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Introduction 
 

This report will give an overview of socio-economic aspects and other management issues when 

linking maritime and underwater cultural heritage (MCH, UCH) with other Blue Economy 

sectors. MCH and UCH sites add an important dimension to our understanding of our region´s 

common history and legacy. MCH and UCH encompassing tangible remains such as submerged 

prehistoric and historic sites, coastal and underwater archaeology as well as the intangible 

components such as cultural practices, artistic and linguistic expressions, local skills, traditional 

and historical knowledge. 

The main sectors that can be linked with MCH and UCH are tourism and creative industries, 

which are in no doubt also connected to each other. Main issues considered in the report are 

connected to safeguarding cultural heritage in the world where the sea has multifold uses, and 

sometimes those other uses are considered more important than preservation of cultural 

heritage. The concept of Blue Economy and Blue Growth should address those issues and give 

guidance how cultural heritage can be used sustainably in the coastal and marine tourism sector. 

Thus, in the first part of the report an overview of the concept of Blue Economy and the sectors 

of tourism and creative economy will be given. Creative economy is not mentioned a different 

sector in the Blue Economy concept, but it is one industry where cultural heritage can be used 

as an asset. Creative economy together with tourism is also a part of people’s cultural well-

being, which is definitely an important factor in the contemporary society. 

Of course, it is important to know to which extent MCH and UCH have been dealt with in 

different projects and maritime spatial planning already, and for that reason an overview of 

different projects and maritime spatial plans of all BSR countries will be given in the second 

part. The descriptions of different projects were gone through in different Interreg programs, 

and key words such as maritime and coastal tourism, underwater heritage, cultural heritage 

were looked for. This analysis helps to map the general values considering cultural heritage in 

such a large financial program as Interreg, for it gives an overview of general attitude towards 

cultural heritage in contemporary European level. It can be said in advance that cultural tourism 

is not very popular financing platform in Europe today, but some very good examples were 

noticed. 



In the third part some future scenarios of what will happen to UCH in the BSR in 50-100 years 

from now. The main source to that was an analysis made by the State of Finland in their 

maritime spatial planning process.  

Different socio-economical aspects will be tested on Finnish-Estonian joint case study on the 

Gulf of Finland. Historical overview of the case study area encompasses quite a large part of 

this chapter, but it ist o highlight how rich history could potentially be an entry to a cultural 

heritage based touristic feature like has been made, for example, in Cultural Routes program.  

A questionnaire considering cultural heritage management in different BSR countries was 

conducted in March 2019. Answers were received from all BSR countries, also from those who 

are not BalticRIM partners (Latvia, Sweden, Norway).  

  



I Blue Economy sectors 

The concept of Blue Economy 

The concept of Oceans Economy or Blue Economy originates from the United Nations 

Conference on Sustainable Development held in Rio de Janeiro in 2012 (Smith-Godfrey 2016 

and ff). Since then it has been defined in various ways and has also been applied to the multiple 

maritime areas of the world. 

In short, Blue Economy is the sustainable industrialization of the oceans to the benefit of 

all (Smith-Godfrey 2016, 60), encompassing the effort to balance between the economic 

activities and the marine ecosystem with a purpose to achieve a resilient and healthy 

management of the marine areas.  

Blue Growth is the long-term strategy to implement Blue Economy on different marine areas, 

including the Baltic Sea. Blue Growth encompasses different sectors, including aquaculture, 

coastal tourism, marine biotechnology, ocean energy and seabed mining. The Baltic Sea agenda 

for sustainable growth was adopted by the Eurpoean Commission in 2014. One of the essential 

components to provide knowledge is maritime spatial planning, that helps to ensure an efficient 

and sustainable management of activities at sea. (Maritime Affairs 2019) 

Coastal tourism is one of the Blue Growth sectors mentioned in Maritime Affairs 2019. As part 

of EU's Blue Growth strategy, the coastal and maritime tourism sector has been identified as an 

area with special potential to foster a smart, sustainable and inclusive Europe. 

One of the final purposes of the BalticRIM project is to enlist Blue Growth sectors, where MCH 

and UCH can be considered important components, and to analyse the effect of the sectors to 

MCH and UCH so that the results could be effectively used in future maritime spatial planning. 

This part of the report will enlist the Blue Growth sectors connected to MCH and UCH and 

describe the possible effects of those sectors to MCH and UCH. The section of the report also 

looks at MCH and UCH and Blue Growth sectors as having mutual effect to one another. 

The Blue Growth principles adopted in different MSP projects were also asked in the 

questionnaire sent to BalticRIM parters and the representatives of Sweden, Norway and Latvia. 

According to the answers given by the parters and other BSR countries, MCH is considered in 

all Blue Economy sectors, but is not dealt with as a separate sector. 



Furthermore, it has been mentioned that the following sectors are most closely related to Blue 

Economy: tourism, shipping/ marine transport, port development, offshore wind energy, fishing 

and aquaculture. Tourism and recreation are the main sectors who can use MCH in a sustainable 

way. Other sectors could have an impact on MCH, but they usually do not consider MCH in 

their plans. 

In tourism often both cultural and natural heritage are considered and used as attractions. There 

are some newer directions in the tourism sector that were mentioned in the questionnaire: diving 

tourism, eco tourism, sustainable tourism. 

 

Tourism 
 

Smith-Godfrey (2016, 61) divides Blue Economy sectors into five levels of activities which are 

related to marine areas: harvesting of living resources, extraction of non-living resources, 

generation of new resources, and trade of resources and resource health. They are compatible 

with the sectors mentioned in the European Commission web site for Blue Growth (Maritime 

Affairs 2019). 

Blue Economy sectors (Smith-Godfrey 2016):   

1. harvesting of living resources 

2. extraction of non-living resources                    

3. generation of new resources                                                                  

4. trade of resources and resource health                                                     TOURISM                                                

 

Tourism and recreation belongs to the fourth level of activities (trade of resources), which are 

part of „maritime and marine culture and heritage“ (Smith-Godfrey 2016). The main drivers for 

the demand of tourism are urbanisation, thus the increase in living standard and thus better 

accessibility to cultural heritage objects. Therefore, the need for conservation and better 

management of cultural heritage objects also increases.  

Furthermore, natural heritage and protected areas have been considered as remedies to 

environmental problems (Silver et al 2015 and ff). Derived from that idea, cultural heritage 

could be used the same way in the recreational sector. It has been suggested that marine areas 

can function as natural capital (Silver et al 2015, 144), thus maritime and underwater landscapes 



together with cultural heritage can be seen as social capital as Kizos et al (2018) presented 

cultural landscapes. As also mentioned in the questionnaire, sustainable protection can be an 

engine for the development of tourism focused on both culture and nature. 

However, the growth of tourism sector produces several problems which are highlighted in 

Smith-Godfrey’s (2016, 62) fifth level (resource health). Growth in tourism can be seen as a 

driver for different rehabilitation activities, including pollution and waste technologies, 

security-related regulations and preservation/conservation demands.  

Baltic Sea has very unique preservation conditions, for it has quite a low salinity and 

temperature and at least in the northern part of the Baltic Sea the wood borer is absent at present. 

These conditions allow the iron ships as well the wooden ships preserve in a very good state. 

However, with climate change those conditons can change, especially the presence of wood 

borer who is currently inhabiting the southern Baltic Sea already. Several activites in the sea, 

including building in the sea (wind parks) and aquaculture can result in the change of the 

chemical composition of the sea water and the shift of sediments which can become risks for 

the preservation of UCH. Therefore, the tourism related to UCH must definately be managed 

and it must be included in maritime spatial planning in order to ensure its sustainable utilisation 

and balance in different Blue Economy sectors. 

Tourism has some directions which were mentioned in the questionnaire: diving tourism, 

ecotourism, sustainable tourism. Those subcategories of tourism will be explained shortly in 

this report. 

 

TOURISM

DIVING 
TOURISM

ECOTOURISM

SUSTAINABLE 
TOURISM



Diving tourism plays an important role in the tourism sector and it has a great impact on MCH. 

For that purpose, there are certain rules imposed to the divers who wish to dive to protected 

sites, thus dimishing the negative impact. It is clear that the number of divers visiting cultural 

heritage sites in situ is increasing yearly. Currently, the estimated number of divers only in the 

BSR is ca 300 000 and there are ca 10 000 UCH sites. Unfortunately, throughout the years, 

many UCH sites have been closed for divers due to looting, and use of unsustainable diving 

practices. This is a clear statement that it is important to promote the use of sustainable practices 

and sustainable tourism. 

The regulations for diving to protected heritage sites vary from country to country, but we all 

proceed from the same principles and look for answers to the same questions. The first 

underwater wreck park in the Baltic Sea was established by the Finnish Heritage Agency 

already in 2000 near the wreck of the Swedish liner Kronprins Gustav Adolf, which perished 

in the waters of Helsinki, Finland, in 1788. The objective of the establishment of underwater 

wreck parks and trails is to facilitate access to antiquities and ensure their sustainable 

management at the same time. As diving tourism is still developing, the managers of cultural 

heritage and the providers of diving services need to start together and follow the same 

principles. This is the only way to keep the underwater sites, which are sensitive to human 

impact, open to visitors for a long time.  

Ecotourism is defined as responsible travel to natural areas that conserves the environment, 

sustains the well-being of the local people, and involves interpretation and education (The 

International Ecotourism Society 2019 and ff). It rather deals with natural heritage, but cultural 

heritage is also mentioned as one aspect of it. Conservation is also an important part of 

ecotourism. 

In sustainable tourism stakeholder inclusion is emphasised, since it deals with different 

economic sectors (Sustaining tourism 2019). 

According to EU Strategy for BSR (Policy Area Tourism) (EUSEBR PA Tourism 2019) there 

is a clear indication about the relevance of the coastal tourism for the overall national tourism.  

There are over 3,2 million people empolyed in the maritime tourism sector and this sector 

represents over one third in maritime economy value (€183 billion) (Maritime Affairs 2019). 



The overall target is to establish a common and coherent BSR tourism destination. The actions 

are defined as facilitating durable networking and clustering of tourism stakeholders with 

proper geographic BSR coverage:  

1. To find areas of mutual interests within existing national tourism strategies as a 

basis to work on for future targets, related to the European Tourism Strategy; 

2. Establish a well working network of stakeholders on public and private sector; 

3. Design tourism products and services for the BSR as a coherent destination; 

4. Increase the number of jointly developed tourism strategy and policy documents 

focusing on more specific aspects of tourism in the BSR. (EUSEBR PA Tourism 2019) 

 

Cultural and creative industries 
 

Cultural and creative industry is quite a large economy sector, which is never mentioned in the 

context of Blue Economy or Blue Growth, but as it can provide well-being and jobs by creating 

intellectual property and using this as the primary sales argument, it is definately worth 

discussing in this context. According to international overviews1, the role of creative industries 

in the creation of jobs and wellbeing is rising constantly (29,5 billion jobs makes up for 1% of 

the whole number of jobs in the world and the benefits reach to $ 2,250 billion). 

The notion creative industries consists of characteristics of culture and economy. The notion 

has its beginning in the first creative industries work group meeting in the UK, compiled by the 

laborist government of that time. During the work group meeting different fields of creative 

industries were mapped and combined into a comprehensive analysis (Hartley et al 2013, 58—

59, 79), where the concept creative industries was used for the first time. The concept was 

                                                           
1 Cultural times. The first global map of cultural and creative industries, December 2015. 
https://unesdoc.unesco.org/ark:/48223/pf0000235710 
Mapping the Creative industries: a toolkit, Creative and Cultural Economy series ⁄2,British Council. 
https://creativeconomy.britishcouncil.org/media/uploads/files/English_mapping_the_creative_industries_a_to
olkit_2-2.pdf  
New and changing Dynamics. How the global creative economy is evolving, 2017, British Council. 
https://creativeconomy.britishcouncil.org/media/resources/BC_CE_New_and_Changing_Dynamics_2017.pdf  

https://unesdoc.unesco.org/ark:/48223/pf0000235710
https://creativeconomy.britishcouncil.org/media/uploads/files/English_mapping_the_creative_industries_a_toolkit_2-2.pdf
https://creativeconomy.britishcouncil.org/media/uploads/files/English_mapping_the_creative_industries_a_toolkit_2-2.pdf
https://creativeconomy.britishcouncil.org/media/resources/BC_CE_New_and_Changing_Dynamics_2017.pdf


defined as a sector of economy that is based on individual creativity, skills and talent and is 

capable of creating jobs and wellbeing by using intellectual property2. 

Cultural industry is the signifying system through which a social order is communicated, 

reproduced, experienced and explored (Hesmondhalgh 2002 in Markusen Professor et al 2008). 

The definition of the creative economy sector is based on consensus. It changes somewhat over 

time and differs by region. Cultural industry is a branch of the economy, which produces and 

distributes goods and services that are believed to have special properties, uses or purposes at 

the time of their development, which include or carry cultural value despite their commercial 

value. This includes theatre performances, the visual arts, cultural heritage - handicraft, 

museums, libraries, cinema, DVDs and videos, television and radio, video games, new media, 

music, books and printed materials. Creative industries, as opposed to cultural industries, also 

include other areas of the economy, which use culture as an input and have a cultural dimension, 

but the output of which is mainly functional (i.e., architecture - architecture, interior 

architecture, landscape architecture, planning (related activities), design - product and unique 

design, design services, fashion, advertising - advertising, media intermediation). 

Culture and creative industries are a vital resource in social development and capital. This sector 

has an important role in the world economy, be that the creation of jobs, innovation, added 

value or tourism. The economic value of creative industries is difficult to measure, but it should 

be taken into account in MSP. The main and strong problem in doing that is defining the statistic 

value of the sector, which needs to be done reat all Blue Economy sectors equally in MSP. 

Whereby its should be considered that the economic value of creative industries is cumulative, 

meaning, it grows in time. In this sense the potential of UCH has not yet been realised and even 

not known.  

  

                                                           
2 https://rito.riigikogu.ee/wordpress/wp-content/uploads/2016/02/Loomemajandus-maailmas-ja-Eestis-
dilemmad-ja-v%C3%B5imalused-K%C3%BClliki-Tafel-Viia-Andres-Viia-Erik-Terk-Silja-Lassur.pdf  

https://rito.riigikogu.ee/wordpress/wp-content/uploads/2016/02/Loomemajandus-maailmas-ja-Eestis-dilemmad-ja-v%C3%B5imalused-K%C3%BClliki-Tafel-Viia-Andres-Viia-Erik-Terk-Silja-Lassur.pdf
https://rito.riigikogu.ee/wordpress/wp-content/uploads/2016/02/Loomemajandus-maailmas-ja-Eestis-dilemmad-ja-v%C3%B5imalused-K%C3%BClliki-Tafel-Viia-Andres-Viia-Erik-Terk-Silja-Lassur.pdf


II UCH and MCH in maritime spatial planning 
 

Introduction 
 

MCH and UCH are mostly considered in national maritime spatial plans, but also in some 

international projects that depict maritime spatial planning as one of their subjects. The 

following chapter aims to describe different projects and maritime spatial plans where MCH 

and UCH are mentioned and/or studied to some extent. BalticRIM work package 2 GoA 4 report 

gives a more detailed overview on the national maritime plans of the BSR countries. Here is a 

more focused overview of how is cultural heritage involved in the plans, for this information is 

relevant to understanding the social and economicalimpact of valuing MCH and UCH in 

different countries. 

International projects dealing with MCH and UCH in the context of Blue Economy and 

maritime spatial planning 
 

Questionnaire for BSR countries 

 

A questionnaire about international projects concerning MCH and UCH in the context of 

maritime spatial planning and Blue Economy/Growth was compiled. First two questions 

concern MCH and UCH in maritime spatial planning. 

Q 1: In which ongoing MSP projects is your organization currently participating as a partner? 

Please list all projects and provide their web site links. 

Q 2: In which of those projects MCH is considered? Please explain separately for every project 

how MCH is considered and managed. 

There were altogether 9 answers by BalticRIM project partners, in addition from BSR Heritage 

Committe underwater work group members Latvia and Sweden. There was no answer from 

Norway. 

At the moment there are several ongoing projects which consider MCH and UCH in the BSR, 

but no other project beside BalticRIM is focused on cultural heritage in such extent as 

BalticRIM 



In other projects, such as Plan4Blue and BalticLINes cultural heritage is just one of many 

factors that influence the management of the Baltic Sea. In that sense Plan4Blue deals more 

with coastal tourism, while heritage, also intangible heritage is part of the coastal touristic 

perspective. 

Other ongoing projects 

 

The projects that have been financed by different programs of Interreg and Horizon2020 were 

looked thourgh.

 

• MUSES

• SEAPLANSPACE

Baltic Sea

• CHIMERA

• CO-EVOLVE

• CO-CREATE 

• SIROCCO

• INHERIT

• BLUEMED

• DESTIMED

Mediterranean

• APPRODI

• PORTODIMARE 

Adriatic and Ionian Sea

• NSW

North Sea

• ATLAS

Atlantic

• SOCLIMPACT

Islands



The Baltic Sea 

 

The project MUSES3 focuses on the multi-use of the Baltic Sea area, and cultural heritage is 

considered one of those uses. 

SEAPLANSPACE4 deals with the creation and standardisation of maritime spatial planning 

instruments in the Southern Baltic region. Cultural heritage is considered as one component of 

maritime spatial planning. 

 

The Mediterranean 

 

There are other seas in Europe beside the Baltic Sea, and there are interesting examples from 

the Interreg Mediterranean program, which are worth mentioning in this context. 

CHIMERA5 is a project that aims for innovation in cultural and creative industries, which also 

includes cultural heritage and managing all cultural assets in a sustainable way. 

Creative industries is also part of a project CO-CREATE6. 

Cultural heritage was considered as one aspect in SIROCCO7, which aims for the development 

of sustainable tourism. In that project mainly the MCH is dealt with rather than UCH. The same 

kind of project is CO-EVOLVE8. Only natural heritage is considered in INHERIT9. 

A project focused on underwater tourism in the Mediterranean is BLUEMED10, where UCH is 

the main subject. Spatial planning is also integrated in this project. 

Protected areas of the Mediterranean in maritime spatial planning are dealt with in  

DESTIMED11. 

 

                                                           
3 https://muses-project.com/  
4 https://seaplanspace.ug.edu.pl/  
5 http://www.chimera-project.com/  
6 https://co-create.interreg-med.eu/  
7 https://sirocco.interreg-med.eu/  
8 https://co-evolve.interreg-med.eu/  
9 https://inherit.eu/  
10 http://www.bluemed-initiative.eu/  
11 https://destimed.interreg-med.eu/  

https://muses-project.com/
https://seaplanspace.ug.edu.pl/
http://www.chimera-project.com/
https://co-create.interreg-med.eu/
https://sirocco.interreg-med.eu/
https://co-evolve.interreg-med.eu/
https://inherit.eu/
http://www.bluemed-initiative.eu/
https://destimed.interreg-med.eu/


The North Sea 

 

In the North Sea area a mentioning worth project is NSW12, where North Sea UCH, more 

specifically wrecks are considered in the context of Blue Growth.  

 

The Adriatic and the Ionian Sea 

 

MCH, more specifically ancient harbor sites as destinations of ecotourism are dealt with in 

APPRODI13. 

PORTODIMARE14 aims for establishing a geoportal for maritime spatial planners where 

information about coastal and marine activitites would be collected and stored. However, 

cultural heritage is not mentioned separately. 

 

The Atlantic 

 

ATLAS World Heritage15 aims for heritage-led economic and cultural development. 

 

Islands 

 

An interesting project funded by Horizon 2020 is SOCLIMPACT16, which deals with the effects 

of climate change on four Blue Economy sectors: coastal and maritime tourism, aquaculture, 

maritime transport and marine energy. 

                                                           
12 https://www.keep.eu/project/22526/north-sea-wrecks-an-opportunity-for-blue-growth-healthy-
environment-shipping-energy-production-and-transmission  
13 https://approdi.adrioninterreg.eu/  
14 https://portodimare.adrioninterreg.eu/  
15 http://www.atlaswh.eu/  
16 http://soclimpact.org/blue-economy-sector/  

https://www.keep.eu/project/22526/north-sea-wrecks-an-opportunity-for-blue-growth-healthy-environment-shipping-energy-production-and-transmission
https://www.keep.eu/project/22526/north-sea-wrecks-an-opportunity-for-blue-growth-healthy-environment-shipping-energy-production-and-transmission
https://approdi.adrioninterreg.eu/
https://portodimare.adrioninterreg.eu/
http://www.atlaswh.eu/
http://soclimpact.org/blue-economy-sector/


 

 

 

 

Conclusion 

 

To conclude the previous analysis, it is possible to claim that there are many international 

projects in different INTERREG programs which either consider MCH and/or uUCH, some of 

them even focus on it, but there are no projects which look at cultural heritage in the context of 

maritime spatial planning. The projects mostly deal with the sector of tourism, in which cultural 

heritage has an important role. Maybe the most interesting of the mentioned projects are 

DESTIMED and PORTODIMARE, which actually look at protected areas in the first case and 

also cultural heritage in the second case in maritime spatial planning. 

 

National maritime spatial plans 
 

Cultural heritage has an important role in national maritime planning process in different BSR 

countries. Maritime spatial planning processes are ongoing in several BSR countries, and in 

some countries the national maritime spatial plans have already been implemented. 

The following overview will provide the current state of national maritime spatial plans as 

available online. 

 

Estonia 

 

Estonia is currently in the process of drawing a national maritime plan. It has been dividend 

into sectors so that it would be possible to develop Estonian economy and protect the maritime 

environment through effective and integrating spatial distribution of different sectors: fishining 

and aquaculture, maritime transport, energy, submerged communications, maritime 

communication, tourism and recreation, protected sites, military, mining, coastal communities 

(Hendrikson & Ko 2018). UCH has been represented and taken into account in the planning 

process as one factor of localising other sectors. An interesting addition to Estonian maritime 



plan is the collaboration of local communities in giving information on the important 

recreational and traditional sites on the coast (e.g. swimming areas).  

There will be so-called county portraits which give information on each county separately: -

which maritime sectors are currently represented. There will also be information on how many 

wrecks there are in this county and how many of them can be used in underwater tourism. Some 

historical characteristics of each county will also be given (e.g. Vikings on Saaremaa county), 

which can be used in tourism and recreation. 

The maritime plan will also designate, in accordance with the UNESCO Convention on the 

Protection of the Underwater Cultural Heritage, wreck storage areas for those wrecks which 

cannot be preserved in situ. One of such areas has already been designated in Estonia -  in 

Tallinn Bay. Two shipwrecks have been moved into that area already. The wreck storage area 

in Tallinn Bay also has the potential for scuba diving tourism development. The area is easy to 

access and it is also safe as it lies between two shoals and there is no nautical traffic in the area. 

 

Sweden 

 

In Sweden the maritime planning process is also ongoing and will end in 2019. The sea area of 

Sweden is dividend into 3: the Baltic Sea, the Gulf of Bothnia and the straits of Skagerrak and 

Kattegat. The same principles have been used in all of those areas. According to the proposal A 

marine spatial plan combines economic policy, social and environmental objectives. It should 

contribute to achieving and maintaining good environmental status; the resources of the sea 

being used sustainably so that maritime industries can develop; and promoting coexistence 

between various activities and areas of use (Swedish Agency for Marine and Water 

Management 2018). 

There are such large sectors represented in the maritime spatial plan as attractive living 

environment (recreation, culture, toursim), energy, defence, general use and nature. 

Cultural heritage is considered a part of ecosystem services, and by heritage mainly the 

historical maritime coastal culture is meant. Cultural heritage is also mentioned under tourism 

and recreation. 

From different sites submerged Stone Age landscapes in Skåne and Blekinge have been 

mentioned. It has also been stated that The Swedish National Heritage Board has begun drafting 



assessment grounds and a plan for how national interest claims in the sea shall be pointed out 

(p. 65). World Heritage sites have also been mentioned. 

Ancient remains, such as wrecks are protected by the Heritage Conservation Act when they are 

older than 1850, but younger remains can also be taken under protection if they are valuable 

enough (p. 74). 

 

Latvia 

 

In Latvia the MSP process is also ongoing (Ministry of Environmental Protection and Regional 

Development 2018). UCH, including wrecks have been mentioned there in several cases and 

the preservation principles of all underwater heritage assets are stated in case of different 

sectors: healthy marine environment, tourism and recreation, and offshore energy. Not just the 

preservation of known underwater heritage has been emphasised, but also the identification and 

preservation of unknown underwater heritage in case of building projects (p. 15). 

Cultural heritage is also mentioned as an opportunity for viewing in the part concerning unified 

development of the BSR (p. 7). 

 

Lithuania 

 

In Lithuania the MSP process ended in 2013 and there isa n implemented maritime spatial plan 

(Blažauskas 2011). The cultural heritage part is quite short, it has been mentioned that there are 

no national monuments in the sea, but there are some known wrecks that should be taken into 

account when building projects are conducted (p. 27-28). Identification of new objects has not 

been mentioned. 

 

Poland 

 

In Poland maritime spatial planning has been an ongoing process since 2013 (Maritime Institute 

in Gdansk 2016). In the Polish MSP draft cultural heritage is represented by areas of cultural 

heritage – wrecks (including wrecks – war cemeteries), underwater remains of settlements. 



Cultural heritage is covered in pages 265-269, where it has been defined according to the 

UNESCO convention of underwater heritage and legal documents of Poland. The underwater 

sites have been mapped and the principles of protection described.  

The need for cultural heritage protection has also been mentioned in case of the areas for wind 

farms (p. 16). It has also been stated that in areas where the knowledge of underwater cultural 

heritage is incomplete according to the analysis made during the MSP process the sea bottom 

should be investigated prior to any building project (p. 17). Around the existing cultural heritage 

objects protection zones should be established. The maritime spatial plan also includes areas of 

archaeological repositories and spaces for archaeological park(s) in areas of more intense 

development of wreck tourism (diving). 

Synergies and conflicts were discussed with stakeholders and the conflict between trawling and 

preservation of UCH was brought up (p. 19). 

Damaging cultural heritage is also mentioned in connection of flood hazards (p. 143). 

 

Germany 

 

In Germany the national MSP only qualifys for the exclusive economic zone (EEZ), there are 

separate plans for every federal state. Mecklenburg-Vorpommern and Schleswig-Holstein 

border with the Baltic Sea. 

In the national MSP for the EEZ of Germany (implemented in 2009; Federal Maritime and 

Hydrographic Agency of Germany 2009) it has been stated that known underwater cultural 

heritage sites shall be taken into account when selecting sites for resource exploitation. If 

unknown cultural heritages are discovered in the seabed while exploring for or exploiting 

resources, adequate measures shall be taken to protect them (p.7). Cultural heritage has been 

selected as a non-living resource of the sea and this topic has been accounted under every 

separate sector of the sea area usage. 

In the Schleswig Holstein state spatial plan (Landesentwicklungsplan Schleswig-Holstein 

2010)17 which also includes maritime planning includes maritime heritage as one of the parts 

                                                           
17 
https://www.schleswigholstein.de/DE/Fachinhalte/L/landesplanung_raumordnung/Downloads/landesentwickl
ungsplan/landesentwicklungsplan_sh_2010.pdf?__blob=publicationFile&v=5  

https://www.schleswigholstein.de/DE/Fachinhalte/L/landesplanung_raumordnung/Downloads/landesentwicklungsplan/landesentwicklungsplan_sh_2010.pdf?__blob=publicationFile&v=5
https://www.schleswigholstein.de/DE/Fachinhalte/L/landesplanung_raumordnung/Downloads/landesentwicklungsplan/landesentwicklungsplan_sh_2010.pdf?__blob=publicationFile&v=5


of cultural tourism (p.106). The sea itself has been mentioned as a valuable landscape 

experience and therefore a view to the sea should be preserved (p.109). 

Cohesive areas of high archaeological importance in areas pre-selected for potential 

development such as mining and wind energy are identified for the regionaal MSP plans. 

 

Nordic areas (Norway ja Iceland) 

 

The maritime spatial planing document for the Nordic areas (sea surrounding Greenland and 

Norway, including the straits of Kattegat and Skagerrak) has been compiled in 2009 (Blæsbjerg 

et al) and it states the main principles that have been adopted. Cultural heritage has not been 

mentioned, only natural heritage in the context of marine protected areas has been dealt with. 

 

Conclusion 

 

To conclude, cultural heritage is handled differently in different national maritime spatial plans. 

There are also some plans where MCH nor UCH is not mentioned nor dealt with at all. It seems, 

all in all, that cultural heritage could be valued more in the society to be taken acount in spatial 

plans more accurately and more thoroughly. 

It is also evident that in the competition of many stakeholders the cultural heritage side is not 

considered so valuable as fields that are directly profitable for countries. 

However, from the perspective of UCH in Blue Growth, no areas suitable for diving tourism 

considering objects, accessibility, environmental conditions (visibility), safety and depth have 

not been designated in the MSP-s of different countries. 

  



III Future scenarios  
 

According to the EUSBSR and particularly EUSBSR PA Tourism, the BRS should be promoted 

as one brand and destination, built on sustainability as well as on cultural assets and nature. The 

Baltic Sea Tourism Forum in 2017 stressed to the engagement of the public institutions and 

administrations, in terms of political commitment to support the entire process. The focus is on 

implementing the UN 2030 Agenda for sustainable development Goals (SDGs), particularly 

the SDG 12: Develop and implement tools to monitor sustainable development impacts for 

sustainable tourism which creates jobs, promote local culture and products. 

Tourism is an important source of employment and income generation, particularly for local 

economies and remote communities, where economic opportunities may otherwise be limited. 

Maritime tourism depends on maintaining the health and resilience of the marine environment 

so that people can continue to enjoy and use it. Tourism, however, exerts serious pressures on 

the environment, as it leads to the building of infrastructures (e.g. marinas and ports) and the 

use of the sea by people. Mass tourism and cruise tourism can cause pollution similar to any 

other industry (e.g. air emissions, noise, solid waste and littering, release of sewage)18.  

A great environmental factor that has an effect on MCH and UCH, but also on maritime and 

coastal tourism which are closely connected to cultural heritage, is climate change (discussion 

below concerning climate change and tourism is adapted from the SOCLIMPACT project site). 

Tourism is highly sensitive to climate change and therefor isi s necessary to research climate 

change and also prognose climate for the future in order to forsee events and adapt economy 

and society for them. 

The climate change may most probably result in the transformation of geography of tourism. 

One of those changes may be the northward movement of popular touristic locations, for 

instance to the northern areas of the BSR, where especially UCH is very well preserved due to 

optimal conditions (quite sweet water to preserve steel wrecks, no woodworm to eat wooden 

wrecks, etc), even compared to the Southern Baltic Sea. 

However, climate change has aspects that effect all areas equally, e.g. sea level rise. This results 

mostly in erosion and therefore loss of beach area which is quite important part of touristic 

destinations. Decrease in coastal tourism also results in decrease of underwater tourism, which 

                                                           
18 See https://water.europa.eu/marine/topics/activities/tourism-and-recreation  

https://water.europa.eu/marine/topics/activities/tourism-and-recreation


in the BSR is still rather a niche in all tourism types. More of the climate change factors on 

coastal and maritime tourism can be observed at SOCLIMPACT site19. 

 

Development of the tourism industry 
 

Interesting future scenarios have been provided by the developers of the Finnish national 

MSP.20 Different aspects like environment, politics and industry sectors have effects on the 

Baltic Sea, its cultural heritage, and tourism in the area. Thus there are scenarios of the state of 

tourism in 2050: increase of cruise tourism (inflow of Asian tourists) and decrease of nature 

tourism or in the contrary due to environmental awareness; or very little tourism at all and 

instead only some local recreation due to radical change in political situation and life quality of 

people. 

It is likely that the future of the utilisation of UCH and MCH will depend on which factors that 

impact it are stronger. However, most probably the real future will include some aspects from 

all scenarios. 

According to scenario 1 the development is guided by the interests of large corporations. Cruise 

tourism on the Baltic Sea as well as the influx of Asian tourists will increase significantly. As 

large corporations prefer profitable use of the sea, the sea will be in poor state and cultural 

heritage not as much valued as would be necessary for its longer preservation. As tourism is 

more focused to large cities, UCH is probably not used in tourism very much. 

According to scenario 2 development is guided by nature preservationists. As environmental 

awareness has been increased compared to earlier times natural and cultural heritage is used in 

tourism a lot. Local travel is more preferred by people. 

According to scenario 3 there are political tensions in the Baltic Sea area, therefore tourism is 

quite difficult due to lack of personal wealth and difficult political situation in the Baltic Sea 

area. As people are not very wealthy, then diving tourism is probably not very spread any more 

for it is quite costly. Local nature tourism seems more likely for this scenario. 

                                                           
19 http://soclimpact.org/blue-economy-sector/coastal-and-maritime-tourism/  
20 https://www.merialuesuunnittelu.fi/wp-content/uploads/2019/04/Merialuesuunnittelun-skenaariot-
LUONNOS_englanti.pdf  

http://soclimpact.org/blue-economy-sector/coastal-and-maritime-tourism/
https://www.merialuesuunnittelu.fi/wp-content/uploads/2019/04/Merialuesuunnittelun-skenaariot-LUONNOS_englanti.pdf
https://www.merialuesuunnittelu.fi/wp-content/uploads/2019/04/Merialuesuunnittelun-skenaariot-LUONNOS_englanti.pdf


 

Creating cultural routes 

 

One possibility for that is the Routes4U project21, where routes based on different topics have 

been offered and promoted as touristic locations (e.g. Viking route). Routes4U implements 

activities for the four EU macro-regions related to cultural heritage and sustainable tourism in 

view of regional development. Among the highlighted activities: Research and guidelines on 

sustainable cultural tourism, a digital platform to discover Cultural Routes landmark sites and 

less-known destinations in the EU macro-regions and the assistance of new cultural routes 

projects in view to the certification “Cultural Route of the Council of Europe”. 

 

Creating the diving parks 

 

It is also possible to approach that statewise by marking underwater monuments which are also 

popular diving destinations with buoys and information for diving tourists as was done in course 

of the project BALTACAR22. One way of showing underwater objects to a wider public who 

do not dive is making 3D models of shipwrecks, which was also done by the BALTACAR 

project.23 Such activities should be ongoing in all BSR countries. 

 

Underwater cultural landscape of the Baltic Sea on the Way to World Heritage 

 

UNESCO declares that there are significant economic benefits to obtaining a World Heritage 

(WH) designation. Through an increase in tourism and global awareness, local economies 

surrounding cultural and natural sites should benefit from having a designation (UNESCO, 

2010). Conventional wisdom is that as a WH designated site, there will be an increase in the 

level of public awareness which would in turn spark an increase in visitation to the area. 

 

                                                           
21 https://pjp-eu.coe.int/en/web/cultural-routes-and-regional-development , 
https://www.coe.int/en/web/cultural-routes  
22 http://database.centralbaltic.eu/project/67 , https://projectbaltacar.eu/  
23 See e.g. https://sketchfab.com/3d-models/the-dalaro-wreck-bodekull-9dd0c8b9f37f4ea284569ee313d81ad3  

https://pjp-eu.coe.int/en/web/cultural-routes-and-regional-development
https://www.coe.int/en/web/cultural-routes
http://database.centralbaltic.eu/project/67
https://projectbaltacar.eu/
https://sketchfab.com/3d-models/the-dalaro-wreck-bodekull-9dd0c8b9f37f4ea284569ee313d81ad3


 

The Baltic Sea is a giant underwater museum 

 

The challenge for UCH authorities in the BSR is the promotion of this unique and sensitive 

heritage and its innovative and sustainable use in the economic sector, and raising awareness 

of its universal value both within the BSR and elsewhere. UCH in the BSR has not been 

designated as a WH site so far, but the designation would help the area benefit economically 

from it a great deal, value the unique envrionemnt of the Baltic Sea and develop tourism in the 

BSR.  

 

Developent of the cultural and creative industries 
 

Areas with a bigger proportion of creative industries are more attractive for tourists. However, 

it is difficult to to show the benefit of cultural and creative industries to Blue Growth until the 

statistical value of this industry has been defined. 

The underwater landscape of the Baltic Sea is a unique ecological and cultural-historical 

environment resulting from the combination of a long and rich seafaring history and good 

preservation conditions. For example, the remains of wooden shipwrecks in the northern Baltic 

Sea, many of them hundreds of years old, often sit upright with masts and rigging still intact. 

In this respect, the Baltic Sea is a giant underwater museum, with many well-preserved UCH 

objects surviving because of the brackish water limiting the distribution of shipworms (see 

Björdal and Gregory 2011). From prehistory until the end of the days of sail, ships were 

embellished with various painted and carved decorations (Kalmring & Holmquist 2018, Peters 

2013). Many traditional skills have been lost, or are in decline.  

UCH in the Baltic Sea can be the significant source of knowledge and inspiration for 

creative industries. 

  



IV Pilot case 
 

To visualise certain synergies between different sectors the Estonian-Finland case study about 

the Gulf of Finland  was chosen as an example (see fig 1). 

 

Fig 1. Est-Fin case study area between Helsinki and Tallinn together with all located UCH 

objects. 

  



Description of the Estonian-Finnish pilot case 
 

Estonian area encompasses 564 discovered wrecks, of which 89 are currently designated as 

national monuments. In addition to wrecks Estonia has 17 underwater or half underwater sites 

that have been designated as national monuments. In addition to national monuments Estonia 

has several maritime sites with cultural value. In Estonian-Finnish case study area there are 26 

national underwater monuments, including wrecks and sea fortresses. 

The case study area consists of a maritime corridor in the Finnish Gulf between the cities of 

Tallinn and Helsinki. More specifically, the northern end of the area comprises the historical 

area of Old Helsinki (modern Helsinki and parts of Sipoo and Espoo) and the southern end is 

bordered by the Tallinn Bay (administrative borders of Tallinn), Naissaar and Aegna Islands. 

Cultural heritage sites in this area include shipwrecks from different periods, historical harbours 

of Tallinn bay, historical sea routes between Tallinn and Helsinki, the fortresses in Tallinn 

(Toompea) and Helsinki (Suomenlinna World Heritage Sea Fortress). In the Helsinki 

Underwater Park with the shipwreck Kronprins Gustav Adolf the Helsinki maritime cultural 

lanscape is already presented to the public. 

The purpose of adding this case to the project is to achieve a more sustainable inclusion of the 

MCH of Tallinn and Helsinki coastal areas to the maritime spatial planning (MSP) of this 

region. The water area between Tallinn and Helsinki form a unique seascape that has been in 

intensive use as a water route for many centuries. The combination of historical and natural 

sites, and a rapid contemporary development of local real estate and infrastructure need deeper 

analysis from socio-economic perspective to find more relevant planning solutions. 

In the Estonian side of the case study area there are 26 national monuments, including 25 

historical wrecks from different periods and 1 set of a sea fortress remains (dating unclear). In 

addition to national monuments there are about 70 known wrecks from different periods that 

potentially have a cultural value. 

In the Finnish side here are 146 wrecks in Helsinki municipality sea area 

- 44 are protected sites 

- 32 are possible (tentative) sites, they have not been dated/researched 

- 6 sites are of “other cultural heritage site”-type 



- 1 is a find site (a rudder) 

- 59 are listed as “other sites” – they have no legal status. 

 

There is a piece of intangible heritage that encompasses the sea area between Helsinki and Tallinn, 

which is called Suomen silta/Soome sild (Finnish bridge) – during Soviet regime, a “bridge” formed by 

sea traffic, which brought western ideas and values between Finland and Estonia. 

The first BSR dive park Kronprins Gustav Adolf is also located in the Est-Fin case area, which indicates 

the suitability of this case area to be used in the analysis of socio-economic effects and management 

issues. 

 

  



Historical overview of the use of the Finnish Gulf and its shores 
 

This overview indicates the touristic potential of the rich archaeological and historical past of 

this area in tourism promotion. 

Introduction 
Finnish Gulf has been used as a shipping route and part of a wider trading network for centuries. There 

is some archaeological evidence of connections between both shores of the Finnish gulf since Stone 

Age. This chapter will give and overview of the historical use of the Finnish Gulf water area together 

with references to different types of sources (publications, archaeological material, written sources), and 

the history and shift of Tallinn and Helsinki harbors in time. 

Tallinn area as a long-term harbor and trading site 
Tallinn as a geographical area is in a very suitable place for a harbor/landing site, but the site itself has 

shifted a lot since the Viking Age. Unfortunately, we do not have any records about earlier times, but 

nevertheless it is possible to speculate that the later route might have existed at least in a local level even 

before the vikings integrated it into their wider communication Network. 

Earliest traces of communication over the Gulf of Finland 

Human settlement in Tallinn are ais about 5000 years old. Traces of Comb Ceramics and Corded Ware 

cultures were found from Vabaduse Square in Tallinn, when there was a favourable settlement site 

during about 2500-2300 BC (Kadakas et al 2010; see also coast line reconstructions in Saarse & 

Vassiljev 2010). The other part of probably the same settlement (or a close neighbouring settlement) 

was found from the Pärnu Road site on the foot of the Tõnismägi hill first in 2010 (Karro et al 2011) 

and additional material of such character has been found later, as well (Bernotas et al 2017). A piece of 

Corded Ware ceramics that was found from Pärnu Road site in 2010 refers to the possibility of such 

contacts, for this subtype of ceramics is much more regular in Corded Ware sites in Finlnd and Sweden 

(Karro et al 2011, fig 2). 



 

Fig 2. Piece of Corded Ware ceramics from Pärnu Road site that refers to contacts over the Finnish Gulf. 

AI 6983:181. 

Toompea cliff as a possible ancient cult site? 

There is a very distinguished geological site next to Tallinn Bay, where Tallinn was later built. The cliff 

has definately functioned as a navigation mark and might have also been a natural sacred site next to 

which a trading site emerged. There are several such examples from the Baltics and Northern and 

Western Europe, where Viking Age trading sites together with harbors were situated next to such natural 

sacred sites. For example, Visby was settled next to a sacred site called Vi on a high limestone coast, 

and Arkona on the island of Rügen was the most well-known sacred site of the Vends, which was also 

situated in similar geographical conditions (see further in Mägi 2015, pp 114-119). So it is possible that 

the Estonian Toompea had a similar kind of a function. However, it is quite hard to date how many 

centuries back in time such a function of Toompea cliff actually dated. 

Early Metal Age use of the Tõnismägi hill 

The foot of Tõnismägi hill provides more interesting archaeological material that proves its usage in the 

Bronze Age and Pre-Roman Iron Age (Bernotas et al 2016). Samples that dated to those periods have 

also aquired from other sites close to Tõnismägi hill. There was probably a boggy area between the 

River Härjapea and Tõnismägi-Toompea with a small stream flowing from the spring of Karja to the 

Härjapea river. The Karja spring was very close to the mentioned settlement in the foot of Tõnismägi 

hill and enabled potentially the transport of goods to the estuary of the river Härjapea, which was the 

passage from Tallinn Bay at that time (fig 3; Mägi 2015, see also Tamm 2003).  



 

 

Fig 3. Topographical situation at present Tallinn in about 1000 AD. Joonis 2.8. 1 – archaeological 

findings up to 1000 AD; 2 – C14 dates up to 1000 AD, 3 – probable coast line in 1000 AD; 4 – prehistoric 

cultural layer; 5 – roads; 6 – peat lakes; 7 – boggy area. (map in Mägi 2015, p 42).  

An interesting parallel of the Bronze and Early Iron Age ceramics, found in Pärnu Road site (Karro et 

al 2011; Bernotas et al 2016; see fig 4), which might refer to the mobile nature of the community living 

there, comes from Bolshoy Tyuters (Suur-Tytärsaari) in the eastern side of the Gulf of Finland (Carpelan 

& Uino 2003). There is a site very similar to the site in Pärnu Road, which might refer to connections 

and communication in the very period over the Gulf of Finland. 

Moreover, some suggestions have been made that in the Roman and Middle Iron Age larger migration 

from Estonian coast took place possibly to Finland for the archaeological material grows very scarce in 

Estonia at that time (Vassar 1966; Vedru 2005). Of course, it is not clear whether the lack of 

archaeological sites speaks of migration of inhabitants or rather the change of political and social 

traditions which made sites not findable for future archaeologists (Vedru 2005). 

 



 

Fig 4. Piece of ceramics from Pärnu Road site which is the same type as in Bolshoy Tyuters. AI 

6983:166. 

Viking Age harbors and trading sites on the northern coast of Estonia 

 

Most of the pre-Viking and Viking Age trading sites were situated not directly by the sea, but a little 

towards inland, a few kilometres upstream a river or inside a small bay. Viking ships did not have a 

draught and due to this characteristic it was possible to navigate in shallow coastal waters and rivers 

with them, so this kind of position of trading sites was approachable for them (see e.g. Mägi 2004). It 

seems that following this logic, the site mentioned in previous subsection functioned as a pre-Viking 

and Viking Age trading site as was Iru outside present Tallinn by the Pirita river (Mägi 2015; 2018). 

Several traces of Viking and Pre-Viking activity have been found on the eastern side of the mentioned 

boggy area to the west of the Härjapea river and in several places inside the medieval town of Tallinn 

(see fig 3) in addition to the Pärnu Road site, where the activity of this period is rather scarce compared 

to Early Metal Age activity. This shows human activity in the present Tallinn area, but as the agricultural 

hinterland is absent, then only the function of a trading and harbor site can be speculated (Mägi 2015; 

2018). Such trading sites usually had a defending hillfort nearby, which in case of Tallinn was situated 

not on the Toompea cliff, but on the Tõnismägi hill instead that was protecting the trading site on the 

foot of the Tõnismägi hill from the inland side (Mägi 2015).  



 

Fig 5. Location plan of archaeologicalsites of the Viking Age and the Late IronAge in the area between 

the rivers Jägalaand Pudisoo. 1- hillfort, 2- flat cemetery,3- probable flat cemetery, 4-settlementsite, 5- 

size of village in ploughlands, 6-hoard. Harbor site and the hillfort have been marked with a red circle 

(Vedru 2005, 3). 

There is another example from an ealrier period in the east of Tallinn, in the settlement area around the 

hillfort of Muuksi. A Viking Age harbor site has been found from an ancient bay close to the hillfort 

(Vedru 2005, 7, fig 5). Such harbors were possibly also used for communication between the Estonian 

and the Finnish coast. There are no other such harbors in that area, so it is possible that the Tsitre harbor 

site was the most important one in the area. Ceramics distinct to the Viking Age (polished surface with 

cord impressions) has also been found to have spread both in Northern Estonia and also in the Finnish 

coastal areas (Vedru 2005, 7). This also speaks of possible cultural contacts or more likely a united 

cultural sphere in the Viking Age. Another artefact type which indicates contacts between Estonia and 

Finland in the 10th-11th centuries is the equal-armed brooches which are mostly found in Sweden and 

Finland, but recently quite a few have been uncovered from North-Estonia, as well (see Kiudsoo et al 

2012, see see fig 6). The brooches have been found from the settlement areas connected to the Jägala 

river which used to function as a trade route inland from the Gulf of Finland. 



 

Fig 6. Plan of the Jõelähtme-Jägala middle course settlement area: finding place of the Finnish type of 

equal-armed brooches (Kiudsoo et al 2012, 237). 

Medieval period and the beginning of Tallinn as a town 

Tallinn was overtaken by the Danes in 121924, but by that time the Viking Age trading site was probably 

already lost its importance, however, that date is the beginning of Tallinn as a town.  

The conquest of Tallinn was a result of the 1218 treaty between the bishop of Riga and the Danish king, 

according to which the Danes committed to protect the City of Riga and the northern Baltic Sea against 

the Osilians, who were the main threat of the northern Baltic Sea area at that time. Initially the Danes 

headed for Saaremaa, but they ended up in Tallinn, for they failed to conquer the Osilians. Therefore 

they decided to take the main nodal point on the trade route to the east. (Tiik 1957) Tallinn was probably 

the main nodal point in the Finnish Gulf, because the Finnish coast was considered too dangerous for 

shipping in the prehistory and Medieval period (Mägi 2015). 

Osilians, on the other hand, became so active probably because they did not profit from trade any more, 

for the trade route had changed its course by the 13th century, passing Gotland and the Gulf of Finland 

on its way to northwest Russia, but leaving out Saaremaa. (see fig 7; Mägi 2011) 

Saaremaa was finally defeated by the Germans, and the locals were used to fight aganist the Danes in 

northern Estonia, which was defeated some months later in 1227. The purpose of fighting over Tallinn 

was probably its status as a nodal point on the trade route to Novgorod. (Tiik 1957; Mägi 2011) 

When the Germans conquered Tallinn, a number of merchants from Gotland and Lübeck probably 

migrated to Tallinn and local merchants therefore lost their status and role (Tiik 1957). New merchants 

had other kind of communication network and this helped Tallinn become one of the towns in the 

Hanseatic trade network. 

                                                           
24 It was probably not so much of a conquest than rather a treaty with local inhabitans according to which they 
were allowed to stay in the hill fort of that time (Tiik 1957; Mägi 2011) 



The Danes had started to build a stone castle on the Toompea cliff instead of the Tõnismägi hill, where 

the old hill fort probably stood, and the harbor also changed its location. The Medieval harbor was 

probably situated at the place of the modern Old Harbor (Vanasadam) (Zobel 2001). It is quite common 

in the shores of the Baltic Sea that the Medieval town was established some kilometres away from the 

Viking Age trading site, but remained connected to the same river estuary or bay (Mägi 2015, 70). 

 

Fig 7. Trade routes passing Old-Livonia in the 13th century (Mägi 2011, 318). 

13th-16th centuries were the period of Hanseatic League, of which Tallinn was a member, while 

Helsinki had not yet been established (Helsinki was established in 1550). Hanseatic ships called koggs 

had a deeper draught, which lead to changes in harbor construction (deeper water was needed) and 

location as mentioned above. There are some evidents of Hanseatic trade in Tallinn, too. In 2015 a kogg 

built the end of the 13th century, but used in the beginning of the 14th century was found in the coastal 

area of Tallinn (Roio et al 2016).  

In the 16th century after the period of wars there were vast political changes, that caused the end of the 

German power in Old-Livonia, which also caused the change of trade routes, the weakening of the 

Hanseatic League and the breakdown of the Hanseatic network. 



The harbor area of Tallinn provides interesting historical and archaeological information on its past and 

development. It is not certain when exactly the harbor was moved to its present location near the Great 

Coast Gate (Suur Rannavärav) of Tallinn, but it seems that it happened sometimes around the 13th 

century, after the Danes had built their castle on the Toompea Hill. For the castle on the Toompea Hill 

the location of the harbor seems to be the most logical. Beforehand, as mentioned above, the harbor was 

probably in the estuary of the Härjapea river, a little southwards from the Old Harbor. 

As said, it is not certain when the harbor was moved there. The first written records about the building 

process of the Old Harbor date back to the 14th century. In the 15th century there were probably several 

jetties and a tower to defend the harbor. In the 16th century the tower has been mentioned as a fortified 

stone tower. The jetties were destroyed by the storms several times and rebuilt afterwards. (Kreem et al 

2019) 

From Estonia to Finland 
Prehistoric and Medieval navigation was conducted only by coasts without letting dry land from the site. 

This i show the Gulf of Finland was also passed through, however, due to several island in the gulf it 

was possible to cross it. The shortest way from Estonia to Finland is between the islands of Mäkiluoto 

in Porkkala (Kirkonummi) and Naissaar, where it is possible to cross the gulf without losing either coast 

from the site. When approaching north Estonian coast, it is possible to find shelter from northwestern 

winds only in Tallinn Bay. And as earlier the ships had lower draughts, it was possible to use the gulf 

between the islands of Aegna and Kräsuli, which presently is not crossable for ships and boats. (Tiik 

1957; see also fig 8)  

Another place to find shelter was the estuary of the river Pirita which together with the hill fort of Iru 

was also mentioned above. In the Medieval period the monastery of Pirita marked this important nodal 

point (Mägi 2011). 

When ships sailed from the east to the west, Tallinn Bay was the only place on the way to find shelter 

from the unfavorable western winds and wait for the weather to improve (Tiik 1957). 

It is quite obvious that Tallinn Bay was the most important nodal point on the southern shore of the Gulf 

of Finland and on the trade route to Novgorod and other Russian territories.  

 



 

Fig 8. Movement of Swedish navies during the 18th century in the wars with Prussia and Russia. Note 

Tallinn Harbor buildings in the 18th century (State Archive of Sweden, SE/KrA/0425/17/313). 

 



 

 

Uusimaa region as an area of a long-term coastal inhabitance 
 

Archaeological data on the settling of the coastal areas in prehistory 

From the Stone Age, the people living in the Finnish coast had close connections with the 

eastern Baltic area, including Estonia. In 3900-3500 BCE groups of people migrated to the 

Finnish south coast from the areas of modern Russia and Estonia. There are numerous Stone 

Age settlement sites in the study area from Kirkkonummi to Helsinki, for example the well-

known Vantaa Jönsas and Espoo Sperrings. Pollen samples testify of cultivation in the Uusimaa 

area in Bronze and early Iron Age. However, when we move towards the middle of Iron Age, 

the area seems to loose population. Some continuation is visible in stray finds, but during AD 

400-800 there seems to be a real void of settlement in the eastern Uusimaa and Helsinki area, 

as in archaeological terms there are no sites or finds visible and pollen samples do not show 

any agriculture at that time. The situation begins to change in the Viking Age, and from AD 

1000 onwards land cultivation begins again in Espoo, Helsinki and Sipoo. (Leskinen & Pesonen 

2008, 79-80). Continuous agricultural settlement in the Uusimaa region dates back to Middle 

or Late Iron age, however, it has been estimated that the region was sparsely populated 

(Haggrén et al 2007). Burial cairns dating from Pre-Roman Iron Age to Migration period show 

that the coastal zone was taken in use sometimes around then (Jansson 2011). A general trend 

surfacing from paleo-ecological is that the population of southern Finland grew exponentially 

from the late Iron Age onwards. The samples show an expansion of cultivaltion in ca. 700-1200 

AD (Alenius 2011). 

The spread of different period burial sites has also been studied and found that they are mostly 

connected to the coastal zone and inland waterways (rivers), and often are situated far in the 

archipelago (Jansson 2011). Such orientation towards the sea also refers to communication with 

coasts nearby, also with the Estonian coast. In large parts of the Finnish southern coasts, the 

tradition of burying the community leaders into stone cairns continues from the Bronze Age to 

the Iron Age without break. These burial monuments were erected on elevated places, separated 

from the dwelling sites. During the Iron Age, several other types of cemeteries emerge to the 

coastal agricultural zone, such as tarand-graves, which are also present in Estonia. The existence 

of burial cairns in the archipelago testifies of an Iron Age community, which had adapted to 

multiple subsistence strategies, where seafaring, fishing, hunting and foraging the seaboard 



provided ample substenance as well as more land-based agriculture, animal husbandry and 

hunting. (Tuovinen 2011, 14-15 and references there).   

The Uusimaa area was under jurisdiction and usage of Häme and cultivated by farmers 

originating from there at least from the Viking Age onwards. The area was also actively used 

by fishermen and farmers from Estonia, who regularly sailed to the Finnish south coast 

especially to fish (Leskinen & Pesonen 2008, 239-241). Along with sea fishing, the Estonians 

fished salmon in the major rivers, for example Vantaa River and Kymi River.   

 

By the Middle Ages (13th century) all arable land seems to have been settled by immigrants 

from central Sweden. The immigration was organised and was directed also the Estonian coasts 

and islands along with the Finnish coast, but the area experienced a severe desertion of farms 

and hamlets during the Middle Ages (by the 16th century). By the end of the 17th century lost 

of farms in the coastal zone and archipelago became deserted and people moved closer to the 

sea. This desertion took place mostly because of the glacio-isostatic land uplift, resulting in 

shore-displacement, when the landing sites next to hamlets became unusable (see fig 9). Such 

developments have taken place earlier in the history, too (Haggrén et al 2007) and one 

indication of the orientation of the coastal population towards the archipelago, its subsistence 

and the networks.  



 

Fig 9. Shoreline displacement of the Uusimaa region in Finland. Darkest grey – 1000 AD; lighter grey 

– 500 BC and the lightest grey – 1500 BC (Jansson 2011, 118). 

 

Historical sources on the maritime activities on the study area 

The medieval period, especially the time between AD 1100 and 1400 marked a period of 

economic, political and cultural development, which has been called Europeanization of the 

Baltic rim region (Blomkvist & Lindström 2007; Tuovinen 2011, 33). In Finland this 

materialized in the strenghtening role of the Swedish administration in the form of taxation, 

laws, justice-system and for example, the formation of roads. The widening networks resulted 

in technical innovations for example, in seafaring, organisation and monopolisation in trade in 

the Baltic Sea, which were also adopted in Finland. The historical written sources in Finland 

are quite sparse for the majority of the medieval period. It is only from 1540 onwards, that 

continuous succession of record series began to emerge. However, a number of earlier sources 

exist, mostly them letters and orders issued concerning administration and its organisation. On 

a general level, the archipelago is well represented in the sources, especially as locations where 

letters have been signed and dated. 



The study area 

The medieval name of the old parish around modern Helsinki was Helsinga (15th C. Later on, 

also Helsinge and other forms). Geographically it encompassed a much wider land-area than 

the trading town grounded by Gustav Vasa. Helsinga was the name of the whole medieval 

parish, which included areas from the modern Vantaa, Sipoo, Espoo and Nurmijärvi in the north 

and which is mentioned in the historical sources. There has been extensive research on the name 

Helsinga and its etymology, the current interpretation of the name from historical research and 

onomastics being, that the name refers to a geographical place tied to water, a narrow strait 

which leads to an habitated area, a village or parish. For example, a sheltered bay leading from 

the sea towards the village, which is situated at its end. (Salminen 2013, 157-158). Based on 

this, the name has roots in the early settlement of the area, and it is possibly given by the 

Swedish settlers based on a natural feature. This name for a geographical feature (hals-halsbo-

helsing) appears also in Tallinn, where one of the towns meadows in 1470 was called Helsingh 

and was situated in the area of Swedish colonists in Kopli, in a narrow bay (Salminen 2013, 

162). 

The town of Helsinki (Helsingfors) was established in AD 1550 by Gustav Vasa I as a rival to 

Tallinn and its vast sphere of influence in the trade in the Gulf of Finland in the medieval period. 

It was a concentrated effort to move some of the influence of the Swedish crown to the eastern 

Gulf of Finland, to gain a hold of the lucrative grain and raw materials trade, which fluctuated 

through Tallinn. Helsinki was to act as a part of Gustav Vasa’s policy to attract wealthy 

merchants and their business to the northern side of the Gulf of Finland. To this end, the town 

of Helsinki was first planned to the island of Santahamina, where there is an excellent natural 

harbour and which was an important nodal point in the Finnish trade at least from the 15th 

century for the Dutch grain traders. (Salminen 2013, 138-139). However, it was eventually 

decided that the town was to be established at the mouth of the River Vantaa in Helsingefors 

(Helsinki rapids), where a village called Forsby was already situated.  

The king’s manor was built on an island in the fork of the rapids and was active in 1550-1571. 

The town itself became established when Gustav Vasa ordered in his letter on June 12th 1550 

the merchants of Rauma, Ulvila, Tammisaari and Porvoo to migrate into the new town. 

(Salminen 2013, 139). However, the location of the town in Vanhankaupunki Bay quickly 

became difficult for the quickly developing ships, which grew in size and draught and could no 

longer reach the shallow ends of narrow straits. In 1640 it was decided that Helsinki should be 



moved to its current location at Vironniemi (’Estonian cape’) and the old town that was 

inhabited for 90 years was abandoned. (Fig. 10. Hans Hansson map of Helsinki 1645).  

 

Fig. 10. A map of the location of Helsinki after 1640, and the sailing routes into the town. Map: 

Hans Hansson 1645-1648 (Oxehufwud 1888). FHA/ HK10000:2476 

 

When in 1561 Sweden conquered northern Estonia and Tallinn, it directly affected Helsinki and 

its trade as Sweden no longer needed to compete with Tallinn. Helsinki became an important 

wintering location for the navy and a loading place for soldiers, even if its trading connections 

could not rival with those of Tallinn. This is also when the Häme castle began to ship provisions 

directly to Tallinn.  

The selection of the study area on the Finnish side, not just Helsinki, but also Espoo and 

Kirkkonummi (Porkkala) stems from this history. Helsinga has included vast areas outside the 

current city area. It is also a part of human nature, that the administrative boundaries rarily 

correspond with the limits of activities and networks. The Uusimaa (Nyland) region was 

colonised by Swedish settlers from the 13th century onwards, and these settlements were 

establised to coastal areas close to major river routes all the way from Inkoo (Ingå) to Sipoo 



(Sibbo) and beyond. The Helsinga parish belonged to Uusimaa province, under the jurisdiction 

of the Raseborg castle, later on under the Häme castle.  

The long cape of Porkkala sticking out into the Baltic Sea is the point, which in Finland is the 

closest to Tallinn. It is a natural harbour (as well as a ship trap) and belongs to the same cultural 

sphere, which was in close connection with Estonia and especially Tallinn. Historical sources 

tell of large-scale immigration from Finland to Tallinn, where numerous last wills testify of 

relatives living in both sides of the Gulf of Finland.  

Therefore, the selection of the Finnish study area as Porkkala (Kirkkonummi) to Helsinki stems 

from the geographical closeness as well as from the historical reality of close connections and 

relation to Tallinn and Estonia. From the Stone Age migrations to Iron Age usage of the study 

area for its natural resources, all the way to the Middle Ages, when Tallinn was the closest town 

to the people of Uusimaa. It was even more important than Stockholm to the locals, who 

delivered their fish and butter to Tallinn merchants, acquired their grain, cloth and everyday 

items from the town, sent their daughters there to work as maids, moved there to live 

permanently and set up their businesses, all the way to the higher strata of the society who also 

dealt with the Tallinn council, acquiring loans and luxury items. The list is endless, and paints 

a picture of a time, where the boundaries between states were not rigid but fluctuated according 

to the political climate and economical needs. To farmers, fishermen and farmer merchants 

conducting trade with Tallinn since the medieval times, the prohibitions issued by the 

administration in Stockholm concerning trade with Tallinn, were often just suggestions, and the 

reality with livelihood depending on the relations with Tallinn, was more tangible.  

Later on, the dual relationship is visible in the migration movement of Estonian farmers over to 

the Finnish archipelago in the 18th and 19th centuries to avoid expropriation to the Russian 

army. These Estonians mostly settled to the archipelago of Espoo in the middle of the 18th 

century, where they ended up through Porkkala. Two of the most prominent centres of Estonian 

settlement were Lehtisaari and Miessaari, and by the early 19th century, 6% of the population 

of Espoo were born in Estonia. The Estonians were good fishermen and eagerly taken on by the 

local noblemen as tenants. The immigration decreased after 1809, when Finland was attached 

to Russia and serfdom was revoked in Estonia in 1816. (Vetreämmät veet 2016, 25).  

 



Natural harbours from Porkkala to Helsinki 

Helsinki is situated in the southern coast of the Uusimaa (Nyland) region. When heading out of the 

mainland coast towards the open sea the big islands along the route gradually give way to smaller islands 

and finally rocky islets, which made shipping there more difficult than in the Estonian coastal sea 

(Tuovinen 2011). Local fishermen have been used as pilots and guides in the Finnish archipelagoes 

since the middle ages, when long-distance trading accelerated and ships began to grow in size and 

draught.  

Porkkala 

Porkkala is a long and narrow headland with rocky islets and islands jutting out into the Baltic 

Sea. It is also the narrowest point between Finland and Estonia, with only ca. 35 kilometres 

separating it from Naissaar in Estonia.  

The eastern – western sailing route along the Finnish coast has been known most likely since 

the iron age and the development of sea going vessels. Natural harbours on the northern Gulf 

of Finland are indicated in the 13th century sailing guide known as the king Valdemar’s sailing 

route (Kung Valdemars segelled25), which gives directions from the southern Baltic Sea to 

Tallinn. It is noteworthy, that all the place names mentioned in the sailing guide in the Uusimaa 

area are in Finnish (Cuminpe, Lowicsund, Karienkaskae, Juxarae, Horinsarae, Purkal), when in 

the Turku archipelago they are Swedish language names. This indicates that the names have 

been given before the Swedish colonisation of Uusimaa in the 13th century and the natural 

harbours have roots in the Iron Age, as does the sailing route itself.   

Porkkala (Purkal) is the last harbour in the Finnish coast before the route turns south towards 

Tallinn. Porkkala is known of its many wrecks, and its rocky coast makes it also a difficult 

place to navigate. Porkkala has not been systematically surveyed from maritime archaeological 

viewpoints, but many of its wrecks have been studied. Porkkala has been inhabited from the 

Stone Age onwards, but it is mostly known for its Bronze Age burial cairns and medieval 

settlement sites. Today, the Porkkala wreck park around the island of Träskö is a popular diving 

destination, and it has also served as harbour place (fig. 11). 

Iron Age sailing in Porkkala is also indicated in a lot of the place names. For example, the –

draget-names indicating places, where it is possible to haul vessels overland narrow land strips 

to open water and avoid having to circumnavigate long distances. Such places are Dragesviken, 

                                                           
25 Codex ex-Holmiensis A 41 (”King Valdemar’s Cadaster) fol. 127r, printed SRD V, 622; cf. KVJ Kong Valdemars 
Jordebog, vols. 1-3, ed. Svend Aakjær (Copenhagen 1926-1945). 



Draget and the Finnish Vetokannas (Porkala draget), where there are also Iron Age cairns 

nearby.  

Later on, in the Middle Ages, the Finnish population mainly resided in the northern parts of 

Kirkkonummi, whereas the coastal places had been taken over by the Swedish colonists, and 

some places, such as Estby, were probably inhabited by Estonians. (Kepsu 2005, 39-40). 

 

 

Fig. 11. A detail of Jonas Hahn’s Special carta öfwer Porkala fjärd, samt inloppen å båda sidor 

der inom til Baresund och Porkala 1751. Krigsarkivet, Sweden.  

 

Espoo 

Espoo included vast settlement sites in the Stone Age, and as Kirkkonummi, was under the 

usage of Häme in the Iron Age. Since the late 13th century, most Swedish colonists migrated 

to Espoo from Kirkkonummi or directly from Sweden to areas left outside the Finnish 

inhabitation. Especially the long and narrow Espoonlahti Bay was an important sailing and 

harbour route in the Iron Age and Middle Ages leading up to the king’s manor in Espoonkartano 

and several substantial medieval villages (Mankby, Espoby).  



The Espoo archipelago became an important settlement for many Estonian immigrants in the 

18th century. For example, in Pieni Lehtisaari island there is a natural harbour with an 

engraving in the rockcliffs stating "1753 antog prosten Elias Caiander 2ne Huushåld Estar till 

åboar på denna Öö Då blefwo i Juli månad boningsrumm här anlagde 1760 upsattes 3 

rumsbyggnad med wälfd källare och en Kryddgård".26 

For our study area, the island of Pentala is specially selected as a point of interest. In 2018, there 

opened a new maritime museum: Pentala archipelago museum27. Pentala is the largest 

recreational area in Espoo in a central place at the mouth of Espoo River, along the eastern 

western coastal sailing route. It is intended to showcase the archipelago nature as much as 

human history of farming and fishing in the archipelago. 

Helsinki 

The settlement history of Helsinki and the surrounding area was presented above. It remains to 

present some of the most well-known historical harbours from Helsinki. First and foremost, 

must be Santahamina (Sandhamn), which had by the 1430s solidified its position as a harbour 

for the coastal traffic, where also various dignitaries and navies have kept their base over the 

15th century (Salminen 2013, 77). The earliest mention of Santahamina is in a letter by Viborg’s 

castellan Krister Nilsson dated 2.6.1429 in Viborg to the Livonian master of order, where he 

suggests either Santahamina or Porkkala as a meeting place for discussions (DF 188628). 

Nilsson had become tangled in a private war against the Reval city council, which was 

addressed in Santahamina. Along with Nilsson and the dignitaries from the Tallinn council 

(including the mayor Kost van Borstel), the representative of the order of Teutonic Knights and 

the castellan of Tallinn castle, the order’s Wierland’s vassal Otto Brakel and Raseborg castle’s 

castellan Otto von Pogwisch acting as the representative of the Kalmar Union administration, 

took part in the discussions, where a favourable conclusion was reached in 1431. (Salminen 

2013, 80).  

Santahamina was Gustav Vasa’s first choice as the location of his new town, the competitor to 

Tallinn, which later in the middle of the 16th century was then establised in 

Vanhankaupunginlahti instead. Santahamina has been extensively fortified by the Russians in 

1808-1809 and it became a part of Sveaborg/Viaborg after Finland had been attached to Russia. 

The fortifications were strenghtened during the Crimean war and in the First World War it 

                                                           
26 www.kyppi.fi/to.aspx?id=112.1000001426 
27 https://www.kulttuuriespoo.fi/en/node/3400 
28 http://df.narc.fi/document/1886 



became a part of the chain of the Peter the Great’s sea bastions, which reach over the Gulf of 

Finland.  

Adjacent to Santahamina is situated the island of Kuninkaansaari (Kungsholmen) and Vallisaari 

(Skanslandet). The narrow strait between Santahamina and Kuninkaansaari is called 

Haminasalmi (Hamnsundet). It was one of eight natural passages into helsinki and as it allowed 

easy access into the capital, the strait was later fortified with underwater barriers during the 

Crimean War and later in the 1st World War. There are four different kind of barriers: two 

shipwrecks, separate wooden coffers filled with stones, two long coffers filled with stones, and 

an iron chain which has floated on the surface aided with pontoons (Alopaeus 1980, 39).    

Conclusion 

The harbours on the Finnish study area from Porkkala to Helsinki have many layers and they 

depict the connections from the administrative level to the everyday life of the historical 

societies of this area. Especially the administrative harbour of Santahamina stands out in the 

medieval sources. The smaller harbours of Porkkala and Espoo with farmer merchants and 

fishermen can mostly be located in the local placenames. 

 

  



Conclusions 
 

This report aimed at giving an overview of socio-economic aspects and other management 

issues when linking maritime and underwater cultural heritage (MCH, UCH) with other Blue 

Economy sectors. The sectors that were discussed in the report were tourism and creative 

economy. Creative economy is not officially a Blue Economy sector, but it is a field where 

UCH and MCH can be used as a resource of economical benefit. 

In the second part the European projects with focus on tourism or cultural heritage were 

mapped. In addition, depiction of cultural heritage was analysed in national maritime spatial 

plans which have been drawn or are still in the drawing process in different BSR countries. The 

result of the analysis was that neither MCH nor UCH is not very thoroughly considered in 

international projects nor in national MSP-s. The best example is probably Polish MSP, where 

UCH has been strongly taken into account and many pre-emptive actions are made before 

developments. But MCH and UCH has been to some extent considered in some other MSP 

processes, to. 

In the third part an overview of future scenarios in the BSR level was provided. Different pan-

BSR institutions have been issued principles which should be taken account to have a scenario 

in the future. 

In the fourth part the touristic potential of the Estonian-Finnish joint case area has been 

highlighted by maps and descriptions. Historical overview shows that the corridor between 

Estonian and Finland has been in use for centuries and it provides a lot of material to use in 

tourism promotion. The wrecks in the corridor can in the large scale be divided in two – suitable 

and unsuitable for diving tourism. This division is based on different criteria connected to the 

wrecks – depth, visibility, distance from the shipping routes, etc. This analysis has also been 

illustrated with maps.  
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