet the needs of the poor? Does the infrastructure contribute equally to 

improving conditions for all members of the community? Impacts which may be observed 

through sustainable development include some of the less tangible, yet real impacts on daily 

life. Sustainable development can encourage infrastructure provision to consider all impacts, 

rather than just impacts on tourism. The design or location of the improvements creates 

positive or negative economic, social and environmental impacts which affect access to 

infrastructure. The case study is used to explore specific kinds of tourism-related transportation 

infrastructure and its impacts on the poor. 
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3.6. Summary 

Tourism is often used to justify development for Third World countries. This study stems from 

my interest in exploring the use of tourism to improve development. From literature and 

evidence in my previous EVDS 702 work, it was observed that tourism produces positive and 

negative impacts. Exploration of non-economic impacts at the local-level was felt to be 

necessary. Issues specific to this study are tourism in rural areas and linkages between tourism 

transportation infrastructure and the benefit to the poor. 

Principles of sustainable development are able to incorporate aspects of the broader definition 

of poverty, local-level exploration and pro-poor tourism. These aspects promote qualitative 

research, local-level perspectives and include the broader factors of poverty. Pro-poor tourism 

provides direction to ensure the poverty focus is not diminished in the light of industry 

collaboration, and it provides a poverty perspective to understand infrastructure for tourism. 

The concept of sustainable development is multidisciplinary, comprehensive and supports 

exploration at the local-level. Sustainable development contributes a functional framework to 

integrate infrastructure for the tourism industry with the needs of the poor. Lastly, sustainable 

development and pro-poor tourism guide the format of the final recommendations and 

findings. These findings, if examined together, may better determine the relationship between 

poorer residents in the tourism destination community and the building of infrastructure. 

Figure 3 is the final diagram in this chapter which illustrates this chapter's findings and the 

transition forward. 

Figure 3 Sustainable development principles that support MOP topic 

Making the link to poverty reduction at the local-level 

Sustainable 
development 
principles 

Vivien Lo 

Information applied to MDP research 
Local-level: broader definition of poverty, pro-poor tourism and 
equality, qualitative research 
Comprehensive impacts: social, economic, environmental and 
intergenerational 
Sustainable development from transportation infrastructure 
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4.0. Introduction 
This chapter looks at the relationship between tourism transportation infrastructure and 

poverty reduction. The scope of the tourism and transportation infrastructure discussion is 

particular to the local-level and to rural settings. 

Secondary sources  

Several bodies of literature were used to integrate the MDP topics. Literature on tourism in 

developing countries has three main origins: (1) there is an established body of literature which 

examines tourism impacts on developing countries and their communities; (2) from a business 

perspective, international tourism industry associations16 provide information regarding the 

current needs of the tourism sector in developing countries; and, (3) Contributing to both 

perspectives are the activities and documents from international aid agenciesl7 which assist the 

development of tourism in developing countries by working with their national governments 

and local communities. 

Literature on "tourism and poverty" research is relatively current. The majority of the research 

is based on the analysis of findings from recent case studies, with infrastructure as one topic 

area. Literature which examines infrastructure benefits for the poor includes specialisation in 

specific infrastructure types (transportation, energy, etc); industrial sector involvement (mainly 

agriculture); employment and economic benefits; and short- and long-term impacts. Hence, 

sections of this MDP, including this chapter, reflect how topics have merged in academia, 

development and industry. 

For instance, Evaluation of Infrastructural Interventions for Rural Poverty Alleviation is a 

publication co-authored by the United Nations Economic and Social Commission for Asia and 

the Pacific (ESCAP) and the Asian Institute of Transport Development (AITD). This document 

has been the only source dedicated to analysing the relationship between rural poverty and 

6 World Tourism Organization, and World Travel and Tourism Council 
17 United Nations Economic and Social Commission for Asia and the Pacific - Transport and Tourism Division 
Asia Development Bank - Greater Mekong Subregion - Tourism 
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transportation infrastructure and therefore has been a crucial information source for this MDP. 

Substantial reference has been made to it in this chapter. 

4.1. Tourism typology's relation to infrastructure 
The discussion of tourism typology may seem self-evident. However, it contributes to the 

understanding of tourism transportation infrastructure found in the case study. Differing types 

of tourism significantly influence the built form, including its infrastructure. Tourism typologies 

are often differentiated by activities, tourists' origins, tourists' length of stay at a destination and 

tourists' spending habits. These preferences affect the type and number of tourism services 

required in a community and ultimately the infrastructure needed to support its infrastructure 

operation (e.g. transportation-roads, accommodations-sewage and electricity, long distance 

travel-telephone and Internet wiring). Depending on the type and size of these services, a 

tourism destination will require varying amounts of infrastructure to support its operation. 

Since the infrastructure will vary according to tourism typology, a general understanding of 

how the typology is linked to infrastructure can highlight the positive and negative impacts on 

the poor. This discussion describes exclusive developments as well as smaller-scale inclusive 

accommodations. The following discussion of exclusive and inclusive typologies is a glimpse 

into the physical possibilities of tourism development. A glimpse into two typologies does not 

cover all the possibilities but it does begin to provide an understanding of the range of impacts 

that tourism can have on local residents. 

Exclusive typologies  

One common tourism typology that is particularly "exclusive" is the packaged holiday which 

includes all activities organised by one company, perhaps in one location. Resorts are often the 

physical representation of these experiences, described as "relatively self-contained and 

typically providing a wide range of tourist facilities and services including those designed for 

recreation and relaxation" (Inskeep, 1991: 161). 

In developing countries, resorts often create two communities with separate economies and 

infrastructure provision. A separate economy is contained within the boundaries of the resort. 

The quality of goods and services in the resort meet the expectations of the tourist. A second 

economy and community are outside the resort. The second economy reflects the wages earned 
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by locals in the tourism industry (McLaren, 1998: 46). The prices here tend to be lower, which 

reflect the modest incomes of the local people instead of the goods and services that are meant 

for tourists (Personal Communication Maureen Hickey, 08/23/01). 

In rural settings, an exclusive resort usually requires a self-sufficient physical infrastructure. 

The infrastructure is physically removed from the local community and has standards of service 

which meet the tourists' expectations. Infrastructure for the local residents tends not to develop 

in tandem with resort infrastructure since it is separate from the local community. 

Physically segregated types of tourism are often constructed to protect an image of a holiday 

experience. The protection of this image can limit the benefits of infrastructure. In fact, the 

separation of infrastructure and tourism can create barriers for local residents. For example, a 

resort may enclose a beach that is also used by local residents for subsistence shellfish 

harvesting. The poor have a greater dependency on common property to which access is often 

denied. Thus, a loss in common resources can significantly affect their ability to attain their 

basic needs. Lack of planning can result in the exploitation of resources which are essential for 

poorer members of a community. 

'Boracay Island in the Philippines, one quarter of the island has been bought by 
outside corporations, generating a crisis in water supply and only limited 
infrastructure benefits for residents. Similarly in Bali, Indonesia, prime agricultural 
land and water supplies have been diverted for large hotels and golf courses while at 
Pangandaran (Java, Indonesia) village beach land, traditionally used for grazing, 
repair boats and nets, and festivals, was sold to entrepreneurs for five-star hotel 
(Shah & Gupta, 2000)' 

Source: Natural Resource Perspectives, 2000, Overseas Development Institute. 

Furthermore, in areas of extreme poverty, tourists may associate poverty with a threat to their 

health and safety. Tourism developers may elect to create an entire holiday experience away 

from local residents, keeping any perceived danger separate from their customers' experience. 

Documented incidents describe resorts becoming "gatekeepers" by diverting access to services 

and resources through the design of physical infrastructure (Smith, 1992b: 178; Simpson and 

Wall, 1999: 288). Research reveals more examples of tourism harming local access to resources 

(Ashley, 2000:8). 
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Inclusive typologies  

On the other hand, "inclusive" accommodation tends to be on a smaller scale with convenient 

access to the town, public transportation and local markets. Tourists need to venture outside the 

hotel for their activities. There is greater interaction between tourists and local communities. 

Stores and businesses often develop a keen interest in tourism by boosting prices and selling 

more products geared to tourists. Foreign tourists are willing to pay a higher price for goods 

and services than local residents. Inflation is a common negative impact facing local residents in 

more inclusive tourism (CEDRO, 1999:1-5; Personal Communication, TAT Officer, 09/30/0018). 

Inclusive types of tourism have greater potential for the sharing of infrastructure services with 

local residents. In these areas, tourists and residents live in closer proximity so there is greater 

opportunity for common infrastructure needs or for using specific infrastructure for different 

needs. Infrastructure becomes a public good for local residents, tourists and tourism 

establishments in the vicinity. 

"A very common feature of poor people's analysis of their situation is an absence of basic 

infrastructure and services to support their livelihoods... These 'basics' were most often felt to 

be water supplies, roads, health services and education" (Brock, 1999: 4). There have been 

several cases where the access to natural resources and physical infrastructure has been the 

central benefit (Ashley, 2000: 7). 

Wgwesi Lodge in Kenya was developed by members of the II Ngwesi group ranch (a 
registered group of around 500 pastoral households with collective rights over their 
land). A recent participatory assessment of livelihood impacts revealed that impacts 
on natural capital, particularly grazing resources, and access to physical 
infrastructure are more important to most members that the nearly 50 new jobs. The 
wildlife wilderness area around the lodge provides emergency drought grazing. The 
lodge's physical presence, radio, and vehicle help to keep others out and provide 
emergency access to a hospital, which was previously lacking. 

Source: Natural Resource Perspectives. 2000, Overseas Development institute. 

There are definite positive and negative impacts to balance in any type of tourism development. 

Knowing these impacts is essential for policy- and decision-makers when planning tourism. The 

18 This interview was conducted for the EVDS 702 
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discussion on tourism typology concludes for now. Application of tourism typology occurs in 

the case study. 

4.2. Local issues in tourism transportation infrastructure 

However benevolent a state may be, it is ultimately the prevailing power structure at the 
rural and urban context that plays a decisive role in the decision-making process (ESCAP 
& AITD, 1999:5). 

There are no shortcuts to increasing local government participation (ESCAP & AITD, 1999: 5). 

Local planning and decision-making occurs only if there is local capacity (training and funding) 

to manage complex problems. Otherwise a community can be overwhelmed by the impact of 

tourism. For instance, Pak Beng, a small community in Lao PDR, was thrust into the 

international tourism market without sufficient local government capacity. Initial fieldwork 

indicated that tourism negatively affected basic infrastructure services and created social 

problems in the village (Haley, Houck, Lo, et al., 2000: 6-8). 

Pak Beng, Lao PDR 

Since 1989, tourism In Lao has expanded exponentially. Boat cruises along the 
Mekong River are a major tourism product that fits well within the scenic and 
pristine surroundings of Lao PDR, As a result of its tourism location Pak Bong 
village received a number of tourists each year. Because of the lack of planning 
for tourism development, the environmental conditions have deteriorated and 
there is an urgent need to deal with these environmental impacts. In the case of 
Pak Bong it is recommended that tourism development should not proceed until 
the local infrastructure issues are resolved. Addressing the infrastructure 
challenge and involving the local community in tourism planning is urgently 
required. Only then, can the benefits of tourism actually begin to be experienced 
buy the local residents. 

Source: Recommendation for Sustainable Villaqe Tourism Development in the Greater 
Mekonci Subrection. 2000 CUC (iBM Project 

In cases where local governments do not have the capacity to manage development, non-

governmental and inter-governmental organisations may provide the necessary skills and 

funding to secure pro poor benefits from tourism. 

In this section, the main discussion concerns the challenges and situations that local 

governments face in trying to plan for tourism and infrastructure. It includes a description of 

actors who are not local but who influence tourism and infrastructure. The discussion ends by 
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connecting the situation to poverty reduction. By recognizing local and non-local influences, 

decision-makers will have a better foundation for tourism and infrastructure planning. 

The link between tourism and poverty is not straightforward. The local poor have the least 

capacity to initiate tourism, while the local and national elite possess the skills and capital to do 

so. Economic benefits from tourism benefit wealthier or more influential residents, often 

creating local elites (Mowfort & Munt, 1998: 259). Moreover, there are certain types of 

infrastructure investments such as rural transport, irrigation and new technology which benefit 

most people in the community eventually. Other projects, like the development of an airport, 

are biased towards the rich. Adequate care must be taken to ensure that the rich, who are 

generally well-entrenched in the rural hierarchy, do not use the local government as an 

instrument for securing more power and resources for themselves (ESCAP & AITD, 1999: 19). It 

would be naïve to assume the elite are easily distinguishable from government itself. 

Tourism development involves national and international actors. In many countries, the 

National Tourism Organizations (NTO)19 provide additional tourism assistance to lower levels 

of government. NTOs in developing countries often receive significant technical and financial 

assistance from international organizations. Infrastructure involves a significant proportion of 

national planning, with significant financial resources allocated to its development. Local 

governments need to carefully consider their infrastructure requirements in relation to national 

planning (ESCAP Sz AITD, 1999: 20; International Centre for Responsible Tourism (ICRT), the 

International Institute for Environment and Development (lIED), and the Overseas 

Development Institute (ODI), 2003). Ideally, in any multilevel planning, projects at the local-

level are sensitive to plans at the district, state and national levels. This includes the allocation of 

available resources and the priorities of national planning (ESCAP & AITD, 1999: 21). 

In Southeast Asia, rapid industrialization, rapid urbanization and transition from centrally 

planned economies to market economies have been experienced in the last two decades. 

Infrastructure is no longer routinely financed from the public purse (Adams, 2001: 11). Lack of 

funding is important because it is often the reason for the lack of infrastructure. Consequently, 

1 NTO is the national branch of government responsible for the development of tourism. 
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there has been a growth of interest in less conventional avenues of funding, including private 

sources (Adams, 2001: 11; CIDA 1996:5; Housekamp & Tynan, 2000: 1). This is one of the 

reasons that developing countries look towards tourism's mix of private-public actors for 

development. 

In addition to promoting growth, infrastructure must provide (1) basic needs; (2) support 

market extension (tourism); and, (3) improve access to common property resources2° (ESCAP & 

AITD, 1999: 27). These objectives often extend beyond the local government. National and 

international organisations are often sources of assistance and policy direction. International aid 

organisations may become involved in tourism activities which meet one or more of their own 

aid objectives. Tourism developers and local decision-makers can increase support for 

infrastructure through awareness of higher-level activities. 

For instance, low-density areas may not have enough users to justify the cost of construction 

and operation, compared with urban areas. The presence of tourists could be the opportunity to 

increase the number of users within a rural area. The tourism industry's willingness to share 

part of the cost could justify sharing the infrastructure improvements as well as speeding up 

construction and services. "In fact, this multiple use of infrastructure with tourism helping to 

pay for the infrastructure costs can be one of the socio-economic benefits of tourism" (Inskeep, 

1991: 120). In rural areas, opportunities often come from challenges such as the difficulty of 

meeting the initial capital costs and maintaining infrastructure. In these cases, local government 

often depends on higher levels of government for infrastructure support. 

Alleviating rural obstacles through tourism requires collaboration amongst tourism 

stakeholders and government. The actors responsible for different phases of infrastructure 

development (funding, construction, operation and maintenance) may change. Whether the 

investor is profit-motivated, aid-orientated, local or international, it is possible to shift the 

responsibility for infrastructure between phases and amongst organisations, particularly when 

alternative funding sources are considered. Adding the tourism element contributes different 

20 Common property resources are resources which all have access and for which all have responsibility. In some 
cases they are pasture lands, forests providing wood for housing and fuel, plants bearing fruits and wild animals for 
food (Shiva, V, 1997:210). 
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factors that affect shared risks and benefits. Tourism further complicates sufficiently complex 

development. 

At the local-level, government and non-governmental organizations can organize to directly 

empower the poor. One method of ensuring pro poor tourism is to allow poorer residents to 

participate in decision-making through bodies elected by the community (ESCAP & AITD, 

1999: 5). Locally-elected officials who represent the poorer residents of the community are more 

sensitive to their needs and demands than the local rich (Ibid. 1999: 108). Community 

participation in the development process at the local-level changes the focus of development 

towards local problems and the poor (thid, 1999: 109). It is well-documented that the better-off 

in the community receive the majority of benefits from tourism (Shah & Gupta, 2000:36). 

In summary, collaboration is possible. Depending on the type and size of development and the 

expected increase in the residential population, different types of infrastructure could be shared 

between local residents and tourism establishments (ESCAP, 1993: 149). At the local-level, 

weaknesses exist in government capacity. The power of the local elite often obstructs equitable 

benefits from tourism. The discussion explains why tourism is a challenging opportunity for 

development. Nevertheless, tourism does have opportunities to contribute to more equitable 

growth. 

4.3. The tangible, intangible, direct, and indirect benefits 
Reducing poverty through the provision of infrastructure results in a cause-and-effect 

relationship. Infrastructure has some positive causes and effects that are linked to reducing 

poverty. Other development activities or social programs (e.g. skills training, emergency food 

aid) may also have positive links that reduce poverty. These programs are not explored as this 

study focuses on one particular component: transportation infrastructure. It is important, 

however, to be aware of non-infrastructure development because positive results may be due to 

links between the infrastructure and existing development or social programs. 

4.3.1. Dynamic cause-and-effects 

The benefits of developing physical infrastructure create varied cause-and-effect relationships. 

They may be tangible or intangible, direct or indirect, and intended or unintended (ESCAP & 
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AITD, 1999). These polarized descriptions are not intended to define absolutes, but to allow for 

a range of understanding. 

Tangible refers to the concrete effects that have value in the market place and are easier to 

quantify and observe. Examples of tangible benefits include the measurable increase of output 

in the economic sector, or measurable improvements to health (Ibid. 1999: 38). An intangible 

social benefit from tourism might be the contact between two cultures. 

An indirect effect refers to impacts that have more than one link. For example, installing a piped 

water system to replace daily journeys to collect stream water will save time and energy. The 

extra time and energy might be used to start a small snack shop that brings in additional income 

for the household. "The effect of infrastructure on diffusion of moderate technology was found 

to be quite extensive. An indirect effect was that infrastructure also led to higher savings 

through its income-enhancing impact" (Ibid. 1999: 38). 

The term unintended refers to externalities, areas of influence or impact not originally planned. 

These effects can be tangible or intangible, and direct or indirect. For example, transportation 

routes that were originally designed to connect a major city to the local beaches may now 

provide transportation routes for local residents. 

The concept of sustainable development contributes to bridging the external or unintended 

impacts. Sustainable development acknowledges all social, economic and environmental 

linkages and does not discriminate between any types of linkages. 

Identifying and measuring benefits from poverty and infrastructure  

Although there are some measurable, direct and tangible benefits from rural infrastructure 

projects, the main benefits are likely to be indirect and intangible (ESCAP & AITD, 1999: 5). 

Intangible, indirect or unintended impacts are difficult to quantify and measure (Ibid. 1999: 45). 

For example, it is not possible to directly quantify all the benefits that are likely to flow 
from a rural road, which is likely to foster economic activity through increased 
connectivity and access to other services like education and health. 

.benefits of poverty reduction are increase in welfare, increase in the capacity of parents 
to send their children to school, and increase in the efficiency and productivity of the 
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workforce owing to better health. These benefits are also intangible and are not amenable 
to easy measurement (Ibid. 1999: 7). 

One of main benefits of improved infrastructure is the generation of positive externalities that 

create positive impacts through linkages (Ibid, 1999: 6). In rural areas, external positive linkages 

are often a result of overall economic development, including tourism and rural projects (e.g. 

roads, irrigation, education, health, and housing). As a result, a problem of measurement arises 

because the benefits are not only indirect and intangible. The benefits emerge first through a 

complex web of interdependent rural infrastructural programs, then rural developmental 

programs, followed by industry growth (Ibid, 1999: 72). 

Tourism impacts are directly and indirectly tied to the hotel, tourists or tour operators. Tourism 

and infrastructure development can change existing cause-and-effect relationships in ways that 

are not easily identifiable. 

It is difficult to find a comprehensive method of measuring the specific contribution made by 

each form of infrastructure such as transport, rural electrification and irrigation (Ibid, 1999: 72). 

In the case study, interviews were used to gather information from the residents' perspectives 

to explore linkages from different infrastructure projects. Interviews allowed each respondent 

to describe deficiencies in his/her own life and the way infrastructure might alleviate these 

difficulties. 

4.4. Transportation infrastructure and services 
The discussion of transportation infrastructure is separated into provision and services. 

Through my own research, it was found that transportation infrastructure and services are often 

discussed together with the recognition that they are two pieces of a puzzle. Provision is more 

directly related to infrastructure while service is affected by external factors. Access is a direct 

result of transportation infrastructure provision or transportation services. The last part of this 

section will explore transportation issues pertaining to the poor and opportunities to link to 

tourism. 
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Transportation infrastructure provision  

Transportation infrastructure provision creates access to destinations by land or water for 

travellers. In this study, air travel is excluded as poorer residents are less likely to require or 

afford this type of journey. 

It is critical to begin with the right set of actors when planning the provision of infrastructure in 

order to achieve equitable results. Planning includes physical design, impact assessment, 

location and access. Poor people's interests need to be articulated from the outset. Planning for 

efficient and effective transportation infrastructure for all residents requires sensitivity to 

location, capacity, frequency and maintenance (Inskeep, 1991: 120). Poor residents have their 

own sensitivities to these factors. Some of these sensitivities differ from those of the middle 

class and the tourists. 

Transportation service  

Transportation service is complementary to transportation infrastructure. For instance, an 

improved pier can ease the docking and loading of boats. This may increase the number of 

boats and different types of boats that use the pier. Improved transportation infrastructure is 

linked to improved passenger bus service, passenger ferry service and the transportation of 

goods. Overall, improvements in transportation services require planning for convenience, 

comfort, efficiency and location or route (Inskeep, 1991: 121). 

The success of transportation services is not solely based on transportation infrastructure. 

Transport is an intermediate service, derived from the activities of other sectors such as tourism, 

health and agriculture (Gannon & Liu, 2000: 6). Its location, speed and cost will affect the 

transportation needs of other industries and needs of the surrounding communities. 

"Depending on the kinds of activities that it complements, transport affects the general welfare 

of the poor either directly or indirectly" (Gannon & Liu, 2000: 6). The service is based on the 

feasibility (needs and costs) of the local and regional travellers. Transportation services are 

either market driven (based on profitability) or public-need driven (dependent on public 

subsidies). Both methods require some basic transportation infrastructure. 
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The integration of different modes of transportation is an example of a transportation factor that 

can affect access through provision and service. If the larger network of inter-modal transport 

infrastructure is considered, it facilitates a better understanding of how different sectors within 

transportation may service rural areas. 

Transportation obstacles for the poor 

Transportation obstacles for the poor are often due to the resources required. Daily journeys for 

poorer residents are short and are often for subsistence activities. Essential, infrequent, and 

long-distance travel includes trips to hospitals or markets (Gannon & Liu, 2000: 14). The poor 

spend a higher percentage of their income on transport costs. Consequently, a fare increase has 

a larger effect on their smaller income. They often live in outlying centres (Ibid. 2000: 15) where 

erratic transportation means limited access to health and education services. For the poor, 

meeting their own transportation needs for subsistence activities exhausts a significant amount 

of their time and energy (Ibid. 2000:15). 

Figure 4 Transportation burden of women versus men 
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Transportation infrastructure that benefits rural 

women will improve many aspects of poor 

people's lives in rural areas. Women take 

numerous short journeys on foot. They tend to 

benefit less than men from transportation 

infrastructure improvements that are geared 

towards motorization. Motorized transportation 

improvements are often intended to meet industry 

needs and long-distance travel. In rural Africa, for 

example, women transport more than three times 

as much as men, on foot (Figure 4). A lack of 

adequate transportation results in women spending longer hours carrying out chores requiring 

travel, leaving less time for more productive activities, such as food preparation. 

It is generally agreed that transportation benefits should help to eliminate gender disparities by 

providing for the transport needs of women. To reduce poverty, transportation policies need to 

Vivien Lo Page 49 of 125 



Chapter 4 Tourism transportation infrastructure 

consider extending safe, affordable, practical and culturally acceptable transport to women 

(Ibid. 2000: 32-33). Some of these considerations affect how transportation infrastructure is built. 

Targeting tourism transportation infrastructure for the poor 

As transportation is an intermediate service, improvements in infrastructure and services are 

linked to increased efficiency, economic diversification and growth. Transportation strategy 

based on growth concentrates more on relieving bottlenecks and expanding corridors (ESCAP 

& AITD, 1999: 32). It gives priority access to income-generating activities and motorised 

transportation infrastructure (Gannon & Liu, 2000: 8, 24). Only when conditions are satisfactory 

does economic growth increase the mobility of the poor through indirect linkages or 

coincidental needs. This type of planning is usually focused on improving private industry 

efficiency (thid, 2000: 14, 23) and does not examine the needs of the poorer residents or lack of 

public access to transportation. This method of linking transportation benefits to the poor is 

indirect because transportation benefits are geared towards efficiency. 

A direct strategy would involve policies that meet poor people's needs (e.g. fare, frequency, 

time, safety, and location). Poverty-targeted actions can still be concerned with economic 

efficiency by using the least-cost options to achieve the objectives (Gannon & Liu, 2000: 24). In 

rural areas, improvements to transportation could directly decrease social isolation and increase 

health and educational opportunities (Gannon & Liu, 2000:37-38; World Bank, 2000: 11). 

Transportation service can play an important role in facilitating the economic redistribution 

process by increasing access to markets and easing access to public services (food, healthcare 

and education) (Gannon & Liu, 2000: 7). These services include the construction of paths for 

non-motorised vehicles and pedestrian-safety features on larger roads. Improving access to 

socio-economic activities for the rural population and the rural poor is one of the most 

important contributions of transportation (ESCAP & AITD, 1999: 34). 

Exploring transportation poverty approach with tourism  

A more inclusive tourism typology (e.g. low-budget travellers) may share some of the non-

motorized transport needs and infrastructure with the poor. Non-motorized transport (walking 

and bicycling) is common in rural areas. Improvements could include safer and more direct foot 

or bicycle paths near their accommodation. These are just some examples of transportation that 

incorporate poorer people's methods of transportation in or near tourism areas. Pro poor 
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transportation requires re-balanced policies that address poorer people's transportation needs 

(Cannon & Liu, 2000:33-34). 

Tourism can improve access to resources and opportunities in two ways. First, as tourism 

grows and the demands for specific products increase, tourism can actually shorten the travel 

time and increase access to resources by bringing the market closer to the poor who live near 

the tourism destination. Second, tourism transportation infrastructure and services can improve 

access to more distant resources and opportunities. Both ways of improving access to resources 

contribute to reducing poverty by (a) increasing dissemination of knowledge; (b) encouraging 

personal mobility; (c) diversifying economy; (d) lowering prices of consumer goods; and (e) 

increasing accessibility to socio-economic activities. 

The development of transportation infrastructure is not a neutral activity. It can be strategically 

aimed at supporting poverty reduction or focused solely on economic growth. The latter 

strategy could ignore the needs of the poor entirely. Inappropriate transportation policies, 

investments, infrastructure and services can harm the poor and deny scarce resources for other 

poverty reduction efforts (Cannon & Liu, 2000:3). 

4.5. Challenges and gaps 
From the discussion and literature review, there are obstacles in studying the benefits of 

infrastructure for the poor. This section highlights areas of research that are more challenging. 

They include: 

the scope of infrastructure linkages to poverty; 
the interpretation of poverty; 
the agricultural emphasis of rural infrastructure and poverty; 
the challenges which exist in finding the linkages in infrastructure and poverty; and, 
how the complexity of identifying linkages increases with the addition of tourism. 

p. 

p. 

The causes of poverty are due to a multitude of factors. Components of poverty reduction 

involve more than providing physical infrastructure. Consequently, just improving 

transportation infrastructure is not always the best solution. Education and employment, for 

instance, also provide strong links to poverty reduction and are not reliant on infrastructure for 

its existence. 
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Results from research on infrastructure and poverty reduction may differ because of the 

adopted definition of poverty. Caution must be used in interpreting and comparing the 

empirical results from poverty-reduction projects. Some aspects of poverty reduction may be 

neglected due to a narrow definition of poverty. 

The majority of literature on infrastructure intervention in rural areas is designed to benefit 

agriculture. There is a subcategory of research on infrastructure targeted at both agriculture and 

poverty reduction. Tourism differs greatly from agriculture as it creates a non-agricultural 

development that is less common in rural and poorer areas. 

In spite of the demonstrated importance of physical infrastructure, the literature on rural 
poverty, apart from the supply of irrigation water, noticeably neglects the role of physical 
infrastructure services and facilities in the process of rural poverty alleviation... 

In many cases, approaches to poverty alleviation tend to be sectoral. In other words, they 
focus on specific contributions which individual sectors or subsections can make to 
poverty alleviation (ESCAP, 1996a: 93). 

Aside from direct visible benefits, infrastructure contributes numerous indirect linkages such as 

economic diversification. Most benefits to the poor accrue as a result of indirect linkages. 

Capturing these linkages is essential if the benefits of infrastructural investment for the poor are 

to be fully recognized (ESCAP & AITD, 1999: 43). The effectiveness of rural infrastructure 

increases significantly when it works in conjunction with other infrastructure projects (thid, 

1999: 106). 

A great deal of effort is still required to build a systematic methodology best suited to capture 

these linkages and address infrastructure interventions designed to deal with poverty in rural 

areas (Ibid. 1999: 8). There is no consistent methodology to capture direct and indirect benefits 

which accrue to the poor as a result of rural infrastructure investment (Ibid, 1999: 43). 

The addition of tourism causes positive and negative impacts beyond the individuals actively 

engaged in tourism. These impacts contribute further intangibles and indirect linkages to local 

and poorer residents that can, in turn, affect the existing infrastructure service. Tourism 

contributes additional stakeholders, more risks, and more impacts to an already dynamic 

situation. A greater number of stakeholders decreases transparency and increases the 
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difficulties of measuring and understanding linkages. Cooperation between the private tourism 

sector and the government is an interaction between two fundamentally different institutions. 

Lastly, there is inadequate knowledge of the impacts of tourism infrastructure on poorer 

residents at the community level (Shah & Gupta, 2000: 36). These impacts are a challenge to 

measure and are unexpected. With the increasing presence of tourism in rural areas, this lack of 

knowledge is becoming more critical. Tourism is a non-agricultural industry that has a major 

impact on the physical (natural and built), social, cultural and economic life of rural 

communities. 

4.6. Conclusion 
This chapter has emphasized issues that affect the development of tourism-related 

transportation infrastructure. The benefits of its provision for the poor have been examined. 

These issues relate to three things: (1) how different types of tourism create specific impacts, (2) 

the range of actors involved in infrastructure, tourism and poverty; and (3) that benefits from 

transportation infrastructure are often combined with transportation services. Transportation 

infrastructure that contributes significant benefits to poor people's access to opportunities and 

resources is difficult to implement. Overall, transportation infrastructure is recognised as an 

important factor that can assist in poverty reduction. However, the literature on infrastructure 

in general (and transportation infrastructure in particular) indicates that challenges remain in 

clarifying the linkages to poverty reduction. 

Consequently, it will be a challenge for decision-makers and stakeholders to balance equity and 

growth in developing tourism. A second challenge is the decision whether infrastructure for 

tourism is worth the additional commitment (financial and time). The third challenge is to 

ensure that adequate infrastructure is provided for the poor. These decisions are challenges 

because planning for infrastructure requires a significant amount of information, expertise, 

financial assistance and coordination. Information is lacking that would help decision-makers 

better understand the cost and benefits of infrastructure provision. If the effects of tourism were 

better understood, poorer communities would have better judgement in deciding which type of 

tourism they preferred and what involvement they would take. 
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and for development .CHAPTER 5, 
5.0. Introduction 
It is necessary to provide the contextual background of tourism and development for a better 

understanding of the case study. In this chapter, there is particular emphasis on tourism in 

Southeast Asia, Thailand's development status and a brief description of organisations which 

recognise that more work is required to ensure that tourism benefits the poor. 

5.1. Tourism for development 
Tourism for the purpose of improving development has long been recognised as appealing. 

This attractiveness diminishes, however, when it is tied to global industry realities explained 

below. 

"In the tourism planning process in most Southeast Asian countries in the 1970's and 1980's, it 

was assumed that any economic gains tourism brought to the local communities would more 

than compensate for any losses." (Shah & Gupta, 2000: 26). Findings show that economic and 

employment benefits continue to be one of the primary reasons for developing tourism. 

Tourism appeals to developing countries because of the potential to generate quick returns from 

foreign visitors. This is particularly important in comparison to the declining prices in world 

commodities of fisheries, agriculture and natural resources, which are the traditional backbone 

of developing economies (WTO, 199Th: 2). Tourism, particularly ecotourism developed in 

sensitive natural environments, is considered less destructive than forestry or mining (Honey, 

1999: 17). Hence, foreign exchange, quick returns and less damaging development are some of 

the reasons why developing countries are interested in attracting visitors from afar. 

In reality, benefits from tourism do not always materialise. There are significant factors which 

decrease a developing country's ability to ensure tourism benefits remain at home. Foreign 

visitors, foreign exchange and foreign industry standards significantly influence the way that 

tourism develops. Specifically, the relationship between foreign visitors and foreign exchange is 

important as developing countries desire foreign exchange from developed countries. 
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Therefore, the visitors need to be from foreign developed countries. Consequently, the quality 

of the tourism experience (including the types of physical tourism infrastructure) is based on 

expectations of the affluent visitors (McLaren, 1998: 37). However, tourism expectations, tourist 

types (e.g. mass tourism,21 eco-tourism22), numbers of tourists and activities can shift with new 

trends in demand that are external of the destination country. Thus, although the choice to 

develop tourism may be the decision of the host (developing) country, the determinants of 

tourism are often outside the control of the destination country, let alone the destination 

community. 

The late entry of developing countries into the tourism industry limits them to competing in a 

market, and to following standards set by dominant foreign multinational corporations (Tharth-

Dam Trong in Honey, 1999: 34). In Asia, sixty percent of hotels are affiliated with international 

chains (Honey, 1999: 38). Profits from foreign investment in hotels, airlines and tour packages 

return to their foreign headquarters and shareholders, rather than the local community where 

the tourism activity is situated. Foreign domination through vertical integiation23 and 

international standardization has taken benefits away from the tourist destinations. 

The general integration in international tourism is that firms from industrialized 
countries tend to dominate the market through control of knowledge about the market, 
control of the means of distribution and control over the advertising industry which, to a 
large extent, shapes and determines demand. This entails a division of labour according 
to which Third World countries, with few exceptions, merely provide the social 
infrastructure and facilities with little or no control over the process of production and 
distribution of the tourist-related services at an international level (Thanh-Dam Trong in 
Honey, 1999:35). 

The argument for economic benefit weakens when the potential economic benefits are funnelled 

out of the country because developing countries lack autonomy (Mowfort & Munt, 1998:45). 

Given the realities of overseas travel, "much of the trip cost, and thus the economic 
benefit," writes ecotourism expert Kreg Lindberg, "remains with outbound operators 
and source country airlines. To some extent this simply is due to the nature of the 

21 Mass tourism involves a package tour generally with a fixed itinerary with stops at familiar and known sites, 
includes a guide and all transportation, lodging, and food services. Emphasis is placed on collecting sites, with short 
stops at any one site common. (Gartner, 1996: 318) 
22 Ecotourism involves responsible travel to natural areas which conserves the environment and improves the 
welfare of the local people (The Ecotourism Society). 
23 Vertical integration is when a company expands its business into areas that are at different points of the same 
production path. The company will expand to bring together "upstream" and "downstream"-- ranging from sourcing 
raw materials and production, to marketing (www.investopedia.com). In tourism, vertical integration occurs with the 
air travel, insurance, hotel and tour operators being owned by one major company. 
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tourism industry; substantial funds are spent on marketing, commissions and transport 
before tourists even reach the destination (Kreg Lindberg in Honey, 1999: 33-34). 

If visitor numbers fall (e.g. economic downturn in home country, loss of disposable income, 

threat of terrorism) then the foreign exchange benefits will be lost. Communities which depend 

increasingly on tourism and particularly international tourism are vulnerable to the economic 

and social forces in the rest of the world. 

5.2. Tourism trends and characteristics 
Despite the foreign control of the tourism industry, developing countries continue to rely on 

tourism as a source of economic growth. Accordingly, there have been numerous studies on 

tourism in these countries. 

5.2.1. Southeast Asia 

Polarizing market trends  

The WTO produced several documents24 discussing the polarized interests of tourists as one of 

the major difficulties in tourism planning for the coming decades. Tourists are polarized as 

much in interests and age as in their geographical origin. International tourists are aging; they 

have more money and more education. They are placing more demands on the quality of the 

experience, including tourism infrastructure and tourism services. Their interest in the local 

culture and in nature encourages countries and communities to value their intrinsic tourism 

resources (WTO, 1994: xiii, 9; WTO, 1997a: 28). 

Meanwhile, there is a new, expanding group of middle-class Asians who can afford to travel for 

the first time (Wall, 1998: 233). Asians who fled to North America and Europe decades earlier 

during regional turmoil are returning to visit and invest in their homelands as the region's 

economies continue to liberalize (WTO, 1994: 23). Intra-regional economic growth and the 

return of many overseas Asians require modernized and often large-scale business-orientated 

tourism facilities. International trends in tourism, however, will continue to influence the 

region. The increase in Asian wealth has been recognized globally. As WTO predicted, 

"Everyone (in the tourism industry) is chasing the Asian tourists" (WTO, 1997a: 28). 

24 Tourism to the Year 2000 and Beyond Volume 4: East Asia and the Pacific. 1994, WTO 
Tourism 2020 Vision: Executive Summary. 1997a, WTO 
Developing Sustainable Tourism: Supplementary Volume on Asia and the Pacific. 1999, WTO 
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New destinations and new travellers are shaping tourism in Southeast Asia. Each country needs 

to market their tourism destination to meet the diverse demands of tourists. Concurrent with 

the diverging tourist interests is the growing international awareness of sustainable and socially 

responsible consumer choices. There has been growing pressure by consumer-led campaigns 

for sustainable tourism development and "fair trade" in tourism (WTO, 1999: 25). 

Environmental awareness is increasing the pressure for socio-environmentally responsible 

business practices as part of competition. 

According to a 1995 survey by the Travel Industry Association of America (TIA), some 
83% of travellers support "green" travel companies and are willing to spend more for 
travel services and products designed to conserve the environment (Honey, 1999: 19). 

The challenge for any tourism planner is to ensure that tourism development in the region 

appeals to the polarized international and interregional tourism demands while keeping the 

destination attractive and accessible in an ever-changing and competitive market. The number 

of globally sophisticated travellers is increasing. The new Asian middle class wants urban 

tourism activities such as golfing and shopping (WTO, 1994:13). This contrasts with the beach 

resorts and cultural and eco-tourism that appeal more to international tourists from Europe or 

North America (Ibid, 1994:13). Tourism growth in the region simultaneously needs to support 

mass tourism, niche cultural tourism and ecological tourism. 

Southeast Asia is unified for tourism  

Southeast Asia and the Asia Pacific region have intertwined history, culture, politics and 

economics. The growing importance of the countries' ethnic ties is exemplified by the 

intensification of intra-regional trade, including travel and tourism (WTO, 1994: 9). 

The recognition of mutual benefits in regional tourism is indicated by the formation of the 

Greater Mekong Subregion Working Group, sponsored by the Asia Development Bank (ADB). 

The Group acknowledges that tourism is one of the eight priority sectors with potential for 

greater interdependent benefits (Lao PDR, Cambodia, Viet Nam, China, Myanmar and 

Thailand). The ADB has identified inadequate infrastructure as the principal constraint to 

tourism development in the Greater Mekong Subregion (ESCAP, 2000:10) Thailand has led the 

collaborative approach on tourism by working with the regional NTOs. For instance, the 

Group's tourism secretariat, Agency for Coordinating Mekong Tourism Activities for the Greater 
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Mekong Subregion, is co-ordinated by the Tourism Authority of Thailand (TAT) (ESCAP, 2000: 

8). 

Thailand sees a key role for itself in the development of Indochina and as the financial 
centre of mainland Southeast Asia. It is enthusiastically promoting sub-regional 
economic cooperation among Cambodia, Laos, Myanmar, Vietnam, Yunnan Province of 
Southern China and itself (CIDA, 1998: 9). 

Tourism destinations in Southeast Asia include a diversity of geographical, natural and cultural 

attractions. "Many countries in an early stage of tourism development are endowed with a rich 

historical and cultural heritage and unspoiled natural beauty" (ESCAP, 1996b: 3). Southeast 

Asia provides unique experiences, some of them accessible for the first time. Former communist 

regimes such as Viet Nam and Lao PDR have opened up, and civil unrest and war in Cambodia 

has calmed down. These dramatic changes have created emerging market economies for global 

travellers and investors alike. Developing countries are enthusiastically laying out their 

welcome mats. 

Several of the least-developed countries in the region are in the early stages of developing 

tourism (Cambodia, Lao PDR, Myarimar and Viet Nam25). These countries have an opportunity 

to follow the examples of Asian neighbours already experienced in the tourism industry. 

Thailand is a country with an extensive tourism industry and a supportive infrastructure 

network. Examining case studies in. Thailand may be useful in understanding the potential 

benefits for the rest of Southeast Asia. 

Statistically, tourism growth in the Asia Pacific26 region has risen rapidly in recent years (Wall, 

1998: 233) "and has recovered its position as the fastest growing tourism destination due to the 

combined strength of intra-regional and long-distance travel" (WTO, 1994:9). Within the Asia 

Pacific region, East Asia and the Pacific are predicted to overtake the Americas as the second 

largest inbound region after Europe. In Southeast Asia, the anticipated growth rate of tourism is 

6.5% annually (WTO, 1997a: 15). 

25 ESCAP Tourism Review No. 18: Tourism Promotion in Countries in an Early Stage of Tourism Development 1997 
ESCAP 
26 Asia Pacific region includes North-eastern Asia, Australasia, Micronesia, Melanesia and Polynesia. 
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5.3. Thailand 

5.3.1. Thailand and Southeast Asia 

The majority of Thailand's population (61 million) lives in the rural countryside (CIDA, 2000c: 

1). In 1997, fewer than 20% (roughly 11 million) lived in urban areas (Chulalongkorn University, 

1997). Of this urban 11 million, 5.6 million live in Bangkok, while the remaining 5.4 million live 

in 75 municipalities (Ibid. 1997). In comparison, the majority of countries in Southeast Asia are 

less developed than Thailand. Cambodia, Lao PDR, Myanmar and China are likely to have even 

greater proportions of their populations living in rural areas. The rural majority reinforces the 

value of conducting a tourism case study set in a rural setting. The conclusions in this MDP are 

useful for communities in rural areas considering tourism in Thailand or Southeast Asia. 

Although the focus is rural, most international tourists coming to Southeast Asia arrive in 

Bangkok. Bangkok operates the busiest airport in terms of the number of scheduled 

international arrivals and departures in Southeast Asia (Lonely Planet, 1999: 182). Not 

surprisingly, Bangkok is the main tourist hub for all international flights to the rest of Southeast 

Asia, particularly Indochina.27 Tourism has been the leading single sector of foreign exchange 

for Thailand since the 1980s (Canadian Foreign Service Institute (CFSI), 2001: 33). 

5.3.2. Thailand's development status 

Nearly 94% of Thais are literate (CIDA, 2000c:1). The annual average household income in 2000 

was CAD $5832 (National Statistics Office, website). The government of Thailand measures the 

poverty line with an absolute approach, by measuring the minimum amount of income required 

to satisfy basic needs (National Statistics Office, Office of the National Economic and Social 

Development Board, and the Office of the Prime Minister, 1999: 3). In 1998, prior to the 

economic crisis, the minimum amount required to meet basic needs was calculated at 473 Baht 

per month, per household (thid, 1999: 3). As a result of the Asian economic crisis, however, this 

figure doubled to 878 Baht (CAD $35 per month) or CAD $421 per year (Ibid. 1999: 3). The 

incidence of poverty is the number of households falling below the poverty line. Prior to the 

economic crisis, Southern Thailand was not considered particularly poor, relative to other parts 

27 Indochina is the peninsula of Southeast Asia containing Burma (Myanmar), Thailand, Malaya (Malaysia), Laos 
(Lao PDR), Cambodia and Vietnam. It was formerly a French dependency (French Indo-China). 
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of the country. After 1998, the economic crisis had a significant impact on Southern Thailand, 

where it contributed to the greatest increase in the incidence of poverty at 34.4% (Ibid, 1999: 3). 

According to CIDA, Thailand still faces critical development constraints that could affect the 

sustainability of its own economic growth, such as the lack of skilled human resources and 

technology, infrastructure bottlenecks, environmental degradation, regional imbalances, and 

the social inequalities and problems associated with rapid economic growth (CIDA, 1998: 2). 

Economic growth, particularly rapid growth, does not guarantee sustained improvements in 

quality of life or increases in income. 

The income gap between the rich and the poor between Bangkok and the regions has 
been widening. Although the overall level of absolute poverty has been reduced, there 
are still about 12 million, mostly rural, poor. Education levels are low: 80% of the 
workforce has only primary education. Over 60% is still in agriculture, despite its 
declining share of GDP. There are few safety nets. 

CIDA focuses on equitable access to goods and services, employment opportunities and 

improved health and welfare services for men and women as areas of social development and 

economic decentralisation (Ibid, 1998: 8). 

The Eighth National Economic and Social Development Plan (NESDP) 1997-2001 for Thailand 

emphasized the need for more equitable community-based development. Several of the 

objectives and targets of the government of Thailand echo the aspirations of this research 

project. The objectives are: 

> To empower the people to play a greater role in the development process and receive a fair share 
of the benefits of growth; 

> To provide opportunities for underprivileged groups to realize their full development potential, 
and increase their access to basic social services; and 

> To upgrade and expand infrastructure provision in the regions and rural areas 
(8th National Economic and Social Development Board of Thailand, 1997). 

One NESDP strategy combines a community level approach, quality of life and infrastructure 

into one action. 

3.4. Development of Economic Capability to Support Human Development and Quality 
of Life, .. .and  undertaking area-based and community-based development, including the 
upgrading of infrastructure, to promote higher productivity and better quality of life 
(Ibid. 1997). 
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Based on the 8th NESDP, the Government of Thailand has committed itself to work towards 

equitable distribution of wealth and towards sensitivity to the needs of communities, families 

and individuals. 

5.3.3. National tourism policies 

At the time of the fieldwork component of this study, TAT was preparing working papers for 

the upcoming 9th NESDP. TAT's strategy for the 9th NESDP included increased community 

participation and development of community tourism strategies. The national tourism objective 

is to distribute benefits from tourism more equitably throughout the country (UNDP & WTO, 

2000: iii). Again, existing and future policies reinforce the focus of tourism benefits to the 

community. 

One concern in developing tourism is the Thai government's inability to provide infrastructural 

facilities and services at the pace of expected tourism growth (Ibid, 2000: xix). The tourism 

planners at TAT, WTO, UNDP, and Pacific Asia Tourism Association (PATA) have highlighted 

the importance of physical infrastructure necessary for tourism competition. In terms of 

physical infrastructure for local residents, TAT recommends charging tax on tourism 

accommodation facilities to fund infrastructure and public utilities. Overall, there is no specific 

pro poor link in the provision of physical infrastructure for tourism in TAT's current policy. 

5.4. Actors 
The following section is an overview of organizations which acknowledge tourism as a form of 

development assistance. This section identifies how poverty reduction and tourism 

infrastructure are beginning to be considered. Please note that this is not a comprehensive list of 

international organizations that are involved in tourism planning in Southeast Asia. 

United Nations Economic and Social Commission on Asia and the Pacific (ESCAP)  

This Comniission has a mandate to promote regional and subregional economic and social 

development. In 1999, ESCAP organized and adopted the Plan of Action of Sustainable 

Tourism Development in the Asian and Pacific Region (PASTA). It provides a framework for 

strengthening national capabilities and regional cooperation. One of the six main themes is 

infrastructure development and investment. In addition to PASTA, ESCAP has engaged in the 

promotion of a regional highway linking Europe and Asia along major tourism attraction sites 
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from Indonesia to Pakistan. ESCAP admitted that infrastructure development is a new area of 

study for the organization (ESCAP, 1998: 11). ESCAP cooperates with WTO and PATA to 

strengthen national capabilities to invest in tourism infrastructure and to promote public-

private sector partnerships (ESCAP, 2000: 2000). 

Asia Development Bank (ADB)  

The ADB supports subregional growth in tourism. Its aims are to alleviate poverty and develop 

human resources and sustainable development along the Mekong River.28 The ADB supports 

the tourism working group, the Agency for Coordinating Mekong Tourism Activities, to 

oversee tourism development in the Greater Mekong Subregion. "ADB has also identified 

inadequate infrastructure as a principal constraint to tourism development in the Greater 

Mekong Subregion. ADB provides technical assistance at the national level to strengthen 

tourism planning, infrastructure development and ecotourism" (ESCAP, 2000a: 10). 

World Tourism Organization (WTO)  

The WTO provides statistical comparisons of travel and tourism, international trends, regional 

and global forecasting, and summaries of statistical and trend analysis. The WTO is a 

comprehensive and invaluable source of consistent and longitudinal data accessible to the 

public. Many of the developing countries in Southeast Asia are not able to provide and 

maintain this type of information. The WTO supports and publishes environmental tourism 

case studies and the Green Globe Program.29 The WTO assists at the national level on 

infrastructure development and investment (thid, 2000a: 13). 

ESCAP, ADB and WTO are organizations that work at both the regional and national levels; 

ESCAP and ADB provide financial comniitment for infrastructure development. 

28 Mekong River intersects six countries in Southeast Asia. Its navigable waters begin in Yunnan province, China, 
and flow southward through Myanmar, Lao PDR, Thailand, Cambodia and finally enter the South China Sea 
through the Mekong Delta in Viet Nam. 
29 Green Globe Program provides tailored support for six sectors of the tourism industry (hotels, office facilities, 
restaurants and catering, tour operators and travel agents, transport and visitor attractions). The program works to 
improve environmental practice based on international guidelines. Companies receive expert help in environmental 
management and utilize the Green Globe logo to help consumers recognize companies committed to environmental 
improvement. Agenda 21 for the Travel and Tourism Industry: Towards Environmentally Sustainable Development.  
1995 WTO. 
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Organizations in the United Kingdom (ODI and DFID)  

The Overseas Development Institute (ODI) is one of the few organizations addressing tourism 

specifically within a poverty-reduction framework. There have been very few cases of tourism 

planning which have set the reduction of poverty as a priority, so their work has provided a 

basis for discussing potential links, areas of priority action, and causal relationships between 

poverty and tourism. 

Similar to CIDA, the Department for International Development (DFID) is the British 

government department responsible for Official Development Assistance. In April 2000, DFID 

committed funding to projects that engage in pro-poor tourism as the central activity. 

DFID and ODI have led the research on poverty and tourism with other British organizations 

not listed in this section. 

Netherlands Development Organization (SNV)  

Since 1995, SNV has examined the economic benefits of tourism for the local poor through 

sustainable tourism development. SNV has been actively conducting projects in Bolivia, 

Tanzania, Nepal, Lao PDR and Viet Nam. They have concentrated their efforts on 

comprehensive community projects involving local participation, instruments to manage and 

develop tourism potential, marketing and monitoring. 

Canadian Universities Consortium Urban Environmental Management Project (CUC UEM  
Project)  

In 2001, this small research and training office in Thailand brought several international and 

local groups together for a brainstorming session. The objective was to examine whether there 

was a relationship between the reduction of poverty and tourism. As a consequence, an all-day 

seminar took place, producing a short paper and several strategies of action that realistically 

represented the beginning of an investigation. Resolutions include adopting a definition of 

poverty and strategies to retain tourism revenues in the local community (Jamieson, 2001: 3-4). 

5.5. Process of continual change 
Tourism trends, development in Thailand and tourism research are always changing. Both 

globally and regionally, tourism is dynamic. Even in Southeast Asia, countries are varied in 
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history and governance which affects how tourism is developed and managed. For tourism to 

develop in Southeast Asia there must be an emphasis on improvement to infrastructure. 

Whether infrastructure is developed solely for tourism or in combination with other priorities 

(poverty), future emphasis on infrastructure will require significant investment and may have 

long-term impacts. It is unclear who would be able to provide the investment and thus what the 

impacts might be. However, given that tourism infrastructure is lacking and many of the 

countries are poor, there is opportunity to ensure that development fiom tourism benefits the 

community and its poorer residents. Those exploring tourism for community development and 

poverty reduction are beginning to strategise, to finance studies and to work together in 

anticipation of finding clearer links between poverty and tourism.3031 

There is recognition of the bias that exists in representing developing countries through 
the camera lens of the tourist. "Tourism is one of the principal avenues through which 
our 'world-views' are shaped. This not only results from our holidays but also from the 
way destinations are represented though travel reviews, travel programs and 
documentaries, travel brochures and guides, advertising and popular experience 
exchange (Mowforth & Munt, 1998: 6). 

30  Tourism website is a collaboration between the International Centre for Responsible Tourism (ICRT), the 
International Institute for Environment and Development (lIED), and the Overseas Development Institute (ODI). 
http://www.propoortourism.org.uk  
31 Seminar on Tourism and Poverty Reduction was hosted by ESCAP, CUC-UEM AlT. Additional information 
available on http://www.tourismpovertv.com/ seminar details.htm 
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6.0. Location and physical layout 
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32 Map 1 is adapted from page 13, Thailand 1999 Lonely Planet 
33 Map 2 is adapted from Map of Krabi (unknown) TAT, Map of Krabi 2001 Thai Airways, and Krabi Tourist Map  
2001 Frank Tour 
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6.1. Government and administration structure 
This section presents aspects of Thailand's governing structure pertinent to the case study, 

specifically from the provincial to village level. Thailand is divided administratively into 

provinces (Thai: clinuwats), districts 'aniphores), subdistricts (tanihons), and villages (Moo Bans). 

Krabi province or Chanwnt Krabi is divided into a number of districts. The entire case study 

falls under the Krabi Muang district otherwise known as Aniphore Muang. Within Ampliore 

Muang and pertinent to the case study is the municipality of Krabi town and three additional 

rural subdistricts. Figure 5 depicts the communities included in the case study through the 

government hierarchy. 

Figure 5 Hierarchy of provincial to village level government 

Province, Ch•nwat Krabi 

Krabi Muang/Amphore Muang 

Krabi town  
(urban, town 
municipality) 

Klong 
Prasong 

(rural, TAO) 

1.Ko Klanq 
2.Khlong Prasong 
13.Klong Kam 
4.Bang Kha Nh 

Villages in boldface are part of the case study. 
Underlined text is used to name the three areas of the case study. 

Sal Thai 
(rural, TAO) 

V  

1 .Suan Prig 
2.Nhong Kok 
3.Khong Ji Lhad 

um 4.Sai Thai 
5. Ao Nam Mao 
6.Leam Pho 
7.Khlong Hin 

Other districts in Krabi 

Other 
subdistricts in 
Krabi Muang 

Ao Nanq 
(rural, TAO) 

1.Chom Phli 
12.Ao Nang 
3.Khlong Hong 
r4.Nadeen 
5.Thung 
6.Klong Song 
7.Phi Phi 
8.Laem_Tong 

All rural subdistricts are administratively termed tanibons. The Tambon Administrative 

Organization (TAO) consists of elected and appointed members (ESCAP, 2000b). Two main 

representatives head the TAO. The Kaninnu is appointed at the provincial level. The Ouhatoh 
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holds the top ranking hired administrative position responsible for planning and policy, 

including developing infrastructure and its maintenance. The responsibilities of these two 

positions are not identical in every TAO, nor are their duties limited to the responsibilities 

mentioned here. 

The lowest governing level is the village. Each tambon (or subdistrict) governs several villages, 

or Moo Bans. Every village is numbered and named. Each village is represented by a village-

headman, the Pooyai Ban. The Pooyai Ban is an elected elder or leader in the community who is 

generally respected by all village members. His/her office is his/her home. The government 

responsibilities between the subdistrict and the village-level vary in each situation. 

Having decision-making in the hands of the TAO is integral for rural communities in Thailand. 

The village-headman has little capacity to implement infrastructure or rural development 

decisions alone. In addition, the provincial government can assist through the subdistrict level 

when there is insufficient capacity to carry out larger infrastructure projects. "The local 

government administration and the provincial administration are to some extent overlapping" 

(ESCAP, 2000b). In the last several years, there has been a national policy trend to decentralize 

government. Numerous responsibilities and powers are devolving from the central to the 

subdistrict level (CSFI, 2001: 126). 

For example, large tourism development projects require approval from both provincial and 

tambon levels. An application for a hotel development permit is first approved by the 

provincial administration and then by the TAO or municipal government (Personal 

Communication, Khun Phongsak- Chief Planning and Policy Department, Provincial 

Administration of Krabi, 08/02/01). Through these requirements, the TAO has the opportunity 

to collect taxes from tourism development and to control the amount and type of tourism 

projects in their jurisdiction (Personal Communication, Khun Wichat Kwankao-Oubatoh of Ao 

Nang TAO, 08/20/01). 

6.2. Case study description 
With seventy-six provinces in Thailand, each provincial government is responsible for a small 

region. The Province of Krabi is located along the southwest coast of Thailand, facing the 
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Andaman Sea. Weather in Krabi is typically tropical monsoon. The hot season is from January 

to April and the rainy season is from May to December; temperatures range from 17- 37 

degrees Celsius. Map 3 illustrates the boundaries of the case study which extend from the 

eastern edge of Ko Klang village to the western edge of Ao Nang subdistrict at Hat Noppharat 

Thara National Park. From east to west, the length of the study area is approximately 14 km. 

From the southern coast northward, the study area extends a maximum of 6 km. Overall, the 

entire Krabi case study area is roughly 10 km2 - a small portion of Krabi province. 

Map 3 Krabi case study 34 
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The case study is in Krabi province and encompasses the capital, Krabi town. This entire case 

study area is referred to as the Krabi case study (Maps 2 & 3). The communities shaded in 

Figure 4 and located in Map 3 are: 

> provincial capital Krabi town; 
> village of Ko Kiang; 
> village of Ao Nam Mao; and 
> six villages of Ao Nang subdistrict. 

34 Map 3 is adapted from Map of Krabi (unknown) TAT, Map of Krabi 2001 Thai Airways, and Krabi Tourist Map  
2001 Frank Tour and information gathered by the author. 
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These are the communities involved in the case study. They are grouped into three areas 

delineated by dotted red lines on Map 3 and underlined in Figure 4. The grouping reflects the 

proximity of tourism transportation infrastructure. As a result, not all the villages under a 

tambon (Klong Prasong, Ao Nang and Sal Thai) are involved in this case study. In addition, 

separating the case study into these three smaller communities corresponds to the provincial 

and lower levels of government. The following table provides some general statistics about the 

three smaller areas within the Krabi case study. 

Table 3 Statistics of three areas in Krabi case study 

Three areas within the Communities No. of Total Average 
case study Households Population Income/Year 

(1) Krabi town and Ko Kiang Krabi town 5 592 19617 n/a 
Village Ko Kiang 268 1 346 CAD $ 600 

(2) Ao Nam Mao village Ao Nam Mao 132 581 CAD $ 960 

(3) Ao Nang subdistrict 

(6 villages) 

(1) Chom Phil 207 916 CAD $ 906 

(2)AoNang 210 859 CAD $1140 

(3) Khlong Hong 60 265 CAD $ 973 

(4) Nadeen 88 461 CAD $ 522 

(5)Thung 104 539 CAD $1120 

(6) Klong Song 76 356 CAD $ 780 

Source: Department of Local Administration (DOLA), 2000 

(1) Krabi town and Ko Kiang village: Krabi town is the most urbanized area in the case study. 

Krabi town is a mix of residents of all income levels involved in different economic activities. 

Most of Krabi town's poor people are labourers and construction workers. Across Krabi town 

and Krabi River are four Muslim villages with noticeably lower living standards. Of these four 

villages, Ko Mang is nearest to Krabi town. In 2000, the average annual household income of 

Ko Mang residents was just under CAD $600. That is CAD $180 higher than the annual income 

for Thailand's 1998 poverty line. 

(2) Ao Nam Mao village: Ao Nam Mao is in Sai Thai tambon, where agriculture is still the most 

important economic sector with the greater part of the land devoted to farming oil palm, 

rubber, coconut palms and orchards. Fishing is second in economic significance (TAT, 2001). 

The poorer residents in the area are largely labourers in tourism, shrimp farming and rubber 

harvesting. The average annual income of Ao Nam Mao residents is higher than Ko Mang 

residents at CAD $960. Ao Nam Mao village is over 90% Muslim. 
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(3) The majority of Ao Nang subdistrict: There are eight villages in the subdistrict of Ao Nang. 

Two villages are excluded from the study as they are located on Phi Phi Islands (Map 2) with 

separate direct connections to other areas of Thailand. Five of the six village headmen felt that 

they did not have the background to answer the interview questions and suggested contacting 

the TAO of Ao Nang. Ao Nang's Oubatoh commented that the subdistrict's poorer residents 

who are involved in tourism have an annual income of roughly CAD $800 (Personal 

Communication, Wichat, 08/20/01). The income range of the six communities differs (Table 1). 

Ao Nang village, which is nearest the tourism development, earns the highest income at CAD 

$1140 annually, while Nadeen (Village 4) earns the lowest income at CAD $522 annually. 

Although Village 4 is not the furthest away from the tourism area, it is hidden from the roads 

leading to the main tourist destinations. 

6.3. Local economy and the tourism product 
Tourism is not evenly distributed in the case study. Major tourist destinations have emerged as 

new places are discovered and accommodations and transportation are provided. Main 

overnight locations in the case study are Ao Nang beachfront, Railey Beach and Krabi town. 

Hat Noppharat Thara and Sea Shell Cemetery are popular day trips. 

Local economy 

In southern Thailand, one's heritage is often related to the types of business one may practise. 

The immigrant Chinese, who live mostly in urban centres, play a significant role in commerce. 

They have been a part of Thailand for several centuries, initially involved in trade and finance. 

In the 1970s, large numbers of them moved to upper levels of bureaucracy. Many Chinese have 

even acquired Thai names (CFSI, 2001: 114). Along the coast, the rural residents of the south 

tend to be Thai Muslims who earn their living by farming or fishing (CFSI, 2001: 96-97). These 

characteristics were reflected in the case study. 

The case study's rural inland agriculture is a diverse mix of tropical fruits, oil palm and rubber 

plantations (TAT, 2001). One newer coastal and rural industry making an impact is freshwater 

shrimp farming. Most freshwater shrimp farming is located near the coast to conveniently 

release wastewater into the ocean. 
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Tourism growth 

When tourism first began in Krabi and the case study area, the villagers were pleased to sell the 

land at a large profit. TAT was not initially involved. Tourism development was between the 

developer, the local authority and the landowners. A noticeable increase in international 

tourism began approximately a decade ago (Personal Communication, Khun Subin-President of 

Krabi Tourism Association, 08/06/01; 5-6 boat drivers in Ao Nam Mao pier, 08/10/01). Long 

time resident, guesthouse owner and brother of Ao Nang Kanman, Ya Ya feels the case study 

area has seen its most intense tourism growth in the last six years (Personal Communication, 

08/12/01). Robert Reynolds, a guesthouse owner, writer for the Phuket Gazette and active 

member of the Krabi Tourism Association (TA) and Ao Nang Hotel Association (HA), 

commented that three years ago there were 300 rooms in Ao Nang. He said that now Ao Nang 

has 2000 rooms with no space for further beachfront development (Personal Communication, 

08/12/01). In 2000, the number of tourists to Krabi jumped 12.7% from the previous year to 

1 236 229 visitors (TAm, 2000). 

With the latest growth in tourism, a vocal tourism industry organization and tourism-related 

disputes have arisen (Personal Communication, Runjuan, 06/20/01). In recent years, TAT has 

been involved in the tourism planning of selective areas such as Ao Nang beachfront, Ao Nam 

Mao village and regional tourism planning for Krabi province and the surrounding area. 

Krabi area tourism businesses are almost all Thai owned (Personal Communication, Khun 

Theerawit-Krabi TAT officer, 08/04/01). A few of the well-established, large tourism 

operations are owned and operated by local leaders. Many of the larger and newer operations 

have investors and owners from Bangkok and elsewhere in Thailand (Personal Communication, 

Theerawit, 08/04/01; Swallow Guesthouse Owner, 08/01/01). Several international chains 

have expressed interest in building and investing in the region. For the time being, the TA has 

been able to thwart foreign hotel chains from building in the area (Personal Communication, 

Reynolds, 08/13/01). 

Types of visitors  

Unlike many destinations in developing countries, Krabi attracts both domestic and 

international tourists. Domestic tourists and backpackers are often considered the type of 
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tourists who would support tourism development, including infrastructure that is pro poor 

(ESCAP/CUC UEM Project, 2001: 5). Foreigners stay on average only one day longer than 

domestic tourists (five nights instead of four). The ratio of foreign visitors to Thai visitors is 

slightly higher at 52:48 (TAT, 2000b). One difference between foreign and domestic tourists is 

the amount of money spent. In 2000, foreigners made up approximately 68% of the CAD $483.6 

million generated from tourism in Krabi province. 

Tourism attractions and typology 

Photo 3 Krabi Advertisement 

entertainment. 

Krabi province boasts limestone cliffs, caves, jungles, 

mangroves, numerous small and secluded islands, 

pristine waters, coral reefs and bountiful beaches. 

Tourism in Krabi is oriented towards those who 

appreciate nature and family getaways (Personal 

Communication, Reynolds, 08/12/01; Khun Chuan-

owner of Krabi Resort, 08/20/01). Tourism business 

leaders in Krabi are aware of the negative reputation of 

different types of tourism. Patong Beach in Phuket,35 

Pattaya,36 and Pat Pong Street in Bangkok are older 

destinations in Thailand and are dealing with the 

repercussions of sex tourism, drugs and late night 

Leaders of the Krabi TA adamantly oppose this type of tourism and consistently 

draw on these examples to show what is unwanted in Krabi (Personal Communication, 

Reynolds, 08/13/01; Ya Ya, 08/13/01; TA and HA meeting in Ao Nang, 08/15/01). The local 

leaders' views seemed independent of external influence, including TAT. 

In Krabi, the majority of the accommodations are guesthouses, with a dozen small hotels and 

approximately five large resorts. Accommodations which call themselves guesthouses tend to 

have fewer than 20 rooms, whereas hotels, inns and resorts have 100 rooms. Only one hotel in 

35 Phuket is Thailand's largest island and wealthiest province, with tourism its biggest source of income. It is located 
almost directly west of Krabi and can be reached in a day by land or water. 
36 Pattaya is Thailand's busiest beach resort, 147 km east of Bangkok 
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Krabi case study exceeds 200 rooms (TAT, 2000a). The spectrum of accommodations reflects the 

mix of foreign elite, foreign backpackers and Thai tourists who vacation in Krabi. 

High and low tourism seasons  

Tourism statistics are formulated annually and are not seasonally separated. However, there 

are distinct high and low tourism seasons in Krabi. "From December to March, the hotels and 

bungalows along Krabi's beaches can fill up; the beaches of Krabi are nearly deserted in the 

rainy season (July - October)," (Lonely Planet, 1999: 908). The low months of tourism can be 

attributed to the monsoon rains, rough water in the Andaman Sea and summer in northern 

countries. In the low season, most accommodation operates at 50% occupancy. During this 

period, the cost of accommodations and other major tourism purchases are often 60-40% less 

than in the high season. The difference between high and low seasons creates extreme 

infrastructure needs. Designing infrastructure capacity that is adequate for an average number 

of visitors will be excessive in the low season and insufficient in the high season. 

Table 4 Comparison of accommodation prices in high and low tourism seasons 

Hotel 

Krabi Resort (Ao Nang) 

Krabi Maritime (Krabi town) 

Bungalow (Ao Nang)  

Room type 

Deluxe Sea view Bungalow 

Double bed 

Double bed 
Source: Accommodation List in Krabi (TAT) 2000 

High Season 

CAD $204 

CAD $ 172 
CAD$ 40 

Low Season 

CAD$ 99 

CAD $ 132 
CAD$ 20 

6.4. Tourism planning in the region 
Official tourism planning in Thailand is generally led by the central government tourism 

organization, Tourism Association of Thailand (TAT). In Krabi, TAT is recommending a more 

managed approach to increasing tourism capacity. This approach entails increasing local 

understanding of issues such as land encroachment, destruction of marine resources and 

unsanitary and unsightly garbage disposal (TAT 2001). TAT recognizes that if tourism in Krabi 

is left to develop on its own without long-term management and environmental protection, it 

will negatively affect the area's overall tourism industry (TAT 2001). 

As part of the preparation for the next national social and economic plan for Thailand (9th 

NESDP 2002-2008), TAT is requesting the technical assistance of UNDP and WTO. TAT 

believes that having the tourism recommendations authored by international experts will give 

the recommendations more weight in national socio-economic development (Personal 
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communication, Runjuan, 07/03/01). Whether this is true or not remains unknown since it is 

the first time TAT has used this approach. 

Another international tourism industry organisation, the Pacific Asia Travel Association 

(PATA) was asked to examine the future for tourism in Krabi and surrounding provinces. 

PATA's technical assistance team concluded that Krabi and the surrounding provinces of 

Trang, Satun and Phatthalung require assistance to develop tourism in the future. Krabi stands 

out from the other three provinces because infrastructure in Krabi can accommodate 

international visitors. Still, the technical assistance team warn that many of Krabi's newer and 

larger tourism construction projects (hotels and resorts) now underway lack the much-needed 

environmental consciousness and management of tourism destinations (PATA, 2000: 9). 

Despite acknowledging improvements to tourism-related infrastructure, infrastructure 

provision and services is still considered insufficient. 

Alleviating the lack of transportation infrastructure is a challenge which requires further effort. 

Overall, "infrastructure, facility and service quality is finding it difficult to keep pace with the 

growth of tourist arrivals" (UNDP & WTO, 2001: xix). Since tourism is a growing industry and 

continues to grow in Krabi, long-term infrastructure planning is necessary. Long-term planning 

will stimulate infrastructure design to meet the needs of poorer residents. 

The WTO, UNDP and PATA have examined Krabi's ability to compete for international and 

domestic tourists, develop sustainable tourism, enhance tourism benefits to relieve poverty, and 

attempt to resolve inadequate physical infrastructure for tourism.37 Although their 

recommendations may be useful, there is no guarantee of implementation. There is often a lack 

of willingness, capability or method for adopting tourism recommendations at the national and 

international level, even if local leaders are in agreement. One of TAT's community tourism 

planners explained that "TAT's main influence is in ethic, ethic that is often expressed by 

developing a tourism plan. TAT is only sometimes able to assist with development, 

37 Positioning the Thai-Eco-Land for Sustainable Tourism Development Trang-Krabi-Satun-Pattalung 2000 PATA 
Taskforce 
Executive summary of Sustainable Tourism Development for Thailand 2001 WTO & UNDP 
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construction or training, funding permitting" (Personal Communication, Thawedet Thong-on, 

07/25/01). 

Both now and in the future, opportunities for pro poor tourism infrastructure in Krabi will have 

to be designed to balance: 

> continued increase of international tourists; 
> large accommodations; 

an increasingly competitive domestic tourism; and, 
> the needs of the surrounding residents not involved in tourism (TAT 2001). 

The impact of infrastructure is long-term. The recommendations suggested by national and 

international organizations need to be carefully considered for long-term benefits. Tourism 

planning will need to include all government levels. In Krabi's case, there must be sufficient 

capacity at the subdistrict level. 

The taskforce strongly recommends that the process of master planning MUST involve 
the Provincial Administration Office, the TAT regional office, the travel industry and 
the local community and these combined bodies be the implementing entity (author's 
emphasis) (PATA, 2000:8). 

6.5. Profile of 3 areas in Krabi case study 
The subsequent sections describe the three smaller areas within the case study and the tourism 

transportation infrastructure found in the specific areas. Each section presents general 

information about the area in relation to tourism. Second, specific details of the infrastructure 

are provided. Third, observations and lessons learned are discussed. Lastly, a summary of the 

observations and any additional information drawn specifically from the smaller area is 

discussed. 
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6.5.1. Krabi town and Ko Kiang village 

Map 4 Krabi town and Ko Kiang village 38 
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Krabi pier is the centre of transportation activities for residents and tourists in the region. 

Tourists travel to Krabi town via the airport, bus stop and the pier (Map 4). Transport from the 

town to the nearby beaches, islands and other smaller tourism destinations often depart from 

Krabi pier. This area is also a central area of activity for Ko Klang residents living across the 

river. Ko Kiang residents cross the river daily for employment, education and everyday 

supplies. They pay five Baht for the ten minute trip to cross the river. 

38 Map 4 is adapted from Map of Krabi (unknown) TAT, Map of Krabi 2001 Thai Airways and Krabi Tourist Map  
2001 Frank Tour and information gathered by the author. 
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Tourism transportation infrastructure  

In Krabi town, extensive improvements to tourism transportation infrastructure began roughly 

seven years ago. The old pier was constructed from wood and could not withstand erosion and 

the elements (Personal Communication, Khun Pitchet-Krabi town City Councillor, 08/03/01). 

There have been two significant phases of infrastructure improvements at the pier geared 

towards tourism development. The first stage of development in 1995 included environmental 

improvements to the pier and renovation of Thara Park. A retaining wall for river bank 

protection, a pavilion, sidewalks, roads, parking, water supply and electrical facilities were 

constructed as part of the first phase. The second phase in 1998 was an extension of 

infrastructure for the pier, including an additional tourist pier, pedestrian walkways and a 

parking lot. All of these improvements to the pier were completed for "safety and to facilitate 

tourists activities" (TAT, 1999: 51). Further details of the funding and organisations responsible 

for the pier are in the following table. 

Table 5 Krabi town tourism transportation infrastructure 
Krabi Town Date Funder and implementer 
Environmental 
improvement of 
Krabi Riverside* 

June 1995- • Funder: Japan Overseas Development Assistance 
April 1998* CAD $856 000 

. Loan Implementer: Dept of Local Administration 

Additional Sept 1998-
Tourist Pier* Dec 1999* 

• Funder: Japan Overseas Development Assistance Loan 
CAD $192 000 

• Implementer: Dept of Local Administration  
Source: Trail of Treasures: Reqional Development Pro qram under the Overseas Economic 
Cooperation Fund of Japan (OECF) Loan Phase 11(1995-2000)1999 Daoreuk Publishing Ltd 

The improved pier is able to withstand the stronger flows of water while smaller boats are 

sheltered from high and low tides (Personal Communication, Khun Keratesuk Pkukaoluan-

Mayor of Krabi, 08/06/01). 

Observations made, lessons learned 

The improvements to the pier are for tourism. However, the pier was always intended to be 

shared by non-tourism users with no particular emphasis on poorer people's needs. Given the 

physical changes to the pier, a significant component of the discussion relates to how the pier's 

design affects access. 

In general, there is better design and better access, facilitating economic and leisure activity. 

The improved pier supports transportation services and is a place for trade and leisure. Local 

residents set up small restaurants for tourists and the local clientele. In the high tourism season, 
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some fishermen from Ko Mang use the pier as the centre to advertise trips in their fishing boats 

(Personal Communication, Grocery Store owner-boat driver-tour guide from Ko Kiang, 

08/05/01). The area around the pier serves as a transportation node for tourists. The area is a 

central meeting place for tourists and tourism-related businesses. Overall, the new pier links 

walkways, restaurants and parks. 

Photo 4 Fishermen cleaning boats at Krabi pier 

Non-tourism businesses are able 

to take advantage of the pier's 

accessibility. The extended pier 

allows a greater number of boats 

access to Krabi town. The 

fishermen moor their boats there 

for the close proximity to 

restaurants and the rest of Krabi 

town. Location and design of the 

pier make it attractive for 

fishermen to dock their boats at the extended side of the pier for maintenance during low tides. 

The pier design is able to benefit non-tourism activities. 

Photo 5 Ko Kiang residents at a broken section of the pier 

There are opportunities to make 

the pier design more pro-poor. 

Overall, the pier improvements 

were designed for larger vessels 

transporting tourists to and from 

farther islands (Phi Phi Islands, 

Lanta Islands and Phuket). The 

broken corner of the pier rather 

than the main docking area is used 

by Ko Mang residents for 
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transporting goods. Ko Kiang residents explain that the broken corner is more convenient for 

moving goods from truck to boat as it is closer to the main road. Another improvement for Ko 

Kiang residents could be having the space to store goods. 

Photo 6 Close-up of broken section of the pier 

This point was reiterated by Kiong 

Kam village-headman (near Ko 

Kiang) who reported that there is 

no place for him to store 

community building materials at 

the pier, which is a significant 

problem. In a meeting regarding 

the pier and area, this village-

headman requested a storage shed 

at the pier for material purchased 

in Krabi town (Personal Communication, Kiong Kam Headman-Training Project: Tourism and 

Mangroves, 08/07/01). The building material purchased is being used to build a health centre 

back in the village. The amount of traffic along this area suggests there is an opportunity to 

improve access to support the needs of poorer residents who live on the other side of Krabi 

River and cross it daily. 

Tourism and infrastructure planning considerations  

Krabi town serves as a nodal center for regional businesses. Thus, infrastructure which 

facilitates economic activity is essential. Activity along the pier includes travellers arriving in 

Krabi who embark to further destinations or remain in the region to holiday. The town is well 

linked to smaller and larger centres (Bangkok, Malaysia, Phuket, Ao Nang, Lanta Islands, Phi 

Phi Islands). Krabi's Town Planning Department feels that funding for infrastructure is easier 

to obtain as tourism benefits are realised (Personal Communication, Policy Analyst for Krabi 

Municipality, 08/06/01). The Mayor states that tourism is the second priority of the town's 

overall development strategy, with agriculture first (Personal Communication, Keratesuk, 

08/06/01). 

Vivien Lo Page 79 of 125 



Chapter 6 Krabi case study 

In Krabi town, the location and larger size of the pier is essential in providing access to and 

from land and water. From observing non-tourism activities at the pier, there are still 

opportunities to improve on the coincidental benefits in access for the poor. 

6.5.2. Ao Nam Mao village 

Map 5 Ao Nam Mao village and area 39 

• shrimp farm4 
•developed areas 

tourism related bus WeiT 

Compared to the other areas in the case study, Ao Nam Mao has the lowest level of tourism 

activity. The tourism boom is just beginning near Ao Nam Mao, with three tourism 

guesthouses, several bars and some restaurants near the village. It is the only village in the 

tambon of Sai Thai exerting tourism prominence. Tourism leaders of the larger Krabi case 

study area consider Ao Nam Mao village and its nearby beachfront as the next logical area for 

expansion (Personal Communication, Therawit, 08/04/01). The village of Ao Nam Mao 

39 Map 5 is based on information and personal observations by the author 
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receives tourists daily en route to nearby destinations. For more than ten years, boat drivers 

have transported small groups of tourists to Railey Beach4° by water (Map 3). For about five 

years, songthaews4l have transported tourists to the Shell Fossil Cemetery42 by land. 

Photo 7 Songthaew 

Tourism transportation infrastructure 

Photo 8 Boat Driver funded waiting area 

The shores of Ao Nam Mao are 

extremely shallow and muddy, 

which can affect water-related 

transportation infrastructure. The 

tourism transportation 

infrastructures of Ao Nam Mao are 

a waiting area and a pier. The 

waiting area was funded and 

constructed by the boat drivers' 

association. It consists of a small 

4° Railey Beach is on the tip of a peninsula between Ao Nang and Ao Nam Mao. Significant limestone (karst) 
formations prevent convenient access by land. Travel to Railey Beach is best reached by boat from piers at any of the 
case study communities. Railey Beach has an international reputation as a rock climbing area. 
41 Songthaews are trucks modified with two rows of seats in the back to transport passengers 
42 Shell Fossil Cemetery is part of a National Park on the outskirts of Ao Nam Mao. It is a local tourism attraction 
which is included in the regional public transportation system. It is a 75 million-year-old shell fossil graveyard 
forming giant slabs jutting into the sea. 
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roofed area with benches located on the water's edge. Funding for the waiting area was raised 

through an equal contribution by each member of the boat drivers' association and 

advertisement fees from guesthouses at Railey Beach. The waiting area is at the end of a 

concrete main road. Both the concrete road and waiting area are visible from the highway 

which links Ao Nang to the Shell Fossil Cemetery (see Map 5). In the future, the boat drivers 

would like to improve mooring and access at low tide by digging the shore area deeper. 

A large pier was funded by the World Bank with construction assistance from the provincial 

government. A proposed tourist information centre that was initially agreed upon has not been 

constructed. The pier has a length of over 300m and was scarcely used during the time of the 

case study. Ao Nam Mao is extremely shallow, so the depth of the water at the end of the pier 

is insufficient for small boats to dock at low tide. In the high season, small boats are not 

allowed to dock in Ao Nang, therefore they often dock at this larger new pier (Personal 

Communication, Ao Nam Mao Village headman, 08/10/01). 

Photo 9 World Bank funded pier 

following table 

- 

'4$ 

The pier is not immediately 

connected to a paved or concrete 

road, while the waiting area is 

connected to a concrete road and is 

only five minutes' walking 

distance from the pier. The 

connection to a smooth road and 

proximity to the highway makes 

the waiting area is more accessible 

to the public than the pier. The 

summarises some factual information on the waiting area and the pier. 

Table 6 Ao Nam Mao tourism transportation infrastructure 
Ao Nam Mao Date Funder and implementer 
Waiting area 2001 

Large Pier* 19981999* 

• Funder: Boat Drivers' Association (CAD $ 4000, CAD 
$20 from each driver plus advertising fees) 

• Implementer: Boat Driver Association  

• Funder: World Bank CAD $ 4.6 million 
• Implementer: Provincial Government and Tambon Sal 

Thai in Muang District  
Source: The Action Plan Formulation for Rehabilitation of Tourism Attractions at Ao Phanq-nqa,  
Krabi, Phuket and Ko Samui surroundinq. 1998 TAT 
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Observations made, lessons learned 

Two water transport infrastructure projects serving the same area provide for an interesting 

comparison. Each project was designed differently, by different players and each is at different 

sites. A broader comparison includes the issue of whether water-related transportation 

infrastructure versus land-transportation infrastructure benefits the poor. 

Which is the "best bang for the buck?" The boat drivers expressed satisfaction with the 

waiting area. Neither facility extends far enough to avoid the fluctuations of high and low tide 

but preference is to park at the waiting area since it is at the end of the main road surrounded 

by shopkeepers. It appears that the waiting area is more economical and efficient as it is 

comparatively more difficult to transport goods in vehicles to the distant end of the pier. 

Further to the boat drivers' comments, public meetings that were held prior to the construction 

of the pier excluded the boat drivers because they are not local residents of Ao Nam Mao 

village. As a result, it seems that the pier is less integrated into Ao Nam Mao in terms of 

location and design. More importantly, the pier seems to discount the importance of the boat 

drivers who are Ao Nam Mao's most active tourism players. The World Bank funded the pier. 

However, it was unclear during the interviews whether the province, TAO or the World Bank 

was also responsible for the design, location and construction of the pier. 

Variable tourism season can cause inefficient use of infrastructure. Variability in tourism 

seasons has led to inefficient use of resources in the low season. The pier is rarely used in the 

low season. If the high season does not compensate for the pier's lack of use in the low season, 

then it appears that the investment in the pier could have been better spent elsewhere. The 

challenge of balancing growth and equity is due to limited resources in developing countries. It 

is in the best interests of everyone involved to ensure design, location and provision of 

infrastructure considers the seasonal variation. Specifically, that the funds for the pier should 

have been weighed against the benefits, and that the benefits should have considered boat 

drivers' plans for a waiting area less than five minutes away. 
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Not all tourism infrastructure will benefit the poor. Railey Beach Hotel employees and tourists 

make up most of the passengers who use the waiting area. The waiting area and the pier do not 

provide additional direct benefits for local residents uninvolved in tourism as they do not travel 

to Railey Beach. Local and poorer residents value different factors in water transportation. For 

example, fishermen prefer to beach their boats on the shore nearest their home. For them, the 

priority is proximity to their home since they move their boats in the middle of the night in 

order to avoid being stuck at low tide. The location and depth of the pier is irrelevant to their 

issues of access. 

Other transportation infrastructure which contributed to tourism 

For broader comparison, the other transportation infrastructure is paved roads connecting Ao 

Nam Mao to Krabi town, Shell Fossil Cemetery and Ao Nang beach. In addition to the 

provision of this transportation infrastructure, there is an emergence of regional transportation 

services via songthaews. Both transportation infrastructure and services are linked to tourism 

development in the area. 

Poorer residents value improvements to land travel. Poorer respondents of Ao Nam Mao felt 

that the increased convenience of travel by land was the main benefit from tourism 

transportation infrastructure. Thy noted the provision of expanded and paved roads as well as 

the subsequent improved transportation service of songthaews. In this case, transportation 

infrastructure and transportation services both contributed to improved access for local 

residents. 

Land transportation infrastructure in Ao Nam Mao encourages long-term tourism. The 

paving of the roads through Ao Nam Mao to Krabi town and Ao Nang beachfront is a result of 

rural development policies and the development of Shell Fossil Cemetery into a National 

Marine Park. Designating the Shell Fossil Cemetery as a National Park assures longer-term 

tourism development and growth in the area. Ao Nam Mao is now linked to this small region's 

circuit of tourism attractions. 

Improved land transportation infrastructure is linked to improved land transportation 

services. Improvements in transportation service are due to the increase in the number of 
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songthaews. Songthaews are privately owned and operated. Therefore, the survival of private 

songthaew operations, including their frequency and routes, is based on demand by locals and 

tourists. Reasons for the service improvements will be discussed in greater detail in 

observations on Ao Nang. 

Observations in Ao Nam Mao indicate that planning for accessible infrastructure requires 

consultations with the users who are both local and non-local. The constructed infrastructure 

demonstrates limitations to benefits by direct access. Limitations were also caused by 

inefficient use of resources in designing the pier. In this case, marine tourism infrastructure 

improvements provided minimal access for the poor. One brighter observation was that the 

boat drivers who mobilised infrastructure development used only local resources. 

Tourism and infrastructure planning considerations  

As tourism continues to grow in Ao Nam Mao and Sai Thai subdistrict, the area will further 

urbanize and more development will occur along the main roads. Already, a few late night bars 

and adult clubs, which clash with the predominantly family-orientated, nature tourism, have 

located near the village of Ao Nam Mao. These hidden tourism developments have negative 

cultural and environmental consequences and require infrastructure for their operation. In 

addition, future issues may arise from conflicting types of tourism and inland shrimp farms in 

the same area. Depending on how economic development unfolds in Ao Nam Mao, there will 

be different economic and social opportunities and obstacles facing the poor. 
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6.5.3. Ao Nang subdistrict 

Map 6 Ao Nang subdistrict43 
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There are six villages involved in 

tourism in Ao Nang. Villages 2 

and 3 are immediately adjacent 

to tourism, while Villages 1, 5 

and 6 are located on roads which 

link travellers who arrive on 

major highways to Ao Nang. 

Lastly, Village 4 is slightly more 

remote as it is furthest away 

from the main road. 

The beachfront in Ao Nang is 

one of the most popular tourist 

stops on Krabi's mainland. In 

the highly developed tourism 

areas of Ao Nang, 99 tourism 

accommodations have been built 

(TAT, 2001). This subdistrict is 

influenced extensively by 

tourism. Some of the issues 

resulting from tourism include 

waste management, increased 

crime, increased traffic and 

intense development pressures. 

43 Map 6 is adapted from Map of Krabi (unknown) TAT, Map of Krabi 2001 Thai Airways, and Krabi Tourist Map 
2001 Frank Tour and information gathered by the author. 
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Tourism transportation infrastructure  

Two influential projects significantly improved tourism transportation infrastructure in this 

subdistrict. Approximately 17 years ago, the development of Krabi Resort literally paved the 

way for transportation infrastructure and tourism development in Ao Nang (Personal 

Communication, Chuan, 08/20/01). In the 1990s a Royal Palace was constructed on the 

outskirts of the subdistrict, requiring a regional airport, road improvements and a water tower. 

Krabi Resort and the Royal Palace, combined with incremental infrastructure improvements 

since the construction of the Krabi Resort, have modernised transportation infrastructure in Ao 

Nang. 

The Royal Palace was constructed near Ao Nang subdistrict due to the lobbying of a group of 

influential tourism and government leaders. The leaders had planned to take full advantage of 

the Palace's infrastructure provision for the tourism industry. The leaders explained that one 

way to ensure adequate tourism transportation infrastructure in the area is to have a palace for 

the Royal Family in the vicinity (Personal Communication, Keratesuk, 08/06/01). The Palace 

provided the funds necessary for construction and improvement in the transportation 

infrastructure. This included infrastructure for air transport from Bangkok to Krabi town and 

ground transport from Krabi town to Ao Nang, and from Ao Nang to the Palace. Roads which 

link the airport to Ao Nang and the Palace are upgraded annually. Additional incremental 

paving and widening of roads is due to the increased tax revenue of the TAO. A significant 

portion of the increased tax revenue is generated by hotels, in the region (Personal 

Communication, Wichat, 08/20/01). 

The following Table 7 summarises how tourism transportation infrastructure has developed in 

Ao Nang. The funding for road improvements began with the construction of Krabi Resort, 

then the Royal Palace and most recently from taxes on hotel developments in the area. 

Table 7 Ao Nang tourism transportation infrastructure  
Ao Nang Funding and Date Description 
Paving and early 1980s Krabi Resort • Funder and Implementer: Krabi Resort 
widening of 1997-1998, • Royal Summer Palace 
roads 1990— 2000 Royal Summer Palace • taxes from tourism business to TAO 

and money earned through taxing 
hotels 

*Source: Development and Conservation of Tourist Attraction Project 1987-1991 (unknown) TAT 
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Observations and lessons learned  

Tourism can quickly urbanise rural Ao Nang. What was once farmland is now dense urban 

development along the beachfront. In Ao Nang, urbanization is based on the needs of tourism. 

Tourism in Ao Nang and Krabi town create a substantial amount of pedestrian traffic, dense 

accommodations and reliance on public transportation. Sudden spurts of urbanization in a 

rural area will strain the region's existing physical infrastructure capacity. In Ao Nang, tourism 

created positive benefits by road development, public transportation and access to new market 

opportunities. It has also caused negative infrastructure impacts such as an increase of solid 

waste, an increase of litter, shore erosion and raw sewage dumped into the sea (TAT, 2001). 

Photo 10 Guesthouses along Ao Nang strip 

At the time of this investigation, a 

local leader proposed the 

conversion of Ao Nang into the 

second urban municipality in 

Krabi Province. This included 

plans to further urbanise tourism 

in the 3 km2 of land remaining in 

Ao Nang and adjacent to Hat 

Noparathara National Park. More 

tourism in this concentrated area 

will undeniably increase the demand for current infrastructure services and will likely increase 

the intensity of tourism disputes. The National Park warden already has difficulties in 

preventing tourism development from encroaching on park property (Personal 

Communication, 08/18/01). 

Improving provision of transportation infrastructure can encourage economic growth and 

transportation services. Two decades ago, the construction of Krabi Resort started not only the 

road infrastructure for the region, but provided access for tourism development along the road. 

Ongoing road improvements encourage more travel and economic development along areas of 

road extensions and upgrades. In tourism, this includes accommodations, restaurants, tour 

offices and transportation services. 
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Improved transportation infrastructure has positive outcomes in local residents' lives. The 

construction of roads has led to increased development along the highway, more small 

businesses and increased traffic along the main roads. In this case, paved roads improved 

conditions for transportation services (songthaews, taxis and buses) which were a significant 

component in improving public access to transportation services. Respondents reported that 

life became more convenient. There was more opportunity to travel, to access schools, stores, 

hospitals in Krabi town and to participate in other activities, including looking for other 

methods to increase income. One shop vendor who drives her entire shop to the beachfront 

daily said that the paving of the gravel roads helped her to decide to set up shop in Ao Nang 

(Personal Communication, Pancake Vendor, 08/17/01). Better transportation services have 

opened up possibilities. 

Private transportation service can meet local needs. Public accessibility to private 

transportation service is one component of transportation that has improved. The provision of 

roads created ideal conditions to extend tourism development along the highway. Thus, the 

number of tourists requiring transportation service along the roads also increased. Like Ao 

Nam Mao, Ao Nang has experienced an increase in privately operated songthaews. The 

songthaews carry tourists as well as local residents. Tourists are charged 20-30 Baht per ride 

from Krabi town bus depot to Ao Nang area tourism attractions, while all uniformed school 

children are charged 5 Baht for transportation to school. Most songthaews stop near local 

communities and charge smaller fares to local residents. As a result, the local residents have a 

reliable and affordable transportation service. 

Creative and entrepreneurial search for infrastructure investment continues. Community and 

tourism leaders in the region were able expand on projects which developed the transportation 

infrastructure in the tourism area. For example, the underlying reason for the Royal Palace was 

to push for infrastructure that could be of use for tourism. The expanded tourism 

transportation infrastructure in the area became accessible to communities in the vicinity. The 

Royal Palace was a roundabout method of providing transportation infrastructure access and 

service. Hence, the Palace project represents creativity and the entrepreneurial spirit of local 
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leadership. It would not be sustainable to encourage all villages that want tourism 

infrastructure to lobby for a palace. 

Tourism and infrastructure planning considerations  

The issues which need to be considered in Ao Nang's tourism planning were expressed from 

the point of view of local government, tourism industry organisations and the national tourism 

organisation. The issues relate to balancing growth and development, obstacles identified in the 

near future and conflicting perspectives with the Ao Nang Tambon. These are just some of the 

political realities communities face in the presence of tourism. 

Issues raised by TAT in Ao Nang and Sai Thai (Village of Ao Nam Mao). TAT has completed 

a preliminary review of tourism planning issues in Ao Nang and Sai Thai (Village of Ao Nam 

Mao) subdistricts. The results highlight the acrimony among local stakeholders as the area has 

a high concentration of tourism development. These are the main issues identified in Ao Nang 

and Ao Nam Mao: 

(1) conflict between business owner and government organization; 
(2) refusal to accept government rules and regulations; 
(3) lack of participation and cooperation between government and the private sector; 
(4) lack of understanding of land use planning; and 
(5) encroachment on farm and National Park boundaries (TAT, 2001). 

Dispute regarding sewage treatment plant near Village 4. In order to maintain continued 

tourism growth without further damage to the environment, TA, HA and TAO have proposed a 

sewage treatment plant on a forested plot in Village 4 by 2003. The proposed site is currently 

communal land used by the villagers to collect firewood, to take animals to range, and to fish. 

Village 4 does not want a sewage treatment plant in their area as they fear they will lose access 

to their common resources. Incidentally, Village 4 earns the lowest income in the subdistrict 

(CAD $522) and is the only village in the tambon which drinks its groundwater. Its residents 

are unwaveringly opposed to this project.44 The Pooyai Ban explains: 

Why should the residents of Village 4 have to take responsibility for this polluted water 
when those people who get the benefits from elsewhere, the businessman and the people 
at Ao Nang should have a responsibility for what they have done? The government 
should have stricter control about sewage from the hotel and guesthouse [translated] 
(Personal Communication, Village 4 headman Khun Musa, 08/28/01). 

44 The village dispute has caught the interest of a PhD Candidate, Maureen Hickey of the Department of Geography, 
University of Washington. She is investigating the issues as part of her own research. 
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Furthermore, Village 4 has the only tourism business cooperative in the case study area. Three 

provincial departments (Community Development, Industry, and Agriculture) provide support 

for the women's coconut handicraft cooperative. The Pooyai Ban is leading the majority of the 

community to introduce a homestay45 program in the near future. Village 4 recognizes their 

distance from the main tourism attractions of Railey Beach and Ao Nang Beach. Therefore, the 

community took the initiative to attract tourists through village-based tourism projects. 

Tourism businesses outside Village 4 felt these developments would decreased the 

concentration of tourist dollars spent in the existing tourist resorts. Disputes such as this one 

may provide some insight into the inequalities from tourism growth. 

Challenges remain in balancing the needs of the community and tourism. Most Oubatohs 

(administrators) are not trained or experienced enough to deal with tourism issues. Ao Nang 

TAO has received some assistance and pressure from TA and HA on tourism management. It is 

difficult to gain a realistic sense of how the TAO is able to balance the needs of tourism 

development over the needs of the local residents (particularly the poorer residents), especially 

since older establishments are better able to convey their business needs. Thus the TAO may 

give these businesses more consideration for their development needs. 

Tourism development in the area has provided the TAO with additional tax revenue that can be 

used for infrastructure projects which are aimed to benefit local residents. With some assistance 

from the central government, Ao Nang TAO has demonstrated some capacity to provide the 

area with infrastructure that is not shared with tourism. Thus far, the roads, water supply, 

waste management and health facilities have been improved through TAO's rural development 

projects (Personal Communication, Wichat, 08/20/01). 

In conclusion, the improvements in Ao Nang are access to transportation infrastructure and 

transportation services. The benefits from transportation include access to better education and 

markets. Ao Nang tourism has reached a critical point where the local community disagrees 

with tourism decisions made by local residents and tourism businesses. Proposed infrastructure 

45 i . Homestay accommodation s generally defined as tourists staying at the homes of the local residents. Homestay is 
a tourism product that encourages tourists to immerse in the local cultures of the tourism destination. 
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to clean up Ao Nang's sewage problem has negative social and economic impacts for village 

residents. Tourism and infrastructure-related needs and policies have yet to be balanced. 

6.6. Overall finding of Krabi Case Study 

Background research in Chapter 4 found that transportation infrastructure has the potential to 

improve poor people's access to resources and opportunities, thereby enhancing economic and 

social development. In Krabi, it was evident that transportation infrastructure contributed to 

transportation services and economic growth. 

"Whore a road passes, development follows right on its heels, "said an old 
man in Cameroon (1996). Roads and transportation both increase physical 
and social connectedness and increase prices obtain for crops and 
products. Roads even to the next village are seen as expanding people's 
options and access. 

Source: Can Anyone Hear Us? Voices from 47 Countries 1999, World Bank 

6.6.1. Infrastructure and transportation 

By analysing observations from all three areas of the case study, additional observations are 

made below, relating to all three areas. 

Basic transportation services for tourists can also meet poorer people's transportation needs. 

Transportation services developed alongside tourism growth in Krabi. The first foreigners 

visiting Krabi were low-budget tourists attracted to islands and destinations along the coast. 

These tourists' thrifty habits encouraged low-cost land and water transport services that were 

immediately profitable. As a result, local residents with a truck or a boat began to operate brief 

and basic trips. In the case of land transport, the numerous villages located en route obtained 

equivalent access to improved private transport services. Improved access to transportation 

services relied on increased frequency, affordability and shortened journey time which 

improved availability. These components of transportation services improved the 

transportation infrastructure in the area. 

Improved transportation services can create links to resources and opportunities. Poorer 

members of the community, especially small business owners, benefited from an improved 

transportation infrastructure and services. Access was provided to resources in larger centres 

which have strong links to opportunities for growth and development. Ko Mang residents 
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shop, study, work and sell produce daily in Krabi town. They are reliant on Krabi pier for all of 

these activities. Villagers from Ao Nang subdistrict travel more often to Krabi town, Trang and 

beyond, via the improved roads shared with tourists. Rural youngsters are able to live in the 

village while commuting safely to Krabi town daily for school. Improvements to passenger 

transportation are based on three elements: tourism development (necessitating transportation 

infrastructure), private businesses (profiting from supplying transportation services) and 

increased demand (due to increased traffic). 

Improved transportation infrastructure to an urban centre benefits the surrounding rural 

region's access to opportunities, including economic development. Expanding the road and 

pier networks from urban to rural areas expanded transportation services and facilitated the 

growth of economic diversity. The publicly accessible pier in Krabi town was conducive to the 

search for economic opportunities. For example, boat drivers with a range of boat sizes can 

now solicit customers, food vendors can set up temporary restaurants and guesthouses can 

solicit for customers. The pier's urban location likely contributed to its usefulness and allowed 

access by poorer respondents across the river in Ko Kiang village. 

On land, the road improvements have paved the way for economic growth and transportation 

from rural areas in Ao Nang to Krabi town. The songthaew service in Ao Nang is routed 

through Krabi pier and Krabi bus stops to Krabi town's central hub of activity. 

Designing multi-functional tourism transportation infrastructure needs to be sensitive to 

local needs. The needs of transportation infrastructure differed for local residents who did not 

participate in tourism but who also used the pier. The large pier in Krabi town served several 

local functions. It was a place for larger fishing boats to dock and be repaired and villagers 

from across the river could have daily access to Krabi town, where restaurants, vendors, 

bookshops and tour operators set up business. The pier also served as a place where fisherman 

could hire boats to tourists. The multifunctional pier improved access to infrastructure for 

residents not participating in tourism. 
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Strategic location and good design facilitate economic growth. Tourism transportation 

infrastructure needs to be sensitive to how it creates public spaces. A strategic location can 

encourage economic benefits. Krabi pier and the Ao Nam Mao waiting area are both legible46 

places for tourists and residents to use. Boats, automobiles and pedestrians have access to the 

pier. The promenade along the side of Krabi pier has sufficient space to accommodate business 

activity and different types of transportation to park and congregate. Krabi town pier is an 

inter-modal point of transportation. The improved waiting area in Ao Nam Mao village is 

located at the end of the main road with shops nearby. Additional activities surrounding the 

waiting area and Krabi town pier encourage trade. 

Tourism transportation infrastructure can be developed to cater to foreign tourists, but its 

development can be justified by also serving domestic tourists. The needs of domestic tourists 

(such as their transportation arrangements) are more similar to local community members than 

those of foreign visitors. Domestic tourists have greater opportunity to travel in the low season. 

This would help justify an increase in infrastructure and balance the lower number of 

infrastructure users in the off-season. Krabi is an area that attracts a significant number of 

domestic tourists. 

Factors of infrastructure provision and service that matter to the poor 

The following three factors surfaced in different observations and appear to have applicability 

outside of Krabi. All the factors affect access. 

Timing of > There are gaps of time when tourism transportation infrastructure is not used to 
users capacity. This may be an opportune time for non-tourism related use. 

> The infrastructure should be sensitive to annual, seasonal and daily fluctuations in 
use. 

> Understanding that the patterns of use are linked to people's daily, weekly and 
seasonal schedules. 

Location > Road development or location of a pier affects those who live in the vicinity and 
those who make the journey for infrastructure access. 

> Insensitivity to the location and travel route will cost the poor greater time and effort. 

Design > Infrastructure design can control user capacity which controls access. 
> The poor tend to travel by foot, or rely more on public transport, or have smaller 

vehicles or vessels. This has impact on infrastructure design. 

46 Legibility refers to the ease with which parts of the environment can be recognized through their location, shape, 
colour or arrangement and are organised into a coherent mental pattern (B. Sandalack & A. Nicolai) Less legibility 
requires more signage to identify its function. 
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6.6.2. Residents perspective 

The local residents' perspective discussed in this section excludes local tourism businesses, local 

tourism leaders, and local government. It is aimed at providing a better understanding of how 

residents view tourism in their community. A general descriptive summary of the poorer 

people in Krabi is presented first. Thereafter, specific issues including income and asset 

accumulation, impact of transportation infrastructure and tourism are discussed. 

The poorer residents interviewed had no additional time or money to meet more than their 

physiological needs. Some worked in the tourism industry as labourers, electricians, waitresses, 

hostesses or cooks. Others worked as farm labourers, fishermen labourers, construction 

workers and garbage sorters. It is important to note that (based on the respondents 

interviewed) a labourer in the tourism industry in Krabi is paid just as low wages as a labourer 

in any other industry. Despite this, those who worked in the tourism industry preferred this 

type of labour over others because the work is less physically demanding and the work hours 

are more accommodating. 

Case study interviews and statistics from DOLA indicate that the poorer residents have an 

estimated salary of roughly CAD $500 to $960 annually. Poorer residents in Krabi live above the 

1998 poverty line of CAD $412, but are still far below the 2000 national average annual income 

of CAD $5832. Village 4 had the lowest annual household income of CAD $522. 

Residents who seem poor may not be poor. Some residents employed in tourism are originally 

from other areas of Thailand. Many of these newer residents prefer to live in low-standard 

housing provided by their employer. Their financial goals are to save money and return home. 

Those who appear poor may have other priorities. 

Poorer respondents were unable to secure and sustain assets necessary to improve their current 

conditions or to advance in Maslow's hierarchy. The majority of the poorer respondents 

interviewed generally had at least one source of income. Some respondents had more than one 

source in order to keep pace with the increased cost of living (Personal Communication, Khun 

Guon, Wife of fisherman and employee of guesthouse - Ao Nam Mao, 08/11/01). Most 
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respondents acknowledged the cost of living had significantly increased for them as a result of 

tourism growth in the area (Personal Communication, Poorer fisherman labourer - Ko Klang, 

08/5/01; Shrimp farming labourer and family - Ao Nam Mao; 08/11/01, Grandma with 

grandchildren - Kiong Song, 08/18/01; Woman farmer with animals - Ban See, 08/18/01). 

Certain skills and traits affected the poorer respondents' ability to gain more than low wage 

employment in tourism. Most of the poorer respondents were not able to speak a second 

language useful for tourism, lived in more remote areas and were not considered youthful. 

These were barriers (respondents claimed) to block them from tourism employment or from 

operating a small scale tourism business. A few respondents went even further to say the 

tourism businesses selectively hires the attractive young-adult females in the surrounding 

community (Personal Communication, Muslim woman with seven kids in bungalow, 08/13/01; 

Grandma with grandchildren, 08/18/01). 

Poorer respondents not involved in tourism said that the road improvement made sustained 

improvements to their lives. They pointed out that roads and transportation services have 

improved since tourism began. It appears that the improvements from tourism transportation 

infrastructure and services increased free time for residents to improve their situation (earn 

extra income, increase education). 

The interviews indicated that the majority of local residents excluded from tourism have no 

animosity towards it even though they agreed that the cost of living and the crime rate in the 

Krabi case study area had increased. With the exception of Village 4, local community members 

agreed that tourism had brought improvements to the region. In fact, when asked to give an 

example of how life had improved, most of these respondents immediately pointed out various 

infrastructure improvements. 

Thus, at the very least, if tourism does not create obstacles for poorer residents, they will likely 

hold no resentment towards the tourism industry. A community is more willing to accept 

tourism if the rest of development keeps pace with tourism development. Excluding Village 4 

interviewees, local respondents did not appear dissatisfied with the TAO's ability to balance 
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tourism growth and rural development. Village 4 demonstrated that if tourism obstructs their 

right to sustain their existing livelihoods or threatens their plans and capacity to improve their 

lives, animosity can be vocal. 

6.7. Remarks 
The development of transportation infrastructure and services for tourism will carry on as 

tourism in the region of Krabi continues to grow. Tourism transportation infrastructure was 

able to provide some assistance to the poor. However, it was observed that not all tourism 

impacts were positive. Positive impacts need to outweigh negative impacts for the local 

acceptance of tourism. Local government capacity is challenged in its role as a decision-maker 

when tourism issues arise. The following chapter will discuss in further detail Krabi's tourism 

industry and the influence of well-organized local leaders, including their long-term vision for 

Krabi. 
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7.0. Introduction 
This chapter summarises findings from the case study based on literature in tourism 

transportation infrastructure and poverty. The relationship between the three topic areas of 

transportation infrastructure, poverty and tourism is still unclear. This is not unexpected as 

tourism and poverty research is still an emerging field of study. Most of the case studies of pro-

poor tourism are less than 5 years old (Ashley et al., 2001: 18). Some of the case study findings 

are inconsistent with findings in the literature and some represent new knowledge. Perhaps this 

suggests that researchers into tourism and poverty and this MD? have only begun to identify 

opportunities that exist in reducing poverty through tourism-related infrastructure. 

As mentioned in Chapter 4, the literature review has shown that transportation infrastructure 

has not been researched as a component of tourism and poverty research. In fact, my research 

highlighted the major challenges and gaps that exist in integrating the topics for this MD? 

(Section 4.5). 

7.1. Literature Review 
The weight of the evidence and opinion in the literature suggests that the transportation 

infrastructure for tourism (e.g. roads, bridges and waterways) has the potential to assist poverty 

reduction. Transportation infrastructure and transportation services were found to have direct 

and indirect links to poverty reduction through access to opportunities and resources. Examples 

include access to education, markets and health services. Benefits gained through these avenues 

can improve poorer people's political, economic and social resources. Through better health, 

better market choices and better education and employment, these resources help build poorer 

people's capacity to make more informed decisions and to have better control over their lives. 

All of these components are necessary if local and poorer residents are to maintain control of 

their lives as tourism enters their communities. Thus, the role of transportation infrastructure 

(and subsequent services) is linked to poverty reduction through the broader definition of 
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poverty. In other words, transportation infrastructure can reduce the "inequalities in access to, 

control of, and benefits from political, social and economic resources" (CIDA, 1996b: 2). 

7.2. Case Study 
The evidence in this case study supported the prevailing view in the literature of the linkages 

between tourism transportation infrastructure and poverty reduction as identified in the 

literature review. In this section two specific observations are discussed. The first observation 

refers to the type of asset accumulation the poor believe will get them out of poverty and the 

effects of tourism on this process. The second observation is not specific to the poor, but a group 

of boat drivers who were formerly fishermen. The second observation highlights the potential 

for local residents who are not the elite to do what is required to improve transportation 

infrastructure. 

Asset accumulation for the poor in case study 

In Krabi, the poorer residents were just able to feed and clothe themselves. According to 

Maslow's hierarchy of needs, they were able to satisfy their physiological needs (the lowest 

level) and were looking for methods of moving up the hierarchy of needs. In the interviews 

conducted with the poorer respondents, their views on how to improve their situation were not 

directly linked to transportation infrastructure. Poorer respondents recognise that 

transportation can provide access to better resources and opportunities, but they believe that 

asset accumulation and education are more important steps out of poverty. Education was 

considered important because most of the poor parents did not want their children to be 

employed in the same jobs as they were. Respondents overwhelmingly aspired to owning a 

business which was not necessarily tourism-specific. Owning a small piece of land, a small shop 

or a shrimp farm were some of the methods of asset accumulation mentioned by poorer 

respondents. 

Unfortunately, buying land in an area experiencing a tourism boom has significant obstacles. 

First, the national process of land ownership and entitlement is lengthy, bureaucratic and, in 

some cases, corrupt. Second, ownership is categorised into three hierarchal steps that increases 

the owner's land rights and land value (Personal Communication, Khun Pornchai Pechpiropon-

National Park Warden, 08/18/01). Each step has to be earned and officially authorized over a 
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period of several years. Third, obtaining land in the region is complicated by gangsters and 

existing land owners. Some gangsters are involved in grabbing land from the owners of smaller 

farms who are in the process of earning full land entitlement. In tourism, there are many 

examples of a few private entrepreneurs who exclude local people in order to gain access to 

unauthorised land through land grabbing (Ashley et al., 2000: 5). The TAO, Department of 

Forestry, Department of Land and the Ministry of the Interior are unable stop these activities 

(Personal Communication, Therawit, 08/04/01). Poorer landowners are often challenged by 

others who say they have a greater claim to the area (Personal Communication, Pornchai, 

08/18/01). The issues in land tenure create significant obstacles in using land ownership as a 

way out of poverty. 

As tourism extends further into the interior of Krabi province and toward Ao Nam Mao village, 

there will be more competition for land by various groups (tourism development, shrimp 

farmers, agriculture). In Krabi, unclaimed hilly agricultural land facing the ocean is 

Photo 11 Hotel construction into the hills near the National Park 

supposedly protected from intense 

development. These areas are of high 

value to hotel developers as they 

provide excellent views of the 

Andaman Sea and islands. I observed 

larger and newer developments 

beginning to encroach on this land 

(Photo 12).Whether the land is owned 

by tourism developers or local people, 

permanent land ownership is 

important. Permanent land ownership provides security. 

Evidence from the case study shows that tourism can create barriers to land ownership which is 

one type of asset accumulation. There is little literature which documents how tourism prevents 

land tenure as a form of asset accumulation. There may be several reasons. Literature on 

tourism benefits for the poor rarely identifies landownership as a positive impact of tourism 
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development. Benefits from tourism emphasize employment and selling tourism products (e.g. 

handicrafts). Therefore, issues of land ownership may be unintentionally omitted. The incident 

in Krabi could be case-specific. The poorer respondents in Krabi were already employed in a 

range of menial labour positions from farming to tourism. It is not surprising that they 

mentioned asset accumulation as the next step in improving their lives. 

The literature notes aspects of the issue, but not the entire issue of land and tourism for the 

poor. The literature does acknowledge that tourism development can have a negative impact on 

the poorer people's access to natural resources, including land (Shah and Gupta, 2000: 31-32). 

Natural resources that are important to the poor tend to be common property resources. 

There are documented cases where these natural resources are either diverted (water), 

consumed at a faster pace (forest and wood) or degraded (increased solid and sewage wastes) 

as a result of tourism. There are also examples of tourism entrepreneurs successfully pressuring 

the sale and development of government land. This land is often a vital natural common 

property resource for subsistence survival (Ibid, 2000: 41). For instance, for a few days every 

month, Ao Nang's touristy beachfront is taken over by local residents digging for seafood. The 

beach is vast and the water extremely shallow. When the tide recedes, residents from all the 

nearby rural communities harvest sea cucumbers, mussels and crabs along the beach. 

Photo 12 Local residents harvesting seafood in Ao Nang 

Poverty research recognises land 

tenure as a traditional method of 

gaining assets. In preliminary 

findings on poverty and tourism, 

communities with secure land tenure 

are in the strongest position to 

manage tourism and gain the lion's 

share of the benefits (Ashley et al, 

2001: 32). 
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Improvements in "access to assets" for the poor are highlighted as one of the lessons learned 

from pro-poor tourism findings (Ashley, 2001:42). These findings do not specify infrastructure 

or transportation as the components with the strongest link to accessing to assets in order to 

reduce poverty (Cattarinich, 2001: 42). However, in a few cases where transportation 

infrastructure was identified as a benefit from tourism, benefits are a result of access to resources 

and opportunities which corresponds to the findings of this MDP. 

In the area south of Jiri [in Nepal], the absence of roads has prevented villagers from 
reaping the benefits that increased trade opportunities have brought to neighbouring 
regions. Muir's Tours/NKF recently participated in the construction of a road at the 
request of local communities in the area, which benefits 30004000 people (Ibid. 2001: 56). 

Based on Krabi interviews, the improvement of transportation infrastructure (accessible to the public) 

by tourism development was beneficial for those not involved in tourism, including the poor. The 

method of land tenure in Krabi is too complicated and corrupt for the poor to take advantage. 

Overall, there are two reasons that may explain why I observed substantial positive linkages 

between poverty and transportation. First, the poor may have selected transportation 

infrastructure and transportation services not because it was ideal, but because other methods 

of asset accumulation were more difficult (e.g. land ownership). Furthermore, the methodology 

used to select the case study was aimed at communities with tourism transportation 

infrastructure. 

Tourism transportation of fishermen turned boat drivers  

Although the following example does not concern the poorer people, it does help to provide 

some insight into local activity in tourism transportation. Perhaps it highlights the potential for 

autonomous, local, transportation infrastructure. The boat drivers were former fishermen who 

benefited significantly from tourism. They had the required capital (a boat which can hold a 

few tourists) to operate in the tourism industry without additional investment. Fishermen with 

suitable boats were eager to take tourists to the further reaches of Krabi. Fishermen-turned-

boat-drivers retain ownership, control of their finances and all monies earned. 

In Krabi, it appeared that the size of the fishing vessel gave some indication of the income a 

fishing family is able to earn. For instance, a small paddle boat would belong to very poor 
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fishermen. The boat drivers were formerly fishermen with medium-sized motor boats that 

could take approximately 6-8 tourists and their luggage. They were neither the poor nor the 

wealthy in the case study. 

In the low season, most boats earn between CAD $8 to $40/ day transporting tourists. In the 

high season, a boat driver often earns ten times as much, making it worth waiting at the pier all 

day rather than fishing, no matter what the season (Personal communication, Boat drivers, 

08/10/01). The example of Ao Nam Mao village waiting area shows that local groups with a 

common goal are able to organize and construct small-scale infrastructure to adequately meet 

their own needs. The fishermen-turned-boat-drivers were the only clear group of local, rural 

"non-leaders" who gained substantial economic benefits and retained their existing way of life 

with little outside influence. It is unclear just from one case study if this is an isolated incident 

or whether opportunities to develop tourism transportation services should be considered. 

Community-based tourism development projects often involve village homestays, local 

handicrafts and employment in hotels and restaurants to generate the economic benefits from 

tourism. Perhaps a tourism transportation service that is run by a pro-poor community 

organization could be another method of harnessing greater economic benefits from tourism. 

These could be songthaews that are run by several families in a community, or short boat rides 

in vessels that hold one or two people. Poor people in Krabi generally do not own boats that are 

large enough to compete with the boat drivers identified in Ao Nam Mao. The challenge for the 

poor would be to obtain the necessary funds to purchase the initial investment. 

7.3. Factors to consider in planning tourism-related transportation 
infrastructure for poverty reduction 
In the case study and the literature review, opportunities to assist the poor have been identified 

in the provision of tourism transportation infrastructure. Even though this is not identified as 

the strongest link between poverty and tourism, transportation infrastructure will continue 

being built for tourism development in rural areas. The following section presents factors to be 

considered when tourism transportation infrastructure develops in rural communities. The 

discussion includes issues that are relevant for tourism planning in general. These factors reflect 

the political realities of managing tourism at the local-level, including the complexities of 
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working with a specific-industry sector. The factors are based on the findings of the case study 

and the literature. They are concerned with organizations that have a stake in the topic dealt 

with in this MDP (tourism, poverty, transportation infrastructure). Discussion involves tensions 

among government, local leaders, local residents and tourism businesses. 

7.3.1. Complexity of the environment 

Infrastructure, tourism and poverty linkages seem more ambiguous with urbanisation: From 

observations made during the case study, it appears the complexity of government and private 

sector roles intensifies with increased urbanization and diversified economic growth. As an 

observer, it was more challenging to find positive impacts from tourism development in Krabi 

town compared to Ao Nang subdistrict or Ao Nam Mao village. In Krabi, the linkages between 

poverty reduction and tourism infrastructure were less transparent with urbanization. This is 

because respondents in urban areas provided fewer examples of direct linkages between access 

to the pier and improvements to their lives. In the urban area, there seemed to be more factors 

that affected improvements. 

Multi-stakeholder participation is common in transportation infrastructure: Case study 

examples demonstrated that infrastructure development draws participation from different 

levels of government. Infrastructure is rarely developed independently by a local government. 

For instance, the larger pier at Ao Nam Mao village obtained funding from an international 

agency and design and construction services from the provincial government. Interviews with 

government officials mentioned that publicly funded infrastructure development in Thailand 

requires public meetings (Personal Communication, Phongsak, 08/02/01), and that these public 

meetings are the best way to consider the needs of the community. 

A range of players was involved in tourism planning: Tourism planning involves a variety of 

authorities and government departments. In Krabi, the local administrative duties of the TAO 

and the provincial government are to approve tourism development applications and to tax 

tourism establishments. Meanwhile, TAT is the central agency with tourism expertise. In 

Krabi, TAT has a small office in Krabi town and a larger southern headquarters in Phuket. 

While operating at arm's length from local government, TAT produces tourism site planning 

and tourism community planning documents (Ao Nang and Ao Nam Mao). TAT is one NTO 

Vivien Lo Page 104 of 125 



Chapter 7 Findings 

that has been able to develop relationships with the subdistrict government, provincial 

government and local tourism business associations. Furthermore, tourism planning sometimes 

involves technical assistance from international organizations. In the case of Krabi, international 

organisations recommended long-term directions for tourism planning such as guidance on 

infrastructure development. 

In the meetings I attended, depending on the topic under consideration, certain members of the 

tourism community led the discussion. If the issue related to their responsibilities, government 

agencies led the discussion, if not, they simply observed. Through infrastructure examples, 

formal meetings and interviews, the tourism leaders in the case study area seemed capable of 

providing a long-term vision for tourism. They also involved government to their advantage. 

It was observed that some aspects of tourism planning have occurred at all government levels 

in the case study. 

The factors presented in this section reflect the complexities involved in practising local 

government, tourism and infrastructure development. Most of the complexities are identified in 

Chapters 3 and 4. The difficulties of working with higher levels of government, the involvement 

of international organisations and the multi-stakeholder nature of tourism and infrastructure 

were identified in the literature review and verified in the case study. It is not surprising that 

the first factor concerning increased ambiguity as a result of urbanisation had not been 

considered before the initiation of the case study. It was identified only during the case study as 

it provided three communities with varying stages of tourism development and levels of 

urbanisation. This suggests that urbanisation may add to the challenging task of measuring and 

quantifying benefits from infrastructure, as mentioned in Sections 4.3 and 4.5. 

7.3.2. The government's role 

In Krabi, and likely in many rural areas in developing countries, the lowest governing level is a 

leader/headman of a community such as a village. A local perspective (for this MDP) is not 

only from the lowest level of government, but it includes the Tambon or subdistrict level as 

discussed in Section 6.1. The village level alone does not have the power to independently build 

infrastructure. In fact, evidence in the case study highlighted the subdistrict level as the lowest 

level of government that was able to deal with infrastructure and tourism in a limited capacity. 
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Perspectives of government obligations to infrastructure: The local government in Krabi 

recognizes opportunities to extend development to residents via infrastructure (Personal 

Communication, Wichat, 08/20/01). Local residents and tourism businesses consider 

infrastructure as a public good and therefore its provision is the responsibility of the 

government. In spite of this, there are examples of impatient resort developers building basic 

infrastructure for their own operation without government assistance, as discussed in Section 

4.1. In Chapter 3, it was noted that even the poor recognised it was the government's 

responsibility to provide them with their basic needs (Section 3.2). 

Residents balance positive and negative impacts from tourism: In Ao Nang subdistrict, the 

provision of tourism-related transportation infrastructure benefited poorer residents. In spite of 

increased crime and prices due to tourism growth, infrastructure improvements to keep pace 

with tourism development helped to balance the animosity about tourism's negative effects. In 

tourism manuals and textbooks (including those dedicated to pro-poor tourism) the positive 

and negative impacts are often listed for tourism planners and researchers to identify.47 Not 

surprisingly, local residents living with the impacts are able to judge whether tourism is 

positive or negative overall. 

Gaps in government service versus private needs: Although the government is responsible for 

providing infrastructure services to everyone, the pace and quality of infrastructure provision 

can vary. In the case study, the infrastructure was inadequate for larger tourism businesses. 

The gap between what the private sector needs and what the public sector can provide can be 

significant. In some cases, tourism businesses have opted to fund and construct their own basic 

infrastructure (boat driver pier, petroleum generators, trucked-in water) (Personal 

communication, Phongsak, 08/03/01). 

47 Tourism Strategies: Making Tourism Work for the Poor A Review Experience. Pro-Poor Tourism Report 
No. 1. 2001, ODI 
Pro-poor tourism initiatives in developing countries: Analysis of secondary case studies. Pro-Poor Tourism Report 
No. 8.2001, CRT, lIED and ODI. 
Planning for Sustainable Tourism Development at the Local Level: A Workbook. 1999, CEDRO 
Sustainable Tourism Development: Guide for Local Planners. 1993, WTO 
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Local government requires support from higher levels of government to develop 

infrastructure: Information based on case study infrastructure projects suggests that local, rural 

governments are dependent on provincial assistance and leadership. Local governments 

obtained external funds to develop tourism transportation infrastructure which included taxes, 

strategic projects, TAT funds, and loans from the Japanese Aid Agency and the World Bank. In 

some instances, advice was provided by international organisations as well as TAT. Provincial 

and village governments were involved in the construction and design of the tourism 

transportation infrastructure. Hence, tourism transportation infrastructure is most often 

initiated at higher levels of government. Government, however, consults and sometimes 

devolves responsibility to local governments (tambon or village) for choice of design, location 

and service. 

Lack of local government capacity to manage tourism in rural areas: In the case study, the 

TAO and the village headmen appeared to lack the capacity to manage or plan for tourism at 

the local-level. Ao Nang TAO was unable to enforce solid waste management regulations, could 

not adequately supply piped water to tourism businesses, or control illegal developments. The 

local tourism associations, however, have been able to influence local government functions that 

affect the tourism industry. When tourism occurred in the case study communities, the 

demands of the developers were resolved through private resources and ingenuity. This 

situation builds on the private sector's leadership. It allows more expertise and decision-

making to fall into the hands of the private sector as they provide guidance to the local 

authorities responsible for tourism-related matters. From discussion in this chapter and in 

Chapter 6, the results can be either positive or negative for the residents. 

The extension of tourism transportation infrastructure and economic growth along the roads 

has increased land encroachment near Hat Noparathara National Park (Personal 

Communication, Pornchai, 08/18/01). It is anticipated that the potential development of 

urbanised tourism adjacent to the National Park will require strong leadership to settle disputes 

related to tourism planning, including transportation infrastructure. Overall, the case study 

provided examples of transportation infrastructure improvements that were positive for local 

respondents; some improvements were too slow for tourism businesses and were potentially 
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damaging for the National Park. The main attraction of Krabi is its pristine natural 

environment. If development is damaging for a national park, there is a significant chance that 

development is already harming the unprotected natural areas which draw tourists to Krabi. 

In conclusion, a local perspective does not translate into the local government's planning and 

managing tourism and infrastructure. A local perspective is beneficial in development that is 

multi-level, such as infrastructure. Literature on pro-poor tourism recognises that tourism is a 

multi-level approach (Ashley et al., 2000: 10). The inability at the local-level to develop tourism 

and infrastructure on its own is identified in Section 4.2. Finally, these issues indicate the ability 

of the local elite to increase power in local government when there is a lack of local capacity. 

7.3.3. Tourism and the tourism industry is diverse and influential 

It is possible to rationalise why non-governmental organisations and government would 

support poverty reduction via tourism. However, this is not in the interests of private, profit-

motivated companies which represent the major part of the tourism industry. Evidence in Krabi 

suggests that if tourism benefits reached the poor there would have been less animosity for 

further development by the private sector. In Village 4, there was extremely vocal animosity 

towards a proposed sewage treatment plant for Ao Nang's tourism strip. Perhaps if Village 4 

residents, (the poorest in the Ao Nang area) had benefited more from tourism, there would be 

less animosity to further tourism development. 

Developers of tourism infrastructure have significant influence: As would be expected, 

transportation infrastructure built by tourism stakeholders is geared to their specific needs. In 

Krabi, there are instances where the TA has successfully lobbied for their interests (e.g. Royal 

Summer Palace) and worked successfully with the provincial and local government. Krabi 

Resort built a paved road from the main highway specifically to transport tourists to the resort. 

As a result, the government was only able to adapt further infrastructure improvements for 

local and non-tourism use to the existing infrastructure designed for tourism (e.g. pier and road 

improvements). There were several cases where government involvement became secondary in 

infrastructure planning. This finding contributes specific details to general discussions in 

Sections 3.1 and 4.2 which discuss how the better-off in the community (particularly the local 
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elite) benefit from tourism. In this case, the elite are able to press for public investments to be 

spent in a manner which benefits themselves. 

Local business leaders can sway local control: Local tourism business leaders are capable of 

managing their economic profits. As a result, the existing power structure persists. Once 

tourism is established, tourism leaders maintain their existing influence in the community. In 

the Krabi area, tourism leaders have formed a tourism association. In Ao Nang, these leaders 

formed the hotel association. They have the opportunity to consolidate their leadership into a 

cohesive identity to tackle larger issues in tourism. This is not necessarily negative for poor 

residents; both associations are leading the cause for environmental protection and planned 

development and are assisting the TAO in the management and control of tourism in the 

region. At the same time, it is the Ao Nang I-IA that was pushing for a sewage treatment plant 

in Village 4, Local tourism business leaders can be very powerful. If the government is not 

equally strong, it can be swayed to focus on tourism needs. In Krabi, an assessment of the local 

decision-makers shows that tourism in Krabi tends to be controlled by the prevailing power 

structure (tourism leaders and related associations). 

Tourism leaders and tourism beneficiaries can be the same people. Several tourism business 

leaders are government leaders in Krabi. It is not unusual to have an overlap between informal 

leaders, government heads and owners of large tourism businesses. In Krabi, they successfully 

initiated tourism development, including tourism transportation infrastructure. Poorer 

respondents in Krabi did not demonstrate the same ability or interest. Not surprisingly, most 

respondents uninvolved in tourism felt there was little, if any, local economic benefit from 

tourism apart from infrastructure access. 

The impact of tourism associations and tourism leaders on local government: It is important 

to recognize the tourism industry's relationship with the local government. In the case of Krabi, 

there are incidents where the TA and HA assist and, at times, instruct the TAO on tourism 

matters. Establishing mutually beneficial working arrangements are essential for the TAO to 

represent its poorer residents. 
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Difference of opinion among tourism businesses: The owners of large hotels, guesthouses, 

restaurants and small businesses have different opinions on infrastructure and environmental 

ethics. In Krabi, local leaders as well as owners of the larger hotels complain that the smaller 

businesses throw garbage in the street and pollute the beaches with liquid and solid waste. 

They also complain that the rural residents and smaller businesses have a short-term business 

perspective and a small woridview (Personal Communication, Subin, 08/06/01; Reynolds, 

08/13/01). Smaller businesses, such as vendors, are then pressured by the bigger businesses 

and in some cases they have been fined and forced to relocate (Personal Communication, Roti 

Vendor, 08/19/01; Pancake Vendor 08/17/01). The issues identified here are important, 

particularly as all respondents were vocal in their positions. However, as the issue is a 

continuing dispute and not all those involved were interviewed, it is important to recognise the 

discussion here may not provide a complete picture of the situation. 

Photo 13 Vendor strip in Ao Nang 

Small businesses are not always 

owned by local people. Small 

businesses often originate from other 

tourism destinations in Thailand. 

This is an important observation as 

tourism leaders said it was necessary 

to make a distinction between the 

smaller local and non-local businesses. 

Most local leaders have been patient 

in discussing issues with locally 

owned businesses, but disapproving of travelling vendors from outside the region. 

TA and tourism leaders' opinions seem to be contradictory. Unofficially, TA believes the right 

for smaller-scale businesses to do business is based on their local origins. Conversely, local 

leaders appear to demonstrate far less animosity towards larger tourism businesses (such as 

hotels), many of which are funded from outside Krabi. There is little opinion expressed as long 

as the large hotel does not belong to a "foreign" company. Many of the tourism leaders who 
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own hotels are actively opposed to multinational hotels. In Krabi, the lines of tolerance are 

drawn between these differences. Tourism associations try to influence the type and location of 

other tourism businesses. TA and HA are dealing with several issues (unwanted sewage 

treatment plant in Village 4; too many non-local vendors; the need to police adult and late night 

bars; and, multinational interests). These issues represent different attitudes towards tourism in 

Krabi, suggesting that within the industry, tourism associations may only represent a portion of 

the industry's diverse interests. 

It is important to recognize the diversity of relationships existing within the tourism industry, 

particularly when the infrastructure and the lives of the poorer residents are affected (Ashley et 

al., 2001: 8; Section 3.1). Varying scales of development place different pressures on 

transportation infrastructure and transportation services. Disputes among tourism businesses 

will decrease the government's ability to gauge the true intentions of business. Disagreements 

prevent honesty and clear communication. A clear understanding of the tourism industry's 

intentions is essential for the government to plan infrastructure satisfying the needs of the 

tourism industry and local residents. The factors in this section reflect the findings of the case 

study. Some of the issues among tourism businesses suggest that there is pressure to ensure that 

the elite, who are already better-off, remain in that position. 

7.3.4. Tourism transportation infrastructure for the poor 

The literature on this subject is limited. Nonetheless, the information is a logical transition from 

the case study observations. They are based on information that supports different components 

of tourism, infrastructure and poverty. Unfortunately there is no one body of literature that 

covers all three topics of this MDP. 

In Krabi town, the opportunities to improve tourism-related transportation infrastructure are 

related to design. It was observed that better design and access facilitated overall activity 

(economic and leisure) along the pier. Krabi town is a regional transportation centre and the 

opportunities for improved pro-poor design reflect this environment. There was a mix of 

different activities at the pier. 
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In Ao Nam Mao there was an opportunity to compare similar infrastructure and the process 

that was used to build it. Missed opportunities to link with poverty reduction include the 

misspending of resources on design and location, improper consultations and under-used 

infrastructure. There are some gaps to be considered as a result of tourism's high and low 

seasons. Rural residents in Ao Nam Mao value travelling by land and the connection to nearby 

urban centres. 

Ao Nang created many changes. Tourism development including transportation infrastructure 

creates concerns regarding urbanisation of rural areas. Residents had creative ways of funding 

significant amounts of infrastructure, including those related to transportation. Rural areas of 

Ao Nang and Ao Nang Mao benefited from transportation infrastructure and transportation 

services as they provided access to Krabi town and nearby regions. These transportation 

services were shared with tourists. 

Respondents in the case study recognised that improved transportation infrastructure and 

transportation services allowed better access to resources and opportunities. As a result, there 

was less animosity towards tourism growth. Perhaps this was a sign that there was some 

balance in the growth and equity trade-off in parts of Krabi. Respondents enjoyed observing 

foreigners as a glimpse of the outside world. Tourism has increased pride in their community 

and there is little interest in migrating to urban centres for employment. For the majority of 

residents, tourism has brought positive infrastructure development-to the region. 

7.4. Summary 
The literature and the case study confirm that tourism transportation infrastructure and 

transportation services can provide access to better opportunities for the poor. Accumulating 

assets is an important factor in improving quality of life. Tourism could provide opportunities 

to accumulate assets. It was apparent that members of the community who benefited from 

tourism were already meeting more than their basic physiological needs. These respondents 

said they used the additional income generated from tourism to upgrade their homes and save 

money for their children's education. The poor, on the other hand, were able to feed and clothe 

themselves but had little in the form of savings to begin investing in education, business or 

other opportunities. 
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Findings discussed in this chapter increased my understanding of the private and public sectors 

involved in the provision of tourism transportation infrastructure. The picture is complex. 

There are many stakeholders and no consistent method of collaboration. Moreover, it is clear 

that tourism transportation infrastructure is often initiated at higher levels of government rather 

than locally. However, in order to ensure that tourism transportation infrastructure is linked to 

poverty reduction, a local perspective is needed. This perspective is often gained by observing 

the local government, which is a mix of village and subdistrict governments in rural areas of 

Thailand. It is important to recognize the lowest level of government that is involved in 

delivering infrastructure (with limited capacity and usually in coordination with higher levels) 

may not be the village-level. Some of the findings in the case study provide new perspectives 

than those documented in the poverty and tourism literature. 
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recommendations 

8.0. Basis of recommendations 
The concepts of sustainable development, pro-poor tourism and the broader definition of 

poverty acknowledge the value of a local perspective. This helps to identify the disparities 

within communities. There are six recommendations for local action in tourism transportation 

infrastructure to assist in reducing poverty. Some recommendations may be appropriate in one 

location and not in another. It would be unrealistic to expect all the recommendations to be 

suitable for every tourism transportation infrastructure project. There is no doubt that with any 

local tourism transportation infrastructure project, the social, economic and environmental 

conditions will differ. Thus the recommendations are by no means a blueprint to enforce 

tourism-related transportation infrastructure to reduce poverty. These recommendations and 

poverty and tourism research agree that opportunities must be adapted to local circumstances 

and to target the interests of the poor (Ashley et al., 2001: 42). 

8.1. Strategic policy guidelines for an effective poverty reduction process 
Ideally, the recommendations are not implemented in isolation. There are broader issues to be 

considered in order to ensure that tourism transportation infrastructure assists in reducing 

poverty. Planning and policy decisions would accompany recommendations at the local and 

higher levels of government. Moreover, the strategic policy guidelines are not just for 

government but involve international development agencies, community organisations and 

non-government organizations. Tourism transportation infrastructure, after all, is planned, 

funded and initiated at various levels of government. 

8.1.1. At the local-level 

At the local-level, strategic policy guidelines that accompany the recommendations are more 

specific and follow from the findings discussed in Chapter 7. 

Poor people must be involved as stakeholders in tourism development. Many of the poor 

know what is needed to get out of poverty in their local context. They are able to define what 

well-being means to them in their own communities (CIDA, 2000a:3). Poor people's insights 

need to be heard before planning for tourism transportation infrastructure occurs. The entrance 
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of tourism can alter the poor people's environment. Chapter 7 provided one example where 

land ownership became a greater obstacle due to tourism. Many of the poor have never 

participated in the tourism industry but are affected by tourism. Poorer residents near the 

tourism destination are stakeholders and need to be part of the decision-making process. 

Participation by the poor must lead to real benefits for the poor. Poverty and tourism research 

has identified three influential methods: (1) giving the poor a legal stake in investments; (2) 

enhancing the voice of poor tourism producers at the policy level through their own 

organisations; and (3) facilitating participatory planning process at the local-level (Ashley et al., 

2001: 16). In the case of Krabi, the second method would not be very useful as the poor were not 

tourism producers. However it may be relevant in other cases. 

Involving the poor as stakeholders in tourism development should take place at the community 

level. Ideally, the request to work with the poor is usually from the local government but non-

governmental organisations have played various leadership roles. For example, REST 

(Responsible Ecological Social Tourism) is a Thai non-profit organization that supports 

community-led tourism development. REST staff will go to communities for 3-5 days to 

educate local communities about tourism and let the community decide for themselves. REST 

helps to create community tourism projects. It does not force the community into tourism and 

does not always work with the whole community. Certain non-governmental organisations 

could concentrate their efforts only on the poor. REST often partners with local non-

governmental organizations in the community that lack expertise in tourism (Personal 

Communication, Ms. Nicole Haeusler-REST Project Adviser, 06/22/01). In cases where tourism 

is poverty-focused, local NGOs and international development agencies have had important 

roles (Ashley et al., 2001: 9) 

Ensure local government leadership. Transportation infrastructure and services developed by 

the tourism industry are driven by independent private project managers to meet the needs of 

the project. Government is the official avenue to lobby for infrastructure funding and for 

poverty reduction strategies. Local government could guide tourism infrastructure to be more 

publicly accessible. If government is well-informed about tourism and the industry's pressures, 
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they have greater control of the process. Local governments (in collaboration with higher levels 

of government) need to control tourism development if it is to benefit the poor. It is very easy 

for tourism leaders to influence and control the decisions of a government that is unable to 

make decisions. 

Poverty and tourism case studies give examples of how much can be achieved if policy builds 

political change. The case studies provide examples of change that was based on broader 

political impetus including democratisation, external funds and intergovernmental initiatives 

(Ibid. 2001: 16). Of course, there are also examples of limited effectiveness with high investment 

and low returns on the ground. One study by SNV emphasized that the timing of policy effort 

must complement change on the ground (Ibid, 2001: 16). The literature reiterates the value of 

local understanding that is linked to the awareness of activities at higher government levels. 

Ensure rural local government capacity and involvement. In rural Thailand, local government 

includes village and subdistrict government. Local government is closest to the poverty issues 

in their regions. Chapter 7 emphasized that the local government lacked capacity to manage 

tourism. The government needs to be educated about tourism in order to make informed 

decisions and to follow through with implementation. In cases where local government lacks 

the knowledge and the decision-making abilities, non-government organizations have 

demonstrated abilities in these areas. Thus, non-governmental organisations can be part of the 

solution by working with local government. NGOs are able to play either a supporting or 

leading role in assisting the development of tourism infrastructure in a manner that assists in 

reducing poverty (Ashley et al., 2001:9; Cattaarinich, 2001: 19). Local collaboration might 

include provincial, subdistrict, village governments and non-governmental organisations. 

Allow for collaboration among government levels, other government departments, non-

governmental organisations, and business organizations. Collaboration between government 

departments is needed because the integration of poverty, tourism and infrastructure involves 

departments not commonly concerned with tourism issues. Collaboration is not a simple task— 

it requires skills and talent to build relationships among organisations with different interests. 

Furthermore, a driving force or a champion working across stakeholder groups is useful (Ibid, 
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2001:42). Some organisations already play a separate role in local development and may not feel 

that additional participation is in their best interest. Yet, non-governmental organisations have 

demonstrated the ability to assist in the collaboration of local government and resident 

organisations. 

Overall, tourism transportation planning with a poverty focus will take time and money. 

Chapter 7 illustrated that a multi-stakeholder process is common in the provision of 

infrastructure, and tourism involves has a range of players. Making substantial and sustained 

improvements in poorer people's lives and involving additional stakeholders is slow (Ibid. 

2001:7). Nevertheless, planning for infrastructure projects that involve the local community are 

more likely to succeed (CIDA, 2000a: 88). Infrastructure projects including transportation 

require substantial amounts of investment. If the project fails, the first to disappear are the 

socio-economic benefits and the second is the concern for the environment (Ibid. 2000a: 85). 

These benefits are crucial for poorer residents. 

Identify poverty issues at the destination level prior to tourism planning. In order to identify 

the groups of people with the greatest disadvantages, their infrastructure needs must be 

identified. Poverty barriers can be particular to a community, so it is important to identify 

problems before proposing possible solutions. A document on poorer people (in Phnom Penh) 

provided practical insight into where barriers to poverty reduction persist. It also identified the 

positive characteristics of poorer people. A stand-alone document that identifies specific 

barriers for the poor in a community should be shared with everyone. The document could be 

distributed by non-governmental organisations and used to set poverty reduction goals and to 

establish monitoring and indicator objectives. 

Identify linkages between identified poverty issues and tourism transportation 

infrastructure. Using the stand-alone poverty barriers document, specific links need to be made 

between the barriers poor people face and the development needs of tourism. Once these links 

have been identified, tourism transportation infrastructure can be designed more sensitively to 

meet the needs of the poor. Government leadership is important to encourage tourism 
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transportation infrastructure links to poverty. Forming linkages may require funds channelled 

through government or NGOs who work in support of local government. 

Funds could be raised from tourism developers who are interested in developing in or near the 

community. For example, funding mechanisms could be tied to development applications. In 

Ao Nang and Krabi town, large hotels pay taxes to the local government. These funds are used 

for local development that benefits the whole community and not just the poor. It may help to 

identify the quantity and kind of tourism developments committed to building and investing in 

the region. This information assists tourism planners to get a better sense of tourism 

infrastructure requirements in both the short- and long-term. 

Another method of ensuring that benefits accrue to the poor is to adopt socio-economic criteria 

in development applications. In the examination of infrastructure to benefit Asia's poor, CIDA 

encourages binding contracts between private and public organisations to include socio-

economic and environmental benefits (CIDA, 2000a: 88). In one tourism case study on poverty 

in South Africa, tourism bids and tenders specified socio-economic criteria. Respondents replied 

positively and innovatively, generating a number of lessons learned (Ashley et al., 2001: 16). 

Lastly, remember to maintain a long-term perspective for tourism. Although infrastructure 

development requires significant funding in the short-term, it is a long-term commitment. This 

is equally true when reducing poverty. Maintaining along-term perspective allows lessons to 

be learned and information shared with other communities developing tourism. Tourism 

transportation infrastructure translates into improved mobility and therefore better access to 

opportunities and resources. In Krabi, tourism transportation infrastructure and services 

created links between rural and urban areas. Poverty research into rural-urban linkages 

recognises that, "The long-term view factors in mobility, changes in productive structure and 

targeted growth sources, and investment variables" (Baharoglu & Kessides, 2000:6). 

Long-term tourism planning has just begun in Krabi. Several organizations are providing 

constructive advice on how Krabi tourism should develop in the long-term. Currently, the local 

tourism leaders are striving for nature- and family-based tourism, including a land use plan for 

the remaining land in Ao Nang. If Ao Nang area had had a long-term plan for tourism earlier, 
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then perhaps the urgent issues concerning the degradation of Ao Nang's environment would 

not have been so significant (e.g. sewage treatment, beach erosion, and tensions between 

smaller and larger tourism establishments). However, long-term planning does not 

automatically translate into balanced development. The principles of sustainable development 

are required. There have been missed opportunities for the efficient use of resources in the case 

study. It should be noted that long-term planning in the case study has been controlled by only 

a few interested parties. 

8.1.2. Beyond the local-level 

At the higher levels of government, there needs to be an appropriate policy framework to 

encourage poverty reduction. This policy framework would press for a fundamental shift to a 

more pro-poor perspective in national tourism, infrastructure and development planning. This 

shift would have to be instigated by national governments, international banks and aid 

organisations. Higher levels of government have a significant role to play in infrastructure 

development. A broader pro-poor policy framework may help to promote a similar shift at the 

community level. The framework could lend support to planning tourism and infrastructure 

differently. 

Sharing information and lessons learned. The strategic policy guidelines and recommended 

actions would generate information to be shared with others, including the multi-stakeholder 

experience. Organisations in and outside the community would benefit from understanding 

whether improvements for poorer residents actually occurred. How did they occur? At what 

pace did they occur? What were the expected results? What was unexpected? This information 

needs to be shared with international organisations, levels of government, practitioners and 

researchers for future reference. These activities help to monitor the process of poverty 

reduction and encourage transparency in documentation and communication. 

8.2. Recommendations 
The recommendations are specific, technical in nature and are closely tied to the case study. 

They are heavily influenced by discussions in Sections 6.5, 6.6.1, and 7.3.4 that are focussed on 

tourism transportation infrastructure. 
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Recommendation 1: Find opportunities to extend infrastructure en route to destinations. 

Tourism transportation infrastructure should be examined for opportunities to branch to nearby 

communities. For example, a road that links an urban centre to a rural tourism attraction could 

link more communities along the route. "Carefully designed transportation infrastructure can 

directly reduce the costs paid by the poor if it can be used to market goods and reach schools 

and clinics" (Ashley et al., 2001: 38). 

Recommendation 2: Be resourceful and open to new avenues of infrastructure funding. 

Tourism is a sector of economic development, and infrastructure is a public good that provides 

social and economic benefits. Synthesizing these two areas can create more opportunities to 

fund infrastructure. For example, Krabi's tourism transportation infrastructure, which 

benefited the poor, received funding from the national government, international banks and 

foreign donor agencies, as well as some tax collected in Ao Nang subdistrict. Creative links can 

be a resourceful method to search for infrastructure support. In Ao Nang subdistrict, Krabi 

Resort was a tourism project while the Royal Palace was an indirect mix of tourism and non-

tourism-initiated development. Both developments provided tourism transportation 

infrastructure which benefited the poor. 

Infrastructure that is multi-purpose may obtain funds more easily. Donor agencies such as the 

World Bank or CIDA may lean towards funding infrastructure investment that meets more than 

one development aid criteria. Tourism infrastructure which provides basic services to help the 

poor already meets three of CIDA's six program priorities - basic human needs, infrastructure 

services and private sector development. 

Recommendation 3: Make use of existing infrastructure resources that have not reached 

capacity. Variations in tourism seasons can be extremely significant. The results are wasted 

infrastructure capacity in the low season and insufficient capacity in the high season. In Krabi, 

the difference between tourism seasons was considerable in economic terms. Funding criteria 

for infrastructure requirements should include maximum usage and benefits. Tourism 

infrastructure that is unavoidably underused in the low season should be adapted for local use 

during that time. In Ao Nam Mao, there is a significant high and low tourism season. A project 

which could have been better planned is the pier funded by the World Bank. It was 
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inconveniently located and difficult to approach. Local residents had no interest in using the 

pier in the low season. 

Other notable economic problems related to tourism are its high infrastructure costs 
(especially when the infrastructure has only limited use beyond tourism operation) and 
its vulnerability to seasonality and annual climatic variations as well as global economic 
recessions. (Brohman, 1996, pp56-57, Sioltsidis-Iwersen & Iwersen, 1996 in Cattarinich, 
2001:15) 

Recommendation 4: Consider a rural perspective in tourism transportation infrastructure 

development. Rural areas tend to be isolated and poorer so transportation infrastructure would 

have opportunities to reduce their barriers to accessing urban amenities. Rural areas also tend 

to be slower in developing transportation infrastructure. Regional transportation improvements 

benefit rural residents in providing access to urban centres. These improvements are often 

initiated at regional, provincial and national levels of government, emphasising the connection 

between large centres rather than assisting in better transportation for the rural poor living 

between centres. For the rural poor, the benefits of access to urban centres are tied to better 

health care and education, lower market prices and the opportunity to sell goods. The pier in 

Krabi town was built for large tourism vessels from Phi Phi and Lanta Islands to dock. The 

same pier was an essential landing place for Ko Klang residents from the rural communities 

across the river. The songthaews in Ao Nang Mao and Ao Nang travelled more frequently as a 

result of paved roads. This was important for rural youth who were then able to travel daily to 

Krabi town for school. Improvements in both health and educational opportunities have been 

linked to rural transportation and road improvements (World Bank, 2000: 11). 

Recommendation 5: Design transportation infrastructure to meet local and non-local needs. 

Poor people in rural areas travel. They require access to services and resources outside their 

community. Transportation infrastructure needs to be designed in a manner that considers non-

local and local poor. In an urban or high traffic area, the needs of the travelling poor may be 

more pronounced. Planning infrastructure that considers all users may be one way of obtaining 

greater returns for every dollar spent on the infrastructure. Public input for the infrastructure 

should extend beyond local residents to include others travelling through who commonly use 

the infrastructure facilities. Other travellers who have the same transportation needs include the 
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poor, migrant workers, students and tourists. This is one way to equitably redistribute the 

benefits of access by infrastructure provision. 

The World Bank pier in Ao Nam Mao was located away from the shops on the main road. 

Public input was strictly local and did not include the boat drivers who frequent the area in the 

daytime. At Krabi town pier, the distance between the main docking areas and the road was 

too far for Ko Kiang residents carrying goods. Instead, Ko Kiang residents opted for the broken 

section of the pier. The pier design did not allow for residents across the river who transport 

larger quantities of goods daily on smaller vessels. 

Recommendation 6: Design tourism transportation infrastructure to be multifunctional 8 and 

accessible to lower income tourists and residents. New tourism transportation infrastructure 

should take the opportunity to create multifunctional spaces and invite access for people of all 

incomes. New tourism transportation infrastructure can improve regional transport, which 

could have immediate benefits for the poor living near a tourism destination. Krabi town pier, 

roads near Ao Nang Beach, and Ao Nam Mao waiting area were vibrant, accessible and multi-

functional. Guesthouses, restaurants and markets developed as a result of the area's diverse 

functions. 

8.3. Future Direction 
Additional information needs to be gathered and analysed to demonstrate the tourism-poverty 

linkages and to subsequently examine the overlapping causes-and-effects. This information 

should include more case studies which examine poorer people in tourist areas. The 

information should also analyse the costs and benefits of the way infrastructure for tourism 

addresses poverty. Work needs to be done in applying the fuller definition of poverty, 

understanding the trade-offs between different types of tourism for the poor and the way 

tourism creates unplanned urban activities in rural areas. 

More pro-poor tourism research  

More research, demonstration projects and comparison of tourism effects are needed to create 

best practices for serving the poor. Tourism transportation infrastructure is one method of 

48 Multi-functional spaces are spaces that serve more than one purpose 
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linking benefits to the poor. There is little research on other methods of linking tourism and 

poverty. Without this information, one cannot begin to compare other opportunities of reducing 

poverty through tourism. Tourism and poverty also differ geographically and more research is 

required on poor people living in different tourist regions. Identifying commonalities found in 

different tourist regions would be extremely constructive in linking aspects of poverty to 

tourism. 

More clarification is required in order to refine research on specific cause-and-effect 

relationships. From the case study, those who had no land, no other capital, were not young, or 

were female, tended to miss out on tourism benefits. How can pro-poor tourism help? Where 

are the linkages between tourism and cause-and-effect for these poorer people? 

A series of papers, which examine tourism benefits for the poor in different locations and in 

different aspects of tourism, will contribute further empirical results. A series of papers are an 

ideal format for donor agencies, tourism planners, tourism non-profit organizations and 

international agencies to learn and compare the ways tourism can benefit the poor. 

Overlapping cause-and-effect 

Poverty reduction, tourism and infrastructure are linked to one another through cause-and-

effect relationships. It is often difficult to separate the positive and negative impacts of poorer 

residents from specific activities. Moreover, there are often other non-tourism and non-

infrastructure factors that are linked to poverty or to improved livelihoods. The 

recommendations could be further researched and extended to apply their usefulness to other 

industry sectors and poverty reduction methods. 

Research applying a fuller definition of poverty 

More inquiry into understanding how all physical infrastructure assists in eliminating 

"inequalities in access to, control of, and benefits from political, social or economic resources" 

(Part of CIDA's definition of poverty, 1996b: 2). Undoubtedly, access to basic services is a 

positive impact for poorer residents. Access is more than the physical design. Access includes 

factor such as cost, quality, frequency and even language. These factors can provide access or 

create barriers. The findings in Krabi are concerned with the broader aspect of the current 
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poverty definition (access to and control of resources for self-improvement). Poorer residents 

identified access to resources in the form of ownership as the key opportunity to step out of 

poverty. For infrastructure benefits to extend beyond basic services, infrastructure needs to 

facilitate opportunities to own a business or productive land. 

Different kinds of tourism  

Further study is necessary to understand how the economic, social, and environmental trade-

offs of tourism affect the poor. These trade-offs will vary depending on the intensity of the 

accommodation, location and type of tourists. For example, low-budget travellers, local 

residents and domestic tourists tend to share the same transportation infrastructure and 

services. Low-budget travellers journey more cheaply, like the local residents. They tend to be 

more open to exploring rural places using regular transportation. Their transportation needs 

may be tied more closely to local and regional residents' travel needs. Therefore, opportunities 

exist for transportation infrastructure and services to meet the needs of more than one group of 

people. "China, India and Southeast Asia have experienced remarkable levels of economic 

growth in recent years, and prospects for domestic tourism are especially promising in those 

countries" (Cattarinich, 2001: 65). Pro-poor tourism planning needs to recognize whether trade-

offs between different tourism typologies are worthwhile for the poor. 

Unplanned urbanization  

Unplanned urban growth in rural areas puts stress on the existing rural infrastructure when 

infrastructure capacity is exceeded. Urbanization resulting from tourism has particular impacts. 

In Krabi, the increased development along the coast is linked to shore erosion, increased sewage 

released into the oceans, and solid waste along the roads (TAT, 2001, Personal Communication 

Reynolds, 08/13/01, Chuan, 08/20/01). Better understanding of these impacts and the 

pressures on rural communities is necessary. For infrastructure, it is important to know the built 

characteristics that are associated with different tourism typologies. 

8.4. Concluding remarks 
While it is noted that tourism literature concludes that tourism has variable benefits for the 

poor, there are many ways in which tourism has the potential to benefit the poor and there are 

different types of infrastructure that can assist in reducing poverty. The purpose of this MDP 

was to examine one of those methods by focusing on tourism-related transportation 
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infrastructure. It was a detailed examination of how a massive and diverse industry could be 

accountable when improving development. The process emphasised that success in tourism 

and shared infrastructure benefits for the poor rely heavily on cooperation between those 

representing the poor (poor people, government and non-governmental organizations) and 

those representing the tourism industry (formal or informal tourism organizations). 

The literature and the case study indicate that the poor could benefit more from tourism. 

Therefore, these opportunities need to be actively sought and this MDP provides one method of 

harnessing those benefits. The recommendations provide some tools for local decision-makers 

who elect to mobilise tourism transportation infrastructure to benefit the poor. 
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Local leaders 

1. What is your major source of revenue? 

2. Are you facing any types of pressures in the community because of tourism? 

3. Has tourism been positive to the local community? 

4. Are there more people moving here because of tourism development? Where are they 
mostly from? What do they mostly do? 

5. Since the growth of tourism, has that helped to develop the infrastructure in the 
community? Which infra improved the most? 

6. Do you deal with development issues with other organizations, e.g. TAO, TA, HA, are 
there issues that are more difficult to deal with and with the organization? 

7. Have you worked together successfully with any of these? 

8. Is the TAO doing a good job? 

9. Do you oppose activities of TAO and TA? Who in the community has a tourism-related 
business, what is it? 

10. Which areas do not have electricity? 

11. What and where is there not enough water for agriculture and domestic use? 

12. What are the percentage of people with piped water and well water? 

13. Who is most affected? 

14. Is transportation and telecommunication to improve tourism? 

15. Has HIV increase with tourism? Other diseases? 

16. Are there any villagers involved in prostitution? 

17. Does shrimp farming affect water supply? 

Ao Nang development issues 

1. Do you try to influence location or type of development? 

2. Are you prepared to deal with overseas investors or big chain hotels? 

3. With all the pressures of tourism development, where would you appreciate outside 
assistance? 

4. While there is well-organized voice in the tourism industry to address their needs in 
tourism, is there time to understand local opinion of tourism? 
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Hotels and operations of businesses 

1. If there was local supply of water, treatment, and garbage - would you use it? Or prefer 
to have your own? 

2. Is there any consultation required? 

3. What do you pay for local infrastructure? 

4. What infrastructure are you perhaps willing to invest in with Ao Nang? 

5. Do you do anything with the tourism association? 

6. Are your workers from Krabi? How much do you pay for them? 

7. Do you cooperate with local businesses? 
a. Are there any obvious difficulties and conflicts 
b. Are there any examples of working together successfully? 
c. Any cooperation with government? Is it more necessary for certain issues? 

8. Do you make more money with backpackers, families than males who are interested in 
girly bars? 

Local people including poorer residents 

1. How many in the family? Age of children? What are your children doing? 

2. What do you do for a living? How much do you make? How much land do you own? 
Do you farm on it? What type of crops? 

3. How long have you lived here? Where did they come from? 

4. Do you have adequate access to infrastructure? 

5. How do you get your water? Cost? Electricity? Cost? Sewage? Toilet? 

6. Which infrastructure is most important to improving your life? Why or how? 

7. Did infrastructure development increase with tourism development? 

8. Are there any villagers who cannot meet basic needs? 

9. What do you think of tourism? Are there any negatives from tourism? 

10. Has your pay increased as much as the cost of living here? 

11. Who in your local community benefited the most from tourism? 

12. Who in your local community benefited the least from tourism? 

13. Can you save money? Yes - what do you save it for? 

14. Do you think the TAO is doing a good job? How could the TAO do a better job? 

15. Who are the poor people in this community? 

16. Is life better now than before tourism development? 

17. What else has changed a lot, for the better or for the worse since tourism development? 

Vivien Lo ii 



Appendix 

18. Does tourism affect your life? Does high and low season of tourism affect your life? 

19. How much do you think the poorest people earn? 

20. Do you think businessmen are benefiting much more from tourism than the locals, the 
poor? 

21. Does tourism benefit those not involved directly in tourism industry? 

22. Who at the local-level benefits from tourism? 

B Personal Communication 

Bangkok, Thailand, Key Informants 

List of Key Informants (chronologically listed) 
1. Ms. Beatrice Kaldun, Culture Consultant, United Nations Educational, Scientific and 

Cultural Organisation, June 19, 2001. 

2. Khun Poonsin Sreesangkom, National Coordinator, Global Environmental Fund/Small 
Grants Programme, United Nations Development Program, June 19, 2001. 

3. Khun Runjuan Tongrut, Chief Development Planning Section, Macro Planning Division, 
Tourism Authority of Thailand, June 20, 2001. 

4. Khun Nopadon Pakprot, Resources Development Division, Tourism Authority of 
Thailand, June 20, 2001. 

5. Ms. Nicole Haeusler, Project Adviser, Khun Potjana Suansri, Project Coordinator, 
Responsible Ecological Social Tours Project, June 22, 2001. 

6. Ms. Maureen Hickey, Graduate Student, Department of Geography, University of 
Washington, June 22, 2001. 

7. Khun Nantana Santatiwut, Director of Centre for Industrial and Environmental 
Training, Burapha University, July 2, 2001. 

8. Khun Thawedet Thong-on, Planner, Project Planning Division, Tourism Authority of 
Thailand, July 3, 2001. 

9. Mr. John Kodowski, Manager, Director of Strategic Information Centre, Pacific Asia 
Travel Association, July 10, 2001. 

10. Mr. Jean-Louis Vignuda, Economic Affairs Officer, Tourism Unit, Tourism and 
Infrastructure Development Division, United Nations Economic and Social Commission 
for Asia and the Pacific, July 22, 2001. 

Phnom Penh, Cambodia, Technical Advisory Committee 

Technical Advisory Committee interviewed, July 16-19,2001 
1. Dr. Walter Jamieson, Team Leader, PADECO. 

2. Mr. Leng Bunlong, Team Leader Counterpart, PADECO. 

3. Dr. Kristiaan Burnauw, Tourism Law Consultant, PADECO. 
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4. Mr. Jean Marc Lusson, Tourism Information Consultant, PADECO. 

Krabi, Thailand, Government officials and local leaders 

1. Khun Sawang Sangkaew, Chief of Krabi Police Patrol, August 1, 2001. 

2. Khun Phongsak, Chief and Khun Sakdaporn, Assistant, Planning and Policy 
Department, Provincial Administration of Krabi, August 3, 2001. 

3. Planner, Policy Analyst in Planning and Policy Department, Krabi Municipality, August 
3, 2001. 

4. Khun Pitchet, City Councilor, Krabi Municipality Planning Office, August 3, 2001. 

5. Khun Theerawit Lansan, Tourism Authority of Thailand Krabi Officer, August 4, 2001. 

6. Oubatoh, Head of Tambon Administration Organization, Ko Kiang, August 5, 2001. 

7. Khun Keratesuk Pkukaoluan, Mayor of Krabi, Krabi town, August 6, 2001. 

8. Head of Public Works, Krabi Municipality Office, August 6, 2001. 

9. Ao Nam Mao Village headman, Ao Nam Mao, August 10, 2001. 

10. Khun Pornchai Pechpiropon, National Park Warden, Hat Noppharat, August 18, 2001. 

11. Khun Wichat Kwankao, Oubatoh, Head of Tambon Administration Organization, Ao 
Nang, August 20, 2001. 

12. Village Headman, Village 4, Ao Nang, August 28, 2001. 

Krabi, Thailand, Local residents 

1. Fisherman cleaning boat at pier, Krabi Town, August 4, 2001. 

2. Muslim Woman waiting to board boat at Krabi Pier, Ko Kiang, August 4, 2001. 

3. Poorer fisherman labourer, Ko Klang, August 5, 2001. 

4. Three women and five toddlers, Ao Nam Mao, August 10, 2001. 

5. Shrimp farming labourer and family, Ao Nam Mao, August 11, 2001. 

6. Two old women selling durian, Ao Nam Mao, August 11, 2001. 

7. Fisherman parking boat near Dawn of Happiness guesthouse, Ao Nam Mao, August 11, 
2001. 

8. Khun Guon, Wife of fisherman and employee of Dawn of Happiness guesthouse, Ao 
Nam Mao, August 11, 2001. 

9. Muslim woman with seven kids in bungalow, Ao Nang, August 13, 2001. 

10. Thai Village Resort employee couple, Ao Nang, August 13, 2001. 

11. Two ladies with ten-day old baby, Ban Chom Phli, August 17, 2001. 

12. Construction man, old woman and young boy in cast, Ban Chom Phli, August 17, 2001. 
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13. Shingle making woman with kids and old people, near Kiong Song, August 18, 2001. 

14. Grandma with grandchildren, near Kiong Song, August 18, 2001. 

15. Woman farmer with animals, Ban See, August 18, 2001. 

16. Man near coconut cooperative, Ban See, August 18, 2001. 

17. Woman collecting plastic bottles, Ao Nang, August 21, 2001. 

Krabi, Thailand, Tourism businesses 

1. Owner of Swallow Guest House, August 1, 2002. 

2. Owner of Seaside Hotel in Krabi town, August 4, 2001. 

3. Operator of PP Family Company Island, August 4, 2001. 

4. Grocery store owner, boat driver, tour guide, Ko Kiang, August 5, 2001. 

5. Khun Subin Chayaburakul, Owner of Vieng Tong Hotel, and head of Krabi Tourism 
Association, August 6, 2001. 

6. Khun Lalita, Owner of Krabi Meritime Hotel, August 7, 2001. 

7. Two laundry ladies near wat, Krabi town, August 8, 2001. 

8. 5-6 boat drivers in Ao Nam Mao pier, Ao Nam Mao, August 10, 2001. 

9. Ya Ya, owner of Ya Ya Guesthouses and brother of Ao Nang village headman, August 
13, 2001. 

10. Robert Reynolds, owner of Lai Thai Resort, August 13, 2001. 

11. Pancake Vendor woman, Ao Nang, August 17, 2001. 

12. Rod Vendor, Ao Nang, August 19, 2001. 

13. Khun Chuan, Owner of Krabi Resort, August 20, 2001. 

C Meetings 
1. Phnom Penh, Cambodia, Tourism Workshop for the Ministry of Tourism, Organized by PADECO 
and the Ministry of Tourism, July 18, 2001. 

2. Krabi town, Krabi, Thailand, Training Project: Tourism encouraging awareness in Mangroves, 
Organized by the Municipality of Krabi, August 7, 2001. 

3. Ao Nang, Krabi, Thailand, Tourism and hotel association meeting at Krabi Resort: Discussion offive 
pressing issues, Organized by the Ao Nang Hotel Association, August 15, 2001. 

4. Bangkok, Thailand, Brain Storming Session: Tourism and Poverty, Jointly organized by ESCAP, 
CUC UEM Project and UMC, September 11, 2001. 
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D Resume of Sumon Sangkaew 

NAME 

SEX 

DATE/PLACE OF BIRTH 

NATIONALITY 

MARITAL STATUS 

ADDRESS 

POSTAL ADDRESS 

EMAIL: 

PROFESSIONAL EXPERIENCE 
May 1988 - March 1990 

May 1990—July 1992 

July 1992 - October 1992 

November 1992 -January 1993 

March 199S—May 1994 

August 195 - November 1996 

(Augist 1995 - November 1995) 

(December 1995 —May 1996,) 

RESUME 

'Sumon Sangkaew 

Feme 

February 27 1965,Songkhla 

Thai 

Single 

51 Moo I TamboitRong, 
.Krasaesin,SongkhIa 90270. 
Tel: 074 399069 

50 SrirubsukSôi 3, 
Vipavadee Rungsit.Road, 
Donmuang, Bangkok 10210 
Tel; 02 5210924 

sangkaew@hotmail.com 

Customer service and Marketing 
OTYC of Hawaii Co., Ltd, Bangkok 

Export Staff 
SeQurity PacifIc Bank, Ltd., Bangkok 

Re9arhAsstt.añd1nteiprer 
Community Forest Project in:Chiangmai 
and Chiangral, Cooperated by German, 
Develop nient Service and Royal Forest 
Department 

Interpreter 
Sueb Nakasathien.Foiindation 
(Social survey for making documentary 
on BufferZone Management in Wildlife 
Sanctuaries Huay Kh Khaeng, 
Uthàithani 

Administrative Assistant 
AquastarLaboratoties, Ltd.,. Sokhla 

Research Assistant 
Asian Institute ,0f Tech n*.gy AI.T). 
The Schoolof Environment,. Resource 
and Development, Human Settlements 
Development Program, Pathumthani 

Urban Planning Workshop 

SPRING Workshop (Sptiàl Planning for 
Regions Asian Growing Economics, 
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(August 1996— Nbv,ember 1'996), 

EDUCATION 
May1981 —'April 1984 

June 1984—March 1988 

June 1994 —March 1997 
(course, works) 

September 1997 - November 2000 
(DAAD Scholarship) 

(Thesis - .good) 

OTHER RELEVANT ISSUES 

TRAINING 

LANGUAGE 

COMPUTER 

Vivien Lo 

Msc. jointly offered byAlTand 
Dortmund University) 

Rural and RegiOhal WorKshop 

High School Certificaté 
Sriboonyanon Schäol,Nohthaburi 

B.P.A. General Administrative Theory 
Faculty of MargementScience 
Prince of Songkhla University. 5ohgkhla 

Faculty of Environmental and ResOurces 
Studies 
Máhidbl University, Nakhonpathom 

Iicrer. reg. (Postgraduate. in,egiOnal 
Sceinbe/Planning) 
Institute, ofReginal Scienäe/Planning 
Karlsruhe Linivesity, ermany 

Die BeWirtschaftung vOn KUstensaumen 
am Biespiel des Dist'rikts SikaolThafland 
(Coastal ZoneManagement, Sikao 
District) 

Mahidol University 
Field Survey in Ehvironmental Impact 
Assessment, Sarnutsakom 

Ecotoursrn 
Jaéson National Park, Lampang 

WorkshopStaff 
lntemational'Wrkshop "SOil 
Sutainable for Agriculture" 

Environmental lrnpactAssessment 
Fag Ditriôt, Chiàrirhai 

Asian Institute of Technolpgy 
Socio-economics and settlement of the 
farmers in shrimp. aquaculture 
Chantaburi 

2 monthstraining at The Rural 
Development Cèñter, Regiôii IV, 
Lampang 

English áncLGerman 

'Words, Excel and Arcview (GIS) 
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