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Abstract

Private nautical tourism in arctic and subarctittisgs has been generally neglected in
polar tourism studies. This thesis draws attentmmards private nautical tourism as a
viable economic supplement and alternative forrtoofism for rural coastal communities.
Understanding this opportunity, its economic andchaggment implications, and its users’
characteristics are the core of this research.stindy covers basic concepts and provides a
feasibility assessment for marina developmerd SWOT analysis for a gateway
functioning community in the secluded Westfjorddadland. Research data are compiled
from secondary sources, interviews, questionnaares a synthesis of related scientific
articles, industry and policy documents, media jalibns, and baseline information. The
case study confirms the conditional economic felitsibof private nautical tourism
developments in high-latitude gateway locations endals users as adventure-seeking,
authenticity-driven and environmentally-motivatdtlis concluded that marina-oriented
developments meeting certain conditions can be flogsdeto remote rural arctic and
subarctic communities in diverse ways. However,abee of short and unpredictable
seasons and changing user volumes, private seetonas must be integrated with other
business in the community to be profitable.

Utdrattur

Ferdapjénusta vid einstaklinga sem saekja i sigtidgaordolaeegum breiddargradum hefur
fengid litla athygli i freedilegri umreedu um ferdnmeku & nordurslédum. | pessari ritgerd
er spjotunum pvi beint ad pessari gerd ferdamennskm mogulegu ardbeaeru
atvinnuteekifaeri fyrir smeerri strandbyggdir. | pviiitt er mikilvaegt ad efla skilning a
eiginleikum og hagraeenum &vinningi pessarar ferdralemisem og peim pattum sem skipta
mali vardandi hegdun og neyslu ferdamannanna. M&ik er pvi ad gera videigandi
grunnhugtokum skil og byggir rannsoknin & hagkvasgmeiningu - SWOT greiningu -
fyrir hinar strjalu hafnarbyggdir Vestfjarda, eregningin byggir medal annars a viotélum
og spurningalistum. Umfjéllunin er sett i samhengid freedilegar nidurstddur,
fyrirliggjandi pjoofélagslegar og hagreenar upplgsin stefnuyfirlysingar stjornvalda,
umraedu i fiolmidlum og onnur gégn sem snerta fg@afstu a Islandi. Nidurstodur
rannsoknarinnar benda til pess ad pad séu moguidgees teekifeeri fyrir nordleegar
hafnarbyggadir folgin i siglingatengdri ferdamenndgitir einstaklinga. Enn fremur benda
rannsoknarnidurstodur til pess ad ferdamennirniu @t i senn aevintyragjarnir,
areidanlegir og umhverfissinnadir. | lokanidurstiider bent & ad akvednar framkvaemdir
0og uppbygging a hafnarmannvirkjum geti komid stitayggdum til géda i pessu tilliti.
Hins vegar er stutt og outreiknanlegt siglingatiihag sveiflur i fjélda ferdamanna peettir
sem gera pad ad verkum ad pessi gerd ferdamenngkiliichagkvaem ein og sér.






To my son Felix Finnbogi,

marvelous explorer on a blue planet.












Table of Contents

LISE OF FIQUIES ... e e e e e e e e e e e e e e e e e e e eeeaaanees Xiii
[T o) =1 o] (=TSSR XV
o] (01117 0 0 T PRSP XVi
ACKNOWIEAGEIMENTS ... e e e e e e e e e e e e eeeeeeaaeeeeeeennnnes XVii
(g1 g0 [8Te3 To] o IPTUTTTTT TP 19
INTO T O CBAN ... e et e e eaeaees 19
L (O T N = 11 =P 19
INEO TN AT CEIC e e ettt ettt e e 19
RESEAICN FraMEWOIK ...t e e e e e e e et et e e e aan e e e enanns 22
SHTUCTUIE OF T8 TR SIS ..ot 22
Research Goals and ODJECHVES...........uuiiiiiiiiiieeee e 22
Limitations of the StUAY .........cooeiiiiie e 23

PART ONE —BASIC CONCEPTS AND PRIVATE NAUTICAL TOURISM IN THE
ARCTIC AND SUBARCTIC

Chapter 1 - Theoretical Background.............cceuuuvuiuiiiiiiiiiieeeeeeeeeeeeeeeeeeveevennaneennees 24
1.1 ToUrSM MOAEL ... e e e e e eeea e ees 24
AV = T o L= T o U T T o 27
1.3 Gateway CommunitieS and TOUISM ......cceuiiuuuuieeaeeeeee e 28
3 o F= T o U] o OO RPPPUTR 29

I R O g o =T T = T 31
1.5 Private NautiCal TOUMSM.........ciiiiiiiitti s e e eeeeetiieeeeeeesaiineeeeseessaseeeeseeennens 36
IR T0 A = Tod o (] o U UPUUURPRT 38
T |V = 1 F= 1S OT P 42

PART TWO — FEASIBILITY STUDY FOR MARINA DEVELOPMENT IN
[SAFJORPUR, ICELAND

Chapter 2 - MethodoIOgy .......ccoeuiiiiieiiimmmm e 54
2.1 Method Of PrOCEAUIE ..........vviieiiiii it s s e e e e e e e e e e e e e e eeeeeeenaennnneenee 54
2.2 Qualitative and Quantitative Data ...........ccccceieiiiiiiiiiiiiiiiiie e 55

2.2.1 Secondary SOUrCe Data...............ceeemmmmurnniiiiieeeeeeeeeeeeseeeeeesssennnnnnnnannees 57
2.2.2 Questionnaire and Semi-structured IntervieWisiting Yachts ................. 59
2.2.3 Questionnaire - Local Yacht OWNErS.....ccceeeuiiiiiiiiiiiiiieeeeeeeiiee e 59,
2.3 4 ElIte INTEIVIBWS ...ttt e et s 60
2.3 SWOT Analysis - Literature REVIEW ............oummmeerrrrmmmmniiiiieeeeeeeeeeeseeeeennnnnnn 62

Xi



(O T o (=T g I =Y 1 1] o 64

3.1 TouriSM N ICEIANG .....uviiiiiiie e eneneeeseeees 64
3.2 The WESHOIUS ...uiuiiii i ettt e e e e e e e e e aeaaeeaeaes 65
3.2.1 Tourism in the Westfjords and its Unofficapital: isafjordur .................. 66
3.2.2 General Infrastructure of the Westfjords Beglond..................cceevvvvrivnnnnns 70
3.2.3 General Infrastructure of [SafjOrdur...........cceeeeiieeeececece e 73
3.3 Iceland and YacChting .....ccoooeeeieeiiiiieeeeecee e 74
3.3.1 Yachting in Iceland - DOMESTIC ......ccoeeemiiiiiiiieieeeeeeeee e 74
3.3.2 Yachting in Iceland - FOreign ........cceeeeuvuveiiiiiiiiiieeeeeeeeeeeeeecevieenneens 77
3.3.3 Yachting in {safjoradur - DOMESEIC ......ccemmeeeveeveeeeeeecre e ee et eaen 79
3.3.4 Yachting in iSafjoraur - FOr@IgN ......eeeieevvieeceeeeerieeeeeee e 81
3.3.5 Yachting - Related Infrastructure of iSafjiiird..............cccceeveeveeeveceennne. 28
ICRC T = I I Y/ = o o[ T 85
3.3.7 Icelandic Maritime Traffic Surveillance anda®ch and Rescue ................. 85
3.4 Yachting to East Greenland ...............oicccemmeerveiiiiiinsie e e e e 90
3.4.1 ACCESSADINLY ...evvvueiiiiiiiee e s e 90
3.4.2 Infrastructure and Alternative Carrier ........cccccceeeeveiiieiiiciiiiiiviieeeeeeen 90
Chapter 4 - FINAINGS ...ueeiiiiiieiee et e e e e e e e e e ee e e e e e eeeeeeeannanes 92
4.1 Qualitative and Quantitative Data RESUIS ....ccceevveeeiiiiiiiiieiceeiiee e 92
4.1.1 SECONUAIY SOUICE ...ceeeeiieiiiiieiiimmmmmmme e e e e e et e e eeeeebbbaba s e e e e e e e e e e e eaaaaeaaaaans 92
4.1.2 Questionnaire and Semi-structured INtEIVIEWS.........cooeevvvviiiieeeeierienen, 93
4.1.3 Elite INterview RESUILS ..........cooo e 101
Chapter 5 - DISCUSSION ....cieeieeeeiieeeeeeee e s e e e e e e e e e e e e e e e e e e eaataaaas s e e e e eeeaaessaaeaeeaaaeeeees 111
5.1 SWOT Analysis for Marina Development in iSafjoraur............c..cccoveveneenee.. 111
5.1.1 SIrENQGLNS oveeiiiiiii i eeeeeeer e ——————— 111
5.0.2 WEAKNESSES. .. ittt e e e e e e e e e e e e e e e e eeeeeebt bt bnnnnnrannnnes 114
R G T @ o] oo ¢ (1 111 116
5.0, 4 TRIEALS ..ottt e e n e e e e e e e e e e e eaas 120
5.2 Feasibility for Marina Development in iSafjtird.............ccccoevevveerevenennnne. 122
5.2.1 ReCOMMENUALIONS .....coeeiieeiiiiieieieeee ettt e e e eeeeeeeas 125
S IRC T 0T ¢ T AN 4 == T [ 127
(0] o Tod [§ ] 0] o F PRSP PPPPPPRRRPN 128
OVEIVIBW ..ttt et e e ettt ettt ettt e e e e e e e e e e e e s s saamne et e e et aeaeaaeeeeenas 128
Prospects for Marinas in Iceland ... eeeeeeiiiiiiiiii e 128
Prospects for Marinas in Arctic and Subarctic Areas.............cccvcceeiiiiieeeeeeennn. 130
CloSING REMATKS ... e e e e e e e e e 130
] (=] (=T o T TR SUPPPPPP 131
Y o] o 1= T [ A PSSP 147
APPENTIX B eete e e e e e e e e e e e e e e e e e e e e e aaaraaaaaa 149

Xii



List of Figures

Figure 1: Social model of tourism (BLT — Model)..........ooooviiiiiiiiiiiieeee, 25
Figure 2: Physiological, ethnological, sociologioadel of the tourism system............... 26
Figure 3: Arctic sea ice extent from 1981 t0 2QL2........cccooviiiiiiiiiiiiiiiiiiieees 34
Figure 4: Possible economic responsibilities anpaoh arising from a marina................. 46
Figure 5: International visitors to Iceland, Kefllaairport only.............cccccvvvviiivines mmn 65
Figure 6: General map of the Westfjords and tlogation in Iceland......................o.o... 68
Figure 7: Cruise ship counts for isafjordur Harblom 2003 t0 2013.........c.ccccevvevverrenene. 69
Figure 8: Cruise ship passenger counts for isafjokarbor from 2003 to 2013.............. 69
Figure 9: Total gross tonnage of cruising vessalling isafjordur Harbor....................... 70
Figure 10: New monthly shipping route of SamSKiPa.......coovvvvrriiiiiiiiiiiiiieeeeeeeeeeen, 72
Figure 11: Cell phone coverage in Iceland, exampfgovider Siminn..............ccccvveeee.. 73
Figure 12: Infrastructure density in 1SAfOrOULmm ........cvovveeeeeeee i 74
Figure 13: isafjérdur Harbor, location and USAgE.............c.cvveeeveeereieeeeeeeeeeeeseneeenns 83
Figure 14: Border of ICG’s SRR and Icelandic EEZ..............ccccooviieiiiieiiiiieeiiiiiiieeees 87
Figure 15: ICE-SAR inshore vessel distribution aBlok action radius according to
maximum cruising speed of stationed VESSel....cccu..uvviiiiiiiiiiiiieeiiieeeeeeiee 89
Figure 16: Theoretical 12hr action radius of IC@isee vessels at speed of 16kn............. 89
Figure 17: Yacht visitor counts for “Brokey — Regkjk Yacht Club” on Iceland
(Subarctic) and Ny-Alesund harbor, Spitzbergemwéy (Arctic)...........c.ceevene.... 93
Figure 18: Yacht counts by registered COUNtrY.......ccccooeeeeieiiiiiiiieee e 94

Figure 19: Distribution of expected harbor typenfroautical tourists’ point of view....... 96

Figure 20: Satisfaction with currently offered harlservices............cccccceeeeeiiiiieeeennees 97
Figure 21: Stated perception of charged harbor.fee............ccoviiiicccccs 97
Figure 22: Nautical tourists’ imagined harbor ided stated by the interviewees............. 99

Xiii



Figure 23: Marina development SUPPOI......ccoeeiii e e 100

Figure 24: Local recreational vessel owner prefegeregarding personally assigned dock
location inside Isafjorour Harbor.........cooeee oo 100

Figure 25: Stated usage of harbor facilities. Quoastire results, local yacht owner.....101

Xiv



List of Tables

Table 1: Generalized SWOT matrix. After Leigh (2RQ6............ooovviviiiiiiiiininieeeeeennn. 63
Table 2: Distance between communities in the WESE...............ccoooviiiiiiiiiiiiicce e 71
Table 3: Simplified theoretical BLT model for prieanautical tourism in isafjoréur........ 86
Table 4: Private yacht data for Ny-Alesund Harlyonf 2007 to 2012............ccceoveevennee... 92

Table 5: SWOT matrix for marina development injisa@ur, Iceland.............c..ccocvee..... 124

XV



Acronyms

EEZ
EIA
GMDSS
ICG
ICOMIA
JRCC
NGO
MRCC
MTC
M/Y

RIB
SAR
SEA
SRR
SIY

VTC

Exclusive Economic Zone

Environmental Impact Assessment

Global Maritime Distress and Safety System
Icelandic Coast Guard

International Council for Marine IndustAssociation
Joint Rescue Coordination Centre
Non-Governmental Organization

Maritime Rescue Coordination Centre
Maritime Traffic Centre

Motor Yacht

Rigid Inflatable Boat

Search And Rescue

Strategic Environmental Assessment
Search and Rescue Region

Sailing Yacht

Vessel Traffic Centre

XVi



Acknowledgements

In preparing this thesis, my profound indebtedrmEdengs undoubtedly to the people who
greatly supported me in establishing this documeatn sincerely thankful to each and
every one of them, although only a selected greummed here.

| have learned a great deal from my supervisomcNMa Miller, who with his expert
guidance and invaluable insights never stoppediringpme. Dagny Arnarsdottir, my
program director, not only showed great patiencd gnod will but also has been
unbelievably helpful with sound advice and motigati Sarah J. Kennedy, my loving
girlfriend and academic partner, probably had toygmost with my random frustration
during this challenging period. The steady rock ymsed with unlimited, unconditional
support is a contribution | will never forget. Alsofeel especially obligated to thank my
dear colleagues Chelsea Boaler and Aléx C. Ellotttheir countless sacrifices and
contributions that have made this thesis a success.

A number of people have been very helpful prowgdeads, documents, insights, and
data for the thesis. They include important memlodrshe yachting industry, such as
Gerad Dijkstra, Michael Steenhoff, and Jildou A.istoian; harbormasters and managers
Arnar F. Jonsson, Ole @iseth, and Dag F. Fjeldf Ralla from isafjérdur city hall (GIS
data); Stefan Palsson (Siglingastofnun); and lektagachting pioneers and enthusiasts
Birgir A. Hilmarsson, Torfi Einarsson, Jon O. Sidsson, and Sigurdur Jonsson.
Particularly Sigurdur has been of big impact to simee | first set foot in Isafjordur. It is
him who, to a large degree, helped me to developntgrest, concern, and hunger for
knowledge on the topic which lead to this thesifterviews with Guomundur M.
Kristjansson, Daniel Jakobsson, and Gisli Halldiivssnd permission to quote them are
much appreciated. | am very grateful to my paranis larger family for their trust, faith,
and mental and financial support through the yeafithout you | undeniably would have
never come this far. | also would like to menti@m IMacGillivray, Tom Cunliffe, and
Brian Black. Their perceptions and experiences gp@séreasured wisdom helping to set
my perspective along these lines. My sincere ajgiien includes all questionnaire and
interview participants. Without you none of thiswia have made sense. Last but not least
I'd like to thank VAXVEST for awarding me a genesogrant for this study.

XVii






Introduction

Into the Ocean

To escape demanding daily life, millions of peoptnture to ocean shores every
year. In the coastal area they seek relaxatiomeation and leisure activities, which
they actively pursue on land, on the beach, artienwvater. In doing so, they spend
considerable amounts of money. While most peopadpheir time in the vicinity of
the shoreline, some are drawn deeper into liquidtaey. WWhen only the horizon is
the limit, and direction, pace and destination @mly theirs to decide, freedom does
appear endless. For centuries, such freedoms weeeved for aristocrats, leading
politicians, and highly successful businessmenirBegg in the 1950s such pleasures
became available to the average population (Oraf889). The popularity of leisure
craft is therefore steadily on the rise.

Into Nature

Yacht users have, of course, many different ideald reasons for their serious
leisure. Some focus their activities on naturelfit§e.g., bird watching, whale

watching, fishing, and diving) and use their vesseh platform to reach the desired
environment. These destinations might be on- arfdhofe, underwater, on the

surface, in the air, or on distant and unexplofeutes.

Into the Arctic

To some adventurous yacht users, major yachtingngi® such as the temperate
Mediterranean and Caribbean no longer hold the saiuee. Instead, they turn to
higher latitudes for the ultimate sailing experien©ften inspired by the spirit of
polar explorers, they come to visit nature, plaeesl people of interest. Some boaters
prefer to visit places that are viewed as impossibt difficult to get to by
conventional transport. The exclusivity of such astthation has particular
attractiveness not only to the active explorer, alsio to the luxurious yachting

market segment. Historically, yachts were technelgf the wealthy and the
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powerful. Today, yachts have become easier to @&ff¥iachting as a luxury has

evolved so that destinations have become as impastgns of status as the yachts
themselves. High latitude waters have become istrgly attractive to yachters, in

part because they are off the beaten track an@prescess to spectacular nature.

Coastal and marine management (CMM) addressegsdivi®pics such as
fisheries, aquaculture, marine transportation, tabagrotection, coastal hazards,
marine law, marine conservation, integrated coastaé management, and non-living
marine resources. A rather new specialty in CMMugss on various aspects of
marine recreation, tourism, leisure, and tourism. ilportant subsector of marine
tourism is nautical tourism. There are many exas@e private nautical tourism
around the world. Many countries in the Arctic aBdbarctic, including Iceland,
consider fostering nautical tourism development.

Arctic and subarctic nations increasingly recogrifimate change not only for
altering of habitats but also as a chance for aspgewus future. This is foremost
motivated by the availability and accessibilitypvéviously inaccessible areas, which
give opportunities to new economic ventures. Soemehting economic sectors are
Marine, Nautical, and Polar tourism.

This thesis focuses on a in the Arctic and Sulramb popularity gaining
tourism sector whose economic impact, even in figir@ating countries, has long
been underestimated. This research acknowledgeshtireging demand in the global
private nautical tourism markdnhter-alia observed by local institutions, which
indicate a shift towards arctic and subarctic esgilon, and analyzes on an example
the feasibility for arctic and subarctic areas da to these newly arising economic
chances on a local scale.

It is expected that private nautical tourists whoposely cruise high latitude
waters have significantly differing motives, objeets, and expectations compared to
those in balmy cruising grounds, and that due ¢oetivironment — the physical nature
— accessibility is seasonally limited.

On-route to their polar destination, the privasitical tourist will stop in rural
communities that deliver selected criteria of intpnce. While some communities
embody the final destination, others act as a prartgtion node, a provision node, or
a base camp. Ideally, their characteristics areboosa creating @ateway tourism
community Locations with higher populations, existing marirand general

infrastructure, and attractive amenities in th&inity are expected to see the greatest

20



rewards forgateway tourismassociated with private nautical tourism. They are
therefore focused on.

Their marina development feasibility is demongatwith a case study of
isafjordur, Iceland. Besides allowing for generatements on high latitude marina
development, the case study has the purpose tadpravproduct that is of relevance
to Isafjorour brokers. Outcomes of this study skapplement the gateway location’s
sustainability development by delivering feasilgilitrecommendations and
fundamental knowledge on marinas and the highuldgitprivate nautical tourist.
Those shall foster diversification of local indysteducation, and recreation, thus
strengthen the region. While this study assemblasicb and demonstrates a
feasibility assessment using a SWOT (Strenght-Wesda©pportunity-Threat)
analysis, it aims to motivate a deeper researd@rast for this evolving tourism field

overall.
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Research Framework

Structure of the Thesis

This thesis concerns gateways for private nautaraism and marina development in
the Arctic and Subarctic, and provides a feasjbsiudy for marina development in
isafjéraur, Iceland. This thesis is made up of teece parts.

Part One (chapter 1) embodies the theoretical drackd necessary to
understand private nautical tourism in high latguareas. Its content is of general
value, whereby the information presented can besteared to any coastal arctic or
subarctic location. While this chapter encompassasy areas related to this type of
tourism, emphasis is put on the facility renderthg service for private nautical
tourists and their vessel: the marina.

Part Two (chapter 2 — 5) presents a case studynéma feasibility assessment
via SWOT analysis. Secondary source data, questi@waand interviews are
analyzed and supplemented with general observatimaseline data, and secondary
study sources to complement the SWOT analysis. €h&pintroduces the research
methodology. Chapter 3 introduces the generalnggsttiof the study community.
Chapter 4 presents findings. Chapter 5 presentsii@odsses the SWOT analysis and
includes a final feasibility statement and strateggommendations, which complete
the feasibility study.

Conclusions of the thesis are presented in a $ection. Part One and Part Two
embody single comprehensive parts of the thesis.m&thodology chapter has been
therefore included in Part Two. Information presehand outcomes discovered in
both parts result in a conclusive statement forimaadevelopment and private

nautical tourism in the Arctic and Subarctic.

Research Goals and Objectives

This thesis considers the following goals and diyes:

During literature research

* Understand private nautical tourism, the tourig¢hhologies used, and
challenges related to private nautical tourism imithe Arctic and Subarctic
* Explore gateway community issues
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Understand general facilitating (marina) basics
Explore the opportunity spectrum arising with a imar
Name management and planning basics for a marina

In the feasibility study

Identify current settings (tourism, infrastructutecal and foreign yachting
history)

lllustrate impact magnitude of the private nautialrism sector, locally and
afar (using Broker-Local-Tourist mapping)

Explore isafjordur's importance status for privateuising towards East
Greenland

Find and analyze current and past leisure vessditgein traffic boundaries
of Isafjoréur

Gather perceptions from local and foreign privatebbr users regarding
offered harbor facilities and desired improvements

Gather visions, plans, actions, and support stdocenarina development
from members of the local government

Conduct marina feasibility analysis for isafjor@md give recommendations

Limitations of the Study

The literature of arctic tourism studies is modésfew scholars have made attempts

to describe arctic nautical tourism, mainly focigson cruise tourism and its impacts

in the Antarctic, Arctic, and Subarctic regioe.d. Hall & Saarinen, 2010 (a, b)).

Research with primary focus on private nauticatigm in these environments has, to

the knowledge of the author, not been attemptedRextr reviewed literature sources

on the topic are hence limited to the general fadlghrivate nautical tourism. Private

nautical tourism data is not easily accessible @naheven quality (Jennings, 2007).

Additionally, there are neither established repgrtimechanisms nor any formal

requirements for reporting. This thesis relies @ayathesis of secondary sources, for

example industry and policy documents, media pabbos and baseline data

(retrieved via personal communication). Literature research whilstparing this

thesis took place in English, Icelandic and Gernwaachieve a broader information

spectrum.
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Part One — Basic Concepts and Private
Nautical Tourism in the Arctic and
Subarctic

Chapter 1 — Theoretical Background

Chapter 1 delivers comprehensive, necessary funataleevhen considering private
nautical tourism in arctic and subarctic areas.Wedge provided here can, without
limitation, be transferred to any coastal locatiaithin arctic and subarctic

boundaries.

1.1 Tourism Model

Tourism is (judged on its direct economic impaal ammbers participants involved)
the largest industry worldwide (Miller, Auyong aithdley, 2002: 5). International
tourism arrivals in 2012 totaled a record-breakin@35 billion, an overall growth of
4% compared to 2011 (WTO, 2013: 3). For comparigaernational tourism arrivals
in 2001 totaled 693 million (Miller, Auyong and Hagl, 2002: 5), and were, at that
time, also a record high. The international touresxport earnings generated in 2011
total a staggering total of US$ 1.03 trillion (WT@012: 2,13), illustrating tourisms
enormous economic importance. To understand thgnimale of influence one first
needs to understand tourism. Fabbri (1990) plamdyes: “Tourism was — and
essentially still is — recreational travelling”. &hWorld Tourism Organization,

however, defines more precisely:

Tourism comprises the activities of persons travglko and staying in places
outside their usual environment for not more thare @onsecutive year for
leisure, business and other purposes not relatatietcexercise of an activity
remunerated from within the place visited. Tourimrdifferent from travel. In
order for tourism to happen, there must be a digphent: an individual has to
travel, using any type of means of transportation].[But all travel is not
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tourism.
(WTO, 2004)

Trying to understand the key character of touriim: tourist, Miller and
Ditton (1986:11) advocate that a tourists fundamiemiotivation for travel “lies
in its promise of contrast”, and elaborate that tberists opportunities for
contrast or personal change can be found along thegameters: recreation,
education, or instrumentation. Others “ascribe[sjtimation [generally] to a
desire for “self actualization”, a need to discovame’s potentialities and
limitations through intense activity and experien@@sikszentmihalyi, 1988, on
Maslow, 1965) to reach a certain level of “flow” imhich “A person [...]
whishes to do what he or she is doing for the sakehe activity itself,
independently of external consequences” (Massim@sjkszentmihalyi, and
Delle Fave, 1988: 65). Realizing the large spectninpossibilities of each of
these parameters helps explain why tourism todagoisliverse. To ease the
understanding of power dynamics in tourism, Milland Auyong (1991)
developed a simplified sociological model focusediree key actors: the local,
the broker, and the tourist, hence called BLT —eh@¢Bigure 1).

Broker

*Governmental Sector
* Private Sector
*NGO or Civil Society Sector

Local Tourist

*Native Resident *Domestic
*New Resident e International
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Figure 1: Sociological model of tourism (BLT-Moddfter Miller & Auyong (1991)

Volumes and interactions between and within thestora shape overall

development dynamics directly, even more so sitaeis changes from actors,
e.g. from local to broker or tourist to local, are comm and thus alter local
social structures significantly. Miller (Personalor@munication) theorizes
another, especially for the in this study focusedacea, significant opportunity
and thus tourism development steering model thalags the combined effect
of a social, an ecological, and a technological poment to the local tourism
(Figure 2). The social component derives in the BLTodel while the local

natural environment defines the ecological comptndihe technological

component describes the state and availabilitgdfnical advancements, which,
without a doubt, can greatly affect the accessybitif the ecological/physical

component. Such significant, tourism, and indeedration and thus human
history, altering technological advancements ineldichins, cars, ships, and
airplanes; but also imply available and affordaidsv means of transport like
outboard engines and leisure vessels, telecomntigricaor navigational aids

like GPS-technology.

26



Social
Component

Ecological

.

Local Tourism

Figure 2: Physiological, ethnological, sociologicalodel of the tourism system. After Marc Miller,
Personal Communication

1.2 Marine Tourism

Marine tourism is, by some accounts, the fastestvigig tourism sector worldwide
(Miller, 1993; Cater & Cater, 2001, Hall, 2001), ian grows both in diversity and
volume (NOAA, 1998, Moreno & Amelung, 2009). Marit@urism is described as

including:

[...] Those recreational activities that involve haaway from one’s place
of residence and which have as their host or falsasmarine environment
(where the marine environment is defined as thostens which are saline

and tide affected).
Orams (1999: 9)

Needless to say these activities can take placennand under a variety of water-
based settings including estuarine, marine, angefroand include at least directly
connected shore-based activities. Coastal tourrsmaarine tourism are thus closely
related. Coastal tourism encompasses the competgerof tourism, leisure, and
other recreationally focused activities that caretplace in the general coastal area
(land and sea) and offshore coastal waters (HaI012 602). It includes coastal

tourism development (accommodation, entertainmdotd industry, transport,
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vacation homes) and infrastructure supporting e@badevelopment €.g. retail
businesses, activity suppliers, marinas, directignected service industries; Miller,
1993: 184 — 187) as well as activities such asesmnal fishing and boating
(coastal), snorkeling, diving, swimming, beach gghall or coastal and marine based
eco-tourism. Marine tourism, as a direct countdrgar terrestrial tourism, also
includes ocean-based tourism such as deep-seadfiahd yacht cruising (Hall 2001:
602) and ranges from the direct foreshore via ebasines into the as open ocean
defined offshore areas (Garrod & Wilson, 2003)s Ithain objective is the marine
environment, while the overlap with the coastakigm environment derives from its
necessity for access, supply, maintenance andgsto@iven the dynamics described
in the sociological-ecological-technological modgligure 2), the array of new
opening niches as business opportunities in su@mnamonment is almost unlimited.

In a local largely intertwined industry, such aarime and coastal tourism, it is
hard to distinguish stakeholders from each othet @e sector carries obviously
immense economic responsibilities and powers; ésibedor islands and remote
coastal communities dependent on it (Miller, 19%¢search and academic studies
started to focus at them 20 years ago (Miller, 198Ber, Auyong & Hadley, 2002;
Hall, 2001). Coastal and marine tourism developmisntontroversial and complex,
and not infrequently comes with drawbacks for tleeal natural or social
environment. The latest management efforts trydim dpetter development control
and are more than ever focused on overall sustéitgahat includes the ecological,
economic, and local socio-cultural environment (H2001: 609 — 614). Often, these
efforts originate from invested brokers, or dirgc#iffected locals and concerned
tourists (Miller, 1993; Miller, Auyong & Hadley, 2@). Modern sustainability efforts
attempt to include or combine tourism educatiomnping, and management and

mitigation strategies.

1.3 Gateway Communities and Tourism

Gateway communities can be defined as entry paowsrds an attraction whose
entry is limited either by the geographical, phgkicor man-made regulated
environment. Traditionally, they have served in gnaays, such as entry into the
new world €.g. New York), entry point to National Parks, or asneoercial and

industrial gateway, like Hong Kong, into the Asiararket. In this thesis, gateways
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regarding the Arctic and Subarctic are defined bation of strategic importance to
the private nautical tourist. Their strategic fopaint is considered to be on features
such as alternative transportation, industrialastiructure, supplies, and emergency
services, and of course the vicinity to the poihtirderest, which is their overall
objective.

“Due to their natural beauty and high quality itd,| gateway communities have
become a magnet for a growing number of peopleduyfran & Banks, 2011: 128).
They are often surrounded by an environment tha&sdwot allow for unlimited
growth, either bordered by protected land, certg@ographical features, or via
legislation €.g. military site). As a result they are limited iretdegree and direction
they can be developed. Regarding this, McMahonq189 notes that “[...] no place
will retain its special appeal by accident”, delserg that gateway cities often are a
test site in the struggle between indiscriminateettgpment and planned growth. At
the same time, due to their attractive status,wgmfecities face sometimes extreme
growths through tourists, retirees, and second howrgership. A direct outcome is
that “gateway communities offer important lessémsother rural areas grappling
with rapid growth and change” (Frauman & Banks, 20128). To counter
uncontrolled development in various ways, McCo®94) suggested a planning
framework dealing with Limits of Acceptable Chan@&C). Gateway cities always
face social structure changes. In many such plasives live alongside new
residents that moved to the area for work withie tbcal industry or to retire,
mesmerized by the place just like the tourist. dlthh benefiting from the economic
growth, feeling invaded and not under control ofelepment is a commonly found
perception amongst natives.g. Tosun, 2001). Resident’s perception towards ttairis
is another issue. There is not much sense for amtonty to develop and promote
tourism if the area lacks of support from its resit, since it leads to negative
feelings towards the industry and “off-putting” céans towards the tourist (Taylor,
1995). Horn & Simmons (2002; in Frauman & Banksl 20129) report that:

In an area where tourism is more spread around avitiwer ratio of tourists
to residents, tourism is viewed as being under|l@oatrol and so is
generally supported whereas an area experiencsegies of rapid changes

generates more negative perceptions.
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Evaluating their research, Akigt al (1996) hypothesis that while tourism
development increases, the perception of a positexelopment declines. While as
the number of visitor’'s raises, positive views @fittists increase. If that is true reality,
then it may not be the number of visitors that leadegative perceptions, but rather
the “corresponding perceived negative impacts ef tthurist-related development”
(Frauman & Banks, 2011: 129). It can then be caietl) that for gateways not only
the limit of changes themselves are important,disd the rate the changes take place
(Horn & Simmons, 2002).

1.4 Polar Tourism

Global climate change is the most pressing enviemial concern for tourism
(Pattersoret al, 2006). The changing climate has significant iocgilons for key
land, sea, and ice resources of Polar tourismearAttatic, and for people and wildlife
that inhabit the area (Stewast al., 2007: 378). Promoting public awareness of
climate change in the Arcticegion has triggered a strong increase in Arcégitime
tourism; answering the growing demand of custontergxplore remote, quickly
altering and therefore unique places before thange.

Together with fisheries and mineral extractiomyriem can be seen as the most
substantial economic driver in high latitudes tod&lall & Saarinen, 2010 (b)).
Counting more than five million tourist trips thatcur in the Arctic and Subarctic
every year it comes as no surprise that tourisdeeply embedded in the processes of
change that are occurring in the polar region (KalBaarinen, 2010 (a)). Polar
regions represent, as destinations, peripheralciittn with exceptional challenges in
accessibility for the general tourist and the pevaautical tourist. Ironically, this
very factor makes them marketable.

As Medvedev (2001: 91) points out, arctic areds even more SO attractive
because of their remoteness, relative obscurityaamhymity. Over long periods of
time the general idea “of the polar as empty spwsebeen substantially defined by
those outside of it and who may have never evetedist.” (Hall & Saarinen, 2010
(b)) Perceptions of the “symbolic north” (Roth, 80044), its wildlife, and
geographical features have been portrayed by nigthsSanta Claus; Grenier, 2007),

reports from polar explorer, and documentationsaahg polar bears and snow and
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ice (Hubner, 2009; Amaomao & Boyd, 2005) and sor diree created “a “exotic”
commodity for southern consumption” (Roth, 2005}. 44

The tourism industry is further using the facttthi@ere is a clear difference
between climatic Arctic regions that change as alenchange progresses, and
geographical as Arctic defined areas, which stayesggnated. During climate change
alteration they still feature their former natustdte whilst slowly adapting to the new
climatic conditions. These small transition timadres make tourism inside the
Arctic possible, since the tourist is in the geqimaal Arctic, but experiences more
accepted Subarctic (summer) climate travel conastidourists coming into colder
regions of the globe not necessarily fancy coldeanates. Their perceptions and
expectations can vary greatly and have a dirediente on their overall tourist
performance. Valuable first insights on the madier given by Dat al. (2013).

!n this study referred to as arctic and subara@@s are, for simplicity reasons, all geographécahs
above 60N.

Especially the cruising ship industry recognizeag@d growth in tourism of the
world polar regions (Hall & Johnston, 1995; seedfgures in 3.2.1). Polar cruise
tourism is, nevertheless, in an unknown state estoimate warming is altering the
character and distribution of sea ice, increasimg ltkelihood of hull-penetrating,
high latitude, multi-year ice that could cause majifalls for future navigation in
some places” (Stewasdt al, 2007). A negative impact for tourist transitshighly
possible. A major accident in polar arctic wateosild completely alter the polar
cruise tourism industry, and possibly regulatiorts fprivate nautical tourists,
overnight (Stewart & Draper, 2006).

1.4.1 Challenges

Basic Challenges

Exploring arctic and subarctic waters and coastlibengs inevitable challenges.
Some of them anticipated, others tolerated, andtfedrs totally unexpected. As for
now, there are limited locations in these regioiits 'wman-made harbor structures to
resupply and refuel vessels; especially in the sgbarpopulated areas of northern
Canada, Greenlane.g. Nielsen; Brinkhoff, 2013), Alaska and Russia. F@asons
including storage space, export transport costs,wddlife protection, fewer

settlements willingly collect foreign waste.§. not Spitzbergen (Kings Bay AS,
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2012)) and even fewer have facilities to take adrgacht repairs. As a result, crews
of recreational vessels sailing such waters haverépare more in advance than
usual. There is a strong likelihood to see saiiaghts with motors or motor sailors in
these waters rather than a pure motor vessel, siaseurce efficiency and
independence are of high priority. Storage capexcitor food, fuel, electric energy,
and waste need to be taken into account just ak mmiconstructional adaptations for
the vessel. For better safety and comfort, the tgaene expected to haweg.
reinforced mechanical and hull features, cabinihgatnd insulation, electronic depth
finder devices, and a dinghy for land access (K&BEhtbuilders, 2003). Alternative
energy providers like solar panels and wind or enirrgenerators need to be
contemplated to ensure workability of critically portant electronics, especially
communication, on board. Also, boat-building matisrneed to be taken into account
since they show different elastic capacities inftiggd Arctic climate than they do in
warmer areas (Scharping, 1994).

As discussed, vast landscapes, wilderness, andpulgied areas are more
easily found than populated areas. This, in facgne major driver for people to visit
the Arctic. Wildlife, however, is by no means kipdlisposed towards humans. Many
tourists are, for example, unaware of the phyditaéss and abilities of polar bears
and have been surprised by unwanted boarding r8sitm whilst tying up a boat on
shore (Image 1). Hunting rifles increase the lesfesafety in the case of undesired

encounters and thus are common on board.
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Image 1: Polar bear attempting to board a yach&lBard, Norway. Source: deadfix.com, 2012
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Marine Traffic Challenges
Several enhanced marine risks are associated hahAtctic region. The Lloyd’s
Register offers in-depth knowledge on the topictheir report: “Arctic Opening:
Opportunity and Risk in the High North” (Lloyds, 22). Another valid source poses
the FNI report: “IMO Guidelines for Ships operatimgArctic Ice-covered Waters”
(Jensen, 2007Fundamental excerpts are summarized in this section

Knowing what to expect makes all the differencesafie maritime traffic. The
biggest safety issues of which modern society iarawof are so called “known
unknowns”; known safety issues which, due to thature, enhance maritime traffic
risks. Known meteorological phenomena such as igngstly November to April,
northern hemisphere) and fog (worst in June ang Jurthern hemisphere) lead to
capsizing or collisions usually accompanied byiphdr total casualties to crew and
lost or damaged equipment (Lloyds, 2012). Strortghatic winds (spring to autumn,
northern hemisphere) originating from ice-covereshdmasses worsen any sea
condition close to shore.

Climate change alters local weather conditions aed state, though not

necessarily to anticipated holiday-like weatherdibons, leading to redistribution of
climatic assets between tourism regions (Seotal, 2004). Glacial ice, with its
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different characteristics in water, is always & lespected threat since they also occur
outside regular sea ice areas. The ocean liner NICTAmay be the most famous
casualty of unprepared contact with such an iceb&hg increased seasonal and
general loss of solid Arctic sea ice (NSIDC, 20ERjure 3) supports shipping for
commercial ships but can pose an expanded threabtatler vessels. The break-off of
solid ice results in larger carpets of ice floes, ¢akes, or pack ice (Bowditch, 1995).
Other forms of sea-originating ice can be newlyatzd nilas (Wilkinson, 2005),
which are comparable to slush in water, or so-dgllancake ice (Wilkinson, 2005).
These ice carpets, with progressive volumes, spli@sdr and change in density and
coverage, directed by currents and local weathdrlée/¢ommercial vessels can deal
with these carpets, they pose a serious threagdeational vessels, especially in
stormy conditions, since they can harm the vessegkrely in one-time chance
encounters. That said, floating ice of any kindgsodanger to vessels, no matter if
structurally enhanced for the conditions or notjclths why incident scenarios are so
diverse. Mainly hull, propeller, rudder and othesa@ciated machinery can become
damaged or disabled. Another scenario is that laisnpancake ice, and drift ice,
tending to envelop a small vessel. They then stiek fasten to it creating severe pack
ice and icing-like conditions. In addition, nilasdaearly stage pancake ice can affect
a yacht by freezing on submerged appendices orimtpakater intakes for onboard
machinery, thus disabling maneuverability and setweess.

Since most nautical tourists venture into the Aramd Subarctic to explore its
shoreline, sea ice can also impact the overalhgymithout physical ice contact. For
example, loose drift ice being pushed by winds agigregate and thus possibly block
a fjord that has been chosen for shelter. Vessegle become deadlocked over
longer periods of time, while yachts on the outside unable to reach inside the
fjord.

Due to the high expense and difficulty of monitgriand forecasting any ice
type it can be expected that such actions willdtdeast those with high resolution,
concentrated on shipping routes only, leaving lasgetors of the Arctic without
service. Grounding on uncharted obstacles, lik&sois another common reason for
incidents (Lloyds, 2012; Stewart & Dawson, 2011).

A well-known “known unknown” wildlife issue is thenintentional collision
or otherwise threatening encounter with marine matanParticularly whales, larger

pinnipeds, or polar bears all show higher poputatiensities in arctic and subarctic
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waters (Tynan & DeMaster, 1997). Especially whaled larger seals can damage
vessels similar to the formerly described incide@ther “known unknowns” are the
delay in, or lack of, salvage exacerbated by remeds, and the general lack of safe

(natural) harbor information.
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Figure 3: Arctic sea ice extent from 1981 to 2038urce Charctic, NSIDC, 2013

Known safety issues are issues that human kindnlence entirely. Efforts
undertaken to change their impact directly affbet knowledge of previously listed
issues. Publishing better maps, and providing gymddttailed hydrographic and
meteorological data are of utmost importance (Liy2012; Jensen, 2007). Also,
institutions and legislation can control vessel agy feasibility. Their entry
allowance in areas can be focused on vessel-spex#w arrangements including
certain states of experience and education. Trsyan specify or dictate how far an
icebreaker vessel, a pilot and/or escort arrangesrfen certain areas are necessary
(Lloyds, 2012). Another controllable safety issuge large-scale offshore waste
disposal and lost freight from merchandise vess#isegulated or unreported, it not
only poses a threat to the environment, but camladsa safety issue.
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In the Arctic, like in the oceans themselves, thare still undiscovered
natural phenomena hidden. Those completely unknph@nomena, nevertheless,
pose a possible safety issue and are assumed|toaenmeteorological phenomena
and enhanced rogue and freak wave mechanisms. Mad#Fnce is putting great
effort into discovering and exposing these phenaneraking them more predictable
(seee.g. Lavrenov and Stepanov, 2005; Lavrenov, 2003; NS(B); 2013; NSIDC
(b), 2013).

Electronic Communications Challenges

The combined occurrence of magnetic and solar phena, interference in the
ionosphere, and necessary geostationary satedldmetry mean that high frequency
radio and GPS signals are degraded above 70°-72th;Na major issue for

communications, navigation, and search & rescueyfd’s, 2012). Limitations and

expense of high rate satellite communications maypartially resolved with the

launch of a number of Arctic-specific satellite aommications systems by the
European and Canadian space agencies (Dufour, 200)ming years. Today’s

Iridium constellation of communications satellif@ovides communication services
that operate in the Arctic environment, albeit witmited bandwidth and high

expense (Lloyds’s, 2012).

Marine Insurance

One decisive factor for decrease or increase sfiteivessel activity in any area can
be the balance or degree of safety and risk commered human or natural origin

presented at that location. Aside from logbooksartsh and other published
documents, insurance demands acting as regulatoly ¢an help decision-makers to
identify high-risk areas and to plan a journey adow to their abilities and

experience, thus acting as a regulatory tool.

The maritime insurance industry can play a criticale in reducing
[financial] risk for shipping companies [and leiswressels] in the Arctic, as
elsewhere K.g.piracy in other parts of the globe)]. If insurare unable [or
unwilling] to cover shipping through the Arctic, dr rates for insurance
cover are exceptionally high, the economic viapitit some Arctic shipping

may be brought into question.
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(Lloyd’s, 2012: 49)

For private and charter vessels, this implies thestsels without insurance coverage
for a certain Arctic area it might either decidentat enter or be especially driven to it
for its larger larger degree of adventure, thusaeting high-risk takers. In general,

Arctic areas with less or no commercial traffic @dsgher elevated danger levels to
leisure vessels in distress than those with soaféctras timely emergency response
is not only more unlikely, but close to impossible.

1.5 Private Nautical Tourism

Private nautical tourism, a sub-category of nalticarism, is one of many tourism
types in the field of marine tourism. “Nauticalévkloped from the Greek woréus
describes ship, boat, or seamanship (Lukow#012). The more modern word
“navigation” describes the theoretical and prattskill and ability to handle and
steer a boat from one location to another. Whenityaion” and the associated term
“maritime” are used together, it is understood seafaring”. That might explain why
“maritime tourism”, or the English “yachting toums, and other nautical tourism
denoting terms are very often used when communigaton the subject
internationally. In reality, those terms describery particular fields of marine
tourism that differ from each other. An in-deptlsdeption of nautical tourism can be
found in Lick (2007). In this thesis, nautical tear deals with boaters (the tourist)
and their impacts whilst traveling (to their vesselith their leisure vessels between
locations) only. It is equal to yachting tourisnut Imot reduced to, whereby yachting
tourism is a kind of tourism focused on luxury et qstatus portrayal), developed
before interest in seafaring as such. This toursstly sleeps aboard, uses local
facilities and infrastructure, and pursues deshietiday activities (Natchez, 2006;
Robinson, 2009).

Private nautical tourism is a niche-tourism thahtains an exception in the
general tourism definition since its time-span cary from a day cruise to a
worldwide travel beyond the defined one-year timatl(see chapter 1.1). The typical
nautical tourist finds great pleasure in usingrhethod of transport (Natchez, 2009:

1), which, on the contrary to other carriers, ceviemger distances rather slowly.
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Although it might be “the most expensive way toveilauncomfortably” (boaters
saying), the choice of carrier purposely shifts tbeal-point from the destination
alone to the journey as well. This mentality defirsevital part of the overall travel
experience. Needless to say, without the vessehynwestinations would be
unreachable for the tourist altogether.

In the last few decades, private nautical touri@®e strongly in popularity
(Derksen, 2007; Cope, 2007; ECLAC, 2003). Stilivgte nautical tourism has not
until recently been paid much attention. Surprisingven in the birthplace of the
yachting culture, Great Britain, empirical datalittng the overall impact of travel is
hard to gather (Robinson, 2009). However, the @ritlarine Federation estimates a
value of 2.2 billion British Pound for the UK leiguboating sector alone, which
support around 63.000 jobs (British Marine FederatR006). Lukow, (2012: 418)

stresses:

The multiplying effect of tourism should not be resged: it results from the
fact that money spent by the tourist does not remmaithe place of its
consumption, but continues to circulate and havbaan effect on economic
events. Accordingly, money circulates on the natioand supra-national
level within an entire economy, flowing from onesmess to another, from
industry to industry, and the more it circulates thigger are its economic
effects.

For any receptive country, private nautical taurisan be a source of currency
flow, which contributes to the balance of paymetdsthe host country. Private
nautical tourism as such is thus considered asvaitite export (Lukow, 2012:
418). Taking a social perspective, it is the int@ming of information, knowledge,
lifestyle, and culture between nations that coméd wautical tourism. Since the
younger generations, as reflected in their interestd education, are impacted by
tourism generally and nautical tourism in particutheir focus in change for social
and economic development can be a significant faotéhe process of local social
change (Lukow, 2012: 418).

1.5.1 Yachting

Definition and History
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A nowadays generally acknowledged definition of acht implies an on water
moving vehicle that fulfills a non-commercial pusgorelated to sport, recreation or
representation (Scharnow, 1981).

A clear distinction is made between a sailing yg&iY) and a motor yacht
(M/Y). Smaller sailing vessels, such as dinghieslaysailers, are usually referred to
as sailing boats, but fall within the definition ydcht as defined by the “International
Regulations for Preventing Collisions at Sea”, mh#d by the International
Maritime Organization in 1972, called a yacht (Sobav, 1981). In a competitive
environment, any sailing vessel taking part in Hitial offshore race is referred to as
yacht (ISAF, 2011). Yachting in the sense of attivs referred to as recreational
sailing or boating. It does include and is not tino the activity of a sports
environment.

The word “Yacht” was first foundin the French teXistoire de la Marine
Frarcaise” from 1551 (Giorgetti, 2000: 3), wherein itsmased to describe a pastime.
It's origin is believed to be derived from northefaropean areas; the Danish and
German “Yagd”, the Swedish and Dutch “Yagt’, anck tBami “yat” all carry
meanings of hunt, chase, and fast (Giorgetti, 2000)

Dutch texts from the late T&entury on described a “Jacht” as a small and fast
going sailing vessel deployed by the military foessage delivery, border patrolling,
state business, or enjoyment, but also as the rpgdfenean of transportation for
pirates and smugglers (Scharnow, 1981; Giorgdd®02 3). While Danish chronicles
from the 17" century onwards brand a “yagt’ as lean and agitelér; it was the
English that used “yacht” in the pure meaning degsance boat” for the first time
(Giorgetti, 2000: 3).

Sailing for pleasure, however, is rooted much deap history. Stanislao Bechi
(1785) wrote an essay calletstoria dell'origine, e progressi della nautica &#”,
translated as “history of the origin and progrekseafaring”, in which he describes
that some already owned vessels fo no other retasonrepresentation and pleasure,
such as Cleopatra with her vessel “Galea” and Ppaitw, King of Egypt, owned
vessels for no other reason than representatioplaagure. Similar use of vessels by
other aristocrats existed throughout history.

The first as such acknowledged “Yacht in histotyie “Mary”, was given to

King of England Charles Il in 1660 by a Dutch besie man during an official visit
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of the King to the Netherlands (Giorgetti, 2000: Adistocracy exchanged, portrayed,
and occasionally competed with each other’'s yaoté&s the next decades. It was in
the 17" century that yachting as such created its own miymand cultural value,
when yachting’s general meaning of pleasure transfd from hitherto associated
rest-and-relaxation to friendly competition withpmments. The first yachting clubs
were founded, and by 1775, a new word describedpbetive competition between
vessels, speed, and the constant aim to bettecapabilities of man and vessel:
“Regatta” (Giorgetti, 2000: 8). Not before the™8entury did American colonists
become active in from then on eager persuaded ipgctport. Competitions between
aristocracy of the “Old World” and the wealthy asuccessful of the “New World”
established races with global participation. Thespgious America’s Cup, first held
around 1850 (Giorgetti, 2000: 68), triggered arggroncrease in the popularity of the
sport, which still exists today. As a result, yadbsign and construction experienced
a revolution. Empirical research and test tankd keaaccelerated evolvement of the
naval architect profession. It's outcomes influehcemmercial shipping and warfare
technologies, which are recognizable still todaplyGo the end of the 1Bcentury
did people of less-fortunate classes involved tledwies with the recreational sailing
pleasure.Throughcompleting a circumnavigation of the worldivikeen 1895 and
1898, Joshua Slocum is reported to be the piorfemrean voyaging or long-distance
cruising (Cox, 1999). Both World Wars brought yaatas international sport to an
almost standstill.

While aristocracy slowly left the world stage amdew world order surfaced, it
was inventions like the combustion motor and itsssnadoption, production, and
usage in recreational and leisure enormously isecgopularity of leisure boating
enormously. Simultaneously, new materials like alwm and fibreglass, which were
lighter, more robust, and for mass production nfessible, transformed the leisure
vessel industry. From the 1950’s onwards boat osimprgrew massively, making the
oceans more accessible to a greater number of g@e@@tams, 1999:. 17).
International competitions and global races sinoe more common than ever,
continuosly pushing the boundaries of yacht destgohnology, and the human
capabilities of both design and operating sucheledsis only a question of time

when such competitions enter the higher-latituégasiof the northern hemisphere.
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Vessel Classes, Categories, and Technologies

The variety of yachts is just as diverse as thisitohy, and vessel characteristics can
differ significantly between different categoridgpes, and classes. Vessel owners
choose their vessels depending on task, destinareha personal set preferences and
priorities (Howard, 2000). Their vessels will shoertain characteristics in regards to
hull shape, draft, beam, length, freeboard, heigmterials used, electric power
usage, and fuel- grey- and fresh water tank voluwtech are meant to satisfy an
optimum between handling, comfort, travel radiusd apeed while moving (Jim
Howard, 2000).

There are two main categories of recreational elesslistinguished by their
principal source of propulsion: Motor or sail; shmotor yachts and sailing yachts.
Due to their complex history, yachts have no coin@nsible or easily understood
classification. Classes of yachts are divided atiogrto production type (self-made,
production-line made, custom-made), production dtsi-budget, medium-range
budget, luxurious), and time period that motivatteel design (classic, contemporary,
modern). Additionally, new types and classes’ sigfaegularly in the yachting
industry, trying to promoting and distinguishingge shipyards, naval architects, or
yacht owners from others. Yachts are purpose-buhereby types can vary greatly
from each other: recreation (including fishing)plxation, expedition, presentation,
accommodation (living space), or race (Scharpi®94). Some subtypes are: ocean
racer, cruiser-racer yacht, long-range explorayiacht, cold-water expedition yacht,
daysailer, and weekend cruiser. The number of ligfsres one of yachts significant
features. They are separated into monohull (masinoon), catamaran, and trimaran.
Position and amount of mast and sail on a S/Y ifleits type further €.g. slup,
ketch, kutter).

Since the 1950's, drastic developments in teclgieto and construction
materials positively impacted affordability, durstlyi and reliability of leisure
vessels, resulting in an ongoing boat ownershiprb¢@rams, 1999: 17; Jennings,
2007, chapter 2). Aside yachts, many other leisessels surfaced on the market, but
not all leisure vessels are yachts. The boundaresomewhat fuzzy, however, it can
generally be stated that a yacht features: a cabwhich one can stand upright, a
carrying capacity of more than two people, and antboconveniences like toilet

facilities or a small pantry. Vessels like inflaiele and jet skis are common
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accessories on Megayachts and Hyperyachts (luaridass). Platform based
houseboats, open sport boats (speed boats), ansl dRIBiot classify as yachts.

The today most common found gizmos aboard a yamehtonstantly advancing
technologies for navigation (radar, sextant, GR@gther tracking (chart plotter), and
communication (radio, satellite phone; Robinsor@@0Additional technologies such
as solar panels, desalinators, life rafts, EPIRBefgency position indicating radio
beacons), yacht tender, or self-steering equipraehince independence and safety
and thus are often found on cruising vesseisfact, “increased power of those
gadgets is emboldening many a boater to become mdventurous than they

otherwise might have been” (Natchez, 2006: 1).

Defining the Market - Tourist Classes

Yachting as sport and leisure includes difficulgvels from easy to extreme,
individual to team pursuits, low to high impactsgal to committed participation,
modest to sophisticated equipment usage, and frelatively inexpensive to
expensive setups (Jennings, 2007, chapter 2). Equigisure and recreation
experiences provide a range of choices. When gaiwth a yacht, boundaries
amongst sailing as sport, recreation, and leisueet@ some extend unclear, and
include features found in serious leisure, towigtxperience, or a lifestyle pursuit
(See also Stebbins, 199Zsikszentmihalyi,1988. “As lifestyle pursuit, sailing
becomes labeled “cruising” and at the same tima asbculture (Jennings, 1999),
which incorporates sport, recreation, leisure, ‘@mtk™ (Jennings, 2007, chapter 2).
Cruising is influenced by a number of factors, sashtime, finances, family life
cycle, and participant’'s perceptions of skill, nibye adventure, and challenge
(Jennings, 2007).

General arctic and subarctic waters demand fateleship with experience and
advanced skills. The tourist must also devote sareamount of money and time for
his journey. It can thereby be said that privatatical tourists cruising high latitude
waters are considered yacht cruisers (seriousr&iswhere their activity has become
a lifestyle. Naturally, the number of active peoplesuing this activity, especially in
the colder regions of the planet, is quite limit€dis expected private nautical tourist
could further be categorized in terms of the degrespecialization that might be

achieved. Amateurs and hobbyists fill the loweksnvhile in the industry-employed
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or personally engaged nautical tourists, such abityay professionals, exploration
professionals, and expedition professionals,H@ tipper ranks.

A higher variety of user classes are typicallyriduvithin slowly establishing
local yachting areas. Such places foster an as@eng sport culture, and for that
draw enthusiasts, hobbyists, volunteers (oppostunéter), and novices. Further, in
areas facilitating charter flotillas long-distarm@ising to reach the desired water’s is
eliminated, thus the market opens for another, des®us but nevertheless interested
user class. While some sail to explore new destingt others pursue the activity to
enjoy the sea. By the latter, marinas are oftersicened as “necessary evil” (Favro &
Glamuzina, 2005: 1), explained by the vessels shaostion of stay. Robinson (2009)
defines generally, that mbusers stay inland or adjacent to and along dlastovith
only the most experienced and able venturing tghimr countries. He adds that
domestic users tend to take trips of varying dargtspending some time and perhaps
some nights at their permanent berth (if they hane before moving on and cruising
to other locationsPrivate nautical tourists generally do not limiterhselves to
marinas. It should be recognized that many preferanchor in bays, or use
ungoverned or private moorings, preferring to retaome independence from
commercial facilities. This preference implies tgadwth of nautical tourism and the
range of activities it involves carry risk of saition of coastal regions.

Ownership of a yacht is a desire many sailing esidss have in common.
Owning a boat that is large enough to holiday athamm@ considerable commitment,
with the corollary that most owners of these cea# likely to use them for several
trips each year. A reasonable amount of peopledofate shared ownership among

friends, and either use the boats together omaterusage, but dividing expenditure.

1.5.2 Marinas

Definition

Marinas render the services to private nauticatistel A marina is a safe, manmade
harbor for recreational purpose only. While somalscommercial fishing dinghies,
water taxi or ferries, and rescue boats might moexcluded, one would most likely
not find large scale cargo transfer piers and stftectures, nor massive ship yards,
container terminals or oil storage blocks. Insteadrinas are often accompanied by
e.g. seashore restaurants, traffic reduced walk andpphg areas, housing,
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entertainment and other additional tourism faeisiti and supply, repair and
maintenance servicedlarinas can be classified according to (Lukogi Grzeti,
2007):

The level of equipment

» Standard, with basic conveniences;
* Luxury, with high level of conveniences;

» Recreational, with the possibility of using addii# sport, recreational and
entertainment facilities.

The position of maritime zone

* Open
e Semi-enclosed
« Enclosed

Marina ownership

* Private

* Municipal

* Public
Location

* Sea/Ocean

* Estuary

 Lake

* River

e Canal

Spectrum of Marina Infrastructure

Land and water property usage of a marina are hitjla@ one might expect; whereby
working marina infrastructures are very complex.e TAustralian Department of
Urban Affairs and Planning (1996) states: “Mariaasl related facilities are shoreline
facilities that service boats and include watereldaas well as land-based facilities for
the boats and the users”. There are many guidelfoesmarina developments
worldwide €.g, Schwarzeneggest al, 2005; EEAA, 2005; Department of Urban
Affairs, 1996).

Those guidelines state certain facilities a mannagy include, such as:

. Berthing, mooring, and other docking faciliiedetties, wharves, pontoons,
moorings, wet-berths, ramps, and holding piles dptimally providing rescue
equipment, and water and electricity connectors);

. Navigation and safety facilitiesdarbors, channels, breakwaters, groins, wave
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barriers, navigational markers;

. Dry storage facilities Hard stands, storage hall, stacks (partly or Whol
enclosed), racks, cradles, hoists, cranes, straddliesr, fork lifts;

. Boat maintenance, repair and construction faciiti®ry docks, slip ways,
engine-, electrical-, and instruments workshopspvatights, sail makers,
storerooms (including for chemicals), boat wasHauglities;

. Service facilities Refueling facilities, fuel storage, pump-out fa@s, waste
collection, treatment and storage or disposalifees| water storage and supply
facilities, fire control services, oil decontamiiogk facilities, amenities

. Parking, passenger or heavy vehicle access, patidiess, landscaping;

. Commercial and retail facilitiesChandleries, provisions, and food outlets, boat
sales;

. Ferry, boat hire, and charter services; and,

. Related tourist or accommodation facilities, bdabdacilities.

Any facility or equipment in the water is indispabk for a marina since

accommodating and securing vessels is the marinais purpose. Land-based
facilities can be divided into direct required,edit related (extra service), and indirect
related services. Core provisions of a marinauihelpier- and general harbor- and
harbor entry (parking) space, and the supply ofteteenergy, fresh water, and fuel.
Other important aspects can include disposal of gvater and general waste or

weight limitations for cranes or slipways.

Primary and Secondary Marina Impacts

Any kind of marina development will influence itsreounding social, economic, and
biological environment in multiple ways. Nowadagsany countries dictate EIA and
SEA during the application periods for projects.tWihat they are trying to take
possible impacts into account enabling them ta statigation measures, especially
for high social and environmental impacts, at tadyestage of the planning process.
Often, impact from the planned project on its emwiment (biological) is taken into
account. Less often are social impacts and then@uic impacts recognized (Favro
& Glamuzina, 2005). By legislation, issues thateasthreat to the planned project
and originate from the surrounding environmentrarely accounted fore(g. forest
fire, storm flooding, sea level rise; Favro & Glarma, 2005). In fact, many marinas
worldwide, albeit knowingly connecting land withasand developed as savior from
physical hazards (storms, big waves), deal witbtflating water level changes only
with e.g. piers, pontoons and harbor protection structuussiglly limited to tidal

spring tide and hundred year return wave levely)o®n the other hand, plans for
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accompanied buildings, such as recreational hooh@shouses, and chemical storage
rooms do not take such impacts into consideration.

In the following sections, key issues of everytgecenvironmental, social and
economic, shall be summarized. In the industry, yva&drthe environmental issues are
known and addressed when trying to achieve a Blag Rbel. Other issues are
observed and mediated through guidelines and &isl issued by local authorities.

Scientific research on impact originating from mari facilities is modest.

Environmental
Environmental issues related to marinas include:

* Pollution: Water, land, and air;

* Optical Visual appearance of structures and waterframgiree smoke; airborne
industrial dirt from maintenance area; smell ofdwaurwater;

* Noise From motoring vessels, harbor vehicles and conmguwehicles; noise
originating from masts and ropes on sailing yachieng higher wind speeds;
industrial noise (maintenance area), recreatioméen(clubhouse, parties, pool
areas and visitor accommodation, general livelinessarina);

 Chemical Spills from refuel stations, pump-out facilitiesand engine
maintenance, soil and water contamination fromiserand repair areas (paint,
batteries, oil, others); leak in storage facilitisewage; higher concentration of
chemical agentse(g.zinc and copper from anti-fouling paints on hi§fowalter
& Savarese, 2004; Addisat. al, 2008);

* Ecosystem impact to sensitive spedi&s land, intertidal, and in the sea, for flora
and fauna€.g, nesting birds, juvenile and endangered fish, malenwetlands,
sea grass);

* Marina facilities Pontoons and permanent moorings can cause @sitgb on
the sea floor, alter the local habitat, or effeghdwior pattern of marine wildlife.
Solid placed structures can alter currents andriésisape the seafloor;

» Erosion, alteration and modification of the landpeaand sea floore.g.
acceleration of natural erosion due to diversionwfents and sediment transport,
dredging, dune displacement, regular/frequent viaypact;

* Exposure to the open sea (safety);

* Hydrological, water quality;

» Traffic, parking, and supplies;

* Cumulative impacts from inside and outside the n@riCombination and
interference of environmental impact effeatsg( waterfront renters with similar
usage, competitive usage, different usage ideakesblders)).

Social
Social aspects related to marinas include:

. Health and safety;
. Employment;
. Amenity (e.g.attractiveness);
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. Access issues such as public access to public \@arfront and waterways,
access for people with disabilities;

. Residential and user structure (age, income, sostatus, involvement);
. Local traditions and heritage;

. Local infrastructure such as water, electricitymoounications, on-demand
services, maximum carrying capacities (seasonsl); an

. Foreseeable development in local property and hgysiices.

Economic

Economic impacts are just as diverse and interrathglith each other as they are

with the social and environmental issues. The l@gddference is that, depending on

size and status of the marina, economic impact ingract effects far over the

municipal borders. Boost in demand for equipmenppfies and specialist will

support economic growth not only county-wise, bosgbly nationally and even

internationally (see also BLT — Mapping, 4.3.6).08m marina reaches such point of

importance, it can carry great responsibilities doaonomic growth and employment

(e.g. Royal Marina of Monacco). Figure 4 names a salactdf influential

responsibilities that can be born in a single nearin

|

Local Employment at Marina

Affordability of Marina Service

[ \\ Potential Impact on Land Values

Awvailability of Connected Services

Effect on other Marinas, Boat Users, Boating Services

l Current Market Demand for Services Offered (Local & Regional Context)
Potential Economic Impact on other Industries (Local, Regional, National)

Figure 4: Possible economic impact and respongibgdiarising from a marina. Source: Author
Local Opportunities
Numerous [...] municipalities throughout the worle &arning that nautical
tourism has meaningful economic impacts upon tleallcommunities and
are now actively seeking more nautical tourismmemy areas municipalities
are actually working with marinas to allow incredisexpansion and

enhancements along with other ways of attractieghtkutical tourist dollar.
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(Natchez, 2007: 2)

Yachting creates an environment that encouragessiment, income, and profit from
marina services to a direct business or local conityfLukovi¢, 2012). Examples
are widely found around the Caribbean, Austral@nEuropean coasts. In Europe
they are foremost in the Mediterranean and on ttenfc coast, but also in the Baltic
region. The influence of marinas in less-develogexhs can be crucial and becomes,
as in concentric circles, a centre of extended ldpweent. (Lukovt, 2012: 426).

Many favored locations within the Arctic and Sutiar might be known to
boaters, either local or foreign, but for variousagons, are not commercially
developed. These features account for natural Isafeors and bays that offer no
man-made infrastructure, but due to their featinage been visited frequently. Such
markets are referred to as “potentially new marké¢tsikovi¢, 2012: 404). An
already existing market that is expanding or dgvelp its featuresg.g.a fishing port
with value to private nautical tourists, is becognapart of nautical tourisms market
supply, and is thus referred to as a “developing nerket” (Lukovt, 2012: 404).
An “effectively new market” refers to locations ttere new to boaters but known to
local businesses that have for various circumstreg. national park or military
zone, and has thus been prevented to develop canatherLukovi¢, 2012: 404).
“Completely new markets” are places that are newusiness and boater. There is
high potential for such places in the Arctic, whiehth proceeding climate change, is
expected to become more populated. Such areasbwikxposed to a variety of
challenges including legislation, supply suppomdaa high financial effort to
establish the most necessary infrastructuggy.(material costs, labor, storage,
housing).

Marinas usually adapt to the environment in whiady are found or the role of
which they have been assigned and developed. Aiogbyd there are considerable
variations between marinas entailing expanded lopglortunities. Lukowi (2012)

classified six different marina roles:

1. A marina that independently develops its own paaemiithin its area;

2. A marina whose facilities reach beyond the usumitéitions, and thus are
developing and involving the locality;

3. Marinas that are attractive due to their link watimportant/attractive urban

center,
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Marinas that are part of a larger tourist region;
Marinas that have a sustainable coexistence withsimial and other
economic zones;

6. Marinas that are linked to wider sports facilitidgpough which they realize

their commercial potential.

Economic opportunities that come with a marina direerse. The action
radiuses of private nautical tourists are, singgythrrive at a locatiowia vessel,
mostly limited to methods of transport either brougvith them €.g. bicycle) or
offered in vicinity of the marina (public transpotaxi). This limitation creates an
advantage for marina-neighboring businesses. Assaltr it is the marina and local
community that benefits the most from the privaaetical tourist (Natchez, 2006: 2).
Expenditures of private nautical tourists usuatigliide: transport to and from the
vessel, occasional land-based overnight stayselvesated expenses, fashion related
expenses, cuisine, entertainment, and local attrectA business opportunity that is
directly marina and private nautical tourism redbége yacht charters. Yacht charters
exists either as bareboat charter, whereby no prewisions are included as part of
the agreement, or as vessel charter with a skif@el crew). Charters cost examples
are given in Lukow, (2012: 407 — 410). Yacht charters are increagipgpular since
they allow to exploration of an unknown environmenta vessel of usually higher
standard, without sacrificing valuable holiday tsnan vessel transit. ASWOT
analysis to assess feasibility for yacht chart@résented by Payerasal. (2011). To
open the charter market to less experienced custpreeme companies organize
what is known as flotilla sailing. This activity phes a small yacht fleet of up to 12
yachts that explores the sailing grounds togefhieey are often escorted by a larger
vessel and lead crew, which provides assistancegaiddnce when needed (Derksen,
2007). For some nautical tourists, seeing idiosatncisettlements can be part of the
anticipated tourism experience, further offeringdiional economic income sources
to their inhabitants.

Branding is a very effective way to draw attentiowards a destination (Bates,
2008). It is often used to either revive or introducommunities to the demanding
tourism market. Finding a local feature that istiditive, authentic, and possibly
undiscovered is the key to success (Bates, 2008hafna, but also piers (Barrow,

2008), can be used to differentiate or even reer@aiocation. Different marina
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designs and layouts can create unigeness andtiagraess even if the areas nautical

market is already oversaturated (see examplesagéerg).

Image 2: Branding trough marina facility layout adésign. Source: Quays Marina Portishead, UK,
2012 (left) and Marina Altenhagen, Germany, n.gyht)

Marina Planning and Management

Due to their magnitude of environmental, socialj @asonomic impacts for a region,
marinas are probably one of the most demandinggt®jin coastal planning. They
have to fulfill higher demands on visual appeahtlay. shipping piers, are usually
closely integrated in townships, recreational aressnature reserves and thus can
impact e.g. population and tourism structures, overall infnasture of the
municipality, and the employment market of the akehile simultaneously offering
opportunities for integrated measures regardingimaahazard protection. As
explained inLocal Opportunitiesunder 1.5.2, some communities identify and
separate themselves from others, using wildernggdss remoteness, developing
style, or social class levels to attract customers.

The existing challenge in the management and pignprocess is large. It
includes: creating environmental issues on landidighboring water systems.g.
wetlands), the intertidal areas, and inshore abedls inside and outside the marina
area in line with municipal, regional and governtaemplanning; dynamics of local
support; economic feasibility; competing and suppgrstakeholders; guarantee of
multiple usage of the waterfront areas and to ameaxcluded public access long-
term; consider and adapt to all of the former wéhpect to climate, social class, and
overall demand changes.

Worldwide modern approaches for effective planningclude tight
governmental legislations and provincial and myatstrategic plans and guidelines
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(e.g. Schwarzeneggeet al, 2005; EEAA, 2005) and is just as important asaloc
involvement of stakeholders and the general pulSiatic strategies and plans are
being more frequently replaced by dynamic and adagtlanning strategies that
recognize not only changes in demand, infrastrectand protection values, but also
latest scientific findings, as well as NGO’s antiest private organizations input on
ever evolving guidelines. Inter-sectoral plannimgl &cosystem-based planning are
used widely, where as EIA, scoping, and SEA hawmdotheir place in basically
every first-world country planning paradigm. Stiliite new are site-specific action
plans are quite new. An action is layout for adfudbing something. So, rather than
having guidelines and legislations, it describescH actions that have to take place
at the considered site to fulfill the approval offeorities.

When planning a marina, a large variety of factwage to be considered. Such
factors include: location and natural environmésthnical and technological criteria;
economic feasibility; institutional- and politicatiteria; ecological criteria; and social
and cultural criteria. To reiterate, all such fastare taken into account in thecial,
ecological, and technological modptesented in 1.1, Figure 2. An advanced method
using these factors for finding the most viable imatocation is described in Kodia
(2010). Methods to select possible marina develophoeations are given in Jugovic
et al.(2011) and Kové&c¢ (2009).

Strategic tourism planning involving naval tousistlso must have a clear
understanding of vessel categony,g( type and class) in which a certain user group
can be expected to arrive. If the planned grounelsnaccessible to the user group, or
the local infrastructure is either unfit or unalvefulfill their core provisions, the
anticipated success of the investment is boundntb ie failure (Image 3). Thus,
acknowledging different vessel characteristicsvedldor determining maximum and
optimum carrying capacities of a marina within tbeal environment, and thus is key

for realizing the magnitude of its cost and possh#nefit.
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Image 3: Differently sized leisure vessels (framt)l their occupied pier space. Source: Author, 2013

The best development conditions for a marina gxiaturally, when they are
attempted inside the town environment, since tiye emvironment delivers a larger
infrastructure. The marina will have to adapt tocertain extent to the city’'s
environment and local planning and legislation. rEhare, however, examples that
show that marina development can dominate the tocaism environment to such an
extend, even when the location was already an ledtald tourism center, that the
community surrenders to the marinas influence aeddjusts its complete
development towards the (large-scale) marina. Sarctexample is the by Immo-
Center Group company established Spanish “Empavabrmarina on the Costa
Brava (Lukove, 2012: 426).

Management, and management plans and tools deantptwith the actual
management of the marina once established, butalsog the construction phase. A
large amount of extra issues arise during the kshabent period due to equipment
and material used, their size, weight, chemicalgdaror simply amount of the
equipment being used. With mitigation managemefuartsf such as zoning, such
impacts can be reduced to a minimeng. with time, size, and area restrictions.
Environmental mitigation agreements, local obsemed environmental managers

enforcing at the site are other possible measures.
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Who the legal owner(s) and operator(s) of the naaare directly influences its
management effectiveness. That effectiveness inticpr determines the
competitiveness, adaptability, and quality of offitservice.

Most common ownership-operator schemes are (sed.akovic & Grzetic, 2007):

Municipality owned: Managed by local government;

Municipality owned: Private business managementumdntract of the local
government;

Private ownership: Private business; and,
Private ownership: Private club.

Once a marina is established, management stroresuttainability. A private
business-run marinas’ basic income derives fromsuet base their vessel within
the marina over long period of time and make uséhefdiverse services offered.
Visiting vessels alone are a rather unreliableugiowelcomed external income
source. They are only then considered as main fgougp only when visitor traffic
turnover in a season exceeds that of the permananba user significantly. Only
then do they have enough potential to carry theptei® marina business (for that
season) successfully. Such environments only eixistvell-established, private
charters, including yachting grounds (Lukgv2012). The leisure vessel industry is
very dynamic and continuously strives for innovatend enhancements to fulfill the
wishes and needs of the market. This drive implied over time not only used
materials and technologies, but also vessel typelve which can lead to a shift in
most commonly used vessel types. Factors of higin@ortance to consider are
overall boat lengths and hull type (monohull, cedgan, trimaran). It is important that
marinas evolve with such changes and adagt pier and storage space to stay
competitive (Robinson, 2009).

To stay competitive, measures like quality controhgoing infrastructure
improvements, and satisfaction surveys are not mnoon. A rather modern
management tool, useful far.g. community support and user awareness, is the
approach to get nationally and internationally asiedged eco-labels, so called
“Blue Flag” labels (NationdPark Service, 2001; ICOMIA, 2005; MIAA, 2011; IMCI,
2011). Although promoting more tourism than ecossghty in lower categories,
they do require advanced, eco-system supportingsumes in top-level categories.

Other aspects of marinaging marina operations anergl environmental monitoring
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(periodically) and carrying capacity control (tarat waterfront and wetland rent,

facility and infrastructure fees). Specific managemregimes also have to adapt to
municipal changes in zoning and adaptive integratethagement strategies like
Integrated Coastal Zone management (ICZM).

Nautical tourism and its sub-industries are usuakposed to a strong element
of seasonality (Lukoé, 2012: 404). That seasonal aspect demands particul
management skills and problem solvimg.in regards to employment of professional
staff and facility service and security, to maintdousiness continuity. Such local
economic seasonality also has profound implicatiaiss for family life and small
(family-run) business growth and viability (seecaSetz & Nilson, 2003). It shall be
mentioned though, that such seasonality is notlandusive negative aspect since it
offers a different environment outside the nautitalirism season that can be
beneficial to other industry sectors and the l@ecahmunity.

According to the International Council of Marine drstry Associations
(ICOMIA) the most serious handicap for marina depehent worldwide-recognized
is the lack of understanding of the economic béndfimarinas and the negative
effects of uninformed regulatory actions that hingeowth of the marina industry
(ICOMIA, 2005). Since marinas are widely perceivess playgrounds for
economically advantaged yacht owners (which forettgyng countries might ring
true), they suffer image problems with governmeoties.
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Part Two — Feasibility Study for Marina

Development in Isafjérdur, Iceland

Chapter 2 — Methodology

2.1 Method of Procedure

Part Two provides a SWOT analysis for a marinehindoastal town of isafjoréur in
the Wesfjords of Iceland. The author is a residentisafjordur. This thesis is
motivated by his personal interest in making is@iji an ecologically, economically
and socially sustainable community. It is his Hetat private nautical tourism offers
an underestimated opportunity for remote coastahnoanities in the Arctic and
Subarctic.

The objectives of this analysis are to deliver radpct that is of business
relevance to local brokers in isafjordur, and te isafjordur as case study for a rural
coastal community within Arctic or Subarctic bourida. Therefore, this SWOT
analysis will help to identify existing strengthedaweakness of the town and the
harbor regarding the business idea and compare ttamsors to opportunities and
threats that the community and the marina coulé.fadter a feasibility statement
and recommendations for the case study, this thests presents conclusions on
feasibility for marina developments in first: Iceth and secondly: the general Arctic
and Subarctic area as a whole.

To conduct the feasibility study, three kinds afal(interviews, questionnaires,
secondary source data) were collected, analyzetfimally, together with theoretical
knowledge and baseline data, entailed into a SW@dlyais. Overall, a variety of
factors need to be considered. Those factors iededy: season, demand, support,
space, stakeholder involvement, organization, amistbn makers. Development and
overall feasibility factors related to the marirgets included: What is needed? What
is wanted? What should or must be avoided? Arengiatausers willing to pay? What

else is their impact/benefit? To discover, addrasd,evaluate those factors, Part Two
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has been divided, besides this methodology sectido,three sections: “Settings”,
“Findings”, and “Discussion”. The pertinent, thetical background on private
nautical tourism in the Arctic and Subarctic, neeeyg for establishing the basis of the
feasibility study has been given in Part One.

“Settings” presents general tourism and infrastmec related information on
Iceland, the Westfjords, and Isafjordur, as welkaisting local and foreign yachting
activity, yachting related infrastructure of isafjar, and safety and exploration
settings to East Greenland. Finally, socio-economawer relations regarding
isafjordur's private nautical tourism are illustrdtvia table-formatted BLT —
mapping.

“Findings” contains qualitative and quantitativata results of three different
main sources: Secondary data sources, questioar@nebined with semi-structured
interviews, and elite interviews. The secondaryadaburces deliver explicit
information on private nautical tourist volumesration times, and origins for two
separate locations within isafjéréur's marine tiafioundaries. One is positioned in
Iceland, one in Norwegian territory. Semi-structurmterviews combined with
guestionnaires deliver visitor volumes, originsdasuration of stay, along with
insights on experienced and preferred perceptiondsifjérour Harbor from both
local and visiting pleasure craft users. Elite mi@vs on the topic of private nautical
tourism were conducted with local leaders to untdecs the extent of political,
administrative, and local knowledge, support, antioas undertaken concerning a
marina development project. Each interview parplays a specific, locally leading
role, which is presented in the relevant section.

The “Discussion” section assigns and evaluates #slum of compiled
information in the SWOT context. At its end, a daiseon and recommendations for

the case study are given.

2.2 Qualitative and Quantitative Data

Three different data sources supplemented thig/staterviews, questionnaires, and
secondary data. Secondary source data is datehdisatdue to time and resource
deficiency, not been collected by the researchaiséif. These data supplements the
research with a larger database and allows to (lvitlations) adequately capture

developments that took place before initiation bé tresearch and is therefore
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essential in analyses dealing with developmentsr deager periods of time.
Secondary data always has a pre-established degnedidity and reliability since
the data has been produced by a different souste ttie researcher. Understanding
the background of the data and how its compilaitgneases reliability of the data by
minimizing bias and error included in the data @e also Bishop, 2007). The
secondary source data used in this thesis is qa@wei data only. Primary data
sources used in this study are made of questias)aemi-structured interviews, and
elite interviews. Questionnaires are a type o dessimilation in a consistent context
when dealing with groups of research participarfibey allow for statistical
evaluation, but limit research results in the wWagytare performed and understood.
Formulation of stated questions, their receivea@gtion, the participants knowledge
on the topic, and limited answer options bias #s2arch, which is why they are most
reliable in collecting values or facts.g.country of residence, length of vessel) rather
than personal ideas or experiences. The questi@snased in this thesis were used to
conduct both qualitative and quantitative data, nehg qualitative data was collected
with the help of semi-structured interviews.

Semi-structured interviews, a method for “quaMatinterviewing”, deliver
gualitative data by sacrificing “uniformity of queming to achieve fuller
development of information” (Weiss, 1994: 3) Irdanbn to the data brought to light
via questionnaire, the qualitative interview produeetuller, nuanced interpretation
of an issue based on the experience of the intgeagWeiss, 1994: 3). However, the
gualitative interview as such is not suited foremash that requires statistical data;
rather it is a tool designed to extract feelingughts, facts, and experiences of an
individual on a specific topic (Mack & Woodsgn2005: 2). The term “qualitative
interviewing” itself is an umbrella term for a vaty of interview styles, such as (from
less to more structured): Informal conversatiométrview, general interview guide
approach, and the standardized open-ended inter¢iawner, 2010: 755-756).
Standardized open-ended interviews, like those usedconnection with the
guestionnaires for this study, are very structunerms of phrasing and the order of
guestions. The method helps to minimize interviebias with e.g. preconceived
open-ended questions that are rearbatim and eliminates variability in which way
guestions are asked between subjects.

A different, more open interview style called teli and specialized

interviewing” (Dexter, 1970) has been used to itllithe most possible detailed
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information from leading individuals. This interwestyle is very similar to the
“general interview guide approach” insofar as gumes that the same general areas of
information are covered from all interview partnarsl the interviewer maintains, as
being the one who asks questions, in control okereantire discourse. It can also
allow both the interviewee and interviewer a gidedl of flexibility in specific areas,
and more importantly, the interviewee to defineginsituations. By doing so, the
interviewee is more likely to divulge otherwise rewbtained important information.
Between the three people interviewed in this thesth the “elite and specialized
interviewing” method, two were due to leader positiawarded elite-status. One
person, who is working close to them in their pssfenal working field but with
lower influence status, was awarded informant-stéexter, 1970: 7-11). Here, the
key to minimize interviewer bias is a concise, abje, and stimulating interview
style.

In qualitative interviewing in general, there aertain source of bias and error.
Foremost, “the quality of the information obtainedlargely dependent upon the
interviewer” (Patton, 2002: 314), meaning the hamiof knowledge, flexibility, and
interview style brought by the interviewer. Anotltemmon error is to ask questions,

and to seek answers, that match a hypothesis orgaiigated conclusion.

2.2.1 Secondary Source Data
To allow estimates of potential user volume anggig nautical tourism trends within
isafjordur's fetch-area, leisure vessel data fromo tother harbors, substituting
isafjordur harbor’s lack of leisure vessel statistiwere used. Both chosen harbors are
within maritime traffic boundaries of isafjordurdimside subarctic and arctic waters.
The first chosen harbor, the marina of “Brokey eyKavik Yacht Club”
(Brokey, n.d.), lies within the boundaries of Théd ®arbor of Reykjavik on the
subarctic west coast of Iceland, roughly 220 kiltere south of isafjordur. As
Iceland’s maritime hub and capital, Reykjavik igpested to have the best-suited
facilities for visitors comingvia vessels of any size, and due to its attractiors an
amenities, also has the highest volume of foreigssel traffic. The second chosen
harbor, Ny-Alesund Harbor (Kings Bay AS, 2012)pi® of two harbors on the island
of Spitzbergen, located in the Arctic roughly 1,5ibmeters north of isafjérour.
Both harbors provided their date e-mail.

The “Brokey — Reykjavik Yacht Club” is a privatkib owning a marina inside
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The OIld Harbor in Reykjavik, which again is run Bgxafléahafnir —Associated
Icelandic Ports (Associated Icelandic Ports (AlR)d.). The club has its own
facilities, administration, and management, inahgda harbormaster, and pays annual
fees to AIP. Fees paid to Brokey are decided upoiisbmanagement and can differ
from harbor fees paid to AIP. Visiting leisure vesscalling to make port in
Reykjavik are usually, but not necessarily, assigh@ Brokey. Other possible
placements include the small fishing craft sectbthe Old Harbor of Reykjavik and
a private marina in Gufunes (outside downtown Rayikj limits). Recreational
vessels can also stop in Hafnarfjorour or Kopavddarbor, which are also based in
the capital area. For this study, Brokey’'s harb@teraArnar F. Jonsson provided
visitor statistics from 2009 to 2012. He informédttin the summer of 2012, they, for
the first time, had a full-time employee to servibeir visiting leisure vessel¥ia e-
mail he also stated (November™28012):

Most foreign recreational vessels that arrive eylgavik use our facilities.

[...] It was in 2009 that foreign boats started toneoto our marina. Before that
boats went to Faxafloahafnir(port of Reykjavikhave to point out that in 2011
our pontoon was not in place in the harbour uati ljuly, few boats however

got to use our premices.

Data from Ny-Alesund Harbor from 2006 to 2012 haen provided by Ole
@iseth, director of Kings Bay AS, and Dag F. Fjetdybormaster of Ny-Alesund
Harbor. No data has been provided for 2008. MrdReimits, “There might [...] be
some recreational vessels missing in cruise cediy 2009 and older” and that he
personally thinks, “there are more leisure vessefsing here every year.”

Data sets of both locations were inconsistentegards to document content
organization and category names over the providatg, possibly indicating that
recreational vessel counts in earlier years weré taken seriously. Data
representation value of, in particular, the eaniears is carefully considered. Both
harbors provided best-organized data sheets wiledavariety of details for the years
2011 and 2012. The complete data set provides, ewegaluable information on
overall received recreational vessel counts and tie¢urn rate at both locations

during the same season (see Figureirl7.1.1). Since isafjordur is positioned
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between both sample locations, one could concludéas possible maximum user

counts and future demand.

2.2.2 Questionnaire and Semi-structured Interviews - Visiting
Yachts

A series of combined questionnaires and semi-stredtinterviews were conducted
to reveal origins, motivations, expectations, eigeres, individually carried
demands, and activities undertaken by crewmembersahits visiting isafjérdur. The
semi-structured interview was based on the quesiiom document (see Appendix A,
Q ). First, quantitative data was requested. Qatale questions were asked in
sequence as laid out by the questionnaire docunidm.researcher filled out the
document while leading the interview. Its resuler@vexpected to support the reality
of the theoretical BLT — model established in set$.3.6, and to allow for insights
on this special tourist type. The latter will hetp determine overall feasibility and
modify future developments of a marina in isafjdr&acordingly. Participants in this
part of the research were responsibility-carryimgjviduals for their journey, usually
the skipper, often accompanied by crewmembers. Tdsponsibility-carrying
individual was, aside from their personal prefeemcexpected to make strategic
decisions for vessel and crew. Participating cremivers were expected to increase
the depth of insight into the maturity of isafjoréu harbor concerning private
nautical tourism and the general perceived expeeiefihe sum of information aims
to pinpoint alterations that would be welcomed ecessary.

During the period of April to September of 2012,\&ssels had been registered
as visiting Isafjordur. Participating vessels weh®sen based on accessibility. Their
number was limited by the available time frame athbresearcher and visiting yacht.
Twelve vessels took part in the ~ 30 minute-longsgwnnaire and semi-structured
interview. Two vessels were, due to time constsaionly briefly interviewed. All
crews responded positively when approached. Conwation took place in English

and German. Their identity has been kept anonymous.
2.2.3 Questionnaire — Local Yacht Owner
Research using a questionnaire was conducted wattable local yacht owners after

the summer season passed (November 2012; see AppéndQ Il). The
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guestionnaire had to be filled out by the partinipavho did so either in English or
Icelandic. The questionnaire was written in Englisfwo participants needed
guidance due to a language barrier. The researolss inactive while the
guestionnaire was being filled out, except for goesaire related questions.

Eight local recreational boat owners took parttire questionnaire. All
guestioned boat owners were easily approachabteshowed great interest in the
guestionnaire. Seven of the approached people ov8iYaand two of them a
motorboat, one with cabin and one without.

Local recreational fishing boat owners have pueposot been approached. To
start with, their vessels are similar to the indaktine boat fishing fleet and have
nothing in common with offshore sport fishing yachPersonal communication with
the local recreational fishermen revealed thateghesers prefer to stay inside the line
boat fishing fleet section of the harbor Area la them, cost efficiency to reach the
sea and the closeness to amenities such as ther liaeb station, landing cranes, and
floating piers with electricity and water, are afimnimportance. Since all amenities in
the described harbor section are up to local im@lstandard, all possible needs for

the Isafjoréur local recreational fisherman arensaefulfilled.

2.2.4 Elite and Specialized Interviewing
Questions all three participants were faced wittuided:

* Are you for or against marina development?

* What speaks for/against it?

* Assuming that you would have all the money necgssad total control of
development: How would you develop the harbor moaumodate/facilitate
the needs of recreational local and visiting vesssel

* What are the current challenges of the town/thbdrar

* What importance has a harbor development consglegicreation vessels to
other local projects?

Mayor

This interview was conducted to gain insights iro tdifferent areas: the town and
local nautical tourism. Aspects concerning the toremolved around its general
economic state, set priorities, and future outlaskvell as administration and finance
between the harbor and the local government. Regarchautical tourism,
information needed to be gathered on: Existing Kadge about marinas and their

users, implemented strategies, plans, and goalsaetions that have already been set
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in motion. The mayor was easy to approach and sthogreat interest for the
interview subject. He has approved the displayntérview information given in the
thesis, including his name. The interview lastedr8butes.

The mayor of isafjardarbaer, including isafjorous, 40-year-old Daniel
Jakobsson. He was born and raised in Isafjéroudieti business administration at
the University of Iceland and has been town maywes2010. According to him, he
has strong personal relations to isafjérdur frontdtiood on, had a successful sports
career in cross-country skiing, which carried hiththe way to the Olympics in
Lilehammer in 1994, and has a genuine interest isustainable, economically

successful community.

Harbormaster

This interview aimed to gain insights on thoughdeas, and actions undertaken by
the harbor management towards servicing leisurselgsas well as the general

administration and issues of the harbor. The hanheter was easy to approach and
not hesitant to answer any questions. He approlvdsanformation presented in the

thesis, including his name. The interview lastedmbutes.

Guomundur M. KristjAnsson, by profession mastemt@a) for high sea
vessels, is harbormaster of Isafjardarbeer sinc€.2@6cording to him he has been
employed worldwide, including in the Caribbean, ayathered knowledge, aside
from inside the fishing business, in the cruisesind leisure vessel sector. His office
is located in Isafjordur, at the Pollurinn-facingdustrial pier, in vicinity to the

recreational boat section of isafjoréur Harbor.

Development Official

Two interview sessions witlthe chairman of the “Working Group for Future
Development of Pollurinn Inlet{Starfshopur um framtidarskipan Pollsins & isafirdi)
took place: the first in June 2012, and anothedanuary 2013. The first interview
aimed to shine a light on the task of the groupintluential scope and power, and to
accumulate collectively generated ideas. The sedotedview addressed progress,
public response, and revision of old and new pralsodVir. Halldorsson was very
welcoming and interested in the subject of the igheBublication of information
derived from the two interviews for this thesis lns approval, including his name.

The first interview lasted 40 minutes, the secobadrnutes.

62



The chairman of the working grougGisli Halldor Halldorsson, has worked
since 2004 at the college tfafjordur, and since 2006 also for Isafjardarbasd
graduated in Coastal and Marine Management at theetsity Centre of the
Westfjords in 2010. His current roles in Isafjatésr includeinter alia town
representative, town council president, chairmanthie town of Flateyri, and

chairman for the interview role.

2.3 SWOT Analysis — Literature Review

In business, a feasibility study is part of theatgtgic planning process used to
examine the strengths and weakness of an existingw venture, and to discover its
likelihood of success (Panagiotou, 2003; Athiyan&rRobertson, 1995; Leigh,
2006). Feasibility studies examine the threats gdsethe business environment and
take the resources required to achieve the busngssils into account (Barney,
1995; Leigh 2006; Panagiotou, 2003). There are mamglytical frameworks to
assess the feasibility of ventures. All of themsider a variety of factors correlated
to the business environment as a whole, as wetheasnternal and external factors
unique to that business (Hetzel-Silbert & Silb2@07; Panagiotou, 2003).

In this thesis, a SWOT analysis is used to detegnthe feasibility for marina
development in isafjéréur, Iceland, and to drawabasions for marinas in the arctic
and subarctic environments as a whole. The gergwal of a SWOT analysis,
whereby “SWOT” stands for “Strengths, Weakness, @jnities, and Threats”, is to
emphasize and maximize internal strengths and @tedcexternal opportunities
coming with the venture, and to identify and eliaim internal weakness while
minimizing external threats (Leigh, 2006; Panagiot®003; Table 2). Consideration
of these attributes allows decision-makers to a@stes business venture holistically,
and to implement the SWOT findings into their stgat planning. ldeally, that
strategy maximizes desirable attributes while mining the undesirable. Strategic
planning only focused on the positive qualitieadfusiness idea and its opportunities
whilst neglecting the negative aspects of the mssnenvironment is not only
shortsighted and inadequate, but can end in faibiréghe complete venture. To
provide guidance during SWOT matrix developmenpdeand Disbury (2003; cited
in Leigh, 2006: 1096) provide the following defions:
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» Strength An internal competence, valuable resource, orbate that an
organization can use to exploit opportunities m é¢ixternal environment.

* WeaknessAn internal lack of competence, resource, orilatte that an
organization requires to perform in the externalimment.

* Opportunity An external possibility that an organization gamsue or exploit
to gain a benefit

 Threat An external factor with the potential to reduce arganization’s
performance.

Table 1: Generalized SWOT matrix. After Leigh (2006

Desirable Undesirable
2 ~~
3 Strength Weakness
£ (Improve) (Extinguish)
=
O N
Q
83 :
£ | Opportunity Threat
S % (Maintain) (Reduce)
oy
-

According to Leigh (2006), it was in 1950 that GeoAlbert Smith Jr. and C. Roland
Christensen at the Harvard Business School realizadan organization’s desired
results are influenced by “enhancers” (driving &xc and “inhibitors” (limiting
forces). From there, both developed the SWOT arsalgs analytical method for
matching an organization’s competitive strategyhwihe internal and external
business environment (Leigh, 2006: 1091). By thé01® the strategy was officially
promoted as a strategic planning tool in busines$ \&ery quickly evolved to an
omnipresent tool used throughout the business neamagt sector for analyzing
feasibility of a venture (Leigh, 2006: 1091). Owene, the SWOT analysis grew
beyond its original business-oriented uses anchoanbe found in a variety of fields
being used as comprehensive basic analytical tnoluding tourism €.g. private
nautical tourism: Payerad al.,2011; Genc & Guler, 2006) and SEA (UN, 2007).
Lately, the SWOT analysis is, despite its succesgler scrutiny of some

strategic planners, which resulted in several viana of the frameworke(.g. Silbert
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& Silbert, 2007; Panagiotou, 2003; Kajaretsal., 2003). Recognizing the value of a
SWOT analysis in the field of business strategpeemlly in the process of decision-
making, it is criticized that a SWOT analysis imgaex business environments is too
vague and thus ineffective and insufficient for agdeed multi-variant analysis

(Panagiotou, 2003).

For the case study of this thesis, the SWOT arsalgsadapted insofar as to
consider the town of isafjordur, including its cdetp amenity, industry, service, and
administration infrastructure connected to privatautical tourism, as internal
environment, and to assume that the local decisiakers fulfill positions
comparable to those of a company CEO. The SWOTysisallustrates, due to the
time frame of this thesis, existing fundamentalsifieéity probabilities only. By
considering the extracted uncontrollable extermglostunities and threats, inferences

on marina development within the arctic and sul@estvironment can be made.

Chapter 3 — Setting

3.1 Tourism in Iceland

The tourism industry is one of the top ranking meosources of Iceland today.
Between 2003 and 2011 it has grown by 75% (McKinsg012) and delivered a
GDP share of 5.9% in 2009 (Oladéttir, 2012:2) alome2012, Icelandic tourism
increased by 20%, the highest tourism growth imBEurope, highlighting Iceland as
an emerging vacation destination (ETC, 2013). Tetahdic Tourist Board states:

International visitors to Iceland have almost dedbkince 2000. [...] The
annual increase has been around 6.1% annually €066. If this trend
continues we may expect 1 million visitors to Iceldy 2020.

(Oladottir, 2012: 2)

To put facts into perspective, Iceland’s populatinlanuary %, 2011 was 318,452
people (Hagstofa (a), 2012: 46) and foreign visitombers already amounted to
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540,824 people (Hagstofa (a), 2012: 179). Visitarmbers to Iceland peak

significantly during the summer months (see Fidyte

International visitors through Keflavik
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Figure 5: International visitors to Iceland, Kefltvairport only. Taken from: Oladottir (2011)

The most common form of tourist transportatiomeistal cars (Oladottir, 2012:
12); allowing the highest possible degree of indejeace. 96% of all visitors stated
satisfaction with their visit; 79.1% of all visi®istated a likely or very likely return
for another visit to the island (Oladéttir, 201%)1The most memorable aspect for
foreign visitors is nature, scenery and landscapd,nature related activities (31%) as
well as local people and their hospitality (13.58)ad6ttir, 2012: 14). According to
the survey (Oladottir, 2012: 11), the most impartsources from which to gather
information about Iceland are the Internet (75.486pks and brochures (42.5%), and

friends and relatives (30.9%).

3.2 The Westfjords

The Westfjords are a desolate part of Iceland cgmoiosest to East Greenland. At up
to 18 million years old they are the oldest partogfand (Pordarson & Hoskuldsons,
2002). They form Iceland’s biggest peninsula, ledain the secluded north-west
corner of the island amidst the waters of the Dekrs&rait, connected to mainland

Iceland only via an isthmus between Gilsfjorour @itrufjorour (Figure 6). The
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registered size of the Westfjords is 9,356.8kaf which 21.5krh form islands and
skerries (Gudmundsson, 2012). The highly mountarmeninsula is compiled from
more than 56 fjords and bays, of which 14 form tloetherly-located largest fjord,
Isafjordurdjup. Its extremely fissured and ruggeftien magnificent cliff-like features
bring forth a massive coastline length of 2,981khwhich 923km of its length
derives from islands and skerries (Guomundsson?)20thportant landmarks within
the Westfjords are the Hornstrandir Nature Resemite, the Drangajokull glacier, the
Dynandi waterfall, the bird cliffs of Latrabjargné the vast beach of Raudasandur.
Despite the region’s size, the Westfjords suppagobpulation of only 6,955 people
(Hagstofa (a), 2012: 48), distributed sparsely dieetowns, villages, and settlements.
isafjordur is the largest town in the Westfjordsl as thede-factoregional capital. It

is part of the isafjardabser municipality, accountiar 3,755 residents as of January
1! 2012 (Hagstofa (a), 2012: 48): more than 50% ofpalople living in the
Westfjords.

3.2.1 Tourism in the Westfjords and its Capital: Isafjordur

The Westfjords Marketing Office describes the Westfs proudly: “Dubbed ‘the
most famous unknown place in Iceland” (Westfjotdarketing Office, 2012). In
2010, the Westfjords region of Iceland achieved “thguatic Sustainable Tourism
Offer”, a prestigious EDEN award that stands forur@pean Destination of
Excellence” (European Commission, 2010). The regioortly thereafter was ranked
among the global 10 best destinations for 2011heyrénowned travel guide Lonely
Planet, describing it: “As isolated as [...] spectacu(Lonely Planet, 2010).

Be it a blessing or a curse, this remote positidinthe beaten track, requires the
tourist to consciously decide to a venture intoesslvisited, rural and likely less
developed, but therefore more authentic, territtigng travel times, likely difficult
and quickly changing travel conditions, and limitiednsportation alternatives (see
infrastructure section) aggravate tourism influsm@taneously, those factors bestow
the determined traveler with a raised level of aiweus and explorative experience.

Considering the former, it comes as no surprise tine Westfjords, for years,
has ranked amongst the regions with the lowestniyletr stays of all regions
nationwide (Hagstofa, 2009; 2010; 2011) with domeeashd foreign tourists roughly
reaching 5% of the Icelandic total in 2011 (Hagstdt012 (b)). Interestingly, for

some years, the number for domestic tourists gfjayirhotels or guesthouses in the

67



region has been almost identical to those of foreigsitors using the same
accommodation type (Hagstofa, 2009; 2010; 2011kphSan equal ratio between
foreign and domestic visitors is rare nationwide.2D11, statistics using the same
parameters (Hagstofa (b), 2012) skewed towardsgior®urists (60%) compared to
domestic visitors (40%). In light of the earlieentioned international attention
(European Commission, 2010; Lonely Planet, 201, aageneral increase in foreign
tourists in Iceland (Oladéttir, 2012: 2), these elepments origininate in the slowly
increasing momentum of the Westfjords tourism gectadher than a loss of domestic
tourists for the Westfjords. This trend is becomimgre obvious, comparing foreign
visitor numbers from 2009 and 2011. In 2009, ak?#t (Hagstofa, 2009) of all
visitors to Iceland visited the Westfjords, white2011, 13.9% (Oladéttir, 2012: 13)
came; 11.1% paid isafjordur a visit. Eliasd6tir al. (2008) revealed the initial
motivation for domestic and international visitorshe outdoors” (94%). High-
ranking interest sectors in this study and its ofwbup study did include
environmental protection and conservation, sustdéntourism and photography, but
also arts and culture (Eliasdogiral, 2009).

Currently, two main marine tourism sectors arevacon a large scale in the
Westfjords: sea angling and cruise ship tourisntréaional sea angling is active in
five villages: Bolungarvik{/axon (five boats, one ferryflceland Sea Anglingsix
boats)), Sudavik’(celand Sea Angling (10 boats)), Suduesiigland Pro Travel (10
boats)), Flateyri celand Pro Travel (11boats)), and Talknafijoraticland Sea
Angling (five boats)).

isafjordur Harbor has received port calls fromisgeuships sailing in the Sub-
arctic and Arctic since the late 90's, trying tob&titute losses created by the
crumbling local fishing business sector (Personam@unication, Gudmundur M.
KristjanssonHarbormaster isafjoréur, October™2012). Cruise ship passengers use
isafjordur’s amenities, take part in bus tours éarhy villages and monuments, and
sail to the island of Vigur to watch puffins andet wildlife. Cruise ship tourism
poses a valuable asset for Isafjérour's economit hslps to strengthen local tax
revenues and demographics and encourages econechicssto diversify. For most
vessels, Isafjordur is only one of many stops #ldod (Cruise Europe, n.d.). While

vessel numbers were minimal in the beginning, palitnumbers in recent years have

Yvaxon, (n.d.)?lceland Sea Angling, (n.d3iceland Pro Travel (n.d.)
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reached substantial figures (Figures 7, 8, 9) Imopgip to 31,000 passengers in the
2012 season (Personal Communication, Gudmundur Mdtj&ssonHarbormaster,
isafiordur, October I 2012). Other commercial offers in marine tourisronf
isafjordur include ferry transport to Hornstrandividey, and Flatey (Borea
Adventures, Sjoferdir, VAXON), sailing yacht chartéBorea Adventures) and
kayaking (Borea Adventures, Kayak Center Icelamald whale watching and sea
safaris (Kaldasker Itd., Sjésigling Itd.).

CSHIPS RECEIVED W SHIPS EXPECTED

Figure 7: Cruise ship counts for port isafjoréuofn 2000 to 2013.
Data source: Isafjérour Harbor
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Figure 8: Cruise ship passenger counts for porfjts@ur from 2003 to 2013.
Data source: Isafjérour Harbor
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Figure 9: Total gross tonnage of cruising vesseliirg port isafjoraur.
Data source: Isafjérour Harbor

3.2.2 General Infrastructure of the Westfjords and Beyond

Successful nautical tourism in any area reliesropgr land-based infrastructure, not
just in the vicinity of a marina, but also in thengral sailing grounds. The ability to
communicate and to deliver supplies, spare part®ven specialists for technical
assistance or repairs is of utmost importance. $bidion deals with the existing
infrastructure inside the Westfjords and acrossbdsders, from the waterfront to
national connections.

All 15 communities inside the Westfjords have beestablished on the
shoreline due to their fishing history, thus ar&cpd inside natural harbors and inherit
manmade harbor facilities to some degree. Sindanfisis still a common local
industry, even if only on small line boats, one @ad electricity, water, oil supplies,
slipways or trailer ramps, small workshops, andavenience store in each of the
communities. Post services (Morgunbladid, Octob@? 2012) and bank branches
(Fréttaveita Vestfjarda, May 242012), amongst other services, have suffered
closures over the last years and can no longeodoedfin all communities.

The distance from Reykjavik to isafjéréur is 456Ktrandmaelingastofnun,
2012), which implies a travel time of about six ®in good driving conditions. The
Icelandic Road Authorities managed to cut traveles for this connection and
simultaneously raise road safety and travel expeeiey constructing causeways, a
larger bridge over a shallow fjord, drilling tuneghrough mountains, placing major
parts of the road close to the shoreline, and d sogface change to tarmac instead of
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gravel. Shorter travel-times are important sinaytraise quality of life, connect the
Westfjords communities with the rest of Iceland aade potential for tourism and
business. Each community is connected with at least other community via a
sparse road system consisting of a mix of tarmal; aeften single lane, gravel roads
(see Table 3 and Figure 6). Due to the elevatiah@fonnecting roads, the southern
and northern parts of the Westfjords are seasortilgonnected in winter. Road
closures take place when peak tourism season endss@aowfall volume and
frequency increases, where low numbers of roadsuseake road clearance
unfeasible. Every year, the Icelandic Road Autlyashiows great efforts to open up

connecting roads by May at the latest (Vegageii2).

Table 2: Distance between communities in the VWedtfj Two road categories: BUSL = tarmac road,
mol = gravel road; distance in kilometers. Takeonfr. J6hannesson et al. (2010)

isafjorour Bildudalur | Talknafjordur | Patreksfjordur Flokalundur Reykholar Reykjavik

Km  Busl/mdl | Km  Busl/mol | Km  Busl/mol | Km  Busl/mol | Km  Busl/mél | Km Busl/mél | Km Busl/maol

I'safj‘c')raur 145 56/89 | 162 73/89 | 173 83/90 | 116 48/68 | 255 117/138 | 456 318/138

Bildudalur 145 56/89 19 19/0| 30 30/0| 45 8/37| 184 77/107 | 384 277/107

Talknafjorour 162 73/89| 19 19/0 18 18/0| 62 25/37 | 201 94/107 | 401  294/107

Patreksfjordur | 173 83/90| 30 30/0 18 18/0 61 61/0 | 200 130/70 | 401 331/70

Flékalundur 116 48/68 | 45 8/37| 62 25/37| 61 61/0 139 69/70 | 339 269/70

Reykholar 255 117/138| 184 77/107 | 201 94/107 | 200 130/70 | 139 69/70 228 228/0
Reykjavik 456 318/138 | 384 277/107 | 401 294/107 | 401 331/70| 339 269/70 | 228 228/0

There is a car ferry (Seatours, n.dr) the southern side of the Westfjords,
connecting travelers from Stykkishélmur to Brjariglee Its services include stopover
and supply of the inhabited island Flatey in Br§i@éur.

Many settlements have remnants of smaller airpontse supplying the area
with mail, medical services and goods. Servicegaais of different sizes exist in
Bildudalur, Patreksfjordur, Gjogur, isafjoréur, Havik, and bingeyri, whereby only
isafjoréur, Gjogur, and Bildudalur have regularestiied flights (Air Iceland, n.d.;
Eagle Air, n.d.) isafjérdur is connected with Reykjavik at leastceva day via Air
Iceland(Air Iceland, n.d.). Their airplanes transport eitl37 passengers (Bombardier
DHC-8-202) or 50 passengers (Fokker 50) on a 4Qs#airlight. Bildudalur has
scheduled flights to Reykjavik once a week by Ea&jte(Eagle Air, n.d.) using a 9
seat Cessna. The same company offers flights omgeek in the winter and twice a
week in the summer to the secluded far-north bastdtement of Gjogur; using the 9
seat Cessna.
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The newest addition in regards to transport itfasure is the re-established
international export route of Iceland’s shippingmgany Samskip (Visir, February
22" 2013), now linking isafjrdur and Bildudalur irtfee route again (see Figure 10).
With it, cargo can be conveniently delivered to Eheopean market, andce versa

Internet and cell phone coverage on land and s@aovided in many, but not
all parts of the Westfjords (see Figure 11). LameHprovided Internet is available in

all 15 settlements.

Figure 10: New monthly shipping route of Samskieég). Taken from: Visir (February #2013)
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Figure 11: Cell phone coverage in Iceland, exangdlprovider Siminn. Taken from: Siminn (n.d.)

3.2.3 General Infrastructure of Isafjordur

isafjoréur is the unofficial capital and largeswivinside the Westfjords, located in
Skutulsfjérour. As such, it acts as a regional eedr administration, commerce,
and, as earlier explained, transportation. Its axtlinary location assured
attractiveness throughout Icelandic history and bhaped isafjordur as one of
Iceland’s oldest towns with a long record in fighiend trading.

As stated by Jonssoet al. (2009), one can find the highest density of all
infrastructure features in the downtown part offjiséur (see Figure 12). General
services offered include information services, gbservices and banks, shops,
restaurants, cafés, and general food supplierseges, gas stations, health care
facilities, workshops, educational institutions,cdb government offices, and
accommodation, transportation, and tourism serviseg Appendix B, Table 6).
Amenities offered include sports, religious andtual centers, festivals, and

surrounding nature, as listed in Appendix B, Table
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Figure 12: Infrastructure density in isafjordur. Ken from: Jonsson et al. (2009)

3.3 Yachting in Iceland

3.3.1 Yachting in Iceland, Domestic
Information presented in this chapter originatesless otherwise stated, from
personal communication with Birgir Ari Hilmarsson

Over centuries, Iceland has been known to be atopwith a pedigree of
successful and highly skilled fisherman and se&farneeland’s inhabitants looked
upon the ocean as a necessary workspace; an emendrfull of wealth but also
danger. For many, there is a common belief thatottezan is not a playground one
would spend their free time on, explaining the eattow number of 419 registered
recreational vessels (Siglingastofnun, 2013) ors ttompletely coastal-inhabited
island. Nevertheless, some seek recreation, congoetigenerational seamanship
training, and skill sharpening through non-commeraiater-based activities.
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Since the mid 18century, non-commercial sailing can be found dguzhced
to rowing, horse riding or wrestling in many pladedceland. To a large extent, these
activities are ones by which Icelanders were surded in daily life due to their
occupations/residency. Competitive behavior dewvedopaturally and was widely
socially supported. By 1890, the first ever-recdrdmiling regatta took place in
Akureyri. Shortly after, in 1898, a race took plaoeReykjavik, but was of little
success. Vessels that operated in these racesng#rienown fishing boats; a far cry
from a purpose-built racing vessel.

By the 1930’s, the first changes took place whierglty sailing started in the
Reykjavik area; initiated by some wealthier resideifhe presence of British and
American forces during the World War Il had longtlag impacts on the country in
many ways. Icelanders lovingly recall this timethe golden war, as it massively
boosted their economy and infrastructure developmi@fiuenced by British and
American cultural and social ideals the first loele sailing club, the “Reykjavik
Yacht Club”, was established in 1944. After theops left, Iceland plummeted into a
crisis, and the sailing club vanished with it.

In the 1950’s, sailing started again in Akureyiie “Sjoferdafélag Akureyrar”,
which later got the name “Nokkvi”, was establishied 961. Reykjavik followed just
a year later by launching the sailing club “SiglsineLater, in 1971, “Brokey” in
Reykjavik and “Ymir” in Kopavogur were founded. Morclubs appeared shortly
thereafter, such as “Vogur” in Gardabaer and “ThHytuHafnarfjordur. By 1973, the
Icelandic Sailing Association (SiL; SiL n.d.) wasuhded. Its main mission to this
day is to govern the sports of sailing, rowing, &ayaking in Iceland. Under its
governance, Iceland has managed to have four gmri@lympic sailing races so far.
At present, there are 10 sailing clubs that arev@ehembers of SiL: “Brokey” and
“Kayaklubbur Reykjavikur’ in Reykjavik, “Ymir® from Képvogur, “ptur’ in
Hafnarfjordur, “Siglingadeild Snaefells” in Stykkislmur, “Seefari” in isafjérdur,
“Drangey” in Saudarkrokur, “Nokkvi” in Akureyri, ‘iglingadeild Volsungs” in
Husavik, and “Kayakklubburinn Kaj” in Neskaupstadufhe sailing school

“Siglunes” in Reykjavik is devoted to teaching wagports to youth.

Chairman of the YMIR sailing club, Képavogur, cunreommittee member of the International Sailingdfation (ISAF), and

former president and board member of the Icela8diting Association
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Describing yachting history focused only on cludrsd races illustrates an
incomplete development, since most of their acéigitconcentrate on the sport as
such. Single actors, nationwide, have also beemdasted in smaller pleasure vessels
for purely recreational reasons. At first, fishemweere using small rowing boats for
recreational fisherieg.g. for lumpsucker fish. Later, people living in matensely
populated areas with historic connections to fighand now with thriving land based
economic sectors, started to show interest in teamw as a recreational playground.
First, smaller self-made boats appeared. Laterulpopy for pleasure boats rose
greatly, supported by advancements in technologiek their affordability, such as
outboard engines, the introduction of speedboat$waater skiing. A yachting culture
started to develop during the early 1970’s wheflinrgpand motorboats with cabins
started to spread out and finally became popularing this time, about 30 sailing
boats that ranged from 18 to 28 feet were builiceland. In the 1990°s, national
pleasure vessel ownership counts remained stayiofdre numbers of Icelanders
interested in spending free time on leisure vesstlsincreased, but expensive
imports and a comparably short usage season medivaany enthusiasts to make use
of yacht charters in exotic areas with comfortabEason periods, such as the
Mediterranean or Caribbean. A thriving economy éetalicelanders from the early
2000°s until 2008 to afford foreign-built recreat# vessels and modern sailing and
motor vessels started to occupy mooring spacedrirtditional Icelandic sailing hot
spots.

Siglingastofnun (Personal Communication, Januaf132 counted 419
registered recreational vessels in Iceland on Jgni 2013, thereof 79 sailing
vessels and 340 motorized vessels, where margurabers of motorized vessels
were recreational fishing vessels. The longesttiegispleasure boating club in
Iceland, supporting pleasure boat owners outsigesgorts-incentive environment, is
“Snafari”, established in 1975 and still succedgfuinning its marina near Ellidaér in
Reykjavik today.

There are two yacht charter companies operatirigeland: Borea Adventures
(Borea Adventures (a), n.d.) and Harpa Yaditarpa Yachts, n.d.). Both offer
substantially different services, as Harpa Yacktsiwith customers in the luxurious
experience segment of the charter market (Imagant),Borea Adventures mainly

services the adventurous and outdoors-seekingroesso(Image 5).
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Image 5: Sailing vessel operated by Borea Adveaturaken from: Arctic Adventures (n.d.)

3.3.2 Yachting in Iceland, Foreign

Foreign yachts have been visiting Iceland for pplesasure much longer than one
would expect. Barrow (1835) and Cross (1854) dbsdriprivate, non-commercial

journeys in times of aristocracy. Royal visits éoned after the Second World War,
e.g. with the Duke onboard the British Royal Yacht ‘@Brinia” in 1964 (Pathe,

1964), and do so to this dag.g. with a visit from the Royal Danish Yacht
“Dannebrog” (Image 6) in 2011 (Iceland Review, 20Naturally, it is larger yachts

and their owners that draw attention nationwide lagygbnd, leaving arrivals of small

yachts less documented. More recent arrivals eflaitter include visits from the

Superyacht of Microsoft co-founder Paul Allen nani@ttopus” (Image 7) in 2012

and the Superyacht “Hetairos” (Image 8) in 2010.
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Image 6: Royal Danish M/Y "Dannebrog”. Takefnage 7: M/Y "Octopus” in Faxafl6i, Reykjavik, Asgd"
from: Charterworld (n.d. (a)) 2010. Taken from: brastarson (n.d.)

Image 8: S/Y "Hetairos" in Akureyri, North Icelaniine 28 2010. Source: Author, 2010

With yacht races of the series “Skippers D’Isldnaéhich took place in the
years 2000 and 2006 (Skippers D’Islande, a, b)lamck has been involved in
international yacht races for the first time. Tlaeas followed a traditional route of
French fishermen that used to fish in Icelandicansatind lead in the first race from
Paimpol, France, via Reykjavik back to Paimpol, enithe second race from Paimpol
via Reykjavik and Grundafjérdur in Iceland backPaimpol (Skippers D’Islande, n.d.
(a) and (b). The 2006 race involved 19 sailing yacovering 2,615 miles (Skippers
D’Islande, n.d. (c); Image 9). A third race witHfdrent stopover points was planned
for 2010 (Skippers D’Islande (a), n.d.) but did takte place (Brokey, 2011).
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Image 9: Racing vessels of Skippers D'Islande mraé®eykjavik, 2012. Source: Author, 2006

Image 10:'S/Y "Polar Bear" in Akureyri, North Image 11:°M/Y "Hanse Explorer" in South West
Iceland, June 282010. Source: Author, 2010 Iceland, August 29th 2011. Taken from: Ship-
Photos (n.d.)

Aside from private yachts and yacht races, theeesawveral foreign yacht charter
companies actively cruising Icelandic wateegg(“Polar Bear®, “Hanse Explorer,
Image 10 and 11) or planning to do so in the futarg.“Lars™>, “Icebird™).

3.3.3 Yachting in Isafjordur, Domestic
Information presented in this chapter originatesless otherwise stated, from
personal communication with Torfi EinarsS@md Jén Olafur Sigurdssbn

In the capital area and in Akureyri, sport trigggethe establishment of clubs. In
the Westfjords, with isafjérdur as the center of progress, different developments
took place. Here, people had strong interestserptire recreational part of spending
time on the water; a pleasant way to reach theeshai, by then, the long-abandoned

Hornstrandir area.

S/Y "Polar Bear”, owned by: The Polar Front Sailiagventures. They visited Iceland in 2010 and 2@6urce: Personal
Contact and The Polar Front (n.d.).

2M/Y “Hanse Explorer”: This 48m balk ice-going M/Ynarketed by Infinity Yacht Charters Inc., Canadiaited Iceland in
2011 (Infinity Yachts, n.d.).

3M/Y “Lars™: This is a 36m balk ice-going explorer/¥, marketed by CharterWorld LLP, UK (Charterwotg), n.d.).

4S/Y “Icebird”: Ice class S/Y, owned by Spirit of @yey, Australia (Spirit of Sydney, n.d.).

*Founding member and head of department for sa#itigcation of “Seefari” club; sailing yacht owner &ssn isafjrdur
fSelf-made sailing yacht owner based in isafjérdur
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The ongoing general technical development and tjrown income,
due to a successful local fisheries sector, supgdtiese developments. In 1972, the
first speedboat (18 feet), an engine driven opeaglre boat, arrived in Isafjordur.
Shortly thereafter, the club “Seefari” was foundedickly counting 10 speedboats up
to 25 feet maximum length. Events such as the “Ratly”, group cruises with all
family members aboard, took place inside isafjaijigr and the activity term “boat
camping” evolved locally. The first sailing dingappeared in isafjérdur in 1976,
slowly awakening sailing as a motor boating altéwea As a result, several local
enthusiasts followed the nationwide boat buildiygdy creating sailing boats (timber
and glass-fiber hulls) with cabins in the beginnaighe 1980°s. From then on, two to
three sailing yachts were permanently based ifoi€afr until the end of the 1990's.
“Seefari” as a club for sport boats disappearedénlt980°s, but was reestablished in
the 1990°s as club to foster kayaking, sailing, atiger sea related sports. With the
turn of the century, local yacht numbers startedst, as elsewhere in Iceland.

Today, there are 46 recreational vessels regasterethe Westfjords alone
(Siglingastofnun, Personal Communication, Janu&®3i3®, thereof 41 as motorized
and five (all in isafjordur) as sailing vessels. Bbse 46 boats, 31 were built in
Iceland (one sailing boat). While the majority efcreational vessels in isafjoréur
consist of motorboats mainly used for recreatidishling, it is the number of sailing
yachts and cabin cruisers that steadily rises. i@mtthe official registration of
recreational boats, there are three newly arrivddils isafjordur (2012) that are not
yet registered. Pier space is further occupiedifigrantly registered vessels such as
a charter S/Y from Borea Adventures and a fast ggdRiB for daily tourist
exploration. A third vessel, a large S/Y intended luxurious charter, is neither in
operation nor registered. In town, existing boaidar 6 meters length, independent of
their class and type, do not pay a harbor fee andod need to be registered, but also
occupy pier or mooring space. According to the ldariaster of isafjérdudomestic
visiting vessel numbers vary between one and thpee season (Personal
Communication, Gudmundur M. Kristjanssatarbormaster isafjéréur, October™.0
2012).

3.3.4 Yachting in Isafjordur, Foreign
While large, luxurious vessels mainly visit the ikalparea and Iceland’s second

largest city, Akureyri, smaller vessels venturdass populated areas, including the
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Westfjords. Unfortunately, proper bookkeeping ofiva and duration of foreign
vessels is not demanded by Siglingastofnun. Thaiunts and financial impact has
been insignificant in the past, which is why the@amting choice is left to the harbor
management (Personal Communication, Gudmundur NstjgmssonHarbormaster
isafjordur, October 102012). As a result, reliable counts are non-emtstéachting
visitors in the last 10 years include Britain’s méamous celebrated yachtsman, Sir
Robin Knox-Johnston (Borea Adventures (b), n.d.), yachting journaliBom
Cunliffe?, and the French adventurers and book authors fyhig@bing and Gilles
Elkaim®. Tony Fleming, owner of Fleming Yachts (Fleming.d() Image 12),
circumnavigated Iceland and reported his adventutech included isafjordur, via
blog”. Excerpts of it were later published in the woridevdistributed yachting
magazine “Boat International” (Boat Internation2010). Gerard Dijkstfa(Dykstra
Naval Architects (n.d.); Image 13) and Gilles Etkamade, among other yachting
visitors, use of isafjérdur as their base camp wairder quartersAccording to the

Harbormaster of isafjérdur, foreign visiting vesselnts average between 15 to 20

vessels per season (Personal Communication, Gudamuidl Kristjansson,
Harbormaster isafiérdur, October™2012).

Image 12: M/Y "Venture II", owned by Tonymage 13: S/Y "Bestaveer II", owned b Gerad
Fleming, in Lonafjérour, Northern WestfjordsDijkstra, in Isafjoréur, Iceland. Source: Gerad
Iceland. Taken from: Tony Fleming (n.d.) Dijkstra, 2012

!Sir Robin Knox-Johnston was the first person t sai-stop single-handed around the world in 1968is the former owner
of the now Borea Adventures (Borea Adventuresr(a).) operated yacht “Aurora” (ex“Antiope Clipper”)

*Tom Cunliffe (Cunliffe, n.d.) is a highly active ilish yachting journalist, promoting the medium Vi®, video and DVD,
books, online blogs and Blogcasts as well as magaaiticles. He has been a freelance author fomthgazine Yachting
Monthly since 1987.

*Thierry Fabing (Fabing, n.d.) from France sailegl Morthwest Passage twice and visited Iceland aktigres over.

“‘Gilles Elkaim (Elkaim, n.d.) from France is a paiiiventurer and book author working in the Arctid &ubarctic since 1983.
*Tony Fleming (Fleming, n.d.) writes a continuousireblog during his journeys.

Gerard Dijkstra (Dykstra Naval Architects, n.d.jpimaval architect for yachts including long distwruising yachts for Arctic
waters. As a navigator he won the Whitbread Arothmel World Race onboard “Flyer”, broke the transsitaspeed record
onboard “Windrose” in 2005. His company also deségwell-known yachts such as the “Maltese Falcom’ ‘8thena”.
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3.3.5 Yachting-Related Infrastructure of Isafjordur

isafjordur Harbor is located on the sandy peningudst of historical downtown
isafjoréur. Its location offers maximal space usadenavigable town coastline,
permitting one larger harbor district on the weasteeninsula side inside the Pollurinn
inlet, from hereon referred to as Area |, and aosdcone on its eastern side, from
hereon referred to as Area |l (see Figure 13). Bo#tas offer a safe harbor.

Area | consists of a long and rather wide mainm, @edesignated mooring area
for smaller crafts facing downtown, and a smal&sshaped and ducked away harbor
basin in close vicinity to the town center; reférte as designated recreational vessel
harbor. Inside the latter, there is a ~ 50m longm@ament floating dock and a second,
smaller floating dock during the summer season.aArean be seen from almost
anywhere within Pollurinn, especially from the bt downtown, and thus
considerably shapes the town’s visual image. Thigiral port area features freezer
and general storage buildings, some marine serbassd companies, a weighbridge
and pallet scale, and the harbor office. Its maan i3 primarily used to service larger
vessels of the fishing industry. The formerly ddsed smaller harbor basin is shared
between medium sized fishing, tourism charters,ranckational vessels.

Area |l features the shortest distances to is3di@jip and the open sea. The
area is divided into four sections (see Figure t&)go and cruising liner pier, harbor
basin A, harbor basin B, and oil pier. The cargd aruising liner pier is located on
the deeper channel of Skutulsfjordur, allowing shiapth larger drafts to be serviced.
To deliver security measures demanded for forefgoss the direct pier area has been
fenced of. Additionally, video cameras have beestaited on tall floodlight posts. A
larger container storage plot accompanies thistgrgaer area. Harbor basin A has
multiple belay options. Recreational vessels, myasthall leisure fishing vessels, are
accommodated by a floating dock during summer seasaour operator is provided
with its own floating dock, fitting his completee#it. Ships can tie up on a pier
adjacent to the cargo and cruising liner pier. $it&on to harbor basin B is created by
a larger timber pier that can accommodate vesselarmus sizes on three sides. The
pier facilitates small-scale landing cranes, agpadicale with office, and a timber
building associated with the aforementioned toweraor. In harbor basin B there are
three swimming docks and a timber pier. Dock omeises the local line boat fishing
fleet, dock two the harbor operated tugboat anesaue vessel. Dock three features a

floating dock based patrol station. Vessels worlimthe local aquaculture industry
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Figure 13: isafjrdur Harbor, location and usageafa source: Teeknideild isafjardabaejar; Processifgthor

mainly use the northernmost situated timber piGe @il pier is the newest addition to
isafjordur harbor. Built on newly reclaimed lantdisi intended to relocate the district
oil storage from oil silos that until now have bdenated close to the designated
recreational harbor area. Construction works orpieearea are not finished yet, but
the pier itself is ready for use. Industry closethe harbor waterfront of Area Il is

connected to fish processing and fishing industrgcimmery. A little further,
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complexes dealing with cargo distribution and gjeraas well as many marine
connected service industries can be found.

All piers of the harbor are provided with freshteraand electricity connections
at reasonable intervals. Availability of such seeg on floating piers is limited to the
floating pier of the industrial fishing fleet (Arely, basin B) and the year-round
recreational vessel pier (Area I). An Internet cection or WIFI does exist, although
only in close vicinity to the harbor office. A thai ramp is located at the southern tip
of the peninsula (Figure 13). The neighboring ségsare privately owned, whereby
the indoor slipway is a ship-launching slipway wptbor pulling capacities. There are
no designated parking areas within harbor limits.pfesent, parking is permitted
anywhere inside the harbor area. Video camerassgswity measure only exist in
the vicinity of the cruising liner pier in area Rier access is, with the exception of the
fenced off cruising and cargo pier, open to theegalpublic.

The diverse marine industry infrastructure of jis@fur is traditionally
accustomed to servicing the local fishing fleet &sd processing (see Appendix B,
Table 8. Industrial marine services offered inclueirgine and machinery services,
metal workshops, timber workshops, glass fiber wpr&lectricians, electronics
specialists, spare parts and fitting dealer, paiated paint shop, safety equipment
dealer, fuel, oil, and other specialized liquidgdier, land based storage, flag
manufacturer, portable crane service, and ropensrdcommerce.

Resources for customized services for recreatioaatels like general yacht
services, storage, rigging services, upholsteptheig and yachting specific gear are
limited or non-existent. Infrastructure demandsrfrgacht owners reach, depending
on their user category, beyond technical serviotsspecifically yachting associated
related services, such as security and privacyeriocgt, cleaning, transportation,
brokerage, and fashion. In isafjoréur existing clife related services are listed in
Appendix B, Table 9. All but one (Fjardanet) marlmesed infrastructure sectors are
based on the peninsula of Isafjérdur and are &y egsproachable for recreational
harbor users as the general downtown infrastructure

Facilities of the former shipyard, at which uptt® end of the 1990’s ships
were built, are today owned by Skipanaust; a compdealing with general
metalwork. Although Skipanaust does not offer pgsienal ship building services

anymore, equipment including heavy metal machiremg ship slipways can be
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rented (Personal Communication, Adalsteinn Omarefksgon,Owner Skipanaust
ltd., December 82012).

Due to the marine traffic volume received, presgiguexisting local marine
industry density, and for being a trade centeranggal, it is Reykjavik that offers the
most marine industry related services in Icelandniviworldwide leading companies
associated with this sector have a sales officéoarsgrvice center here, from where
they serve the national market. Since the recnealtiboating market is strongest in
the capital (see also section 3.3.1), some in theyket segment specialized
companies could gain a foothold successfully. Befeeeking out foreign services,

yacht owners are encouraged to use domesticalliablearesources.

3.3.6 BLT — Mapping

With respect to the information presented in secB8d, a resulting, comprehensive
theoretical BLT model can be presented (Table 8)jalizing the local, national, and
international magnitude of power relationships tedato private nautical tourism in
isafjordur. The influential weight of locals andutists does vary depending on
duration of stay, and thus can further be class$ifigo: permanent, long term, and

short term.

3.3.7 Icelandic Maritime Traffic Surveillance and Search & Rescue

The maritime executive body for Iceland is the daoelic Coast Guard, short ICG
(ICG, n.d.). Among its main tasks are national dsé law enforcement, fisheries
control, maritime and aviation monitoring, searchré&cue, and counter terrorism
activities. Other responsibilities include explasiordinance disposal, minesweeping
and the fulfilment of international obligationskéi UN and other peacekeeping
missions. The ICG Search & Rescue Region (SRRjckie far over the Icelandic
EEZ (Figure 14) and measures ~ 1.8 million squaneWessel movements inside the
Icelandic EEZ are monitored inside the Maritime fiicaCenter (MTC). The MTC,
the ICG communication center, and Maritime Rescoer@ination Center (MRCC)
are together united as Vessel Traffic Center (VTM@)ich is operated 24/7 by the

ICG. In combining the for Icelandic vessels mandatutomatic Vessel Monitoring
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Table 3: Simplified theoretical BLT model for ptiganautical tourism in isafjordur. Source: Author

Public Sector

o}
XX
o
m
Private Sector
= Isafjorour
o
(@)
—
Iceland
Icelandic

(domestic)
@
> .
o Foreign
|_

On-site Broker

Off-site Broker

On-site Broker

Off-site Broker
(Non-
residential and
Foreign)

Native

Non-native

Non-native,
Native

Private

Business

Private

isafjordur Harbor Authority,
isafjordur(Town),

isafjardabaer (Municipal Government),
Westfjords Development Agency
(ATVEST)*,

Westfjords Marketing Agency*
National Government:

Customs (Tollur)?,

Tax Office (Skattstofan)”,

Icelandic Maritime Administration,
Ministry of Industries and Innovation
Yacht Charter Company,

Maintenance Services,

Repair Services,

Spare Part Services,

Storage Service,

Basic Supplies & Services

(Food, Fuel, Communication, Financial
Transportation Services (Air & Land),
General Local Tourism Industry,
Entertainment Industry,

Westfjords Tourism Association

Yacht Charter Company,

Spare Part Services,

Equipment Service

Transportation Services (Air, Land & Se
Resident, Local Yacht Owner,
Water Sports Club

Resident, Local Yacht Owner,
Water Sports Club

Resident, National Yacht Owner,
Water Sports Club
Recreational Naval Tourist

Yachting Professional,
Exploration Professional,
Expedition Professional,
Scientific Professional,
Journalist

a)

Recreational Naval Tourist

*Public and Private Sector Broker, * Associated with On-site Broker

System (VMS), coastal radio information, and theol&al Maritime Distress and

Safety System (GMDSS), the VTC gained maximum mfaiion access concerning

maritime traffic inside Icelandic waters (ICG, 2013 ’he automatic monitoring
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capacities of VMS are up to 1,100 vessels. At prestecked vessels registered in
Iceland amount to 1,056, thereof 70 sailboats @&h@l@asure craft (Siglingastofnun,
2013). In their latest available report (ICG, 2qa)), the LHG reports an average of
380 vessels per day inside the Icelandic EEZ. Aimam was reached in the summer
of 2010, when with 1,140 counted vessels in a sirdgy; automatic monitoring

capacities were exceeded (ICG, 2010 (a)). A contisigrowth in daily vessel counts
can, without improvements on the monitoring systeeverely stress monitoring

capacities, since every vessel registered outside/MS needs to be monitored by

for the safety and security of all monitored vessesponsible staff at the MTC.

Figure 14: Border of ICG's SRR (red) and Iceland8EZ (gray). Taken from: ICG (n.d.)

As mentioned, the ICG is, by legislation (Icelan@overnment, 1996/1997),
responsible for coordination and execution of alritime and aeronautical Search &
Rescue (SAR) operations inside its SRR. The MagitRescue Coordinating Center
(MRCC) is part of the Joint Rescue Coordinationt€e(RCC) based inside the ICG
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operations center, forming an all-inclusive contpoint for all maritime related
information. With its 24-hour watch, fastest reanttimes to emergencies are secured
(ICG, 2013).

To execute the entire range of its tasks, the ha&three ships, one plane, two
helicopters and one survey boat at its disposarated by 170 personnel. Inshore
emergency response is administrated by the ICGgusisal voluntary rescue
organizations united under ICE-SAR (ICE-SAR, n.aperating: 14 Iceland-wide
standardized and ICG financed rescue vessels t§lBorigin with a cruising speed
from 12 to 30 knots; 25 fast RIBs and ~ 95 motatizebber dinghies (Image 14).
The inshore rescue vessels are strategically pladeere inshore fishing boat
incidents in Iceland’s EEZ are considered mostlyikgandsbjorg, 2013). Their
action radius ensures total coastal coverage (Eifyb). Offshore emergency response
radiuses at 2010’s available finances and equiprrentisualized in Figure 16CG,
2010 (b)), covering only Iceland’s EEZ and to lcelalosest parts of East Greenland
in an acceptable time frame. Despite adding a nessel (P6Or) with 19.5 kn cruising
speed by autumn 2011 (ICG, 2012 (a) and (b)), @@ fleet still cannot guarantee

timely emergency response in all SRR sectors.

=

Image 14: ICE-SAR fleet. Taken from ICE-SAR (ia)). (
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Figure 15: ICE-SAR inshore vessel distribution & action radius according to maximum cruising
speed of stationed vessel; one arch (green) peeleBaken from: ICE-SAR (n.d. (b))

Figure 16: Theoretical 12hr action radius of ICG's three sels at speed of 16kn (black, red, and
circle; as of 2010). Taken from: ICG (2010 (b))
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3.4 Yachting to East Greenland

3.4.1 Accessibility

isafjoréur has, with just 150nm distance to the e@tandic coastline, the shortest
distance of all recreational vessel-welcoming hestio Iceland. Due to local weather
and ice conditions, anticipated maritime journeysEast Greenland’s shores, with
non-ice-strengthened vessels, have to take plaeevery narrow time-window. The
window is set at about a 1.5-month time frame, ftbmend of July to the middle of
September, which is often heralded by the autunfind heavy storm (Personal
communication with Sigurdur Jonsson, skipper of SAdrora”, Borea Adventures,
July 2012). Short travel times to the point of degion are essential for successful
exploration. Large drift ice fields and thick fogpg®e major obstacles for safe ocean
crossings. Those do not only appear in the spmtythe beginning of the summer,
but are likely during the whole cruising seasonrgBeal communication with
Sigurdur Jonsson, Skipper of S/Y “Aurora”, BoreavAdtures, July 2012), making
each season to some extend unpredictable andaitertravel areas welcome. Often
unreliable or conflicting ice reports from diffetesuppliers, with frequently large
gaps between observation times, increase riskiseiu(Personal communication with
Sigurdur Jonsson, Skipper of S/Y “Aurora”, BoreavAdtures, July 2012). For those
venturing between East Greenland an Iceland, isafjtoffers the closest safe harbor

on the Icelandic side of the ocean, including alkaffshore rescue vessel.

3.4.2 Infrastructure and Alternative Carriers

East Greenland consists of only three municipalitiBrinkhoff, 2013): Kujalleq,
Semersooq, and northeast Greenland National PavkralD population in East
Greenland is estimated to approx. 3,500 peoplenkBoff, 2013; The Official
Tourism Site of Greenland) in an area covering 1,d80 km? (Nielsen). In fact it is
one of the most isolated habitations in the worldhwnore than 20.000 km of
coastline but only two towns and five smaller setiénts (Nielsen, n.d.). Its general
location between the Greenlandic icecap and tharsaa ice limits accessibility for
supply vessels to only six months per year (NiglsBrople living in East Greenland

manage to sustain themselves with their histoiéstyle, which involves hunting and
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fishing, but nevertheless rely heavily on outsidpmies for a somewhat modern level
of comfort. Such supplies include oil and gas, ding supplies, machinery,

electronics and non-traditional food. Local transgion infrastructure is

significantly different:

Due to the climate and landscape there is no iméretsire outside Tasiilag and
the settlements. In the wintertime the local tramsgiion is by helicopter,
skidoos and dogsleds. In the summertime it's bydpeats and helicopter.

(Nielsen, n.d.)

Departing from Iceland, there is only one altereatcarrier to a leisure boat
with which tourists can reach selected communitieEast Greenland: the airplane.
Charter and scheduled flights depart in Reykjavilkkureyri. Permits for isafjoréur
functioning as international airport servicing dirdlights to East Greenland do not
exist yet, but are under active discussion (BagdBiesta, 2013). Greenlandic airports
currently serviced by Icelandic companies includtéogqortoormiit, Narsarsuaq,
Kulusuk, llulissat, Nuuk, and Nerlerit Inaat knows “Constable Point” (Air Iceland,

n.d.; Norlandair, n.d.).
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Chapter 4 — Findings

4.1 Qualitative and Quantitative Data Results

4.1.1 Secondary Source Results
Private nautical visitors counts of both locaticar®e displayed in Figure 17. The
Icelandic data delivered insights in demographiud iaterests of the visiting vessels
coming to Iceland. The majority of visiting vessatBrokey come from Europe, with
France, the UK, and Poland being the largest visgmup. The Scandinavian
countries, the Netherlands and Germany are equatisesented. More exotic were
worldwide visitors coming from Russia, USA, Canaalad Australia. In the last three
years, roughly 18% of all yachts visiting Brokeyaalso visited isafjordur and the
Westfjords. The yachts stated to be on route toeeiGreenland, to circumnavigate
Iceland, or to be on transit between the Americad the European continents.
National visitor numbers have been, with one orenpar season, very low.

Table 4, which shows the seasonal private nautisitior numbers, reveals a
high number of S/Y’s compared to M/Y’s as used rseaintransportation. However,
in the data set there are charter companies usitYgsNb cruise Spitzbergen waters

also. Only one M/Y has been counted in Brokey ¢herpresented time frame.

Table 4: Private yacht data for Ny-Alesund Harbamh 2007 to 2012. Adapted from Fjeld, Personal
Communication, Decembel"2012.

Visits Undertaken With
VetenseLllii OUEE Private Yachts, Overall

2006 5 (4 S/Y’s, 1 private M/Y) 5
2007 12 (9 S/Y’s, 3 private M/Y’s) 15
2008 No data No data
2009 30 (30 S/Y’s) 40
2010 35 (33 S/Y’s, 2 private M/Y'’s) 46
2011 40 (40 S/Y’s) 58
2012 37 (35 S/Y’s, 2 private M/Y’s) 56
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Figure 17: Yacht visitor counts for “Brokey — Regpkik Yacht Club” in Iceland (Subarctic), and Ny-
Alesund harbor, Spitzbergen, Norway (Arctic). "Wfigj yachts" representing overall vessel counts per
season; "visits" representing the complete numbkeregistered visits, including in that season
returning vessels.

4.1.2 Questionnaires and Semi-Structured Interview Results
Visiting Yachts
During the period of April to September of 2012, &issels have been observed as
visiting Isafjordur. The visiting vessels were s#gred in 13 different countries,
including Iceland (Figure 18). Eight vessels retaftio isafjordur at least once more
during that season, adding to isafjordur Harbongrall recreational vessel visit
count, which resulted in 30 visits for the sead®esults for the overall counts stem
from personal observation.

Out of all interviewed yachts, the average durati stay in isafjordur is five
days; their average duration in the Westfjords aegis 12 days. Average crew
numbers on board number two to three people, whiée mode capacity to carry

people on board was eight people. The visiting telhayachts could, theoretically,
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accommodate 15 and 17 people. One of them retdonisafjordur Harbor two times,
exchanging crew and guests whilst stocking up qoplses. Overall, 101 people
arrived in isafjordur with or for non-locally reggsed leisure vessels, including the
guests received on the returning charter yachtnbuincluding guest received for the

local charter yacht (Borea Adventures, n.d.).
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Figure 18: Yacht counts by registered country.

Four vessels were sailing around Iceland, whiftee niessels were on transit to
Greenland. Three vessels commented that they carseet the general Westfjords
region specifically. Only two yachts chose to maket in Isafjérour spontaneously
while sailing in Icelandic waters. All other nawcvisitors included the harbor
deliberately as a general stop-point or back-up foortheir journey. isafjordur was
either known from former journeys, from the wordneduth of likeminded comrades,
or from articles found in magazines, online blogs,other media. A high number,
86%, used a British cruising guide (Ker, 2004), ahfeatures isafjordur Harbor, as
cruising aid. Of all interviewed yachts, eight madive use of the airport; receiving
an overall of 25 people. An additional number wéfyachts did not do so this season,
but would if the situation presents itself.

All approached yacht users verified the gatewagratter of Isafjérdur for
Greenland, the Westfjords, and Iceland in genasalyell as for yacht through traffic
from the American to the European continent a&is@ versa Those headed for, or
returning from, Greenland stressed the strategjpoitance of isafjérdur for their

overall journey.

95



Expectations and perceived experiences by thevieteee were divided into
two sections: For the town overall, and for Isaijir Harbor alone. Talking about the
town, during the interview recurring descriptioridlmeir expectations included words
like “rural”, “exotic”, “pretty”, “safe”, and “autlentic”. Stated town experience was
100% positive, illustrated as “surprisingly dynatnitfriendly”, “clean”, “hopeful
and romantic sorted”. Some visitors stated th&ieff came on purpose, [and] stay on
purpose”. It should be emphasized that the “not merncialized appeal’ of the
“perfect base camp” in a “working port” has beenrcpered as “romantic”,
“authentic”, and “whished-for experience”. Askedabtheir observations from other
Icelandic ports compared to Isafjérdur, a regulatbscribed perception was that
people in isafjordur generally appear to be moneuge, helpful, and welcoming.
Interviewees that returned to Iceland for seveedry reported a change in attitude
e.g.in Akureyri and Reykjavik, now leaning more towardaximizing income whilst
not providing better, but instead decreasing, eustocare and quality of service.
Those locations were described as approached bnicessary, and for the shortest
amount of time.

Harbor expectations varied between yachts (Fig@e The two S/Y’s that
clearly expected a fully developed marina havertbegin in developed yachting
countries. General expectations included: A sadbirig harbor, shared pier space
with the local fleet, a yacht-friendly but not taiéd (for yachting purposes,
underdeveloped) harbor, and marine supplies, ssyviand repair facilities. Basic,
and thus expected, visitor services included: toghower, washing machine, dryer,
Internet, and information board advertising genarad marine related infrastructure
of the town and harbor.

Harbor experiences have been diverse, but notleeai negative (Figure 20).
While one yacht crew generalized that “Icelandas prepared for pleasure craft” and
a considerable amount “hoped for more harbor rélasrvices”, others stated their
experience as “better than expected” and to bdeaspnt surprise which they would
recommend [...] to others”. Very positively receivaad thus particularly highlighted
were thefloating pontoon and its location, and the avallgbof water and electricity.
Also recognized were the “very helpful staff andidents” and the availability of
“people that can do things”. The latter includeagational skills from harbor staff,

local marine related industries and local yacht ensnfor items, repairs, or
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Marina Harbor with Basic Industrial Harbor unknown
Visitor Services

Figure 19: Distribution of expected harbor typerfraautical tourists' point of view.

information needed. The evident proportion of unknaatisfaction derives from the
timing of the interview. Three yachts had been apphed shortly after arrival and
were thus without deeper-rooted opinion yet; twahafse yachts left the same day
(unlikely due to perceived experience but becaddhear stated journey schedule).
No common opinion could be found on harbor feesgdt either (Figure 21). While
the majority of those interviewees with an existognion declared the charge to be
low, thus saying they expected or would be willtogpay more, there was one crew
that regarded fees as too high and another thatagamst harbor fees altogether.
Interestingly, both latter vessels were of largature and their owners with above
average income (high paid professionals). Theymady other interviewees stated
that in the majority of Icelandic harbors the \asit especially rural ones, their stay
was without harbor costs. Uncertainty about lo¢erges and the non-availability of
publicly available lists regarding them and localered facilities were described as
aggravating to journey planning. The high numbemupknown satisfaction degree
regarding harbor fees originates from the intereies! unknown total sum of
expected charges at the time of the interview. ©@pson considered local over-
winter stays differed from yacht to yacht, and weranly of financial and strategic
nature. Those that would not consider it justifg #tance with connected travel costs
and the unavailability of their yacht in home waterhose that would consider it do
S0 with respect to saving transit times towardsrthext anticipated high latitude

exploration location, and with focus on low locabrage cosfs Following their
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perceptions of the current situation of the harbue,interviewees were asked to name
their personal harbor ideals for isafjérour (seguFé 22). A majority of 57%, or eight

yachts, preferred the current fishing harbor appsealing it is “perfect the way it is”,

E Positive  mNegative ®Mixed  ®Unknown

Figure 20: Satisfaction with currently offered hartservices.

"\ 4

| ow m High 1 Against Fee Altogether ~ mUnknown

Figure 21: Stated perception of charged harbor fee.

IA brief discussion with the Isafjérdur based custafficer revealed uncertainties over regulatimrsyfichts that cruise or stay
stationary inside the country for longer than threenths at a time. At the time of this study, ualfkreign cars, foreign yachts
can stay inside Icelandic territory without haviegpay extra fees or usual VAT. It is, however, @endiscussion to change that
regulation. The current regulation makes over-wirsiays for foreign yachts very attractive, whilecleange could impact

existing and future winter storage business.
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but mentioned that adding general crew facilitiest tould be used by anyone in the
harbor area should be seriously considered. Thadéties included, as mentioned
earlier: toilet, shower, washing machine, dryeteinet access and an information
board for general information and advertising. A®mot29%, or four yachts, would
enhance the harbor to a purpose-built pleasuré lzagbor with fishing harbor appeal.
Besides enhancements already mentioned in thisgizeoia, they would add the
following: More floating pier space with water, elacity, and emergency equipment
equally available to all yachts; free of charge nmags; security enhancing camera
installations; grey-water pumps and storage; roof@ad-based storage; and a
designated room or building containing a small difgr near to the dock, with
documents of local knowledge and maps, picturessttpook and general meeting or
socializing space. Some, however, “fear overdewetg” by hastily initiating
development and stressed that the overall appeam@na traditional fishing harbor
must not be “jeopardized”. The optimum named bg gecond group does, in fact,
mirror a lot of attributes generally found in a deteveloped marina. Their
reservations for a completely developed marina desdtly with limitations to size,
development degree and visual appearance. Oneiwcréhig group had, however, no
preference between a marina and a fishing harbor.

Of all approached yachts, only one interviewee ld/owelcome a fully
developed marina. Since many of the visiting vesseére registered in highly
developed yachting countries, their objectionsuchsdevelopments were of interest.
Feelings on the topic were very mixed. For sommaaina poses “no problem for as
long as not too big” and is generally seen as “y@epsant if simple but efficient”. To
others they feel “too plastic” and are, since sptdtes are known from home, less
attractive for longer stays. An economically comeet interviewee felt that a marina
in these latitudes is “not necessary and unfedsiBlath Irish yacht crews claimed to
be against the “fancy” marina culture, which is wthgy were sailing in Arctic and
Subarctic waters. The most drastic received wasdnement: “If you change it, we

will not come anymore.”
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H Current Fishing Harbor Appeal

B Purposely Pleasure Craft Facilitating Fishing Harbor
i Developed Marina

H Unknown

Figure 22: Nautical tourists' imagined harbor ideak stated by the interviewees.

Of all vessels interviewed, the extent of theiipplkers’ experience, and thus
their tourist class, distributed as follows: Foackting professionals, one exploration
professional, one expedition professional, and teigitreational skippers. Two
vessels were also crewed by business touristssifidas as journalists. At least one
yacht (Polish) carried scientific professionals.

Among other concerns related to their journey lsafjordur, stated issues were
a lack of cartography in certain areas inside thestfjbrds, weather reports via radio
not in the English language, and the lack of progesignation and indication of
aquaculture sites. Rising numbers of aquacultunes peave been described as
“undesired”, threatening the attractiveness of @featering such industry on a larger
scale.

Local Yacht Owner

All but one owner supports a local marina developim&he one against it prefers a
fishing harbor with recreational vessels in it ézgre authenticity (Figure 23). Seven
of the eight questioned boat owners would supparbdr developments by paying
higher fees. The local resenting a higher fee is the same local resenting
developments towards a marina. Their support isvaietd by the hope for better
facilities for the recreational user, local economjlux by attracting additional
vessels and tourists, and elevated quality ofdifd experience for locals and tourists

due to the improved appeal of the town.
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Figure 23: Marina development support. Blue represe vessel owners positive towards marina
development, red representing vessel owners negiativards marina development.

Fifty percent of the vessel owners were satisfigth the harbor facilities
currently offered, the other half were not. The oni#y, seven, of the questioned
locals would prefer to have a fixed spot on the pigsigned to only their vessel, if
offered. One local stated to have no opinion, whiddody wanted to continue the

current way of spot handling (Figure 24).
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Figure 24: Local vessel owner preference regardipgrsonally assigned dock location inside
Isafjorour Harbor.
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The way the yacht owners stated usage of harbdlitisc distributes as follows:
Floating pier 75%, mooring 75%, water supply 10C8tectricity 87.5%, garbage
50%, crane 50%, and garbage 12.5% (Figure 25).
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80% - 75% 75%
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Figure 25: Stated usage of harbor facilities. Qimstaire results from local vessel owner.

To get insights into personal priorities with rey#o harbor improvements, the
interviewees were asked to list and arrange thestoamation they would undertake
if they were left in charge. The questionnaire edgd the following personal
relevance to the local boat owner (1 = highest ingnze, 6 = least importance): 1)
More user space by adding additional floating pi@)sImprovements for a safer
harbor with better shelter, 3) Provision of sawitéacilities including toilet and
shower, but also washing machine and dryer, 4) dwgxt pier amenities including
internet and direct water and electricity suppfasevery vessel, 5) Arrangement of
indoor boat storage with heat and electricity sigsphs well as proper waste disposal
facilities close to the boat location, 6) slip-aeafor larger vessels, outside boat
storage, information service via pier-side boardlyers, guest housing for visitors,

and a designated anchorage area in the Pollurien in

4.1.3 Elite Interviewing Results

Interview with the Mayor of Isafjoréur

Mr. Jakobsson is “very positive” towards a marirevelopment in isafjordur. He
believes it is “something that we can have a lotmainey from [...] both from
servicing the ships and also in terms of income’.his opinion, the Icelandic
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yachting market is very small. His main focus wolé&on foreign vessels coming for
the summer season and possibly staying over wonteland; nevertheless, he sees
similar opportunities arising from Icelandic yaduwners coming from distant parts of
the country.

His main motivation for a marina development isfoster tourism, general
advertisement, further employment of in-town exrigteconomy sectors, the creation
of new jobs, and the opportunity to lengthen theiton employment ratio beyond the

current season. During the interview he reveals:

We want to build a marina [...]. We have not come &mgher in market
segments [...]. Where we are at now is like 10 toydbhts per year visiting
[...] that were very happy [...], so | said to the harimaster: This is something

we should look into.

Further on he admits that: “We don’t know anythiggout this business. We are
basically there now, trying to figure out wheregmo from [here]”. He confessed to
have no knowledge about the target group and tawaee of the lack of an official
development vision for isafjérdur as to be a matmgism gateway to the Westfjords
and Arctic waters.

One of many issues Mr. Jakobsson sees are wigferlavinter storage for
yachts: “Because we have no space”. He made diearhe prefers a development
growth in small steps over time to monitor its fical impacts, and the degree of
adaptation and response from locals and tourists. Beferring to the former he
restates: “So, 20 new spots and see where it goes”.

An in his eyes for the town, a perfect marina wocbmbine (aside from the
obvious needs of recreational boat owners) stormgesiprotection and public
shoreline access. More detailed ideas include:eptent of more vessels closer to
downtown; floating piers since: “They are comfol&lrheaper, easily manageable
and allow for change of position, size, and quiakewth”; wooden harbor structures
and main piers (“Rather see wood than concretdipredine walking paths; and
timber piers that support a historically authemtopearance and allow people to fish
from. A first stage would be to use the currenteational vessel harbor more, whilst

over time slowly extending it.
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In the eyes of its mayor it is important for tleevh to have ownership over the
marina. Regulations regarding such ownership wéngoasly unknown since he
stated: “It might not even be allowed to have age marina”. He could, however,
see, as one possibility, a private company manabgegnarina under “[...] some kind
of agreement [...]".

Confronted with marina related questions aboutirenmental protection and
labeling, Mr. Jakobsson stated that he would lixes¢e Isafjorour: “[...] As role
models for how things could be done different, memironmental friendly”,
admitting: “We want to be green. We are not greenbelieve to be. So, we want to
be green.” Challenged on the current state of Holluand possible impacts on its
biota originating from a marina he replies: “We @a¥ come that far yet [to think of
that].”

There has already been one open town meeting dbeumarina and storm
surge protection issue. According to him, partitgpa has been plentiful, thus he
feels confident that the public is very interestethe matter. He believes that: “Most
of the people in town want the same thing”.

First startup ideas of Mr. Jakobsson include an]“[nvestment of 100 million
ISK for 20 spots. If you could get 500.000 ISK ofieach [spot] per year, it's a good
investment, basically. That's what | was writing anpaper, knowing nothing”.
Questions about other existing obstacles aside ynaeee replied to as: “No, just
money, money and time”. In regards to the priorétgking of a marina development

over other projects the town is dealing with Mikalassson concedes:

It hasn’t really become a project yet. We havetgedit down [and make it one]
[...]. We have yet to define the project, what is {m®ject, therefore it's
nowhere in the line [...]. Its something we are stgrto look into and we are
trying to combine with the storm surge protectishjch | am not sure is going

to happen.

Protecting the town from sea impacts is, as heagxg| a governmental issue that is
not budgeted for in the next three years. He demsever, chances for financial help
from the government if the marina supports cogstatection efforts. A more urgent

issue is tourism development, which the town isodking very much into”. Asked
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about the current financial state of the town Ipies that when he started in 2010, he

mostly:

Lived in Excel, trying to cut costs [...] and turniagound the economy. The
financial situation of the town has been very taublow things are looking
better and we actually have some money for devetopnjWe] have a lot of
projects we would like to go into. But projects tthae are going into are
projects that are cutting costs, like [...] buying][new heating systems for a
house [...] and projects that are partly funded l®ygbvernment. [...] And we
have been trying [a lot] but had to leave out telibit, to go into projects that
make the town more beautiful. These two issues Hagecally taken all the
money. [...] What we are hoping for is that after 26113 we will finally have

some kind of money to do something other than ygipump or whatever.

Helping to understand town economics he reveadd: ttRoughly 25% of
income of the harbor comes from cruising linersatTincome goes directly into the
town treasury. The town then gives the harbor abtid At the same time he reveals

his personal views on the cruise ship tourism:

Do we want the biggest ships with three four thadspeople, or are we gonna
set out some kind of 2000 to 1000 [limit]. So Inthiwe want to be small and
we don’'t want to lose what we have today, whichiusal, emptiness, waste
[...]. That's what we are selling. [...] We want to lomore having much out of
each tourist then having mass tourism. [...] We gu@e that there is never

more than one cruise liner per day.

Final remarks were made on how he is confident ghatarina will make the town
more attractive for both tourists and locals; tihatill help to reconnect locals with

the shoreline and their seafarer heritage and mgdso, at once raise quality of life.

Interview with the Harbormaster of Isafjoréur
Mr. Kristjansson explained that he is responsiloe dervices in all harbors inside
isafjardarbaer, which are: isafjérour, Flateyri, Gudri, and bingeyri. To do so, he is

given a workforce of seven people. Four of them stegioned in Isafjéréur: he
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himself, a pilot and a engineer for the tug boat a disabled general staff member
working on a 50% basis. Three additional staff meratare distributed to the towns
of Flateyri, Sudureyri, and bingeyri. He affirmsthhe harbor itself is 100% owned
by the municipality, with the Mayor as his direapsgrior. Mr. Kristjansson points out
that “all income generated by the harbor directlgwt into the municipality
treasury”, and that “it is the municipality admiméion that gives the harbor an
annual budget”. From that budget, maintenance amdce costs as well as wages
and improvements need to be covered. All major ldgveent efforts have to be
decided upon by the harbor committee, and agredyy tihe Mayor and the harbor
captain. They are financed out of the harbor budget eventually the municipal
treasury. Due to the town’s financial situatiorl,rabjor harbor developments rely on
subsidy from the government. Mr. KristjAnsson stessthat he generally applies for
development funds at Siglingastofnun (Icelandic iftae Administration), but unless
pushed by the Alpingi as important, they will nangrally be granted. Aside the
described linkages, he also has to follow Siglitgfasin’s implementations regarding
safety and procedural rules and regulations ingidénarbor.

Mr. Kristjansson describes the harbor as a stmgdiusiness compared to its
past. He says Isafjordur used to be not only “Thggést moneymaker for the
municipality”, it was one of the “biggest harborslceland due to the fish landings”
and the cargo turnover that created. But “landiagnibers plummeted since the quota
system was implemented”, and by 2005 when “Theg bvernment] stopped to
support cargo transport on the water”, so did cafgpping. “Now the income [from
the fishing industry] has dropped by more than 50B€ reports that, in 2011 “it [the
harbor] made some little money”, and that for 20&2*hope[s] to have made 3 — 4
mil. ISK over zero. All the years before we lostmag every year”. Since fishing
vessels of any kind, aside general pier costs, havgay a 1% surcharge of their
landed fish-tonnage value, the fishing sector gahlerates 75% of the overall income
for isafjordur Harbor, but cargo and cruising lirecome are slowly on the rise. So
far, recreational vessels have nominal impact ertirbor income.

The harbormaster claims to be very supportive tdsvaany marina
developments. Questioned about marketing efforggrémote isafjordur as yachting
destination are echoed with preference to “prephee harbor for higher demand
before advertising it, so promises can be kept”cbigfirms he has observed growing

leisure vessel numbers visiting and staying injésatir, which in return triggered in
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him “for many years [...] the idea to improve theilities for yachts”. Asked to
specify his ideas, he replies: “I want to accomntedechts in a proper way, and a
marina is what this kinda business is used to”. #@ng so, he wants to get his
“wildest dream” of a marina on paper and then sjodévelop towards it. Albeit
believing that the harbor will never grow that laigjto be a marina only for pleasure
yachts, he sees potential for additional harboonme, improved appeal of the town,
and added means for local industries. Where exactihe marina development scale
he would like to see this project is yet uncleahito:

To measure our needs [...] we need to spread odtwfirere we want to go and
do some marketing research. Is this worth to speadey on? And, how many
yachts can we expect in five years, ten years. Witatme can we expect to

have?

He has, however, fundamental ideas including tovelel'basic things”, like toilet,
shower, washing machine, and dryer, the broadegeus adaptive pontoon piers,
and to keep, for privacy and business reasonsterhassels (most of all local ones)
separated from other vessels. He is reasoningtibdatter offer a service that carries
the need to be constantly and reliably approachdlble harbor provides the facilities
and the charter company in return pays for thevdedd service. These services
present, due to their duration and special arraegéna higher value income source.
Part of his “wildest dream” is to “give charter cpamies their own service buildings
[...] and another service building for recreationahbcrews and their needs”. Other
measures imagined include an increase in mooriagesps an attractive (cheaper)
alternative to pier-space, and, if mediation measuwr legislation for safety and
security make it necessary, the fencing off of pleelonging to the marina. His safety
concerns are not elevated facing possible visithixdiry yachts since, for privacy
reasons: “Celebrities and big yachts that are cgraimchor and stay away from the
pier by choice, not because we cannot accommoklae’t

The harbormaster is aware of the fact that culwivtand S/Y numbers do not
have a big financial input into the harbor and eathigh maintenance and service
costs:
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So far the yachts coming in here have been of lajvdharge and they believe
that we charge too much. Hence we are not going fegcause of the expected
income [for the harbor]. [...] We are spending adbmoney for marketing of

cruise vessels, and this is a growing busineswfum]. [...] That's easy money

what you get for it, for example one big vesselige liner] is charged for 2.5

mil. ISK for a one day visit. That is much more rihgou can expect from

recreational vessels for many years, by much Igp&esonnel input compared to
the number of people you serve.

He is somewhat shaken as, in his eyes, “a lot s$ele take advantage of amenities
but do not pay the fees at the end”. Albeit mentigrihat more yachts would benefit
the town’s visual image, local businesses and trezatl tourism sector, he has the

impression that most of:

The visiting yachts are not spending much monetheir journey [...]. Most of
them buy their stuff in their own country, a lot@nned food, so they are not

spending much here.

According to Mr. KristjAnsson, obstacles for a marmroject are widespread,
for they clutter financing, administration, and\see. He explains that he has “no
potential for a workforce just dealing with yachtdfut could imagine short-term
employment such as “maybe a student job”. He haspémd additional money “to
hire extra staff to secure the harbor [for cruisps| in the summer” already, and, as
a money-saving and service-increasing attempt,om@ts and introduces amenities to
visiting yachts. He is, however, not so optimigtiat he will “get money for [marina]
improvements in the coming years”, leaving moneyhis biggest worry. Private
companies offering to invest in a marina would eeeived very skeptically,
forasmuch as he “would question their real intergfp assume foul play in the
application process towards authorities, and faeifarmed thinking: “Does he know
more than | know?”

Administrative issues derive from the overwhelmiagount of additional
paperwork if yachts would be taken seriously asinfass and the long approval

process for any major harbor developments. He htpasfor the future the harbor

108



council shows efforts to quicken decision-makinggoeallowing him “to go ahead
with the action” in a more timely fashion.

Mr. KristjAnsson makes clear that, for now, therin@is not a priority, but
“might get there if income either for harbor or fthve town rises significantly”.
Contemporary priorities are to improve facilities fcruise vessels, which are “Big
money for little job”. He highlights that “the hambjust spent over 200mil. ISK on
renovating the pier inside Pollurinn” for 10m dratiips, and that he applied for
dredging the channel towards Pollurinn. The actpplied-for later is expected to
support larger vessel entry to the inner harbor @etter inner-water column
exchange in concert with lower current speeds. & losurn benefit sewage flushing,
a thriving local biota, and marine traffic safefijhe expected “dredging cost is
between 200 — 300 million ISK”. Another importaotél point is the completion and
commissioning of the nearly finished oil pier. Thewest idea for improvements in
the harbor aims to enhance services for any vegs#& “30 or possibly more tons”,
including yachts. By changing an application toli8gastofnun from a new trailer-
ramp towards a combined trailer-ramp and crandoseér U-crane usage (Image
15), the harbormaster wants to fulfill increasingguests from industrial and

recreational vessel users beyond isafjardarbeetslifihe goal is to offer a harbor

PORTISHEAD GUAYS MARINA

Image 15: Example of U-crane in a UK marina. Tak@m: Joiner (n.d.)
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with slipway independent infrastructure, which ved#irve industries related to service,
repair, storage and transport. Existing ship slysvi [safjéréur limit commercial
growth by excluding or hampering marine relatedustdes that lack alternatives, as

slipways do not allow for moving vessels with tead away from the slipway.

Interviews with Development Official

Mr. Halldorsson explains that this particular wiak group had been
established to collect and promote knowledge aadsdor thdsafjéréursurrounding
water body and shoreline, in particular Pollurintet, that could support the town’s
future on a social, economic or environmental le\tetan be described as a brain
pool composed of members from town administratiod the general public. The
group currently consists of seven local memberh diverse backgrounds, including
two local yacht owners, an architect, and a resooranager.

“The Icelandic Road Authority"Halldérsson says'is responsible for the road
safety of Pollgata and wanted to raise the stomm@aon the water facing side of the
road”. But similar efforts undertaken in the towinFtateyri had negative impacts on
town appearance and locally experienced living iuaf its residents. Residents of

isafjordur were expecting similar results and psted. Mr.Halldérssorstated that:

The Icelandic Road Authority agreed to cooperath e town in constructing
and financing an alternative solution for as lorsyitadoes fulfill their road
safety requirements and their own financial inpaéesl not exceed their own

solution.

The thereupon-established working group wantedattmact tourism but fight
debris and sea water level rise simultaneously’reds’an affordableand effective
storm surge protection scheme for the Pollurininfagdowntown] part of isafjérour”
had priority. Proposed solutions in the first interview actedmanily around
breakwaters, and a marina development on diffelagdtions inside the Pollurinn
inlet, which would sustain an “authentic experiemath fishing town atmosphere”.
The group was convinced that the attractive look afarina would increase tourism.
In the second interview Mr. Halldérsson reportedtttover time, the purpose and
goals of the group grew “way beyond the initials@al’, triggered by response in a

public meeting and the Mayor. The extended purposkides actively seeking for
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ways that increase quality of life and reconnesidents with the waterfront as a
recreational playground, further reestablishmenhwhan interrelation with marine
nature habitat inside city limits, and the search dlternative shoreline usage and
protection. Nevertheless, “protection from stormgsuand promoting tourism are still
on the forefront”. Mr. Halldérsson reviews the palbtheeting, which was held at the
end of 2012, as very successful, pointing out plaaticipation was plentiful. He says
that people had “a lot to say” and “were not shmmtideas”. Proposed solutions
presented in the second interview were much marersie. The chairman explained
that one idea dealt with bridge-connected storendd that increase natural habitat
space and offer in calm weather pleasant views thr@down while actively breaking
down swells in storm conditions. Another idea neiduiced long reaching timber
piers following historic templates, which would feaese historic overall image of
town, reduce swell heights, offer connection pofotsfloating piers, and provide for
a quintessential seaside experience. A third ioeaected shoreline, timber piers and
a possible marina with timber walkways, which agamuld raise the seaside
experience, but also offer a safe disconnectiom foffic on the neighboring road.
Finally, a beachfront was set forth for considemati With it, Mr. Halldorsson
explained, on one hand debris would be kept awam fthe road and wave height
more effectively reduced, thus act as an effedieem surge protection tool. On the
other hand it would allow for beach access andctimater contact within downtown
limits, raising attractiveness, historic appeal egateational value.

Experiencing the previously described public imeohent and swiftly unveiling
of new ideas from it and other sources, includhmglocal University Center, lead Mr.
Halldorsson to believe that the “scope and powehefgroup is more effective and
faster when it comes to trigger development ideA#ijeit his group is ranked below
the harbor committee and the town development grdug group cannot only
approach both groups but also the Mayor directbgving out the usual “mill
process”. He sees another advantage in the fadhighgroup can fall back on a larger
knowledge pool and network since his group membense from a variety of sectors
and are not united by a governmental administratbackground. Optimum
effectiveness is reached in the fact that the rfeastible solution is brought faster to
the table. Mr. Halldérsson remarks that his groag, lhowever, no power in the final
decision-making. The latter is in the hands ofrégponsible development group and

the Mayor.
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Chapter 5 — Discussion

5.1 SWOT Analysis for Marina in Isafjordur

This chapter deals with the feasibility study. Baatcumulated are summarized and
discussed. The sum of all factors is presentedSW&T matrix, which allows for a
feasibility statement. The feasibility statemerdlies recommendations intended to

support the local feasibility for marina developmen

5.1.1 Strengths

Ceogr aphi cal Location

isafjordur's biggest strength to all national cotitpes lies within its geographical
position. To yacht skippers, the most importantdador deciding on a port is the
geography of the location, the climate, and thallazind regime followed by the
nearest distance to an airport. Visiting yachtsehasnfirmed the town’s gateway
character making it, for them, the most importaimategic port. Aside from the
distance to East Greenland, major advantages Gondar is the highly attractive
alternative home sailing ground offering: Hornstlianwilderness, idiosyncratic
settlements, and authentic heritage sites, asasethe Westfjords as a whole. It has

also been described as a convenient stopoverdocatien circumnavigating Iceland.

Attractive Tourism Location

As chapter 3 described, Iceland generally is aractve tourism location with

significantly growing tourism visitor numbers. Atthgh the secluded Westfjords do
receive smaller tourist numbers than the rest elaltd, local tourist numbers,
including those derived from cruise ship tourisme asing (see also 3.2.1). The
Westfjords, and Isafjordur offer ecologically pras® marine environments, unique
natural sights, and many alternatives for recreatimotivating private nautical

tourists to spend more time exploring the area fssendix B, Table 7). isafjordur

itself has a long historical heritage and preséstmaritime tradition openly. By the

private nautical tourist, those features were peeck as authentic and non-

overdeveloped, which resulted in an overall posiivgression. It shall also be
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mentioned that due to the nature of the privateticalutourist, recieving vessels
results in increased visitor numbers to isafjorédthout occupying local guest
housing or increasing road congestion, while cbating to town atractivhess and
economic input. The tourist travels with his owrubimg and uses an “alternative”

travel infrastructure.

Water Space
Figure 13 shows clearly available, protected wapace on the Pollurinn side that
could be harvested for marina development. The-prellected recreational vessel
section of Area | offers limited space big enoughservice current local yacht
numbers and, with the addition of an extra floatpgntoon, could also service
visiting yachts without relocating single vessaistiie mooring area. Development
space to adapt to growing demand is available,waild need enhanced coastal
protection measures to deliver similar safety armtgation as the current location.
Interviewed visiting yachts were very pleased vilie position of the floating pier
since it is located close to the city center anulagunded by authenticity underlining
fishing vessels. The assigned harbor section i@ Ais thus preferred by recreational
boaters, whereby town appeal and image are suatigssfihanced.

Figure 6 illustrates the sail territory of the Wgsds; enough water space to
welcome larger vessel numbers without congestiaffi¢rwaters or loss of a remote

cruising experience.

Community Support

In the interview, the Mayor and the informant sflafgositive responses from the
general public towards marina development. The drarhster and the Mayor, who
both play significant roles in the development @ss; also expressed their personal
and professional support for marina developmenthBlo recognize that a marina as
a single business is not economically feasible, rbatize that marina development
enhances the overall town appearance, the marhené&ge image of the town, and

offers additional income for local industries anginesses.

Marine Safety Net
Out of all locations east of Greenland, Icelancifthe best and closest safety net.

Within Iceland, the Westfjords are closest to Glaeth and thus maximizes
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probabilities for fast emergency response. Inside kcelandic EEZ, emergency
response probabilities are very reasonable (seeFadgire 15 and 16). Furthermore,
no piracy or terrorism issues from Arctic watersuanrd Iceland and East Greenland
have ever been reported.

Stabile Political Order
The political order in Iceland is considered stahkofar as there is no inner political
potential leaning towards revolution, rebellion, @drange in the political system.

Political swings and opinions, as in all democrabcieties, do of course exist.

Town Service Structure

isafjordur has, considering its size and populatiown and marine infrastructure that
is unmatched by other settlements of similar si=gde Iceland. Daily needs and
goods are just as much available as financial aothnwunication services.
Considering that isafjordur is a developing new kaar(seeLocal Opportunities
under 1.5.2), it can be said that it has resouteeéuine infrastructure. Assistance in
minor repairs, professional assistance, and basafage services are available.
Interviewed marine tourists made active use oktlisting infrastructure and reported
business with local brokers such as buying rogeakles, anchor chains, and general
supplies, such as fuel, water, oil and mainatane¢enals. They also employed
electricians and metal-workers. Furthermore, theytigpated in active tourism
activities such as renting a car, bike, or motdterp using the swimming pool,
visiting museums and dining in local restauranten&al tourism infrastructure in

isafjordur does exist and is constantly evolving.

Transport and Traffic Infrastructure

isafjordur is accessibleia airplane, ship, and road transportation, all ofclvioffer

an excellent connection nationally and internatiign&pecifically the airport has a
key function for private nautical tourists. It etegthe boater to quickly leave town to
another destination of importance avide versawhich makes their favored sailing
grounds more easily accessible. The airport doppastiactive crew exchange, and,
with the short domestic flight times, supports yalarthing for domestic residents
that live in a different part of the country. Theestablished shipping route connecting

isafjérdurvia cargo vessel with the rest of Iceland and Eurdimsva spare part and
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complete vessel transpoiita ship from the European continent directly to isadjr

Harbor.

Locals

Private nautical tourists interviewed emphasizee thelpful, qualified, and
welcoming character of isafjordur locals, which wsiated as above average and
happily received. The fact that Isafjordur locan ccommunicate in English and
approach visitors openly has been stated as vetsacte. Furthermore,
attractiveness is perceived as enhanced by thdimmriradition that is alive within

the local community.

5.1.2 Weaknesses

Short Season

As with all countries in the Arctic and Subarctiourism is strongly seasonal (see
also Figure 5). While land-based tourism can beketad throughout the winter, sea-
based tourism comes to a halt due to the unconblerand partly highly hazardous
sailing conditions, even for the serious adventufer directly connected business
sectors, this reality has undesired consequenciseslers their full-year operating
ability (seeLocal Opportunitiesunder 1.5.2). This hindrance might explain why the
strong marine Icelandic industry, so far, has beeerall hesitant to adapt to the
current market. The fishing industry has demandgegr-round and thus is a more

predictable business.

Low User Numbers

Comparison of marina usage data from other degiimatin isafjordur’s fetch area
revealed that Isafjordur is receiving fewer vessbin comparable locations. Since
the overall boater numbers in the area is alreadyvily reduced by the demand on
seafarer skill and distance to European and Ameri@sed marinas, receiving the

maximum possible tourist number is crucial.

Little Available Land Space
isafjoréur is already facing spatial and developimignitations typically found in

gateway locations (see also 1.3). Space to accommmatorage needs of vessels and
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associated equipment is a crucial part to secuaingincome source from yacht
owners all-year-round. These space issues mighnifiyaghen additional marina
related facilities, such as designated parking epastorage for hazardous and non-
hazardous chemicals, disability-friendly pier asggsublic washrooms, or crew and

race meeting facilities are contemplated.

Traffic Infrastructure

While isafjoréur is connected with a variety offti@ options, there are large gaps
within the service cycles of public transportatiomparticular, busses do not connect
well to other parts of the country and do not ofeerdl-year-round. While air traffic
is scheduled twice a day, it is heavily weather ethglent. Another air traffic
infrastructure issue is that Isafjérdur has onlgedi connections to Reykjavik. An
alternative connection for public transportatiom iiairly developed road system. One
road connects isafjordur to the rest of Icelaa tarmac road, while on all other
roads, gravel is encountered at some point. Anatiggor obstacle is travel time on
these roads. Due to isafjordur's remoteness, iésakbout 3.5 hours just to leave

Westfjords territory.

Lack of Private Nautical Tourism Cluster

isafjoréur is traditionally a fishing town and thémcuses on its industrial needs in
regards to development. isafjéréur lacks a marineoastal zone-based development
strategy that would streamline development andasability efforts. For leading a
professional run marina, focusing on the partiétiéer of yacht users and their
equipment, the town lacks professionals for thiscegdized industry sector. For now,
it is Isafjorédur Harbor that services visiting velss Staff resources for the summer
season are already exhausted, as the interview thghharbormaster revealed.
Another issue is the lack of an educational ingtitu that would foster yachting
offspring, thus potential new marina users. Edocaii institutions, such as a yacht
sailing schools, marine museums, and private pebgloration institutions are
knowledge centers that increase the attractivenédke area in which it's found.
These centers reaffirm the importance of traditioleadership of the seafare
settlement, as is not currently supported in Iséfjc Missing marina associated

services such as professional skippers, yachtilageck supplies and fashion, lowers
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attractiveness for users and other associated dsssn. While isafjorour has a
somewhat diverse marine industry, it does not fshlyisfy private nautical tourism

needs.

Administrative and Legislative Obstacles

The Icelandic local and national government isneaty for private nautical tourists.
While some institutions, such as the mentionedorostoffice, realized the need for
considering nautical tourist-related regulationsjck response is lost due to the
organizational structure of the governmental bodgygislations are, in particular,
necessary foe.g. marking aquaculture cages for marine traffic, ayging detailed
harbor reporting schemes for visiting yachts. Téwal administration also needs to
present and advertise the local available fadlite private nautical tourists actively
and clearly. isafjordur Harbor does, for examplat, present any online information

for visiting leisure vessels, and does not stataélavle facilities or price policies.

Improper Waste Management
All sewage outflows of isafjéréur lead into the s€aey-water pumping facilities for
recreational vessels only exist as a mobile seriicpublic, waste is not sorted, and

garbage cans and waste containers are unevenipeifective distributed.

Entertainment Infrastructure

The entertainment infrastructure of Isafjordur isdest. Concerts in bars and movies
in the cinema are offered on the weekend. Sevenaled festivals (see Apendix B)

take place throughout the year. Daily base entertant is non-existent. Negative or
positive perception towards these attributes depemdthe observer. To some, this

“sleepy town” appeal might be attractive.

5.1.3 Opportunities

Green Marina Certification

Fulfilling the requirements of a green marina d¢edte pays off twofold. First, the
environment in and around the marina is not onlysatered and protected, but
depending on the achieved degree of certificatghlhilikely to be enhanced towards

a healthier state. Secondly, a green marina catéiacts as an advertisement tool by
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promoting the marinavia media publications and catalogs. The environmintal
sensitive user can then, with the help of thesdigatibns, consciously choose a
destination meeting their preferences. Such effadsild fit straight in with local

government policies, since the Mayor describedgyaahing for a realistically green

community.

Existing Demand

Growing leisure vessel owner numbers in isafjor@urrently 10 S/Y and two M/Y)
exceed current available pier space, and thudyju#velopments towards servicing
recreational vessels. Personal communication wembers of the “Reykjavik Yacht
Club”, the marina Gufunes, and the Sailing Club ‘i¥n{see 3.3) revealed that
available pier space in all three locations in tlagital area is very limited. Thus,
new-coming yacht owners struggle to find an opemn gpace and are actively looking
into alternative locations within Iceland. Such ogpnity could trigger domestic
vessels to re-locate to isafjéréur, comparableutmraerhouses, from different parts
of the country. Isafjéréur might indeed fulfill Su@ need since it has development
water space, a 40-minute flight connection to thpital city, and attractive sailing

grounds.

Local Economy and Planning

To be economically sustainable, isafjordur needdiversify its income source, and
thereby also diversify its industrial sectors ascimuwas possible. Local marina
development carries enough potential to employrgetyeof industrial sectors, at least
seasonally, and to gain importance for this spedi@urism sector in Iceland.
Distribution centers for water-based leisure-oeenéquipment are so far located in
Reykjavik. Shifting demand towards last-minute @r@pion initiated by foreign
vessels while getting services in isafjordur couddtentially shift the market
importance towards the Westfjords. Such importanoeld be strongly magnified
when foreign charter vessels base themselves irtkeldown. Developing visitor
management plans can greatly enhance economic ssuame existing tourism
industries while focusing on sustainability andtpobion of the natural environment
(Kenneth District Council, n.d.).
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Branding

isafjérdur choose to focus on its marine heritabeiknistofan Eik, 2009), which is
in-line with an active tourism port. Future fagililevelopment, such as a marina,
should align with tourism and city planning to erapize its branded character.
Possibilities aree.g. timber pier structures following examples from tmedel of
historic town days (see also Barrow, 2008). iséfjrhas the unique chance to
establish itself as branded “The Gateway to thei&rcsince the steady rise in cruise

ships that call port in town likewise operate ircée waters.

New Market Creation

Establishing a marina might trigger tourism devetept that is directly related to
private nautical tourism, such as a yacht chartgsiness, which in return will
strengthen local existing sectors. Tourists usiaghsrather extraordinary tourism
activity usually have a certain, above averageonme They not only bring more
money into the area, they also promote their eepeds more actively by word-of-
mouth and through diverse media. Overall, such ptadkeation is beneficial in
regards to international outreach and financiabime. Other new markets might
include high-latitude racing, or yachting relategu@ment, such as sailing boots,

sailing suits, ropes, and luggage.

Redevelopment of Local Boatbuilding Industry

isafjoréur actively produced vessels until the aridthe 90’s. Local boatbuilding
knowledge is a valuable asset that defined thefaredecades. It is expected that the
yachting market, the local work force, and the olisg tourist would positively

receive a revival of this industry sector.

Investment into New or Combined Forms of Tourism

Having a private vessel at disposal offers a cotapjlenew range of options for new
or combined forms of niche tourism. Examples cobkl a combination ot.g.
photography with a yacht trip, a local private diyitour, hikes and general
exploration of uninhabited bays, land- and combised-based adventure trips, or
bird watching and whale watching excursions. Thespgmlity for diversification of
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tourism offers is obvious and is expected, sinagists, more than ever, look for

experiences out of the ordinary.

Cuisine

Local restaurants offer a variety of local foodscts as fresh fish and sheep dishes.
Local Icelandic cuisine, albeit by quality quitetisfying, cannot be classified as
extraordinary. It does not encourage a traveleraime to town just for the sake of
tasting locally offered food. While the “slow foadovement” gradually establishes

itself, a wider adoption would benefit isafjordws @verall tourism destination.

Creation of Maritime Industry Cluster

Compiling yachting professionals from the fieldsapferation, education, handcratft,
and management in one location can establish akrewledgeable and influential
“center of excellence” that might be enough motorafor single individuals to visit
the center and to take part in activities and effereducational opportunities.
Furthermore, it might attract an event of interoadl scale, such as yacht races or
classical yacht festivals. isafjordur would, agamtrease in importance and would be

in the national and international spotlight.

Accommodation Facilities

Higher established marinas very often offer housorgharter crews, club members,
or committee members. For marinas, such housirgnigxtra income source that
assures that needs of yacht owners can be met uitledying on a secondary
business. Such housing facilities would increas¢han availability of peak-season

overnight stays, which again benefits the towrarevenue.

Increasingly Popular Destination

With ongoing diversification of local industries, particular the tourism industry, the
town also rises in appeal to a wider variety ofrigta. Diversity as such is also a
safety net. A higher diversity permits single sestto have lows or to fail without
impacting the overall tourism market. Simultanegusivhen an area rises in

importance to the overall economic sector of aaegdr nation, its governmental

120



support to enhance infrastructure, and the respdmse infrastructure servicing

companies, such as airlines or telecommunicatisesr

Development of Nautical Tourism Strategy beyond Isafjoréur

The town of Isafjordur can, as a gateway commuraiffer the Westfjords a private
nautical tourism strategy that involves all of tiMestfjords. A designated yacht
cruising ground of this size stays attractive ef@rreturning vessels. With essential
infrastructure made available in major fjords apgrapriate management strategies
in place, it is yacht cruising that could defineeoof the tourism sectors that are
associated with the Westfjords. Such an economtoiseance established, could
support all rural coastal communities of the Westfs in a very unique way. The
tourism strategy could, for example, entail a harbertificate valid in all harbors
around the Westfjords, which has to be paid onlgeoWith it, initiative is given to
explore communities outside Isafjéréur but withive tWestfjords’ limits. Broader
implications would be initiatives for yachting eo#tiasts to circumnavigate Iceland,

either in their own or with a chartered vessel.

Differentiation and Quality Improvement of Offered Services

An often underestimated, but significant, factotoenrism is the quality by which a
service is provided. When the existing tourism reai& limited to a narrow degree, it
can be the decisive factor that determines sucgedailure in business. Icelandic
tourism service has the reputation to lack on serguality compared to those offered
in other countries used to a developed servicesimgue.g. USA, Canada, France).
That implies that even small service enhancemeetsrhe recognized quickly and
tourism services offered will be remembered as alawerage.

5.1.4 Threats

Environmental Threats

Town sewage and general harbor waste are considiered the major pollutant of

Pollurinn at the moment (Gharibi, 2011). Anotheotwn pollutant is a broken oil

pipe inside the harbor pier of Area I, which iskieg during low springtides. This

issue is considered taken care of since oil stoskgdl be transferred in the near

future towards the new oil pier in Area Il (Perso@@mmunication, Harbormaster,
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November 2012). Other environmental threats incladeppy swells and carried-
along debris in high springtides and strong sougiiwends. At times, both swell and
winds can increase to such a degree that the pedtecer inside Area | is reaching its
capacity to withstand forces.

Uncontrolled Development

Uncontrolled development is a major issue thattaofd‘boom-cities” and gateway
cities have to address. Those developments condidemhousing market, socio-
cultural structures, and development of single stidusectors. By defining strategies
including acceptable limits of change (LAC), suclkevelopments might be

counteracted (sedarina Management

Stakeholder Conflicts

The potential marina area is also used by the léishing industry and leisure
activities €.g. kayaking). The isafjordur Harbor office uses a thui¢y close to the
pier. Other stakeholders are private businessegshvdre actively making use of the
available key pier space. Designation of land- @terbased areas to the private
nautical tourism sector alone might lead to cotdliwith those stakeholders. The
interviewed visiting tourists perceived the actfishing harbor and close vicinity of
local business as ideal and authentic, which génee lbcation a certain charm.
Conflicts arise when the business is hindered umigon action. Minor issues would
be e.g.that larger recreational vessel user numberstieadngested parking in front

of business, hindering their activity.

Investor Uncertainty or Loss
Political powerful debates, unclear legislationd docal conflicts can all lead to an
overall negative perceived image for future develepts. In the worst case, feeding

the willing investor to many uncertainties destreysh chances.

Climate Uncertainty

Forecasts in climate change carry great uncergginfihey strongly depend on values
of environmental variables and their weight taketo iaccount when forecasting is
conducted. It is unknown how exactly the environmeil respond to the altering
climate. If, in fact, storm intensity over the aipated season increases, it might

render a complete region unfeasible for casualreational yachting activities.

122



Similar effects occur, when from the polar cruisarism industry (see 1.4) feared
alterations regarding drift ice developments ringet It can be expected that the kind
and degree of condition alteration (marine traffupporting or hindering) determine
future polar tourism areas. If traffic conditiongtlwveen the Westfjords and East
Greenland are enhanced, it will empower isafjdi®ugateway position. If the
opposite takes place, isafjordur will have no dreaw Greenland-bound private

nautical tourism.

Risk to Identity Loss

Tourism can be very, socially, economically, andviemmentally powerful. If
development is too profit-orientated and does rayt gttention to the local socially
and ecological environment, it can very quickly pap that an area looses its original

identity; either by visual appeal, social strucfurein its economic sector.

Competition
Marina competition from the same area or anothgrpasitioned towns or harbors

can seriously harm economic benefits from a deesloparina.

Decrease in Marina Demand
Global events, such as financial crises, politar&ées, or war can affect the tourism
industry so much that local demand for a marinaskes. Such events are, while not

anticipated, almost impossible to predict.

5.2 The Feasibility for a Marina in Isafjordur

The currently existing harbor infrastructure regagd leisure vessels has been
received with mixed feelings. While visiting vessdirst of all praise the floating
dock, the vicinity to the city center, the mix witbcal vessels, and the authentic
appeal of a working fishing harbor, they expectasditfacilities like toilets, showers,
washing machines and dryers, and hoped for doakeidilable Internet and local
infrastructure information on arrival. Local redieaal vessel owners are aware of
the advantage of a floating dock. Since vessel musbxceed the docks capacity,
especially with expected visitors, existing locetneational vessel owners welcome
any actions that increase docking space. Theisfaation with currently offered
services were mixed. Aside from dock space, tissues revolved around density of
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service on the dock (limited water and electrigtypply for all vessels), crane and
slip capacities and limitations, and winter storajge majority of the visiting vessels
and the local yacht owners are willing to pay higlees if better harbor infrastructure
were available. Both the Mayor and the managemeifgafjordur Harbor generally
support marina development, as they see severaffiteert could bring into town.
However, actions towards development have not geeandertaken.

A SWOT matrix delivering an overview of all aspecegarding a local marina
development in isafjoréur can be found in Tablés&fjordur and the Westfjords offer
a very attractive natural sailing environment tbamh be categorized as a developing
new market (see alshocal Opportunitiesunder 1.5.2). Private nautical tourism
increases overall attractiveness of the town arttbtiimes the locally found maritime
heritage without increasing stress on local roadamommodation capacities. As the
BLT — mapping showed, it further supports a var@tjocal and national brokers that
are directly and indirectly connected to marineviees and general tourism.
Welcoming private nautical tourists and local rati@al vessel users with
appropriate facilities offers a large spectrum adliional opportunities for the town,
including marketing and diversifying local econosegctors.

There are only two other areas in Iceland whiakeh their infrastructure into
account, could function as an Arctic gateway: ttapital area and Eyafjorour
(Akureyri). Neither of these places has similaraativeness as alternative sailing
ground nor shows an advantage in distance to E@stn@and or islands situated in
higher-latitudes. They do, however, feature a largeiety on marine and tourism
connected services. Visiting yacht owners prefergbenery and authenticity of the
surrounding infrastructure within Isafjérdur, inding localities, and rural fishing
industry coined settlements. Within Iceland as alhit is only Isafjérour that
fulfills their demand to a higher degree.

It is concluded, that any development in isafjérduith interests towards
private maritime tourism would benefit local brokemd the overall town image and
enhance the already existiggteway tourism communigharacter of isafjoréur. A
marina development is, considering certain conuaiitjofeasible. Those conditions
include the appeal of the marina in context of th&n, the services and qualities it
provides, and the mixture of visiting yachts witicdl leisure and industral vessels.
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Table 5: SWOT matrix for marina development injésatir, Iceland.

Desirable

Undesirable

Strengths (Improve)
Geographical Locatio(Gateway & Stopover Point)
Attractive Tourism LocatioiiNature, Wildlife, History, Town)
Water Space
Community Support
Marine Safety Net
No Terrorism or Piracy Issue
Stabile Political Order
Town Service Infrastructur@asic, Tourism, Marine)
Transport/Traffic Infrastructur@.and, Sea, Air)
Locals

Controllable
(Internal)

Weaknesses (Extinguish)
Short Season
Low User Numbers
Little Available Land Space
Traffic Infrastructure
Lack of Private Nautical Tourism Industry Cluster
(Development Strategy, Professional Management,edDirRelated
Educational Institution, Marine Associated ServicesProfessionals
(Diversity))
Administrative & Legislative Obstacles
Improper Waste Management
Entertainment Infrastructure

Opportunities (Maintain)
Local Economy & Planning
Branding(“Gateway to Greenland”)
Green Marina Certification
Existing DemandLocal & National)
New Market Creation
Redevelopment of Local Boatbuilding Industry
Investments into New or Combined Forms of Tourism
Cuisine
Creation of Maritime Industry Cluster
Accommodation Facilities
Increasingly Popular Destination
Development of Nautical Tourism Strategy beyondjdsaur

Uncontrollable
(External)

Differentiation & Qualitative Improvement of OffateServices

Threats (Reduce)

Environmental Threats

Uncontrolled Developmergincl. Socio-cultural changes)
Stakeholder Conflicts

Investor Uncertainty or Log€onflicts & Politics)

Climate Uncertainty

Risk to Identity LosgCompetitive Branding, Branding Conflict
(Coherence))

Competition(Towns, Marinas)

Decrease in Marina Demaii@lobal Economy, Global Conflicts)







5.2.1 Recommendations

Visiting yachts play a role in receiving importambn-local tax-return dollars. Staying
attractive to yachting tourists while expanding a@pes is important for successful
development. For Isafjordur, keeping the overadhiity as a historic and still-active local
fishing and trade center is key, and thus implesem the town’s local planning. That
planning should be extended into future developmeagarding a facility for leisure
vessels. A harbor development that positively ssegrvisiting yachters by facilitating all
their needs, but tactically keeps a fishing harbtmosphere, is the way to go. Focus
should also be paid to the single-user classedhaidspecific preferences. Being able to
satisfy diverse user groups maximizes income ssufea a marina-oriented development
it is recommended to use comprehensive, step-wigeamic planning that includes a
development strategy. This strategy should be ewvtiewith the community tourism
strategy and the local land-use plan and shouldtiaddlly follow a coastal zone
management plan, set out by the town. The marimered development strategy should
further implement regularly updated importance-peniance analysis, an LAC framework
(seeMarina Managementn 1.5.2), and sensitive, community based developmié is
further recommended to develop the facility forslee vessels foremost focused on the
local and national demand, since foreign visitogufes carry stark uncertainties.
Additional recommendations to enhance overall febiyi are given in the next two

sections.

Improve Strengths by Eliminating Weaknesses
Recommendations given in this section are diredtedthe local administration of

isafjordur and isafjéréur Harbor.

Short SeasarPromote yachting in the area to adventure tourstiseme tourists, and also
promote combined forms of tourism associated véty. winter sports and yachting.

Promote local opportunities at specialized conwersti

Low User Numberdncrease local and national user numbers by &direg in appropriate
places €.g. yachting magazinesja Iceland Tourism Board, general media) to the local

and foreign yachting communities.
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Little Available Land Spacdreassess current land use plans and existing ke and
optimize distribution of area and connected users.

Traffic Infrastructure Continue efforts on enhancing road networks, raality (tarmac),

and minimizing overall travel distance.

Lack of Private Nautical Tourism Industry ClustéEmploy industry professionals in
marina and/or overall management (developmentestyat Encourage local industries to
engage in businesses with recreational vessel ewieercater to their specific needs.
Advertise the potential for local charter businésstablish a meeting point for like-minded
locals and visitors that can act as knowledge cgenbevite foreign professionals for guest
lectures at the University Center of the Westfjodscourage yachting everdsy. classic

yacht event, explorer meet and great,

Administrative & Legislative ObstacteSimplify handling processes for leisure vessels
(paperwork). Promote existing legislative and adstiative issues on a national level to

push for changes. Improve international media dchneg. Update websites regularly.

Improper Waste ManagemenRethink and change existing facilities towarddstdye
availability and distinction of waste-type. Offegeey-water discharge point or facility, as

it is also usual for recreational camper vans.

Reduce Threats While Maintaining Opportunities
Recommendations given in this section are diredtedthe local administration of

[safjoréur and isafjoréur Harbor.

Environmental Threatsimplement tight environmental legislation and rpaie local
guidelines and a code of conduct. Achieve globadtigognized environmental label
standards that can turn a former threat into angthethat echoes positively on area
branding and market creation.

Uncontrolled DevelopmentCounteract withe.g. legislation, permits, and taxation as

regulatory tools.



Investor Uncertainty or LossSupport economy sectors looking for investorsrtyating
marina development plans and a public vision statégmthus confirming municipal

support for this economy sector.

Risk to Lose ldentityAssure coherent branding throughout the developraeea. New
development sectors and facilities should be ia-limith local tourism and general

development strategies. They can be controlledbal llegislation and approval schemes.

Competition Use location and marina branding. Maximize offeigervices and their
delivered quality. If appropriate, try to develoarimerships with the competition or
international (Greenland) partners.

5.3 Looking Ahead

It is hoped that findings of this thesis are helpéuisafjordur brokers regarding decision-
making and policy implementation. Additional ressmarcould foster development by
providing a clearer understanding of the directastp of the private nautical tourist and
local yacht owner. Such research could includesassent of expenditure coming from
visitors and local yacht owners, or research orsfsation level of locals, local yacht
owners, general tourists, and private nauticalistairit might also be of interest, where, in
particular, the private nautical tourist gathers thformation for their total journey, their

travels to Isafjoréur, and what time frame for pleny is used.
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Conclusions

Overview

As this study shows, private nautical tourism ia frm of yacht cruising is taking place
in high-latitude areas. The current high-latitudevate nautical tourist could be
characterized as adventurous, authenticity-driveppgsed towards overly touristic-
centered development) and environmentally concerBette this study investigated an
area only a fraction of the arctic and subarctidtay, it is overall tourist volume, counted
by vessel numbers and carried passengers thatreminown. Recalling that as private
business run marinas usually derive their basiconme from long-term users and
specialized marina services, the obvious is thah qausinesses will only be feasible in
clenched recreational vessel use areas, for nowrest as limited. It has been, however,
also shown that coastal communities throughouttbed benefit from receiving private

nautical tourists.

Prospects for Marinas in Iceland

As leisure vessel ownership data did show, saiisdeisure is by no means an activity
many Icelanders pursue. Still, Iceland offers fighindustry-related marine infrastructures
around the island. These infrastructures provide karbors, repair services for minor
issues, and provide basic supplies. Engaging furiiienautical tourism by attracting
international races, supporting the establishméatyacht charter market, and advertising
Iceland and its moderate accessibility from Eurtgperivate yacht owners, will induce a
stronger private nautical tourism sector in Icelg®dch engagement can be expected to, as
proven in other countries, seasonally support mastal communities. It is highly
guestionable, however, if income produced fromatewnautical tourists alone will sustain
such communities. For many reasons, vessel anvigimbers are unlikely to reach the
volume similar to established yachting destinati@®sneral shortcomings are presented by
a short season accompanied by uncertain weathetogewent. For now, the visitors’ main
expectation in these waters is rural fishing vidagn undeveloped surroundings with little
private marine traffic. Demanding waters that regjaidvanced skills and long travel times

for those who consider coming aboard their own eleisther sifts-out potential nautical



tourists. The latter might, nevertheless, suppeeravinter stays of foreign yachts in
Iceland.

With current private nautical tourist and localsiee vessel owner numbers, a
SWOT analysis for marinas anywhere in Iceland canelpected to show far less
feasibility as the one performed in this study,wéixception to the capital and possibly
Eyjafjorour area since their features include, heit own way, attractive local sailing
grounds and advanced infrastructure. At presentjnas considered as a stand-alone
business will only be economically viable, if at, @& high-populated areas that offer: an
attractive, safe, close-by, and unrivaled watercepwith quick sailing water entry;
generous land space; advanced marine service tinftage; general amenities and land-
based infrastructure; and, potential for largerglberm customer numbers. Some of the
biggest obstacles from an economics point-of-viee/ the costs for creating the marina
infrastructure, wages and availability for professil, but seasonally, employed personnel
servicing facilities and customers, and inconsistapacity utilization on land and water
over the year. In the end, the marina will stilhquete with prices and service offered by
the municipal-owned harbor, which does not depenadhcome from leisure vessels alone.
Services offered inside a marina must be thoseinetjuneeded, demanded, or requested
by customers and outperform comparable ones offieréts vicinity to validate its price
tag necessary for survival.

That being said, Iceland has the opportunity tal#sh a nationwide acting leisure
vessel based recreational industry sector. Witreggmpolitical and financial support for
welcoming private leisure crafts, which at a minimincludes appropriate pier space and
access to basic crew facilities, it will attract nagrivate nautical tourists, both domestic
and international. With such support, investmente new businessesg.local bareboat
charters, will be motivated and existing economgtas diversify, resulting in higher tax
returns. Should national yachting ever suddenlghrezolumes enough to carry a local
marina, adaptive and dynamic strategies consideaiingvolved stakeholders, ecological
protection, and the local community are stronglgoremended. Large investments
intended to solely benefit from foreign vesselsryeatrong uncertainties and are not

recommended.
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Prospects for Marinas in Arctic and Subarctic Areas

In many remote coastal communities, smaller wedéic of different kinds are used
to commute between communities. Usually, they haething in common with vessels
used by the long-distance cruising tourists. Avaliey of local facilities to secure and
service visiting vessels is directly related toithmportance for the area and can therefore
be expected to vary greatly between locations. idrcommunities, especially those
without alternative transport infrastructure, tlaatapt to private nautical tourists to any
degree (and make it known) can expect a gain omozo@ opportunities but must
consider associated, potentially irreversible, saxiltural changes. Bearing the outcomes
of the case study in mind, among offered opporiesivith development towards private
nautical tourism are: growth in importance and papty of the area; chance for location
branding; and, new market creation with additicg@nomic income sources. Anticipated
threats include, but are not limited to: unconablé development; stakeholder conflicts;
competition with other locations within the mariwieinity; decrease in demand; climate
uncertainties; and, environmental issues. Sucdesgshtablishment of marinas in high-
latitudes is believed to be slim and only more ljkieasible in locations with affirmed
gateway community character.

Recognizing the low number of existimggteway tourism communitigeroughout
the polar regions underlines their significant imipoce for territorial development
regarding private nautical tourism. Understanding adapting tagateway tourismwill
play a magnified role in rural economic developmemd the race of importance,
influence, and independence.

Arctic tourism will generally stay seasonallypesially in high-latitudes due to each
season’s weather and light characteristics. lixjgeeted that the extent of local alteration
caused by climate change will continue to be thestmimfluential boundary for
development. It is also hard to predict how privagitical tourist numbers and goals,
perceptions, and motivations for visiting the Accéind Subarctic will change over time,
thus transforming the market. Due to the naturaimeints and limited accessibility it is
highly unlikely that high-latitude sailing groundsver reach private nautical tourist

numbers similar to those of less demanding envientm



Closing Remarks

This thesis does not, of course, answer all questiegarding private nautical tourism in
the Arctic and Subarctic. Additional in-depth stslsimilar to those conducted for cruise
ship tourism with relevance to overall density ahstribution of private nautical tourists
(e.g. Arctic private nautical tourism hot-spots), theirect and indirect economic and
socio-cultural impacts, tourists’ behavioral patteras well as environmental impact
studies could compliment this study. Of economitenest are, in particular, studies
regarding cold-water yacht charter and combineoh$oof tourisme.g.yachting and hiking
or skiing, yachting and photography, yachting amihd. Attention should also be paid to
the technical evolution of any sector correlatechigh-latitude cruising, which enabled
this tourism sector in the first place.

The general approach of this thesis, in partictiar SWOT analysis, proved to be
very useful, and could generally be utilized in astydy correlating science with

management.
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Appendices

Appendix A

Q I Questionnaire and Semi-open Interview, Visiting Yachts

Interview Number: Date

e

Semi-open Interview
Masters Thesis Material: Marina Isafjorour

Nationality of Yacht:

Boat Type, Length, Draught, Width .

Crew number:
a. Actual:
b. Maximal Possible:
Travel Route
a. Coming from:

b. Leaving to:

Duration of stay in Isafjordur / Westfjords:

Expectations & Experience (What do they come for? What are their interests?):

a. Expectations Town:

b. Experience Town

¢. Expectation Harbor

d. Experiences Harbor

Harbor Improvements?
a. Current Style (Industrial Fishing Harbor)

b. Marina (Yachting Infrastructure)

Special Needs & Preferences?

Preparation for Trip (Route Planning, Safety, Technologies)

10. Knowledge of Airport in {safjorour? Y /N

¢ Would the airport be used for crew exchange? Y /N
* Are you using it for crew exchange? Y/ N
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Q II: Questionnaire, Local Yacht Owner

Questionnaire: Local Pleasure Craft or Sailing Vessel Owner

Are you happy with the current harbor facilities?
O Yes
O No

Would you prefer to have a fixed spot on the pier assigned to only your vessel?
O Yes

O Don't care

O No

O No opinion

Which harbor facilities do you use? Please list:

If you would be in charge of the harbor infrastructure and development, what would you like to
change?
Please state with degree of importance (e.g. Change #1, high priority: Change #2. low priority)

Do you support harbor developments towards a marina?
O Yes
O No

Motivation: If yes, why? If not, why not?

Would you be willing to pay higher harbor fees after development?
O Yes
O No



Appendix B

Table 6: Services provided in Isafjorour. Afterndson et al. (2009)

Service Group Provider

Information Service Tourist Information, Environmental Agency Inforneti

Center, RUV (National News Broadcast)

P()sturinn (Icelandic Post Service), Landsbankinan@,

Public Service Islandsbanki (bank), TM (insurance), Sjova (insegnVIS
(insurance), police station, fire station

Variety of shops including clothing, books, magazan
music records, office supplies, handcrafts, togsyejry,
optics, kitchen supplies, furniture, electrics atelctronics,
telecommunication, computer and software, beautyage,
hairdressers, sport supplies, flowers, hardwareresto
(Husasmigjan), musical instruments

Shops

. Vid Péllinn (Hotel isafjérdur), Edinborg, TjoruhdsiHusid,
RESHEWEIES ¢4 CEIEE Braedraborg Café, Café isol, Thai Koon
Hamraborg, Subway, Krilio, N1, Gamla Bakariid (old

ClemaiEl [Feme SevEs bakery), Bakarinn (bakery)

Groceries Samkaup, Bénus, N1, Hamraborg,
Gas Station N1, Olis, Orkan, fuel services for boats in thebloar
Health Care Regional hospital and health care center, privatslical

practices, dentist, physiotherapists, pharmacy

. _ 2 kindergartens, elementary school, high schoolsicnu

Educational Institutions . . :

school, center for adult education, University eent

. Municipal office, district commissioner, tax officeustoms,

Local Government Offices . . . .

National Marine Traffic Authority

Government Institutions, National Marine Institute, Environmental Agency

others

Hotel: Hotel isafjérdur, Hotel Edda (summer onlgdmping
ground: Tungudalur and Hoétel Edda; guesthouses:|&am

Accommodation Gistihusid, Litla Gistihlsid, Baendahdllin, HUsid dédin),
Gistiheimili ~ Aslaugar; vacation  houses/apartments:
Kvennabrekka, Massi, GentleSpaceApartments, anatpri
market

Transportation Daily public transport with buses in Isafjardabagstritt,
airport shuttle, 5 Taxis, during summertime busvises
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Tourism Services

from Reykjavik and Akureyri to isafjordur

Car rental, scooter rental, bike rental, campground
recreational boat pier, local tourism companie® (gection
tourism Isafjérour)

Table 7: Amenities provided in isafjérdur. Afteansson et al. (2009)

Sport

Religion

Cultural Center

Culture, general

Festivals

Nature

Soccer field, gym, indoor swimming pool, golf caeyrslpine
ski area, cross-country ski area, kayak, sailindjregy

Events: cross-country ski race (Fossavatnsgandaigthlon,
half-marathon (Oshlidarhlaup), senior soccer tomerat (Stéra
Pukamotid), swamp  soccer championship;  national
competitions: Soccer, Volleyball, Handball, Basleditb

Lutheran Church, Catholic Church, Pentecostal dhurc
(hvitasunnan kirkja), Bahai community, Sokka Gakkai
(Buddhists), Jehova’s witnesses

Edinborgarhusid (theater, handicraft workshops) art

Maritime Heritage Museum, Photo gallery, accordion
collection, model ship collection, comedy theatégirs, music
hall, various clubs, amateur theater group, 3 boshigardens,
library

Ski week (Skidavikan), music festivals (Aldrei &g sudur, vid
djupid), theater festival (Act Alone), cultural fasl
(Vetrarneetur)

Tungudalur forest, town shoreline, Hornstrandiryskeoback
riding, hiking, kayaking, sailing



Table 8: Existing marine based service infrastruetin isafjordur. Overview. Author’s observation.

Marine Based Sector Company

Engine & Machinery Service Frystikerfi Itd, Primur Itd, Gummibatarpjonusta

ur,

Timber Works Spytan ltd, Trésmidur Itd.

Electricity Straumur, Rafskaut Itd, P6llurin

Fittings Ellingsen, pristur

Safety equipment Gummibétarpjonusta

QOils, liquids N1, Olis

Land Based Storage Primur Itd.

Table 9: Directly private nautical tourism relatservices offered in isafjordur. Overview. Author’s
observation.

Directly Related Services Company

Cleaners Efnalauginn Albert, Massi

Shower Sundlaug isafjdrdur (swimmingpool)

Aviation Air Iceland
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