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ABSTRACT 

Essay in political science, C-level, by Erik Lárusson, spring term 2010. 

Tutor: Freddy Kjellström 

“Maritime Security in the High North –  

Swedish and Icelandic responses to new Arctic shipping opportunities” 

The purpose of this study is to compare how the issue of new shipping opportunities in the 

Arctic region is tackled and met by the governments of Sweden and Iceland when it comes to 

maritime security regime building, and to set this into perspective by looking at the shipping 

industry’s seemed aspirations and interests for Arctic shipping, the latter to see if policy and 

“reality” appear to be corresponding. By conducting a qualitative comparative analysis 

through studying previous research, government documents and through interviewing 

representatives from the shipping industry; using the analytical framework of Regime Theory 

for International Relations; the following research questions have been answered: 

 In what ways do the governments of Sweden and Iceland contribute to developments of Arctic maritime 

security regimes, due to new shipping opportunities in the High North? 

 Are these contributions in line with the shipping industry’s views of and aspirations for 

Arctic shipping?  

 (How) does this differ between the countries?  

 (How) does the shipping industry contribute to maritime security? 

Sweden and Iceland differ in many aspects, but the general aims at environmental protection 

are visible in both countries. Iceland has a larger focus on crisis response due to its locational 

exposure and do moreover have a chance on economically exploiting new shipping activities 

for the same reason. Sweden can be said to have a more general approach to Arctic maritime 

security, whereas Iceland rather focuses on its own proximity. 

Both countries’ responses to Arctic shipping are currently to be seen as in line with the 

shipping industry’s views and aspirations for Arctic shipping. 

The shipping industry contributes to maritime security by developing new methods and 

technology for addressing the Arctic ice; collectively and on shipping company individual 

basis. The shipping industry furthermore contributes by educating ship commanders as well as 

sharing experiences and knowledge with each other. 

Key words: Arctic, Climate change, High North, Ice shrinkage, Iceland, International 

Relations, Maritime security, Regime theory, Shipping, Sweden 
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1. INTRODUCTION 

Climate change and global warming are two concepts taking up an immense part of the 

contemporary international debate. The failed meeting in Copenhagen 2009 has left the 

international community with a problem with possible outcomes of gigantic proportions. 

Mass migration flows due to living difficulties in dried out land areas where the means to put 

food on the table turns ever smaller, and disappearing land areas, drowned as an effect of 

rising sea levels are scenarios turning ever more realistic the longer time passes without 

collective rigorous action to fight global warming. Mostly tending to the negative when 

discussing the effects of climate change, the debate has however also, to some extent, started 

to focus on new possible opportunities as a result of a warmer climate.  

During the last decades the Arctic ice-sheet has been melting in a relatively constant pace,
1
 

and it keeps doing so quite rapidly. According to a report from the Nordic Council of 

Ministers, one foresees a possible completely ice free Arctic in a matter of five to six years, 

having that the melting keeps on at the current rate.
2
  

But even though the area is extremely remote and scarcely populated, (approximately 4 

million inhabitants in an area of 30 million km²)
3
 more than a mere loss of ice is at stake when 

dealing with the fragile Arctic environment. The illustrative examples of three polar bears 

having managed to get themselves to Iceland in the last two years, shows what consequences 

climate change might have on a region so dominated by nature.
4
 Habitats for Arctic animal 

species such as the polar bear, seals and birds shrink as the sea ice melts, putting them at risk 

for future extinction. A warmer climate also leads to new species moving north, consequently 

increasing competition for food and habitat, which might in the worst case endanger parts of 

present Arctic wildlife.
5
  

Ecology and wildlife are also cornerstones in the daily living for many the about 30 different 

indigenous peoples in the High North that depend on this nature, who are therefore in a 

greater sense than other Arctic inhabitants, sensitive to disturbances of the ecological system. 

Impact is in the case of the indigenous peoples not confined solely to economy but also 

                                                 
1
 Lasserre, F., High North Shipping: Myths and Realities. In Holtsmark, L.G. & Smith-Windsor, B.A. (eds.), 

Security Prospects in the High North: geostrategic thaw or freeze, NATO Defense College, Rome, 2009, p. 180 
2
 Nordic Council of Ministers, Information about Nordic environmental co-operation, 2009, p.3 

3
 About Arctic Council, Arctic Council, Oct. 27, 2007 

4
 Tillkynnt um ísbjörn, Mbl.is,  Jan. 27, 2010 

5
 Arctic Climate Impact Assessment, Impacts of a Warming Arctic, Cambridge University Press, Cambridge, 

2004, p.10-11 
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involves cultural aspects and identity. Keeping in mind the international efforts that have 

been, and are being made with regards to the protection of indigenous people all over the 

world, the Arctic indigenous population is not an exception. The importance of indigenous 

culture and identity is evident in the UN Declaration on the Rights of Indigenous People, 

adopted in 2007, where it is stated that (e.g.):  

States shall provide effective mechanisms for prevention of, and redress for: 

(a) Any action which has the aim or effect of depriving them of their integrity as distinct peoples, or of 

their cultural values or ethnic identities; 

(b) Any action which has the aim or effect of dispossessing them of their lands, territories or resources 

[…]
6
 

That document is, even though not legally binding, an indicator of a common international 

view where indigenous peoples’ well being and the survival of indigenous culture is seen as 

an end in itself. It is to be noted however that the three most influential Arctic states; Russia, 

Canada and United States, still have not supported the declaration, though all noting at the 

General assembly summit (at the time of decision) their continued striving towards promotion 

of indigenous people’s rights.
7
  

 

The main formal body for Arctic cooperation today is the Arctic Council, with permanent 

seats held by Russia, United States of America, Canada, Norway, Denmark (Greenland and 

Faeroe Islands), Sweden and Finland and various Arctic indigenous peoples. 

Attention to the Arctic region has also, in the wake of the environmental development, been 

growing in the rest of the world. China has voiced interest by applying for observer status in 

the Arctic council, as has the European Union. 

Mentioned so far has been the impact of climate change on ecology and indigenous people, 

i.e. on the local level. But results of melted ice and heated water in the Arctic are also to be 

seen globally. A rise of sea level due to melting glacier ice caps and decreased ocean 

circulation speed leading to cooler Europeans winters are two scenarios affecting other parts 

of the world than the Arctic itself. Furthermore, heavier weather conditions such as heavy 

storms are potential results of drastic environmental changes.
8
  

What’s drawn e.g. China “closer to” Arctic issues by applying for observer status can 

                                                 
6
 United Nations Declaration on the Rights of Indigenous Peoples, United Nations, March 2008, Para. 2,  Art. 5 

7
 United Nations, General Assembly GA/10612, General Assembly adopts Declaration on Rights of Indigenous 

Peoples, 13. Sept. 2007, (Under headline: “Introduction and Action on Draft Resolutions”) 
8
 Arctic Climate Impact Assessment, 2004, p.10-11 
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however be derived from other effects of climate change, one being the possibility of 

expanding Arctic shipping. 

Even though the Arctic ice has been spreading during the last couple of years, the ice sheet 

thickness has been decreasing whereby one could conclude that actual melting is still a reality. 

Furthermore, when the ice turns thinner, it can no longer grow strong enough to stand against 

the seasonal melting period during the summer.
9
 All these factors point towards a 

development where Arctic shipping turns more interesting for present day’s shippers. 

Furthermore, the Arctic region is provided with many natural resources such as oil, gas and 

fish, which become easier accessible the more the ice melts away.
 10

  

It could be viewed as quite paradoxical, the climate change debate revolving around reactive 

and preventive actions in hopes to stall global warming, when today’s policy makers at the 

same time need to develop strategies for new opportunities and challenges that have come up 

as a result of this. On the one hand you want to undermine the possibilities for further melting 

of the ice sheets, on the other you might want to exploit them.  

1.1 Choice of topic and problem description 

After having attended a NATO Defense College conference in Reykjavik in 2009 dealing 

with the climatological development in the High North and its consequences for Arctic 

security, my interest in the region has spurred. Having followed primarily the Icelandic debate 

about the future for the Arctic, focus has been on what increased activities, such as oil and gas 

exploitation, and opportunities in ”new” shipping routes on the Arctic ocean might entail for 

Icelandic security and economy.  

One thing appears clear; with the current melting rate, these issues are in need of further 

attention for a number of reasons. Possible economic gain is one, but what is focused on in 

this study, are the security aspects of Arctic shipping and how such issues of maritime security 

are met.   

So why are we to set focus and spend resources on developing maritime security mechanisms 

in the High North? Principally, four general categories of reasons can be referred to in 

answering that question (some of the reasons obviously belonging to more than one of the 

categories):  

                                                 
9
 Arctic Literally On Thin Ice, According To New Satellite Data, Sciencedaily.com, Apr. 6, 2009 

10
 About Arctic Council, Arctic Council, Oct. 27, 2007 
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 Political/Legal 

 Risks for conflicts in case of incidents 

 Risks for legal disputes 

 Economic 

 National level economic dependence on trade  

 Difficulties for companies due to trade disturbances  

 Shipping companies risk loss of tonnage and cargo 

 Ecology/wildlife 

 Environmental disasters (e.g. oil spills) 

 Impact on nature and wildlife 

 Impact on indigenous peoples economy and culture 

 Safety 

 Staff safety risks in the case of shipping accidents 

 

In order to try and prevent such problems, with potential consequences not just for the region 

itself, maritime security regimes need to be present.  

Several underlying factors are regarded; some in terms of what dangers might cause the above 

mentioned, such as floating sea ice, long periods of darkness and the cold environment, but 

also lack of sufficient infrastructure in the region. Furthermore, a higher intensity of Arctic 

shipping would put increased pressure on the present security mechanisms and services. As 

stated in a report from the Swedish Defense Research Agency (FOI), issues of accident 

management, surveillance and controlling of the routes in the Arctic Ocean, all important 

components in maritime security, are still unresolved,
 11

 making it an even more pressing 

matter to address having the upwards trend for interest in Arctic shipping.  

The “who” and “how” is at present legally limited to three binding legal provisions. Within 

the jurisdiction of national waters national law of the related Arctic state is applicable. 

Outside national jurisdiction the United Nations Convention on the Law of the Sea rule 

alongside the law of the ship’s flag state. This means that the one common international legal 

binding framework is the Law of the Sea convention, addressing and regulating issues of e.g. 

territorial claims and the right to innocent transit passage. Also general rules for 

environmental protection and prevention are set out in the convention.
12

 Where all of these 

factors are of importance for shipping security they do not supply specific guidelines for how 

to deal with such things as search and rescue, accident management and service supply etc.; 

safety mechanisms crucial for maritime security. The Law of the Sea convention is for Arctic 

                                                 
11

 Granholm, N., Arktis - ny utmaning för Sverige. In Granholm, N., Malminen, J. & Rydqvist, J. (eds.), 

Strategisk utblick 2009 - Säkerhetspolitisk forsränning?, Totalförsvarets Forskningsinstitut (FOI), Stockholm, 

2009, p. 24 
12

 A Constitution for the Oceans, Remarks by Tommy T.B. Koh, of Singapore, President of the Third United 

Nations Conference on the Law of the Sea, p. 1 
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shipping not alone sufficient for addressing the complex Arctic maritime security needs. 

Furthermore, due to the geographical nature of the routes under discussion for Arctic 

shipping, more than one legal provision is the subject of shippers’ considerations when 

operating in these waters.  

 Principally two routes are currently being discussed: 

 

 

 

 

 

 

 

 

 

                                                                                                                                    

                   Fig. 1:1 Arctic Map 

a.      The Northern Sea Route (NSR) (aka the Northeast Passage) stretching from the Atlantic 

Ocean along the north Norwegian and Russian coastlines, eventually flowing out in the 

Pacific ocean through the Bering Strait. 

b.      The Northwest Passage (NWP) stretching from the Atlantic Ocean, west of Greenland, 

through the north Canadian “archipelago” along the northwest Canadian and Alaskan 

coastlines and finally through the Bering Strait to enter the Pacific Ocean. 

Both routes do to a large extent, however only partly, stretch through the jurisdiction of either 

Russia or Canada, leaving the ships that chose to transit under either Russian or Canadian 

national legal rule. There is however also a third option for Arctic sailing, the so called 

Transpolar Route which stretches through international Arctic water, out of reach of any 

national jurisdiction. This route has however not been given much attention in the 

Source: Lasserre, F., Les détroits arctiques canadiens et russes. Souveraineté et développement de nouvelles routes 

maritimes, Cahiers de Géographie du Québec, vol. 4 8, no. 135, 2004 (translation of info box done by author)  
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contemporary debate, probably due to the multi-year sea ice present in those areas, which is 

more difficult to penetrate.
13

 Furthermore such shipping would also implicate even longer 

distances to ports and services along the transport route.  

Both regional and transoceanic shipping are being subjects of the debate, the latter attracting 

with reduced shipping distances primarily between a number of Asian, European and North 

American ports. The Arctic could also be viewed as an attractive alternative to shipping 

through the Suez or Panama channels, keeping in mind the problematic piracy activities in the 

area outside of the horn of Africa, causing difficulties for the shipping industry and 

international trade. Continued or possibly increased inability to suppress such illegal forces 

and security threats might then spur at least a part shift to Arctic shipping in the future.  

1.2 Previous research 

A fair amount of research has been done in the field of Arctic maritime security, with several 

different aspects on security threats and issues in the region assuming economic, political and 

legal starting points.  Ranging from energy issues, the dispute of who has the rights to natural 

resource exploitation to environmental security, maritime security covers a vast amount of 

aspects.  

Research on Arctic shipping has primarily focused on economic efficiency, naturally 

including factors of security that have an impact on the final results of economic calculation. 

Ultimately the economic arguments tend to weight the strongest, hence Arctic shipping 

prospects and security developments will be depending on those. The argument thereby being 

that interest from the shipping industry matters. 

A feasibility study done by Somanathan et al comparing potential shipping through the NWP 

and the Panama Canal for North American-Asian shipping emphasized a distinction between 

economic benefit depending on what ports were to be shipped between, and what capital cost 

premiums where set. The NWP is calculated as being generally fruitful for shipping between 

Yokohama and Newfoundland for example, however not for Yokohama-New York. The 

contributing factors noted in the study are the increased costs associated with high ice-classed 

                                                 
13

 Spears, J., China and the Arctic: The awakening Snow Dragon, China Brief, Volume IX, Issue 6, March 19, 

2009, p. 11 
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vessels needed for shipping through the NWP, fuel prizes and the higher capital cost 

premiums associated with operating in riskier waters. 
14

  

Also Lasserre, who has been in the forefront in Arctic shipping research, has pointed towards 

the shipping distances, arguing that there is what could be called a misconception that Arctic 

shipping instinctively would mean much shorter shipping distances. His conclusions are that 

the two Arctic routes under discussion are profitable primarily for “northern origin/destination 

couples” and that the further south these “couples” go, the lesser the profit.
15

 Appearing rather 

banal, this clarification is significant as it could give an indication of what kind of transport 

intensity we might see in the future Arctic.  

Lasserre has also contributed with important research findings regarding interest in Arctic 

shipping within the shipping industry. By collecting data about interest for Arctic shipping 

through an industry survey conducted in 2007-2008 amongst European, Asian and North 

American shipping companies (34/125 answer rate, representing 62% of shipping market in 

2008), it could be concluded that interest was fairly low. Presented by distinguishing between 

bulk, container and dual shipping companies, the study was clear on that most interest was to 

be found within companies operating in the bulk and dual segments of the industry. 

Companies with focus on container shipping kept overwhelmingly negative.
16

  This would 

implicate a further narrowing down of potential future Arctic shipping “candidates” and 

reduce burden derived from high intensity shipping in the area.  

In sum, as for security threats connected to Arctic shipping, Lasserre concludes that traffic 

will be boosted by bulk shipping (however not leading up to heavy traffic), which does call 

for security mechanisms primarily to prevent possible negative impact on the environment. 

Mentioned is also a probable increase of shipping coupled with exploitation of natural 

resources.
17

  

Bailes suggests that if we are to see more drastic environmental changes leading up to harsh 

and instable conditions in the High North, overall shipping aspirations in the area would be 

set back.
18

  Furthermore she notes that besides fatal pollution risks, maritime security in terms 

of rescue services (for cargo and cruise shipping) is at present not sufficient if looked at the 

                                                 
14

 Somanathan, S. (et al), Feasibility of a Sea Route through the Canadian Arctic, Maritime Economics & 

Logistics, Volume 9, 2007, p. 333 
15

 Lasserre, High North Shipping : Myths and Realities, 2009, p. 194 
16

 Ibid, p. 198 
17

 Ibid, p. 199 
18

 Bailes, A., Options for closer cooperation in the High North: What is needed? In Holtsmark & Smith-Windsor, 

2009, p. 42 
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current capacities of the Arctic coastal states. Joint effort from the Arctic Five (Canada, USA, 

Russia, Denmark, Norway) with the aim to address such issues have been initiated with the 

provisions of the Ilulissat Declaration (agreement between the Arctic Five to discuss Arctic 

matters separately). Bailes points out that Russia in the wake of this has presented proposals 

on a system for search and rescue bases. Other suggestions to reduce environmental security 

risks have been to restrict transit within national jurisdiction, in order for e.g. oil spills not to 

reach land.
 19

 

Where Russian focus regarding the Arctic to a large extent has revolved around strategic 

military opportunities alongside longing for more natural resources, maritime security coupled 

with shipping has not been neglected. Zysk calls attention to common security exercises in the 

Barents Sea, bringing the Arctic states together (with the exceptions of Denmark and Iceland) 

for practicing crisis management and search and rescue missions. Noting the existence of 

“negative images of each other” between Russia and the western Arctic countries, Zysk 

reiterates the importance of common military cooperation to improve these conditions.
 20

 

Arnold and Rousell suggest that due to the complexity that protection of national sovereignty 

convey, more subtle approaches to Arctic security cooperation between the NWP states of 

Canada and the US might be more suitable and effective. They argue that aiming for less 

formal ways for cooperation would implicate not giving signals of exclusion towards other 

states and that such agreements could be built upon at a later stage
21

, thereby ensuring a 

slower but positive development, rather than being stalled by the concept of sovereignty.  

The common ground for the research findings on Arctic shipping security so far has been that 

of a need for further cooperation in the field of maritime security, not just to ensure the safety 

and well-being of human beings, but to the environment with unique Arctic wildlife and 

vegetation. Additionally, such cooperation might loosen up relations between primarily 

Russia and the other Arctic states, instinctively substantiating further cooperation built on 

trust. 

 

                                                 
19

 Bailes, A., Options for closer cooperation in the High North: What is needed?, 2009, p. 43-44 
20

 Zysk, K., Russia and the High North: Security and Defense Perspectives. In Holtsmark & Smith-Windsor, 

2009,  p. 128 
21

 Arnold, S. L. & Roussel, S., Expanding the Canada-US security regime to the North? In Holtsmark & Smith-

Windsor, 2009, p. 42 
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1.3 Purpose of the study and research questions 

The purpose of the study is to compare how the issue of new shipping opportunities in the 

Arctic region is tackled and met by the governments (including government agencies) of 

Sweden and Iceland when it comes to maritime security regime building, and to set this into 

perspective by looking at the shipping industries seemed aspirations and interests for Arctic 

shipping, the latter to see if policy and “reality” appear to be corresponding.  

To fulfill this purpose, the following research questions have been put up: 

 In what ways do the governments of Sweden and Iceland contribute to developments 

of Arctic maritime security regimes, due to new shipping opportunities in the High 

North? 

 Are these contributions in line with the shipping industry’s views of and 

aspirations for Arctic shipping?  

 (How) does this differ between the countries? 

 (How) does the shipping industry contribute to maritime security? 

1.4 Outline of the study 

 

1st block: Introducing and outlining the foundation and framework of the study 

This first chapter has presented the background to the Arctic region as an area of rising 

political importance, the issue/problem posed by Arctic shipping,  previous research done in 

the field, the study’s purpose and the research questions set up. 

The second chapter outlines the theoretical approach of Regime Theory. 

The third chapter presents the methodological considerations and the material that has been 

used. 

2nd block: Empirical chapters 

The fourth chapter takes us through how the governments of Sweden and Iceland tackle new 

shipping opportunities in the Arctic. 

The fifth chapter describes the shipping side view of these developments. 

3rd block: Concluding and discussing the findings of the study 

The sixth and final chapter concludes the findings of the study and discusses these findings. 

(For an easier read, a few deviations from “standard essay outline” have been made.) 
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2. THEORY 

Studying issues of Arctic maritime security, whether by reading journal entries, research 

publications or debate articles, you’ll eventually stumble upon the concept of international 

regimes. But what does this mean, and of what importance might this concept have for the 

issue of maritime security?  

2.1 Regime Theory for International Relations 

Having evolved into a “major research programme” within International Relations studies 

during the 30-40 years
22

, Regime Theory for International Relations (IR) has a way of 

conceptualizing why actors act the way they do and the reasons for international cooperation 

ultimately touching the issue of global governance. Being a part of the family of “new 

institutionalisms”, regime theory for IR is part of the reaction against the claims made by 

defendants of Behavioralism and Rational Choice Theory regarding the role of institutions as 

merely being subjects of aggregated individual “roles, statuses and learned responses” for the 

former, or the “accumulation of individual choices” for the latter.
23

 Regarding institutions as 

much more than this, the neo-institutionalistic response has been pointing out institutions as 

being “political actors in their own right”
24

, subsequently setting out the premise for 

international regime analysis.  

The most widely accepted definition for international regimes
25

, coined by Krasner, goes as 

follows: 

Implicit or explicit principles, norms, rules and decision-making procedures around  

which actor expectations converge in a given issue area of international relations
26

  

Rittberger develops the argument further, keeping the premise in mind, by noting the 

delimiting impact on actors’ means and needs for action, derived from the existence of 

regimes.
27

 Further contributions to the understanding of international regimes have been that 

of regimes occurring within policy areas, e.g. environmental or security regimes.
28

 

Neo-institutionalism theory suggests that institutions consist of both formal and informal 

                                                 
22

 Rittberger, V. (ed.), Regime Theory and International Relations, Clarendon Press, Oxford, 1995 , p. xii 
23

 Marsh, D. & Stoker, G., Theory and Methods in Political Science, second edition, Palgrave Macmillan, New 

York, 2002,  p.94 
24

 March & Olsen 1984:738 see Marsh & Stoker, 2002, p.94  
25

 As stated in Rittberger, 1995, p. xii and  Peters, G. B., Institutional Theory in Political Science: The "New 

Institutionalism", second edition, Continuum, London, 2005, p. 144 
26

 Krasner, S.D., International regimes, Cornell University Press, Ithaca, 1983, p. 2 
27

 Rittberger, 1995, p. xii 
28

 Peters, 2005, p. 144 
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rules, arguing that the informal rules can be “every bit as important in shaping actors’ 

behaviour”.
29

 

Krasner’s inclusion of implicit principles in the definition of regimes complies with this 

notion; thus regimes could be said to be a form of institution in the neo-institutionalistic 

sense. 

Regime theory has except for analysis of IR also been used for Urban Politics studies, and it is 

therefore of importance not to be mistaken on which discipline is looked at. Although using 

similar basic logic, the definitions as to what regimes are differ and cannot be applied to each 

other’s fields without explanatory difficulties.
30

  It should also be noted that regime theory for 

IR is closely associated with international institutionalism, which can be viewed as an 

umbrella of institutionalistic approaches to IR.
31

  

So why regime theory? As mentioned above, discussions about the Arctic often lead to 

looking at what regimes delimit activities in the region; particularly the development of them. 

Applying regime theory is therefore an appropriate way of describing how this issue of 

governance without government is met - i.e. the issue of global governance. I furthermore 

argue that regime theory incorporates a fair and well balanced view of rational actors 

behaving in the ways which institutions allow them to.  

2.1.1Leaving realism for liberal cooperation 

Two main perspectives are available when using regime theory for international regime 

analysis; those of realism and liberal cooperation.  

From the realist perspective some actors will always, on other actors’ expenses, gain on the 

establishment of regimes, this due to differing power structures
 
between international actors.

32
 

However, the characters of the various problems we are facing today internationally tend not 

to allow such a general view. The climate threat is a solid example, but the issue of Arctic 

maritime security could also be seen as having a far reaching impact. Furthermore, looking at 

the development of globalization, not the least having an impact on internationalization of 

trade, an international environment of further interdependence between actors appears ever 

striking, thus delimiting their maneuverable scope of action.  

Such emphasis is to be found in the liberal cooperation perspective claiming that effective 

                                                 
29

 Lowndes, V., Institutionalism. In Marsh & Stoker, 2002, p.98 
30

 Anttiroiko, A-V & Kainulainen, I., Analysing the Change in Local Government - Perspectives of the Regime 

Theory and the Growth Machine Thesis, draft, Tampere University, Feb 10, 1998 
31

 Jönsson, C. & Tallberg J., Institutional Theory in International Relations, working paper, Lund University, 

2001, p. 11 
32

 Krasner, S.D., Sovereignty, Regimes, and Human Rights. In Rittberger, 1995, p. 139 
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regimes are favorable for all actors, and which underscores the importance of “absolute rather 

than relative gains”.
33

 

As Krasner argues, which perspective will prevail in the end will however depend on what 

kind of issues the international community will face, thereby being contextually dependent. 

He suggests the correlation couples of realism-distributional issues and liberal cooperation-

market failures.  For realism to be desirable as analytical perspective, international issues 

need to revolve around such challenges as distributional settlements of power and influence, 

e.g. in a post-war situation.
34

  

Having the different scenarios the term market failure might impose, the general idea 

concludes in market inefficiency. To borrow a definition from Gillingham & Sweeny, market 

failure occurs when “privately optimal choices deviate from economically efficient 

choices”.
35

 The term “economically efficient choices” could be also be extended by including 

political and social efficiency, giving it a wider meaning for the evolution of political regimes.  

Of particular interest for this study is the economic concept of negative externalities (being 

when one actor’s actions affect other actors negatively) as a cause of market failure.
36

 Setting 

Arctic shipping into this context, increased associated risks can be seen as a negative 

externality, bringing incentives for regime development. 

For the reasons argued for above, realist perspectives tend less attractive for explaining 

development of maritime security regimes, consequently this study is built on the 

understandings given by the liberal cooperation perspective. 

2.1.2 Non-state actor importance 

Reading different works on regime theory for IR, focus on the international actors as nation 

states is quite evident. But what about the other actors operating on the international arena, are 

they not to be taken into any greater account? 

Haufler maintains they need to be, principally to be able to acquire a more complete and 

correct picture of regime evolution. The argument rests upon the notion of there being two 

general ways in which non-state actors, such as non-governmental organizations (NGOs) and 

corporate actors, affect regime evolution. The first one being that non-state actors, by the 
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nation states, are allotted functions of development and implementation of regimes, thereby 

obtaining a position of importance to the formation and effectiveness of them. The second 

regards non-state actors as channeling influence through the nation states (in the traditional 

sense), but also that they can “act independently in establishing a regime.
37

 

The latter is suggesting the possibility of there being different parallel types of international 

regimes for the same issue, affecting each other in ways of both development and 

retrenchment of the general “state welfare”.
38

 One could hence argue that only viewing 

private sector actors as having marginal effect on regime development, primarily through the 

nation states, is an ontological error. What might further be added to the importance of non-

state actors is the role of global media, with potential to vital indirect influence on regime 

development.    

 

2.2 Outline of model 

The theoretical framework of this study, based on the above accounted for earlier 

contributions to regime theory (and adapted to the context of maritime security for shipping), 

is facilitated and illustrated in the model below: 
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Basically, the idea is to emphasize the suggestion of the possibility for international regime 

components to originate from different aspects of international and national interaction 

between actors, be they explicitly governmental, private or an interface of these spheres. 

The broken arrows are to symbolize the influence on the given actors that delimitates their 

actions. This does obviously require a constant and extensive information flow of what the 

regimes contain at a given time. For the implicit principles, this might be the most difficult 

challenge to information distribution, having that such are more of an informal character.  

Shipping companies could be said to have four general ways of influencing maritime security 

regime development: through interactions with nation states on national levels (directly or 

through other channels, e.g. academy/research institutions), advising and consultations in 

IGOs, private partnerships (regimes) or by individual action. 

State influence can be exercised; through individual action (e.g. national regulation), 

bi/multilaterally with other states outside IGO forums, channeled through IGOs and through 

interaction with the shipping industry.  

NGO influence, individual or cooperative, is principally to be seen as channeled through other 

instances, having that they have no decisive power and generally don’t have means to affect a 

situation on their own account (radical activism conducted by e.g. environmentalist NGOs 

however being a possible exception).  Their function as whistleblowers through information 

distribution could be viewed as their most important strength. Influence on states goes 

through national and international forums, directly but also through the fourth estate – media. 

The same principle would go for influencing the shipping industry.  

To put all this in a more simplified light, simultaneously elucidating variable functions, this 

following model can be used: 

 

 

 

 

 

 

                                                                                                                                           Fig 2:2 Regime model II 
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Present international regimes and occurrences (e.g. Arctic shipping) within a certain policy 

area are the two basic independent variables affecting how actors view an occurrence and the 

need or possibility for taking measures against it. Depending on the result of the actor’s 

assessment of the problem, it might choose to act, either through interaction with other actors 

(government or private) in order to gain ground for common measures or more or less single-

handedly. The actions taken will constitute the contribution to the development of regime 

components, being the dependent variable. The variables of actor’s perceived problem and 

interaction with other actors are both dependent on a former variable but do also affect a 

following one, thus being of intermediate character. 

The reconnecting broken arrows (developed regime components -> present regimes -> 

occurrence) indicate the addition of a new regime component to a “new” consolidated present 

regime and the added delimited impact on the progression of the occurrence. 
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3. METHOD and MATERIAL 

3.1 Methodological approach and considerations 

The analytical method used for this study is qualitative comparative analysis. The texts and 

interview material have been analyzed by systematizing the content through classification, 

being that of, as Esaiasson et al points out, placing the line of thoughts under suitable 

“headlines” (the headlines used here are accounted for below under Operational 

definitions).
39

 This has later laid the foundation for comparing the countries policies/actions 

with each other but also to compare them with the shipping industry’s views and aspirations, 

thus giving the study what could be called two comparative “dimensions”.  

An advantage with this method; that of setting two units of the same kind (nation states) in 

relation to a different kind of unit (shipping industry) with relevance and importance to what’s 

studied, is that it supplies a common point of reference for the units of the same kind.  

3.1.1 Comparative strategy and Delimitations 

So why compare Sweden and Iceland? We have to put the answer to this in context. Iceland 

and Sweden are by the larger definition Arctic states; however they do not qualify for being 

Arctic coastal states. Both countries have similar governmental and social structures with 

similar values as to e.g. environmental concerns which connect to this study. 

They both have access to international forums for cooperation promotion, such as the Arctic 

Council and the Nordic Council and furthermore maintain good relations with the other Arctic 

states, especially with the other Nordic neighbors. To be noted is that Sweden’s relations to 

Russia have recently improved after some years of diplomatic difficulties.  

(Judging from these criteria, Finland would also be a fit. However, due to primarily space 

limitation, but also the time given to conduct the study, Finland has been excluded.) 

There is however also a crucial difference between Sweden and Iceland. Even though Iceland 

is not an Arctic coastal state, it is a situated in a very close proximity to Arctic waters. Having 

that no land masses surround and “protect” Iceland, and that what is being studied here is 

shipping, it could be concluded that Iceland is more exposed to the risks Arctic shipping 

entail. 

When comparing, these differences and similarities matter as to what strategy is best suitable 

to assume. Grønmo tells us there are two general strategies available, each with different 
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advantages as to what kind of comparisons they are suited for.  

The first strategy is to compare similar units, similar in the sense of all other conditions than 

the ones to be to be explained. This type of strategy is best suitable for clarifying differences 

between units. The other strategy is the complete opposite, focusing on comparing different 

(in the sense of all other conditions than the ones to be to be explained) units in order to look 

for similarities. 
40

  

The vital difference in that of Iceland’s more exposed location might lead one to think that the 

latter strategy is what’s being adapted. However this does not mean, having the vast 

similarities also present, that differences are not looked at. A mixed “different leaning” 

strategy is probably a more fair description of what has been used for selecting the units (see 

fig 3:1). 

 

Different unit strategy                                   Mixed strategy                                          Similar unit strategy 

 

 

Fig 3:1 Comparative Strategy 

 

3.1.2 Operational definitions 

To bring clearness to what is to be investigated in this study, some operational definitions 

have to be made: 

Firstly, maritime security regimes has in a way already been accounted for with regard to the 

definitions made for international regimes above, but to reiterate; maritime security regimes 

are norms, rules, implicit or explicit principles and decision-making procedures within the 

policy area of maritime security, which delimits the actions of those, acting within the 

boundaries of the “maritime operations”. This operational definition is of importance to what 

is to be regarded as a contribution to security regimes, for the governments and the shipping 

industry. Furthermore, the word regulations will be used synonymously with rules. 

The most difficult task however, is to find an appropriate way of measuring “correlation” 

between the shipping side’s aspirations and the attention given to Arctic shipping by the 

Swedish and Icelandic governments, i.e. is government policy/actions in line with the 

developments within the shipping industry regarding the Arctic.  
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What has been done is to look at the linkage between what the shipping industry considers 

being the main issues/problems for Arctic shipping (and what might get them to increase/set 

up Arctic operations) and the Icelandic and Swedish governments’ actions and focal points in 

their policies.  

3.2 Material 

The material used is both of primary and secondary character.  As for primary sources, 

government policy documents, interviews with representatives for European shipping 

companies, interviews with shipping analysts, the Stoltenberg report and a questionnaire 

answered by Beluga Shipping GmbH has been used. 

The secondary sources consist of research and journal articles on Swedish and Icelandic 

Arctic policy, government ordered inquiries, web based government authority information 

material, research on Arctic shipping and media articles. Furthermore regime theory literature 

and method literature have been a help in building up the theoretical framework and to 

explain the methodological considerations for the study. 

A rule of thumb for source considerations is not to use secondary sources in order to verify a 

primary source.
41

 In this study the opposite has been done when interviewing representatives 

within the shipping industry in order to both verify previous research, but also to gain a 

broader understanding as to why the situation is as it is.  

3.2.1 Interviews 

Four interviews have been conducted in order to complement the research findings of 

Lasserre’s industry survey and the Arctic Council Arctic Marine Shipping Assessment 

(AMSA) 2009 report. Even if they could, the interviews are not thought to “stand on their 

own legs” but are rather to be seen in relation to Lasserre’s and the AMSAs findings.
 42

 But 

why interviews and not try to get such information in other ways?  

Firstly, one of the main advantages in conducting an interview is the possibility to ask follow-

up questions. Secondly, research focusing on the shipping side’s considerations and 

perceptions about Arctic shipping is fairly limited, thus not rendering possible many other 

sources. 

One draws a distinction between two kinds of people answering questions in an interview. 

Respondents are the ones who are representing their own views or thoughts when answering, 
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informants on the other hand supplies information about something in which he/she has 

special knowledge. The role of an informant could euphemistically be said to be that of a 

witness. 
43

 The interviews done for this study are exclusively informant interviews. 

The interviews have all been telephone interviews of shorter nature, conducted in April 2010. 

There are naturally disadvantages not conducting interviews in person, e.g. you lose one 

sense, that of sight, ultimately also losing the possibility of seeing important aspects during 

the interview, such as e.g. inconvenience in answering certain questions. This approach has 

been chosen however primarily due to the time and cost efficiency it provides.  

3.2.1.1 Selection criteria 

For informant interviews, the one useful selection principle is centrality.
44

 This principle 

basically means that the person answering should be of relevance and importance to what is 

being studied, basically in order for the answers to gain better accuracy and thus also 

legitimacy. This could be a high representative in an organization or an expert in a field. 

Looking at shipping companies routing considerations as is the case in this study, the 

selection of informants was done as follows:  

Firstly in order to get an insight into how the shipping industry might think about the 

challenges of Arctic shipping, a few companies of interest were identified. Due to the result of 

Lasserre’s expert survey about what kind of shipping companies had shown the most interest 

in Arctic shipping, my selection criteria for picking out companies were that they should 

operate in the Bulk segment of the market and/or have established operations in the region 

already.
45

 Thereby I believe the probability is higher of them having considered the pros and 

cons of Arctic shipping at a closer glance. Secondly, in order to broaden the spectrum from 

the perspective of a few companies to a gathered objective viewpoint, interviews with 

representatives of the shipping analyst sector were conducted. 

When sending out inquires to shipping companies asking about the possibility for making an 

interview, the centrality principle was incorporated in the formulation “someone with 

knowledge about and view into the routing considerations”. The result of the sent out 

inquiries where three companies willing to answer questions about how they regard Arctic 

shipping, however one requested to get questions sent electronically in order for them to 

answer in writing.  
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For the shipping analysis sector I made a phone call to Lloyd’s Register-Fairplay Research 

asking for someone who could answer questions about Arctic shipping. By chance the person 

answering knew a fair share and is therefore included as an informant here. I was furthermore 

referred to his superior who is the second informant from the shipping analysis sector. This, 

informants referring to other informants for complementing information, is generally called 

“snow ball selection”. The following informants are cited in the study: 

Shipping companies: 

 Terje Winther, Vice President Cargo Handling & Equipment, Grieg Star Shipping 

 Grieg Star does not ship in the Arctic region, but has had operations north of the Aleutian 

Islands in the Bering’s Sea. 

 Klas Eskilsson, Vice President - Deputy Head of Industrial Shipping & Head of 

Bulk/LoLo, Transatlantic Rederi AB 

 Transatlantic has once transited the NSR with one of its Anchor Handling Tug/Supply ships. 

 Niels Stolberg, President & CEO, Beluga Shipping GmbH (answered in writing) 

             Beluga operates two heavy lift bulk cargo ships for Siberian re-supply shipping 

Shipping analyst sector: 

 Niklas Bengtsson, Senior Consultant Fairplay Market Forecast, Lloyd’s Register-

Fairplay Research 

 Christopher Pålsson, Manager and Senior Consultant, Lloyd’s Register-Fairplay 

Research 

I argue that given the professional positions of these individuals, they all meet the centrality 

criteria. The interviews were conducted in a semi-structured way using a template primarily 

designed for the shipping companies but was also used for the shipping analyst interviews 

without any problems or difficulties.
46

  

3.2.2 Source evaluation 

The theoretical literature used has been widely discussed and cited in a vast number of 

publications. The main book has been Regime theory and International Relations which 

gathers quite a number of respected political scientists/theorists who have also contributed to 

other theoretical sub-fields within international institutionalism. Keohane is an example. 

Moreover the person whose definition of the very term international regime is the generally 
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accepted within political science has contributed with a chapter (Krasner). 

Government policy documents, IGO documents, company/organization descriptions have 

been retracted from their respective websites and there should be no doubt with regards to 

their authenticity. Having that what is looked for is how they contribute to security, i.e. 

something positive, I argue that there is little reason to believe that such information would be 

held back from official light. 

The research on the developments in the Arctic that has been cited and used has been 

conducted by respected and for the issue relevant people. Many of them were partaking 

during the NATO Defense College conference in Reykjavik 2009 which addressed the Arctic 

issue. I deem them making the effort in going there as being a good benchmark for how active 

they are within this field of study.  

Five media websites have been used: Swedish newspaper DN.se, Icelandic newspaper 

MBL.is, Barentsobserver.com, CNN.com and Scientificdaily.com, all of which are 

established and respected news sites. The articles referred to on DN.se and MBL.is merely 

confirms the occurrence of incidents. The info drawn from the CNN.com article comes from 

citations of a US congressional hearing of environment experts. The article on 

Barentsobserver.com was referred to by the IGO on whose activity they were reporting.  The 

sciencedaily.com article is supported with references to research findings in the article, 

validating its content.  (All electronic resources where re-checked on May 16th 2010, except 

for the CNN article acquired on May 23rd 2010) 

3.2.3 Validity and reliability  

What’s meant by the validity of a study is the quality of the measurement, having an impact 

on how reliable the study’s findings are.
47

 One does the distinction between internal and 

external validity. The former refers to the ability to draw correct conclusions from the 

analytical factors studied, the latter to the possibility of generalization of the findings. 

One method of claiming validity is to “copy an operational definition” done in earlier 

research. 
48

 This has been done with the collective operational definition of international 

regimes provided by works of Krasner, Rittberger and Peters. Having the general conformity 

about the definition being the one which has been applied, there should be no doubt that what 

I study by looking at these factors, are regimes.   
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The main internal validity concern is however the linkage measurement of government 

policy/actions and the shipping industries aspirations. I argue that looking at the shipping 

industry considered main issues/problems for Arctic shipping (and what might get them to 

increase/set up Arctic operations) and the Icelandic and Swedish governments’ actions and 

focal points in their policies is suitable for this. This however builds on the premise of the 

shipping companies acting in accordance with their voiced views, i.e. a factor, by a shipping 

company, perceived as increasing shipping would also mean that the company would then be 

interested in setting operations on foot (and vice versa).  As Lasserre points out, there is a 

certain “reluctance [within the shipping industry] to talk about their strategies”. 
49

 As this does 

not mean that the shipping companies looked at here would not give honest answers, there are 

obvious reasons for keeping a critical eye due to risks of withheld information for competitive 

reasons.   

For the external validity, there are admitted risks for deviations of views within the whole 

population (the shipping industry) when looking at merely three shipping companies. 

However, by consulting more independent sources, done by introducing the shipping analysts 

to the study, such analytical pitfalls are aimed to be reduced. The study doesn’t allude to a 

completely generalized description of the shipping industry’s views, but aims at giving an 

indication as to where its views and aspirations are tending.   

Reliability means the absence of haphazardous or unsystematic mistakes while measuring.
50

 

Such concerns for this study can be confined to the risk of misinterpretations of the gathered 

interview material. Two of the four interviews (Winther and Eskilsson) were successfully 

recorded with reasonable sound quality, thus no problems for the reliability for those two 

should be concluded. The third interview (Bengtsson) was unplanned and came up during a 

chance call to a shipping analyst company, which is why only notes were taken. Due to a 

malfunctioning recording device (discovered after interview was finished), the data for the 

fourth interview (Pålsson) is preserved in notes that were taken during the interview. Where 

these notes are obviously not as precise as transcriptions would have been, they should not 

constitute any greater threats to the reliability. They should be viewed as distortions of 

formulation rather than content.  
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4. SWEDISH and ICELANDIC RESPONSES 

The responses are accounted for below under general headlines, but I stress the often obvious 

interconnection between the response-categories, thus some responses could with ease be 

filed under more than one headline. They are basically to be seen as just a mere way of 

gaining a general overview of where Swedish and Icelandic contributions aim. 

4.1 Swedish responses 

In a FOI (Swedish Defense Research Agency) report from January 2008 it was stated that 

Swedish attention to the Arctic over the years had been revolving around scientific polar 

research but that “other issues [were] practically unnoticed by the Swedish side”.
51

 Their 

report on the Arctic from March this year indicates a change, where EU development of a 

stance on the Arctic has lead to a process within the Swedish government of stating their 

views. However still no explicit Arctic Policy has been set.
52

  

4.1.1 Environmental 

Beginning with an act from 12 years ago, Sweden’s contribution to maritime security regimes 

in the sense of environmental protection struggles is visible through the Environmental Code 

from 1998.  There it is stated that actors’ measures should be preceded by gaining 

“knowledge that is necessary in view of the nature and scope of the activity or measure to 

protect human health and the environment against damage or detriment”.
53

  As this does not 

address the issue of shipping directly, it is closely related, having the coupling of 

environmental risks and Arctic shipping. This code should furthermore be seen as a platform 

on which further Swedish policy is to be built, and is moreover subject of application for 

Swedish flagged shipping companies in international waters. Additionally, the code stresses 

the special importance of protecting ecologically vulnerable land and water areas.   The Arctic 

being such an example, measures to ensure ecology are thus to be seen as of special 

importance.54 

In a 2009 government bill Sweden presented a consolidated policy for the maritime 

environment where the Arctic region was also touched. In the bill it is stated that before 2011 
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when it is Sweden’s turn to hold the chairmanship in the Arctic Council, “concrete steps 

should have been taken for preserving and protecting the marine environment in the Arctic”. 

Arctic shipping is mentioned as a risk but no concrete measures for shipping explicitly are 

suggested. A lot of attention however is paid to IGO co-operation through the EU and the 

Arctic Council. Furthermore the government notes the efforts made by the United Nations 

International Maritime Organization (IMO), arguably the most important IGO for maritime 

issues in the world today, in further developing the “Polar Code”, which is collective rules for 

vessels operating in ice-covered waters.
55

 

Sweden has furthermore propagated for including shipping in an international emissions 

trading system to lessen emission impacts on the climate.
56

 The Arctic implications of this 

will be accounted for in the Analysis chapter. 

4.1.2 Surveillance and Crisis response 

A vast number of government documents indicate the importance of the European Union in 

promoting and supporting maritime security in the Arctic. Swedish government support is 

given to researching development possibilities for satellite navigational systems for the 

Arctic, an initiative that has come through the cooperation between the EU commission and 

the European Space Agency.
57

  

The Swedish Maritime Administration (SMA) has furthermore been working actively 

internationally with developing standards and usage of the so called Automatic Identification 

System (AIS).  The AIS system is a transponder based system enabling identification of ships 

movements, supplying information about e.g. identity and cargo. What the SMA has done is 

promoting the establishment of an international AIS usage requirement to increase maritime 

safety; a requirement which became reality when the IMO decided upon new regulations 

regarding AIS usage in 2001. As of 2007 all ships, whose flag-states are members of the 

international SOLAS (Safety of Life at Sea) convention are supposed to be equipped with 

AIS.
58

  

Sweden currently holds the chairmanship in the Barents Euro-Arctic Council (BEAC) 

(members including Sweden, Norway, Russian, Finland, Denmark, Iceland and the European 
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Commission) for which it has set up four “focus areas”, none of which address shipping. 
59

 

However as part of “other important areas” Emergency Prevention, Preparedness and 

Response (EPPR) can be found, being of special significance to Arctic shipping. As briefly 

mentioned in the Introduction chapter, BEAC has initiated the Barents Rescue series where 

Sweden is actively partaking. These are series of civil protection rescue exercises and have 

been conducted in e.g. Murmansk (2009)
60

 and in Norwegian Finnmark (2005).
61

 Such 

operations are important contributions to the maritime security in the Arctic Barents region, 

especially with regards to the forecasted increase in oil shipping in this area. It’s a way of 

sharing knowledge but also to improve effectiveness and coordination in the case of bigger 

emergencies where common resources are needed.  

Furthermore, an agreement from 2008 between Sweden, Finland, Norway and Russia 

strengthened the Barents cooperation by initiating an International Barents Secretariat with 

the aim to “provide technical support for the multilateral coordinate regional activities”.
62

 

Another aspect is the development within the Swedish marine. What has been done in this 

field is to strengthen “the ability to operate in the Arctic areas”.
63

 As this can have several 

purposes, it is difficult to say for what specific reasons this had been done. 

4.1.3 Research 

Sweden has through the Arctic Council primarily contributed to expansion of knowledge of 

the environmental aspects of Arctic shipping. One example is the co-funding of EPPR 

program projects for developing interactive maps with environmental information included.
64

  

Environmental research is essential to assess factors like ice melting speed and disaster 

impacts, in order to know how to address the Arctic shipping. It’s furthermore in line with 

Sweden’s overall focus on climate change, seen not the least during the chairmanship of the 

EU council.  

Sweden has also voiced its wish to place the Swedish Arctic icebreaker Oden at disposal for       

other EU states to use for research in the region, instead of developing a new EU-financed 
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one. This is expressed in a response to the EU Communication The European Union and the 

Arctic Region which includes suggestions of creating new Arctic “research infrastructure”. 
65

  

4.2 Icelandic responses 

”Iceland’s Arctic Policy is pending and they imply that the “hysteria” which have been visible 

  in the media regarding the development in the Arctic is exaggerated” 
66

 

                                                                                                                             Niklas Granholm, FOI 

4.2.1 Environmental  

Iceland does like Sweden partake in international co-operation forums, as a means to address 

the issue of shipping. To start off, one of these international efforts can be seen in Iceland’s 

co-leading of the Arctic Ocean Review project which is intended to result a status report of 

Arctic marine environment and protection measures, to be presented in 2011.
67

.  

As stressed in the previous chapter, Iceland is surely more exposed to shipping related 

security risks, something that is evident when looking at what kind of measures that have 

been taken. As Bailes has pointed out, the Icelandic debate has given rise to suggestions about 

restricting certain marine transit in the close proximity of the Icelandic coastline,
68

 and 

already such measures are being taken. Examples are the definitions of areas in southern 

Iceland, not far from the capital vicinity, as a “no-shipping” zone.
69

 These rules came as late 

as 2008 and the reasons stated were prevention of ship damages leading to negative 

environmental impact, e.g. on fish stocks, and have been confirmed by the IMO.
70

 And such 

restrictions may not be the last; a committee for researching similar needs on the east and 

north coast has been set on foot, and might lead to further restrictions.
71

  

As a background to this, a new parliament act came into force in 2004 which aims at 

protecting the sea and the Icelandic coastal areas from “sea based pollution”.
72

 Furthermore 

Iceland has a precautionary principle regarding possible environmental risks (consolidated 

from the constitution, general and sectoral environmental regulations and administration 

practice), balancing between the factors of “risk and […] likelihood of environmental 
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degradation” and “economic consequences” resulting from measures, basically coming down 

to the notion of uncertainty justifying action in preventing damage of environment and human 

health. It is furthermore underscored that uncertainty may not implicate delays on taking 

necessary measures.
73

   

The assessment of the Icelandic foreign ministry is that oil shipping transport has not been on 

such a fast rise as it was initially thought to be. The ministry does however view it as likely 

that there will be a change to come in the coming decade in that regard.
74

 

4.2.2 Surveillance and Crisis response  

There appears to be quite some concern within the government regarding increased shipping 

around the country and Iceland’s capability to meet the coupled security needs. But it’s not 

merely cargo shipping transports that are the subject of concern; cruise ships are becoming 

more present in the area. Due to ice collision risks there have been discussions between the 

Danish and Icelandic coastguards as to how such risks are to be met. One suggestion has been 

for the cruise ships to travel in pairs in order for them to be able to assist each other in the 

case of an emergency.
 75

 Such a measure does however only cover the human life aspect of 

the passengers, and environmental impact would still be unsolved. No agreements to solve 

that issue have yet been signed. The cooperation between Denmark regarding these aspects is 

important and the countries are currently working on a common response plan for shipping 

accidents in the straight between Iceland and Greenland.
76

  

According to the Icelandic Risk Assessment (IRA) report of 2009, Iceland does not have the 

capacity to deal with accidents where larger ships are involved, and would have to seek aid 

from other countries in handling such.
77

 The financial crisis will also have its impact on the 

possibilities to finance new initiatives. Government policy documents verify this picture, 

stressing the importance of cooperation and coordination with other states. Iceland is 

optimistic about the Arctic Council suggestions about setting up Response Units in Iceland, 

but does however reiterate that such measures will not be made single-handedly and without 

external assistance.
78

 Some measures have however been taken on the individual basis: 
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The IRA report bends on the government decision on ordering a new larger Coast Guard 

vessel, supporting the two present ones patrolling Icelandic jurisdiction. However, as has been 

pointed out by the Icelandic Maritime Administration (IMA), to increase time of reaction and 

ensure the ability to handle large-ship accidents (including towing), three ships of the same 

proportion as the one ordered are needed.
79

 The new ship was supposed to be taken into 

service during the former part of 2010 but has been delayed as it has been produced in Chile 

and was damaged during the earthquake in February this year, testifying for how world 

interconnectivity has an impact also in these aspects.
80

 

Iceland emphasizes the importance of close co-operation between the western countries and 

Russia. Shipping is one reason, and one stresses that political disputes would not serve 

anyone’s interests.
81

 Co-operation on shipping with Russia is held up through BEAC and the 

Arctic Council. Currently a report on shipping surveillance and rescue is in the workings 

within the Arctic Council framework, where the Russian-Western contact is maintained.
82

 

4.2.3 Information exchange 

Icelandic measures for increasing the information flow of shipping activities in its coastal 

proximity indicate regime contribution. Agreements with Norway have been made regarding 

AIS data exchange, which increases the possibilities for faster and more accurate responses to 

emergency situations. Having that AIS reception from space is not adapted for heavier traffic, 

such land based AIS data is of importance.
83

 Deepened cooperation with Norway came 

through a bilateral security and defense agreement signed in 2007, with clauses about 

Norwegian efforts for educating and training Icelandic security personnel in air surveillance, 

and about working on the creation of an additional agreement covering further information 

exchange regarding shipping activities as well as search and rescue services.
84

 

The government has deemed it “unlikely” that the NWP and the NSR will ever be main routes 

for Atlantic-Pacific shipping, but still foresees increased shipping to and from ports within the 

Arctic area and in connection to exploitation of natural resources.
85
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4.2.4 Research and Economy 

Maybe the largest contribution to maritime security in the Arctic as a whole, is the promotion 

for and conducting of research and information sharing between concerned countries. Iceland 

has contributed with quite some research resources in the development of further knowledge 

and understanding of what Arctic shipping might entail, predominantly through assessment 

programs set up.  

In order to assess the possible future Arctic shipping two governments initiated reports have 

been presented. The first, North meets North, was published in 2005 and provides a thorough 

review of the likeliness of Arctic shipping increases, environmental impacts but also 

economic opportunities.
86

 The developments seen are of great importance for Icelandic 

interests, both in a positive and negative sense. Opportunities for services connected to 

increased shipping activities and new exploitation of natural resources would arguably be of 

significance for the post-crisis Icelandic economy. The IMA are currently working on 

mapping out port conditions around the country with consideration taken to the ideas about 

setting up a large-scale transshipment port.
87

 

As mentioned above Iceland emphasizes that it would not serve its interests if there were to 

arise tensions between the Arctic states as a result of the opening of the new Arctic shipping 

routes.
88

 Such tensions risk undermining efforts to improve maritime security in the area, but 

also to get the chance to benefit economically from increased shipping activities. 

The second report, Breaking the Ice, primarily assessing the viability of Arctic shipping, was 

based on a 2006 conference organized by the Icelandic government, intended as a 

contribution to the above mentioned AMSA 2009 report. Two of the main findings were that 

emergency prevention was to become “challenging” in case of increased shipping activities 

and that the market would be the main decision-maker as to if transarctic shipping is to 

become viable in the future.  

4.3 Nordic co-operation 

Both Sweden and Iceland are working actively within the Nordic Council to discuss and come 

up with suggestions for Nordic co-operation on Arctic issues. In 2008, the council gave the 

former Norwegian foreign minister Thorvald Stoltenberg the task to present suggestions for 
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how to deepen Nordic co-operation. In the beginning of 2009, the report Nordic Cooperation 

on Foreign and Security Policy (aka the Stoltenberg report) was presented with 13 

suggestions, where proposals for a Nordic ocean surveillance system, a common search and 

rescue unit and a Nordic surveillance/communication satellite system addressed the shipping 

issue.
89

 It is difficult to find any outspoken government views on the report, and according to 

an article in Försvarsutbildaren the governments have kept rather quiet about reactions to the 

specific suggestions.
90
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5. SHIPPING INDUSTRY VIEWPOINT 

5.1 Views and aspirations 

The AMSA report gives a clear answer: transarctic shipping is not going to be topical in the 

coming ten years. The feasibility of increased NSR shipping does however seem higher than 

for the NWP. Lasserre points out that this has to do with the ice melting forecasts indicating a 

faster melting of the NSR. Klas Eskilsson, Transatlantic, adds a few factors to why the NWP 

has been more disregarded: 

“Yes, you got nothing there […] If you go around the corner of Alaska’s northwest tip, you don’t really 

have anything until you get to Baffin Island where you find mining villages. In between, there is nothing.” 

“The discussion so far has […] been about Asia being the big driving force and they trade a lot with 

Europe, which is why [the NSR] shortening […] has been the one seen to.“  

                                                          Klas Eskilsson, VP, Transatlantic 

The distance between the Alaskan tip and Baffin Island totals to over 3000 km, a distance 

where services and possibilities for aid are severely limited.
91

 There has been an overall 

disregard of the NWP by the informants and their focus has predominantly been on NSR 

shipping. That’s why if nothing else is stated below, the NSR is intended.  

But even though the NSR appears more viable, it is far from without difficulties. Terje 

Winther, Grieg Star, illustrates the importance and need for national co-operation with Russia: 

“[…]The northeast passage by Russia: I believe that will be very difficult, a big political hot potato” 

     Terje Winther, VP, Grieg Star 

In addition, Eskilsson points out that it is “the Russians who govern this completely”, by that 

meaning that they are the ones who can increase the chances of the NSR becoming an 

attractive route.
92

 

5.1.1 Economic incentives 

Shipping analyst Christopher Pålsson, Fairplay Research, agrees with the notion of transarctic 

shipping not being topical. He supplies two reasons for this:  

Firstly, the Transsiberian railway constitutes effective competition. This is also confirmed by 

Niels Stolberg, Beluga, underscoring that “Russian railways offer very competitive rates for 

container traders what shipping cannot compete with”.
93
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Secondly sailing the NSR is not possible for larger type ships due to depth limitations at some 

places along the way, thus it would only be possible for smaller type ships to sail the whole 

route. This means, Pålsson argues, that the economies of scale (which is the shipping 

industry’s biggest advantage), would be reduced. Besides, having that shipping is a slow-

speed branch of transportation, “time is not as much of a factor”.
94

 Obviously the loss of 

economies of scale depends on what kind of ships you operate. For example; appropriate ice-

classed ships that e.g. Transatlantic operates are of a smaller type, thereby this aspect would 

not add on as a negative to their overall economic calculation. Eskilsson does however point 

out that if shipping companies would like to get involved in Arctic shipping, additional costs 

in that of ice class equipment and heavier stronger engines will be added, and these 

equipments are required for Arctic shipping in order to be able to tackle the ice. 

Insurance premiums are also an economic issue for Arctic shipping. Both Bengtsson and 

Eskilsson points out this factor as an added cost. Extra insurances are needed due to higher-

risk shipping. Furthermore, transit fees have to be put in perspective to the main transit 

passages of Suez and Panama. Eskilsson explains:    

 “As it is today, you can go 30 times through Suez and then you can negotiate about discounts, so such a 

system is available, but having that the Arctic routes are not used commercially to any greater extent, more 

than for Russian transports ,  there are no such structures for foreign tonnage yet for the Northeast 

Passage.”     

                          Klas Eskilsson, VP, Transatlantic  

Judging from this, a large increase in traffic would be required for any chances on transit 

discounts. Furthermore, he stresses that what could be called flexible routing (my wordings), 

would possibly implicate increased expenses in the end. This substantiates one of Lasserre’s 

research findings; increased costs and risks of delivery errors are possible results of changing 

schedules twice a year.
95

  

Both Lasserre’s study and the AMSA report conclude that it is primarily developments within 

natural resources exploitation and regional shipping that will constitute the immediate future 

for Arctic shipping.
96

 Stolberg points out industry developments in Siberia in connection to 

the opening of the NSR opens up a new market for shipping. He highlights the potential 

savings: 
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 “In summer 2010, Beluga Shipping is going to apply the first new generation vessel of the Beluga P-class 

for shipping in the Arctic Ocean. With such “super heavy lift powerhouses” [...], using the Northern Sea 

Route as shortcut between Asia and Europe might result in financial savings of up to 600,000 US-Dollars 

per vessel and transit.”   

       Niels Stolberg, CEO, Beluga 

It should be pointed out, that Beluga (partly) operates in a special segment off the shipping 

industry, heavy-lifting, which is adapted for large components for e.g. oil exploitation, 

subsequently giving them larger possibilities to enter new markets in the Arctic.  

Bengtsson mentions 40 % as a number for cost reduction for transarctic container shipping if 

they were to be problem-free. Eskilsson says Transatlantic has not done any specific 

calculations on it but with all factors included, his initial belief is that the Arctic shipping 

would be too expensive.”
97

  

 

5.1.2 Environment 

Eskilsson underscores the importance of environmental aspects in regarding the feasibility of 

increased Arctic shipping and stresses that the big issue of Arctic shipping is going to be how 

the environmental debate is going to develop. The rules that apply today put all responsibility 

on the shipping companies in case of an accident. But this is not the only problem according 

to Eskilsson:   

 “[…] it is incredibly difficult to get there with the right kind of equipment and you have limited time 

because the ice will freeze again. An environmental catastrophe up there of such magnitudes we have seen 

in other places will be much worse since you cannot clean everything up.” 

                        Klas Eskilsson, VP, Transatlantic 

This obviously aims at economic responsibility, where nation states will supply the actual 

measures to deal with an emergency. We can see proof of the same system by looking at the 

oil leakage in the Gulf of Mexico, where the American president firmly emphasized BP’s 

economic responsibility, and where government measures take aim at fighting the leak, not at 

being gentle towards BPs economy.
98

 That logic will also apply if something happens in the 

Arctic, and thus takes us back to the issue of economic incentives for Arctic shipping. 

Furthermore, having the fragile Arctic ecology, if all of an oil spill could not be cleaned up, it 

could have devastating consequences.    
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This view is also supported by Winther, pointing out that if the Arctic is to become attractive 

for the shipping industry, sufficient aid systems need to be at place to protect life and the 

environment. He adds one important aspect in this regard:   

 “The biggest problem is that it is poorly mapped and marked out at present, which will have huge 

consequences if there are groundings leading to leakages in such waters, having huge ecological 

consequences.”                                Terje Winther, VP, Grieg Star 

5.1.3 Natural factors and safety/security 

The issue of markings is however very troublesome. Eskilsson explains that setting out buoys 

that send out signals would not be overall cost effective, since “they will be broken apart 9 

months a year” when the ice comes back.
99

 This leads us onto what all informants stress: the 

ice is still the number one concern for Arctic shipping. It is however not the solid ice that 

constitutes the major concern, at least not for the maritime safety and security in the region. 

Rather, as shipping analyst Niklas Bengtsson points out, it is the drift ice, caused by the 

melting which is supposedly increasing possibilities for Arctic shipping, posing the biggest 

risk factor for ditto. Stolberg confirms: 

“Even though the ice is melting in summer or in most areas disappears, cold temperature and drifting ice 

fields, little icebergs or ridges can produce a risk to vessel and crew in the worst case. The look-out is even 

more important than elsewhere without much chance of having a break or being less concentrated for a 

minute.“       Niels Stolberg, CEO, Beluga 

This not being enough; the look-out, which Stolberg refers to, has quite some difficulties 

attached to it. Winter darkness and fog are aggravating circumstances. Bengtsson puts this 

issue into another safety context: In June 2009 there was a shipping accident outside the 

Swedish west coast where heavy search and rescue operations were conducted. But as the 

rescue work was ongoing it got darker and darker and eventually, late in the evening, the 

efforts in searching for bodies were blown off; it was simply not possible to see anything in 

the water any longer. Applying this to the Arctic where darkness is dominating during most 

time of the year, consequences could be enormous. 

Mostly brought up here are the environmental and human life aspects of accidents and 

emergencies. However Eskilsson highlights another problem: 

“This doesn’t have to be an oil spill or something like that. But if a ship is having problems, loses a 

propeller or something else where it finds itself in need of assistance,  then it is not that easy to get that 

assistance quickly today. […] There is not a port around every corner.”  

                         Klas Eskilsson, VP, Transatlantic 
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Mere maintenance and repair service spots are not densely populated along the NSR.  

Regarding the shipping industry’s view on governments’ responses to supply maritime 

security, the history has shown, Pålsson says, that measures are more often reactive rather 

than proactive, and mentions the Estonia catastrophe as an example for developments of 

passenger shipping security. Eskilsson adds: 

 “Almost every rule comes out of something that has happened. […] How ships are supposed to look 

security wise but also how navigable channels are supposed to look security wise.”  

                                   Klas Eskilsson, VP, Transatlantic 

 

As for passenger traffic in the Arctic region, the AMSA report states that Arctic tourist 

shipping is “a reality”. To respond to this increase one stresses the importance of international 

IMO regulations. However, of importance for what is accounted for below, the AMSA also 

recommends the cruise ship operators to contribute to security regimes themselves:
100

 

5.2 Regime contributions 

Companies within the shipping industry do have influence on each other. Pålsson explains 

that this is partly done through monitoring of how others’ ships are routed, but also by 

keeping a close eye to how other companies ships are equipped, indicating the importance of 

being up-to-date on various technological advancements.  

Education, information exchange, research and innovation appears to be key words for the 

shipping industry’s maritime security regime contribution, both by shipping companies 

individually, but also through co-operation with others. 

5.2.1 Individual efforts 

Beluga accounts for one example of how these contributions are spurred on individual basis: 

 “[…] Beluga department “research & innovations” brings forward sustainable methods, fuel-saving 

systems and more innovations which depending on their respective goal lead to more safety and/or 

efficiency in real operations.” 

                                                         Niels Stolberg, CEO, Beluga 

As for Arctic maritime security, these are all important aspects. Fuel-saving means lesser 

emissions; consequently diminishing impact on the Arctic environment. Safety aspects in 

improving ice-breaking methods for example, reduce risks for ice related accidents.  
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5.2.2 Co-operation based contributions 

Transatlantic has a focus on education and information/experience exchange in their 

contributions to improve security. An education initiative called Ice Academy has been set on 

foot where Transatlantic together with Kalmar University “take [their] responsibility to make 

sure that [new ship commanders] get the education they need to be able to operate in ice”.
101

  

Transatlantic has furthermore initiated an international ice advisory board for discussions on 

Arctic security and safety issues. The board, called the Transatlantic Ice Council, brings 

together experts from Sweden, Finland, Russia, Canada, Germany and the United States
102

:     

 “[There] we gather professors and meteorologists and other knowledgeable individuals regarding Arctic 

and Antarctic areas where we discuss different subjects and in that way enhance our knowledge, and it is 

open for everybody to partake to strengthen the knowledge about these issues. Of course politicians and the 

environmental movement will be involved there, but it’s more “on the side”. But we do not stand for 

lobbying, we are not there yet.” 

                        Klas Eskilsson, VP, Transatlantic 

Co-operation is also central to Beluga’s security contribution. Stolberg points out the Public-

Private Partnership Maritime Campus Elsfleth which they co-finance and are “strongly 

involved in”
103

. This partnership brings federal state-, university- and private sector levels 

together for co-operation on maritime issues.
104

 

Winther describes Grieg Star’s co-operation with the Norwegian Ship-owners association in 

bringing their views to the table. Through that forum they have a possibility to affect security 

related aspects collectively together with other Norwegian shipping companies.  

Apart for security there seems to be some suspicion present between the companies, at least if 

judged by Eskilsson's view on Beluga’s Arctic operations as “trying to make a big deal out of 

it”. Having that commercial competition is always present; it leads one to believe that the 

impact of shipping companies active in the Arctic on Non-Arctic shippers is somewhat 

limited. Furthermore, as Stolberg emphasizes, there are not that many shipping companies 

present in the region at this date. This does with all probability add on to the suspicious 

tendencies; the question “why aren’t there more shipping companies present?” might be 

prevailing. However, to finish the chapter with a promising statement: 

  “[…] there are no secrets between each other when discussing security.” - Terje Winther, VP, Grieg Star 
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6. ANALYSIS and CONCLUSIONS 

6.1 Analysis - Swedish and Icelandic contributions  

Looking firstly at the contributions aimed at the Arctic specifically, Swedish responses are 

clearly in line with the shipping industry’s views and aspirations in terms of contributions to 

navigation technology developments. The co-funding of  EPPR program projects for 

developing interactive maps with environmental information included is a part of this; 

something which also covers the shipping industry’s concerns about negative environmental 

impact. Furthermore the support for the EU efforts in developing a navigational satellite 

system goes well into this. These are however not ready developed regime components. They 

could be developed into norms or principles where ships, out of self interest, would be 

expected to use such aids. It is also reasonable to believe that IMO regulations would be 

developed where the usage of these aids would become mandatory. 

As mentioned in the introduction chapter, Zysk argues for military co-operation with Russia 

being needed in order to gain a sustainable non-conflict development of Arctic issues. The 

shipping industry also stresses the importance of Russia for the future of Arctic shipping. The 

BEAC Barents Rescue series are the most concrete signs of co-operation, which constitutes a 

norm in the sense of the partaking countries better knowing how the others operate in case of 

an emergency. It also constitutes a norm in terms of developed common practices and 

coordination, thus it could delimit states perceived needs for involvement but also make such 

potential involvement easier and more efficient. These norms are furthermore strengthened 

with the 2008 agreement on initiating the International Barents secretariat.  

However, this is solely a civil protection service cooperation and does not include any 

military functions. Furthermore, putting the Swedish marine’s increased ability to operate in 

the Arctic into this context; it could be argued that not seeking co-operation with Russia at the 

same time as such establishments could be perceived as a threat rather than an added security 

factor. What might lie behind that no further co-operation with Russia has been set on foot are 

the chilly relations in the wake of Sweden’s criticism of the Russian invasion of Georgia in 

2008. The relations have however recently gotten better which would make future co-

operation easier. 

An explicit principle is to be found in that of putting the Swedish ice-breaker Oden at disposal 

for other EU states in order to conduct further Arctic research. As this might not be a direct 

contribution to maritime security, gaining further knowledge about how the ice acceleration 
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develops and what is at stake if something happens is crucial in the sense of it laying the 

foundation for what preventive actions are needed and when they need to come. Having the 

connection between ice-presence and shipping companies’ interest in the region, this appears 

highly important. 

Swedish contributions to Arctic security have also come in less directed ways.  The emissions 

control system for shipping is one, but what this would mean for Arctic shipping is not clear 

and such a system has not been adopted to this date.  As has been highlighted in the previous 

chapter, Arctic shipping requires stronger ship engines, which subsequently leads to larger 

emissions. Depending on the range and conditions for an international emissions trading 

system for shipping, it might be added as a negative in calculations on Arctic shipping 

“benefit assessments”. An emissions control system would hence, if internationally accepted, 

turn into a common rule delimiting and possibly also work as a disincentive for shipping in 

the High North. Again however, it should be stressed that this would be ice dependent; lesser 

ice – lesser needs for stronger engines. Another non-directed contribution is the AIS 

requirement suggestion has ultimately lead to an important security rule. This rule has also 

enabled further security, visible for example by looking at Iceland’s and Norway’s agreement 

on AIS data exchange. Without the AIS requirement such data exchange would arguably not 

be as valuable and complete. 

 

Icelandic responses to new shipping opportunities in the Arctic have primarily focused on the 

consequences for its own immediate surroundings, where measures have been taken 

accordingly. The issue of crisis response appears to take up a big part of Icelandic 

consideration, where environmental and safety aspects are in the forefront of reasons. The 

rule of restricting near-coast-transit in southern Iceland is one of the individual efforts made, 

which addresses environmental risks but also economic, which can be seen in the mentioning 

of fish-stock protection as a reason for the restrictions. 

The economic factor plays a significant role in Iceland’s approach to Arctic shipping, why co-

operation in order to ensure security in its proximity is maintained and sought.  

Judging from the informants however, no large type ships will be able to do Asia-Europe 

transatlantic NSR voyages. Iceland’s worry of not being able to handle accidents involving 

large type ships may be exaggerated at least if seen to future transarctic shipping flows. 

Surely, having the forecasted increase in regional and tourist shipping might bring the 

incentives to maintain higher preparedness. Iceland’s efforts to address these issues by 
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increasing co-operation with first and foremost Norway and Denmark can be argued to be in 

line with the increasing presence.  

For the Danish/Norwegian connection, the agreement with Norway on AIS data exchange 

poses an important rule, having that some of the shipping flows to a greater extent would 

come from that direction. Furthermore similar rules are discussed with Denmark.  

Arctic shipping tourism which locates north/northeast of the country is as mentioned 

increasing. Here, Iceland is well in line in terms of acknowledging the developments within 

the tourism shipping industry, however not with actual resources to meet the coupled needs. 

The suggested rule on Icelandic/Danish behalf about requiring Arctic cruise ships to travel in 

pairs, should be seen as a means to address the risks of drift ice. Going back to the 1912 

Titanic drift-ice collision disaster, such a measure would have saved hundreds of lives; 

something which could be the case in the Icelandic/Greenlandic Arctic as well. Such a 

measure does furthermore constitute a prime example of regime theory in Haufler’s 

description of non-state actors being given implementation functions of a regime component.   

But to go back to the above stated about non-sufficient actual resources for meeting the 

tourism shipping security needs; this also applies for Arctic regional shipping in Icelandic 

proximity. Iceland supplies an explicit principle of crisis response service through the Coast 

Guard, though with the reservation for how much work load they can take on. This principle 

will be strengthened when the new Coast Guard vessel will be at place. These resources are 

however still scarce if larger type ships would become more present in the future due to 

regional/natural resources shipping (which the Icelandic foreign ministry considers likely). An 

individual approach to this would implicate that Iceland would fall out of line and behind the 

shipping developments in the Arctic region, however due to the co-operation with primarily 

the Danish coast guard and the strife for further international involvement in these matters it 

can be argued that they are in line, so far. However, depending on the speed of this increase 

Iceland might fall out of line, due to their scarce monetary resources.   

Iceland’s economic interest in Arctic shipping could be seen as a contributor to developments 

of security functions on its own account. The possibilities in economic gain from shipping 

have lead to plans for a transshipment port in east Iceland. As the shipping industry calls for 

more ports along the Arctic shipping routes, this could be seen as a part of meeting such 

demands. Even if Iceland is not located in the most critical parts along the NSR, or the NWP 
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for that matter; as could be derived from the shipping industry’s views – shorter distances 

between each port is very positive. 

6.1.1 The responses compared  

Sweden’s and Iceland’s responses and contributions to the new Arctic shipping opportunities 

vary in a lot of aspects, however both coming down to the common factors of environmental 

protection and proximity rescue response. 

Iceland, having its locational exposure, has however needed to address the maritime issue 

more concretely, and one has “looked closer to home” in reacting to Arctic shipping 

developments than the Swedish government has.  A fairly clear distinction between the 

countries environmental protection strivings can be seen as a result of this, where the Swedish 

contributions (e.g. environmental mapping) has a broader, more general aim for ensuring the 

prevalence of the Arctic environment, whereas the Icelandic has a more “proximity 

concentrated” approach (e.g. transit restrictions in national jurisdiction). This indicates a 

striking difference.  

There are reasons to argue that Sweden’s approach in the long run might however also be a 

way of protecting its own proximity. One could draw a parallel to that the BP accident in the 

Mexican Gulf could supposedly have an impact in Europe and even further north.
105

 Even if a 

shipping accidents, e.g. in an oil ship disaster, would not be as severe (however devastating 

for the Arctic environment), the distance between Sweden and the Arctic is in many aspects 

much closer than the BP accident reach.  

The Swedish focus thus, due to the nature of the contribution aims they have, have been set on 

working through IGOs such as the EU, Arctic Council and IMO to gain as broad and effective 

regime components as possible. Iceland is also active in the Arctic Council and the IMO but 

the regimes they have contributed to the creation of have predominantly been either on an 

individual or bilateral basis.  

As both countries contribute to rescue response security in their proximity areas, there is 

however a level difference in this regard. The Swedish involvement in the Barents’s rescue 

exercises certainly brings a level of security, but there is no agreed upon rules on common 

responses in case of emergencies. Iceland on the other hand has met such needs through 

development of bilateral agreements, where the projecting of a common response plan with 

Denmark is a good example of a coming rule/explicit principle. 
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 Experts testify on grim ecological fallout from Gulf oil spill, CNN.com, May 21 2010 
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6.2 Analysis - Shipping industry regime contributions  

A major regime contribution by the shipping industry is to be found in the implicit principle 

of shippers not gaining interest in the Arctic region before it can be deemed as cost efficient. 

This gives a hint towards the governments as to how they can expect shipping activities to 

alter, predominantly depending on ice presence and the security mechanisms 

possible/economical during current conditions (buoys being an example). This also indicates 

that if the ice melting keeps on at current rate, there are reasons for the Arctic states to address 

the issue of shipping more specifically. This can be seen as a contextually dependent norm 

contribution. 

A second regime contribution is present in shipping companies engaging in 

information/experience exchange, research and innovative business. Judging from the 

informant’s answers, these contributions are of importance for the Arctic in terms of 

developments of e.g. ice-breaking technology and improved knowledge among ship 

commanders regarding ice navigation. By co-operating and interacting with national 

governments and government authorities these contributions in terms of norms, become 

acknowledged, thus delimiting government intervention needs in these aspects. Furthermore, 

having the actual development of measures done within or in co-operation with the shipping 

industry itself is arguably the most effective way of addressing problems, due to the fact that 

they are the ones actually having the experience and knowledge of what might be needed. 

6.3 Conclusions  

Basically what can be concluded is that Sweden does not contribute directly to maritime 

security regimes in such a way that Iceland does, however the regimes that Sweden indirectly 

has contributed to the development of, appear to be of greater importance for Arctic overall 

shipping security. Iceland’s contributions are of a more direct character but not as extensive. 

At first glance, it would appear like Sweden addresses the issue for Arctic maritime security 

itself, Iceland on Arctic shipping's impact on them. This being true for the latter, Sweden’s 

contributions however are also to be seen as means to protect themselves, having the far 

reaching consequences that e.g. environmental accidents could implicate. 

Sweden’s approaches predominantly revolve around general environmental protection, be it 

through measures explicitly environmental, navigational aid or to support the research 

underpinnings for future decisions and measures for Arctic maritime security.  

Iceland’s approach has been focusing on its own proximity and conforms to the Swedish aims 
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at environmental protection. Furthermore Iceland has, due to its location has a larger focus on 

crisis response but also the possibility of economically exploiting increased Arctic shipping 

flows.  

Both countries appear to be in line with the shipping industry’s views and aspirations for 

Arctic shipping. However this conclusion has a time dependent, and will be reliant on the 

melting speed of the Arctic ice-cap. Decreased ice would increase incentives for Arctic 

shipping, where risk factors would not contribute to a negative result number of an economic 

assessment for transarctic, regional or cruise shipping. Such scenarios would call for 

increased measures, which Sweden and Iceland need to contribute to in order to “keep in 

line”.  

The shipping industry contributes to maritime security primarily by educating ship 

commanders in operating in the harsh and difficult Arctic environment and by developing 

new methods and technology for shipping in the icy Arctic Ocean. These contributions come 

both from shipping companies individually, but also collectively through co-operation with 

other shipping companies, research institutions and government authorities. Furthermore one 

shares experiences and knowledge of importance for maritime safety and security. Basically, 

the shipping industry’s self interest in providing security mechanisms contribute to norms for 

Arctic shipping, delimiting needs for government intervention. 

There is however a balance here to be upheld: promoting security co-operation at the same 

time as maintaining competition. In some aspects, these two might collide, and it is not quite 

clear which factor would prevail in such instances – security or economic advantage? 

*** 

The issue of maritime security in the Arctic region basically comes down to the problem of 

global governance. Are regimes then the answer to this problem? Surely not on its own 

account, but they are to be seen as both means and ends in the development process of global 

governance. One core factor in that of successful governance could be said to be that of trust 

between the governing actors, but also the “governed” actors. The process of regime 

development could lay such foundations, where co-operation and co-ordination would result 

in more extensive trust, moreover important for breaking the west-east “barrier”. Further 

research into the trust factor in Arctic governance would thus be welcomed. 
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Appendix I 
Interview template 

 

Possible interest in transoceanic shipping? 

Other type of Arctic shipping? 

- How does the discussion go within XX with regards to transoceanic shipping through 

the NE and the NW passage?  

- What factors are generally taken into consideration when operating in areas coupled 

with greater security risks  

 Mention after answer: (ice, fog, winter darkness?) 

- Influence from other shipping companies  

 (Actions, statements?) Leading to general optimism or skepticism? 

- What maritime security mechanisms do you deem needed, in order for you to gain 

further interest in arctic transoceanic shipping? 

 

Relations to the national policy makers and international bodies of cooperation in the 

Arctic?  

- Do you feel that you can affect the process of maritime security regime/mechanism? 

 Directed towards states, IGOs, NGOs, other shipping companies? 

 Co-op between shipping companies?  

 Interest big enough yet for collective action? 

- Are the current security mechanisms in the Arctic up to date/in line with the 

developments on the shipping side? 

 

Do you feel that you affect policy makers regarding maritime security needs? 

   



Appendix II 
Shipping distance from tip of Alaska – Baffin Island 

 

 

The yellow line illustrates the approximate NWP sailing distance from tip of Alaska to Baffin 

Island (to the port of Nanisivik
1
):  ≈ 1800 nautical miles (equals to about 3300 km).

2
  

                                                             
1 http://www.casr.ca/id-arctic-empires-2.htm (10/05/15 10:55) 
2 Source: Google Earth 2009 using the ruler function. The NWP route situation is adapted from Lasserre, F., Les 

détroits arctiques canadiens et russes. Souveraineté et développement de nouvelles routes maritimes, Cahiers de 

Géographie du Québec, vol. 4 8, no. 135, 2004 


