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Should I stay or should I go? 

Abstract 

This study discusses possible effects on investment decisions among Gotland enterprises from 

the ongoing public discourse over the present and future Gotland ferry traffic to mainland 

Sweden. Central topics are a substantial freight cost disadvantage, level and classification of 

state funding. By way of critical discourse analysis of statements from the most visible, 

powerful and persistent stakeholders surrounding the Gotland ferry issue are two major 

discursive thrusts identified. The level of enterprise awareness of the ferry discourses is 

investigated in a survey and correlated to perceived political uncertainty. Also is uncertainty 

related to investment reluctance. Further is the share of mainland marketed products related to 

the share of value-added products, and finally are enterprises asked whether they have 

invested to enhance the share of value-added products or if such investments are planned. The 

findings indicate that enterprises are well aware of the ferry discourse which is bringing about 

a high level of political uncertainty, while the level of investment hesitancy is somewhat more 

modest. Still a majority of enterprises are postponing or even refraining from investments. 

Also of interest is the high degree of consistency between enterprises with a high share of 

mainland marketing and high share of value-added products. A minority of enterprises has 

chosen the strategy to enhance their share of value-added products or is planning investments 

to that end in order to compensate for the higher transport costs. Longitudinal studies 

comparing the transport cost share of overall turnover for Gotland enterprises and their 

mainland competitors in the agriculture/food, manufacturing and tourism sectors are 

suggested, together with a study whether a more strategic investment pattern might evolve 

among Gotland enterprises.  
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Swedish summary (Sammanfattning) 

Denna studie undersöker frågan om vilka effekter den pågående offentliga debatten om 

Gotlandstrafiken inför upphandlingen av trafiken för 2017-2027 kan ha på gotländska företags 

investeringsbeslut. Centrala frågor i sammanhanget är hur påtagligt högre fraktpriser relativt 

konkurrerande företag på fastlandet ska hanteras, samman med överfartstider och tidtabell. 

Via en analys av diskurserna från de mest framträdande intressenterna kring färjetrafiken kan 

två diskursriktningar identifieras. Den ena, från regeringen och Trafikverket betonar 

konkurrens, flexibla transportlösningar och frysta statsanslag. Den andra, från gotländska 

intressenter som LRF, andra regionala näringslivsorganisationer, regionfullmäktige och 

samlingsorganisationen Gotlandsupproret påtalar vikten av konkurrensneutrala fraktpriser, 
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tidtabell och överfartstider på dagens nivå samt att anslaget till Gotlandstrafiken ska 

finansieras på samma villkor som landets övriga infrastruktur. Graden av medvetenhet om 

färjedebatten undersöktes i en enkät riktad till gotländska företag med regelbundna 

färjetransporter och korrelerades med nivån av osäkerhet kring företagets framtid. Vidare 

korrelerades osäkerhet med eventuellt minskad investeringsvilja samt andelen marknadsförda 

produkter på fastlandet med andelen vidareförädlade produkter. Trots ett begränsat antal 

respondenter indikerar resultaten tydligt att företagen är väl medvetna om färjedebatten vilket 

medför en hög grad av osäkerhet kring företagets framtid, medan graden av minskad 

investeringsvilja är mer modest. I varierande grad skjuter dock en majoritet upp eller avstår 

från investeringar. Av intresse är även den höga graden av överensstämmelse mellan företag 

med hög andel omsättning på fastlandet och de med en hög andel vidareförädlade produkter. 

För att kompensera den högre transportkostnaden har en minoritet av företagen investerat i 

ökad grad av vidareförädling eller planerar att göra det, vilket kan ses som en strategi för 

långsiktig överlevnad. Studien indikerar således att diskursen kring färjetrafiken påverkar 

gotländska företags investeringsbeteende på två sätt; flertalet skjuter upp eller avstår i väntan 

på definitiva besked, medan cirka 30 % hanterar en osäker situation genom att investera 

strategiskt.      

 

1. Introduction 

1.1 Purpose 

Which are the possible effects from the public discourse concerning the costs of ferry 

transports on investment decisions among Gotland enterprises with regular transports to and 

from mainland Sweden? This study intends, by use of critical discourse analysis (CDA) 

identify principal stakeholders, their discursive practices (i.e. what is said by whom and how) 

and these discourses impact on social practices (Fairclough 1992; van Dijk 1993; Fairclough 
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& Wodak 1997; Jørgensen & Phillips 2000). More specifically is stakeholder interaction 

examined (Rowley 1997; Rowley & Moldoveanu 2003; Garriga Cots 2011). Further is the 

relation between enterprise awareness of the ferry discourse and the level of perceived 

political uncertainty among Gotland enterprises (Julio & Yook 2012), as well as the impact on 

their investment decisions (Bernanke 1983; Pindyck 1991) investigated in a survey. 

 

1.2 The issue    

The current transportation issue between Gotland and mainland Sweden goes back almost 50 

years. In 1966, The Gotland Steam Boat Company (Ångbåtsaktiebolaget Gotland, ÅG), 

founded 1855, was near bankruptcy due to the cost for two new ferries and the competition 

from another shipping company, Nordö. After a change of ownership, ÅG negotiated a deal in 

two steps, 1967 and 1970, with the then Ministry of Communications, in practice ensuring the 

company a favoured monopoly-like status for operations of mainland ferry traffic in return for 

guaranteeing round-the-year operations. A state subsidy for the unprofitable autumn-winter 

season was part of the agreement, including a substantial fare discount (40 to 50 %) for 

Gotland residents, including private vehicles. The subsidy was to be re-negotiated every fifth 

year. The value of the deal amounts to 400 million SEK 2011 and 420 million for 2012 which 

is roughly 40 per cent of the total annual operating cost (Trafikverket 2013).    

Another feature in the package has been the long-standing mandatory Gotland surcharge 

(Gotlandstillägget) codified by law (SFS 1976:102, 1976) on all domestic road truck transport 

invoices, amounting to 0.9 % of the value before adding VAT. In all but name, the surcharge 

was an ear-marked tax, intended to equalize a large proportion of the transport costs between 

Gotland and mainland Sweden compared to mainland road transports. Mainland-based 

trucking companies with few or no hauls to Gotland perceived the surcharge as unfair as 

noted in the State Inquiry on the Gotland Traffic (Gotlandstrafikutredningen), SOU 1995:42 
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(1995). They expressed their dissatisfaction to the government, requiring an abolition of the 

surcharge.   

After Sweden joined the European Union in 1995, tenders for the procurement of seven-year 

operation contracts are asked from shipping companies. In 1996 another shipping company, 

Nordström & Thulin (NT) surprisingly won the contract for the traffic 1997-2003. 

Throughout the contract period NT was heavily criticized for their ageing ferries, poor ship 

maintenance, slow timetable and general low service level. Apart from the high investment 

costs for two new high-speed ferries – estimated at the time to almost SEK 1 bn. – is the 

criticism generally presumed to be one of the reasons as to why NT decided not to offer a 

renewed tender for the operation contract 2003-2010. When ÅG 2000 offered the only tender 

for operations the company received the contract 2003-2010 and also the one for 2010-2017, 

this time with new-built state-of-the art high speed carriers (HSC).  

However, the repeated negotiation rounds led to considerable controversies over the outcomes 

as many enterprises on the island perceived rising transportation cost disadvantages. This is 

hardly surprising as several studies (Hjelle 2006; Kågeson 2011; Vierth et al., 2012) show that 

the costs for reloading sea transported goods together with sea route and harbour fees are 

considerably higher than compared to road and rail transports. Put together, these costs are on 

average 50 % higher for short-distance sea transports according to an OECD study (2001). In 

a Swedish case study (Vierth et al., 2012) the corresponding share is 32 % for short-distance 

sea transport costs. Currently this variable cost discrepancy for Gotland enterprises is 34 % 

relative their mainland competitors as noted by Pettersson (2012). One contributing factor was 

the reduction of the transport invoice surcharge to 0.4 % 1997 due to the political pressure 

from the trucking sector. Another is the spill over of sharply rising fuel costs on to transport 

customers as the Swedish Transport Administration (Trafikverket) in the agreement for the 

2010-2017 contract period refused to fund more than 50 % of fuel cost increases. So, even if 
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the state subsidy covers some of the cost disadvantages, the combined effects of surcharge 

reduction, increase of fuel costs, reloading, sea lane and harbour fees are far greater for 

Gotland enterprises compared to mainland enterprises.    

Today, the issue of transport costs is yet again the centre for controversy, together with 

timetable, type of ferries, fuel emissions and speed. During the preparation phase of 

governmental defining the state budgetary, contractual and thus financial terms for the 

procurement of future operations of the ferry traffic between Sweden and Gotland 2017 to 

2027, the public discourse regarding these terms and the current transport costs has been 

intense during 2012 and in early 2013. The material available in Gotland media is very 

extensive. In Gotlands Tidningar only, more than 300 printed items were found from April 

2012 through March 2013 – on average one ferry traffic item per publishing day.
 1

 For reasons 

of limitation, this study therefore focuses mainly on the 2013 debate as featured in Gotlands 

Tidningar.   

The discourse is largely centred on possible consequences for enterprises on the island, 

notably in the agriculture and value-added food sectors along with tourism, industry and 

manufacturing. Another topic, albeit somewhat less frequently mentioned, is the possible 

long-term impact for the public sector economy and long-term demography for Gotland. As 

transport agreements typically are to a large extent classified, detailed longitudinal 

comparisons are made more difficult, and also are the overall statistics available incomplete 

(Wall, 2001). However, some general estimates can be performed (Vierth et al., 2012).  

An additional major topic for the 2012-13 discourse is whether to classify the ferry traffic as 

“Unprofitable collective traffic” or “Infrastructure” in the annual Swedish State Budget. The 

former, current classification is subject to repeated, protracted negotiations ending in 

complicated and precarious subsidy agreements between the transporter and the Swedish state 

                                                 
1
 The largest Gotland daily, with a circulation of 12000 subscribed copies. Gotlands Allehanda, the second daily 

(10500 copies) featured almost identical items as well as the jointly operated website www.helagotland.se   

http://www.helagotland.se/
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authorities. The latter one is funded by the Ministry of Infrastructure 

(Infrastrukturdepartementet) on equal terms with the Swedish national road and railway 

system, which by most is perceived as a huge difference in terms of stable public long-term 

financing. However, a governmental report on the general allocation of state funds for traffic 

agreements (Trafikanalys, 2012) recommends the ferry traffic agreement to be funded on 

equal terms as the national road infrastructure, and not under the budget title “unprofitable 

collective traffic.” Some additional background information is found in Appendix A.   

 

1.3 Relevant literature 

The issue of the current and future ferry traffic is perceived by virtually all Gotlanders as a 

determinant for most aspects of future regional development. The transport discourse on 

Gotland is largely uniform, reflecting a strong popular consensus of meaning on the island as 

outlined by Gramsci (1967). This consensus is fuelled by a long-standing popular feeling of 

Gotland being an ill-favoured peripheral Swedish province. These circumstances makes the 

ferry debate suitable for critical discourse analysis (CDA) which is focusing on uneven power 

relations and the prospect of a possible restructuring – in this case governmental – social 

practices as discussed by Fairclough (1992), van Dijk (1993), Fairclough & Wodak (1997) 

and Blommaert & Bulcaen (2000).  

The principal, most active and publicly visible “stakeholder clusters” surrounding the ferry 

transport issue are on one side the incumbent Swedish coalition government and the Transport 

Administration, and on the other the Region Council politicians, enterprise associations and 

the Gotland Rebellion. As maintained by Rowley (1997) and Rowley & Moldovenau (2003), 

stakeholders are not only acting in order to propagate their individual agendas, they also 

interact and collaborate when shared interests are perceived as sufficiently compelling. On 

Gotland, this is very much the case. Seven political parties, four enterprise associations, and 
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the across-the-board Gotland Rebellion movement are putting their agenda differences aside, 

consulting each other, issue frequent statements and utilize their contacts with a variety of 

mainland decision-makers. This is an example of how less powerful stakeholders collaborate 

for asserting influence on decisions from a more powerful one as contended by Garriga Cots 

(2011).  

The absence of unambiguous decisions – in this case on how the ferry traffic to Gotland is to 

be organised and funded – is in the eyes of this author a source of perceived political 

uncertainty among Gotland enterprises and political decision-makers. Bittlingmayer (1998) 

and Julio & Yook (2012) cite a range of historical examples, such as how governmental 

turmoil and unclear general election outcomes deter corporate and financial investments, 

which can serve as a corrobation of that observation. In short, when enterprises experience 

political uncertainty they tend to diminish, postpone or refrain from investments altogether, 

also investigated by Bernanke (1983) and Pindyck (1991). There are also discernible negative 

effects from investment hesitancy on the real economy argues Julio & Yook (2012). The level 

of political uncertainty among Gotland enterprises and whether the perceived uncertainty 

affects investment decisions is investigated in section 4 below.                   

 

1.4 Hypothesis 

In this article the author conjectures that the current issue related to the ferry connection 

between Gotland and mainland Sweden causes political uncertainty, thus in differing 

magnitudes affecting investment decisions among Gotland enterprises primarily in four 

sectors: (1) Agriculture/food, (2) Industry, (3) Tourism and (4) Retail/restaurants.  

The remainder of the study is organized in the following manner. Section 2 provides an 

outline of the principal stakeholders, their discourses and the theoretical framework. Section 3 

presents an historical account of transport cost development. Section 4 outlines from the 
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survey methodology and results, followed by a discussion. Finally, section 5 concludes and 

suggests areas of further research. The survey questionnaire is found in Appendix B. 

 

2. Principal stakeholders and their discourses 

2.1 Stakeholders surrounding the ferry transports between Gotland and mainland Sweden 

Stakeholders with direct or indirect interests in the current and future conditions for the ferry 

transports are quite numerous. One example is the 57200 inhabitants on Gotland, not to 

mention the more than one million tourists every year. The main “stakeholder clusters” are 

Farmers’ National Association (Lantbrukarnas Riksförbund, LRF), the local branches of The 

Entrepreneurs (Företagarna) and Swedish Industry (Svenskt Näringsliv); local political 

authorities as the Regional Council (Regionfullmäktige) and the Governors’ Office 

(Länsstyrelsen); State authorities involved are the Swedish Transport Administration and 

Transportanalys; the Government, notably the ministries of Industry and Infrastructure; lastly, 

shipping companies as the current ferry operator ÅG and potential tender bidders as other 

shipping companies, their principal owners and shareholders. All of these stakeholders do 

interact between each other in order to propagate and implement their respective agendas, 

some by close informal collaboration, and others by more formal negotiation as maintained by 

Rowley (1997). 

As noted by Rowley & Moldovenau (2003), stakeholder groups harbouring differing long-

term agendas may at the same time share sufficiently overlapping interests in order to 

perceive cooperation as rational and profitable. This is the case for Gotland as the enterprise 

associations and local authorities whose collaboration over the issue of future ferry transports 

have instilled a stakeholder social capital which, as argued by Putman (1993) is underpinning 

a habit of cooperation over other issues as well, such as raising local investment capital, 

sharing production facilities and joint marketing.    
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The observation by Garriga Cots (2011): “...a stakeholder group may seek to persuade another 

more powerful stakeholder group to join its claim against an organization…” (p. 329) concurs 

with the actions of the Gotland Rebellion (Gotlandsupproret), an across-the-board stakeholder 

group comprising a wide range of Gotland residents, farmers and entrepreneurs, all local 

political parties and most of the local public authorities.
2
 Its aim is to persuade the incumbent 

Swedish centre-right coalition government into issuing new directives on stable long-term 

funding for the future ferry transportation, which is perceived to have a large and direct 

impact on how the Swedish Transport Administration defines the terms for procurement of 

the ferry operations 2017-2027.  

 

2.2 Included discourses 

Below are the most explicit and publicly visible discourses from the principal stakeholders 

cited. The included stakeholders are: the Swedish Government; state authorities, here the 

Swedish Transport Administration; the Regional Council; regional entrepreneur associations, 

here the Entrepreneurs, LRF, Growth for Gotland (Tillväxt Gotland) and Swedish Industry; 

lastly the Gotland Rebellion.
3
  

 

2.2.1 The government 

When presenting the Government Proposal on Infrastructure (prop 2012/13:25, 2012) before 

 

the Swedish parliament December 2012, Premier Fredrik Reinfeldt (conservative) cited: 

 

 “We are now investing a whole 522 billion over the next 12 years. We do so in order to tie 

the entire Sweden tighter together.” (Reinfeldt 2013). 

  

                                                 
2
 An illustration of the wide popular support behind the Gotland Rebellion is that it organised the largest 

demonstration ever recorded on Gotland. July 1
st
 2012 7000 persons assembled in the Visby harbour area, 

demanding from the Ministry of Infrastructure ferry transports to the mainland on equitable terms with the 

mainland Swedish infrastructure. In comparison, this manifestation outnumbered the March 1986 mourning 

commemoration over the murder of Premier Olof Palme which had a turnout of 5000 participants.  
3
 All translations by the author. 
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This clear, unambiguous statement was at the time widely interpreted by Gotland stakeholders 

as the Gotland ferry traffic was to be included in the long-term infrastructure investment plan, 

also entailing the prospect of a future re-classification of the ferry traffic funding to 

“Infrastructure”. However, February 11
th

 2013 did the minister of infrastructure, Catharina 

Elmsäter-Svärd (conservative) issue a public statement:  

“To achieve a good procurement…the demands must be flexible…Without competing tenders 

[for the ferry operations] the risk for high costs and poor quality increases. We can never 

accept that. The state will not unduly favour private companies with…the taxpayers‟ money. It 

is not an alternative…to create a private monopoly. If the tender process proves impossible, 

the state is prepared to discuss an alternative with state-owned ships.” (Elmsäter-Svärd 

2013). 

 

Here is no reference to either the infrastructure proposal or to a re-classification of the ferry 

traffic to be found, which was noted with disappointment by the Gotland stakeholders.  

           

2.2.2 State authorities 

January 23
rd

, the Director General of The Swedish Transport Administration presented a 

proposal on the general framework for the future ferry traffic (not to be interpreted as final 

procurement terms).  

“…a traffic solution operated under the same lines [as today] would entail significant 

increases in costs for both the state and the passengers, primarily with respect to increasing 

fuel costs. …we are now presenting a traffic arrangement that incorporates variable speeds of 

18-24 knots for ferries…The proposed traffic arrangement will lead to a 40 per cent reduction 

in fuel consumption, and a corresponding decrease in environmental impact. …a price ceiling 

guarantees only a moderate increase in prices for Gotland residents and freight transport. 

There is a grater potential for increased competition in the procurement process if we do not 

specify an operating speed over 24 knots. It is…our intention…to reduce the extent of detailed 

management and to provide tenderers with greater business opportunities. It shall be possible 

for them to choose the most effective traffic solutions themselves, within the functional 

framework set by Trafikverket” (Trafikverket 2013).  

 

These two discourses, one from the executive branch of the state and the other from the 

administrative one are in a high degree overlapping. Both are emphasising costs, flexibility 

and competition in the procurement process and neither is mentioning a possible re-

classification of the ferry traffic funding. Even if the Swedish constitution prohibits direct 
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cabinet minister control over state authorities, the ministers do exert a considerable influence 

by way of the annual Letters of Regulation (Regleringsbrev), which allocate funds and define 

general tasks for state bodies under the ministries. That might be the reason for the perceived 

congruence of state discourses in this case.  

The discourses contain a series of authoritative and unambiguous statements (with a possible 

exception for the phrase “The state will not unduly favour private companies…”). They are 

thus good examples of the power-related, top-down discursive practices intended to achieve 

dominance, observance and acquiescence, investigated and outlined in critical discourse 

analysis by Fairclough (1992), van Dijk (1993) and Fairclough & Wodak (1997).
4
 Two 

comparatively powerful stakeholders, representing the executive and administrative branches 

of the Swedish state are here talking to, not with the recalcitrant Gotlander stakeholders.  

 

2.2.3. The Council of Region Gotland 

February 12
th

 2013 the board of Region Gotland Council issued an answer of consideration 

(remissvar) on the ferry traffic framework put forward by The Swedish Transport 

Administration, which was adopted unanimously February 25
th

 by the Regional council. 

“…according to the proposal on infrastructure (prop. 2012/13:25, 2012), the entire country is 

to be tied together in order to develop a strong and sustainable transport system. Gotland is 

not a part of this…We can only accept a proposal [from The Swedish Transport 

Administration] which summed up entails improvements for Gotland. The starting point must 

be to keep the general perspective in view – traffic solutions and societal development. This 

connection between [regional] development and traffic has not been the focus of attention 

during the procurement process…the price issue must be addressed…the 2008 average level 

of prices must [also] in the short run be restored and financed…by a review of the current 

agreement. We demand new procurement directives for the Gotland traffic from the Ministry 

of Industry” (Regionsstyrelsen 2013). 

 

The core categories of the Region Gotland discourse are threefold. Firstly, it is focusing on 

the perceived discrepancy between the 2012 infrastructure proposal and the Transport 

                                                 
4
 For a more detailed overview of power relation and CDA theories, see Gabrielson, H. M. (2012). White goes 

black? Bachelor thesis (Business Administration), Visby: Gotland University. Published in DiVA, the Swedish 

digital scientific archive.   
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Administration framework for the future ferry traffic. Secondly, the interdependency between 

current and future transport solutions and regional development is highlighted as well as the 

freight and passenger cost disadvantage. Third, in line with other Gotland stakeholders, 

Gotland politicians demand new procurement directives from the government.  The discourse 

is unambiguous and authoritative, thus emulating the government and state authority 

discourses.    

      

2.2.4. Enterprise associations 

In a joint statement, March 6
th

 in GT, representatives of LRF, The Entrepreneurs, Growth for 

Gotland and Swedish Industry contended:  

“We have met politicians locally and on the national level to explain the importance of the 

ferry traffic for a positive development for Gotland. Retained [transport] quality and 

competition-neutral prices has been the message…Together with a united Gotland we will of 

course continue to make use of our time and resources. Now we want to see results” (Törnfelt 

et al. 2013).  

 

March 19
th

 2013, the national and regional chairpersons of Farmers’ National Association 

(LRF), Helena Jonsson and Anna Törnfelt stated:  

“LRF feels the government has allocated inadequate funds for the new Swedish Transport 

Administration agreement for the ferry traffic between Gotland and the mainland. Items not 

taken into account are technical developments, the European Union sulphur directive and the 

fact that Gotland freights have to fit the general Swedish [logistics] system for goods…The 

financial  responsibility of the state  for the Gotland traffic should be a given, just as for 

railroads, roads and bridges in other parts of the country… After reviewing 75 years of state 

inquiries our conclusion is that a competition-neutral ferry traffic relative mainland freights 

is the best regional and labour market support Gotland can receive.” Letter to the editor of 

Gotlands Tidningar (Jonsson & Törnfelt 2013). 

 

The enterprise discourse highlights unity among Gotlanders, transport quality, competition-

neutral prices and similar, sufficient funding of ferry traffic as for the mainland infrastructure 

which is consistent with other Gotland discourses. The importance of ferry transports fitting 

the national logistics system where demands for just-in-time deliveries are increasing is also 

noted together with repeated result-oriented meetings with politicians and a resolve to 
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continue pursuing the transport issue towards an acceptable solution. The discourse is non-

emotive and matter-of-fact, at the same time directed towards Gotlanders and the government. 

 

2.2.5. The Gotland rebellion  

This across-the-board stakeholder group (see section 2.1, p. 7) has among its other activities 

written numerous open letters to the Swedish Transport Administration, the infrastructure 

minister, all party leaders and the Parliament Speaker. A few representative examples:  

“The procurement proposal put forward by the Swedish Transport Administration may bring 

about a deathblow for Gotland, in all certainty a decline for our industry and population.” 

Open letter to Parliament Speaker, March 1
st
 (Ljungqvist & Bendelin 2013). 

  

“There is still time for the government to act. Issue new directives now to the Swedish 

Transport Administration entailing no deterioration of the basic traffic…The needs of the 

Gotland community have to be in focus for the basis of the procurement.” Open letter to 

government party leaders, March 6
th

 (Ljungqvist 2013). 

  

“When something goes awry in…a state authority the government is intervening. The 

procurement of the Gotland traffic is heading for a breakdown if measures are not taken. In 

this situation the government has an obligation to intervene. New directives must be 

issued…If the funds [currently] allocated are insufficient, the government can 

reallocate…[which is] a fairly easy measure as there are large funds set aside for 

infrastructure in Sweden. It is deplorable that the minister of infrastructure through media 

tries to mislead Gotlanders [by saying] the government has no authority to issue new 

directives for the Swedish Transport Administration.” Letter to editor, March 19
th

 (Ljungqvist 

& Kahlbom 2013). 

  

The content is fairly uniform in all three examples and consistent with the overall Gotland 

Rebellion discourse from the summer 2012 on. The emphasis is on perceived detrimental 

consequences for the island community of the framework proposed by the Swedish Transport 

Administration for the future ferry traffic, the demand for new governmental directives for the 

procurement process and implicitly the re-classification of funding in the state budget, from 

the current “unprofitable collective traffic” to “infrastructure” on par with roads and bridges 

in the rest of the country.  

The Gotland Rebellion discourse is highly similar to those by other regional stakeholders as 

the regional council and enterprise associations. Its origin is from what can be described as 
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the periphery of Sweden, a Baltic Sea island with a mere 0.7 % of the total Swedish 

population, the lowest per capita income and with the highest share from agrarian production 

in its gross regional product (GRP). The discourse is directed to the very core of the Swedish 

legislative and executive branch, the parliament and the four-party coalition government. The 

wording is fairly strong, reflecting a not insignificant measure of disappointment and 

indignation.  

There is a stark difference in resources available and overall societal influence, reflecting 

quite an uneven power relation. However, as suggested and discussed by van Dijk (1993) and 

Blommaert & Bulcaen (2000) this discrepancy is partially mitigated by persistence of the 

Rebellion discourse, which on one hand is keeping the transport issue on the Gotlanders’ 

public agenda and on the other serves as a constant reminder for decision-makers. 

 

3. Development of transport costs 

Freight costs for Gotland enterprises are calculated in two different ways. The large trucking 

companies such as DHL and Shenker calculate volume, weight, reloading costs and transport 

distance into the freight cost. They also add the 0.4 % Gotland surcharge on their invoices. 

Freight costs calculated in this manner entail a distinct disadvantage for low-grade products as 

eggs, potatoes, onions and carrots. They are voluminous and heavy, hence a larger freight 

price impact on total price compared to value-added products which as a rule are lighter, less 

volume-demanding and with a higher price per item.
5
 The current ferry operator Destination 

Gotland, a whole-owned subsidiary of ÅG, calculate their freight price in relation to vehicle 

length on car deck (längdmetertaxa), which is charged from the trucking companies who in 

turn add that sum on their invoices for the Gotland customers. 

                                                 
5
 Examples of value-added products from Gotland: carrot soup, bread, furniture, cheese, sausages, hamburgers, 

blackberry jam, dressing, rapeseed oil, vinegars, leisure boats, tea blends, spices and farming  machinery.   
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The Gotland offices of the trucking companies DHL and Shenker were asked for their general 

Gotland freight price index and a price example for the last ten years. As these companies are 

quite centralized, with headquarters in Germany, the obtaining of relevant material proved 

somewhat difficult. A possible reason for this reluctance, contended by Pettersson (2012) 

might be the additional freight charges by major transporters of 30 to 35 % on top of the 

mandatory Gotland surcharge. However, Shenker released their overall freight price increases 

between 2009 and 2012 for transports to and from Gotland although not the price example, in 

spite of reminders. They are for 2009 1.25 %, 2010 2.2 %, 2011 4.3 % and 1.17 % for 2012 

with an average increase of 2.23 %. Unfortunately, this price index does not say anything 

about the actual cost development in SEK for, say, the 80 km road transport distance from the 

middle of Gotland to Stockholm for one tonne of carrots.    

The ferry operator Destination Gotland was asked for their freight price list 2004-2012. It 

reveals modest increases 2004-2008, on average 2.0 % per annum. From 2009 through 2011 

the price increases are considerably higher: 6.14 %, 7.1 % and 10.8 % respectively, giving an 

average increase 2004 to 2012 of 4.1 %. (In 2012, the price remained unchanged.) According 

to Destination Gotland are the increases due to the new transport agreement terms from 2009, 

where only 50 % of oil price increases are funded by the Swedish Transport Administration.
6
 

The 2004 price was 90.40 SEK/vehicle meter and for 2011-2012 it was 123.00 SEK/vehicle 

meter, a total increase of 36 %.              

 

4. The survey; methodology, results and discussion 

4.1 Survey methodology  

A survey directed towards Gotland enterprise managers was performed between March 13
th

 

and 24
th

 2013. The inclusion criteria for respondents were: managers of Gotland-based, 

                                                 
6
 2008 to 2011 the oil price (Brent quality) tripled from USD 30-35 to USD 100-110. 
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unlisted private-owned SME:s who need to recourse their own regular truck and ferry 

transports for products and people to and from mainland Sweden. The enterprise sectors 

included are Agriculture/food, Manufacturing/industry, Tourism and Retail/restaurant. 

However, most agriculture enterprises deliver milk, livestock and grain by contract to the 

regional purchasers Arla, Scan and Lantmännen who in their turn routinely recourse mainland 

transports, which excludes those enterprises as respondents. For reasons of volume and/or 

weight, some industry sectors, e.g. forestry/timber, saw mill, sand/limestone, marble and 

cement turn to other shipping alternatives for their transports. 36 respondents depending on 

regular deliveries by ferry were chosen from the ALMI regional SME registry and the 

member registry of Produkt Gotland, a regional enterprise network concentrated on mainland 

marketing. The number of Gotland enterprises organising their own regular deliveries by 

truck and ferry turned out to be fairly limited, hence the comparatively small number of 

respondents.  

The survey intended to find out to which extent Gotland SME managers were aware of the 

ongoing debate over the ferry traffic and the level of perceived uncertainty over the 

enterprises’ future generated from that debate. Much in line with the reasoning by Julio & 

Yook (2012) is the correlation between the variables “awareness” and “uncertainty” a 

measure of the overall level of political uncertainty among these SME:s. More specifically, is 

the question whether perceived uncertainty has a negative impact on investment behaviour as 

argued by Bernanke (1983), Pindyck (1991) and Bittlingmayer (1998) of interest. One other 

area of interest is the correlation between the share of products marketed in mainland Sweden 

and the share of overall turnover from value-added products. They were also asked as to what 

extent the enterprises had previously invested in value-added production in order to at least 

partially circumvent the current 34 % freight price disadvantage, and lastly whether they are 

planning investments in order to enhance their share of value-added products.    
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The survey was distributed from the Gotland University Eva/Sys survey and evaluation 

facility as an E-mail, linking to the letter and questionnaire. As SME managers typically are 

hard-pressed for time, a brief and simple five-step Likert scale questionnaire consisting of 

twelve questions and one free-text space was deemed essential (see Appendix 2). Tests prior 

to distribution showed that the time needed for answering was less than ten minutes. Two 

reminders were issued. 19 out of 36 respondents answered, 53 % of the total number. The 

answers were fairly evenly divided between the Agriculture/food, Industry and Tourism 

sectors but none was received from Retail/restaurant.  

 

  

 

 

4.2. Survey results 

The respondents were asked to rank the statements “My enterprise is monitoring the ferry 

debate closely” and “The ferry debate is a source of uncertainty over the enterprise future”, 

with 5 coded as total agreement and 1 as total disagreement. “Do not know” and ”Abstention” 

Tourism 32 % 
Agriculture &  

Food 26 % 

Manufacturing 42 % 

Figure 1. Share of respondents 
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was coded 0 throughout the questionnaire. The answers yielded a high awareness as well as 

uncertainty, with a mean 4.3 and 3.8 respectively. 79 % of respondents were coded 4, “largely 

agreement” and 5, “total agreement”, indicating a high level of awareness. 63 % of 

respondents were coded in the two highest categories of uncertainty, 4 and 5, as displayed in 

figure 2. See figure 2 below. As expected is the rank correlation, 0.80 between these variables 

quite high, thus clearly indicating that the ferry discourse generates a high level of perceived 

political uncertainty, as contended by Julio & Yook (2012). Also were the SME managers 

asked to rank the variable “the ferry debate has diminished the will to invest”, coded in the 

same manner: 5 representing “total agreement” with that statement and 1 “total 

disagreement”. Here the answers yielded a mean of 2.9. 37 % of respondents were coded in 

the two highest categories 4 and 5. If one is adding those enterprises who answered that the 

ferry debate “partially diminished” their will to invest, (coded 3) the share is 69 %. The rank 

correlation between the variables “uncertainty” and “diminished will to invest” is fairly 

modest, 0.58., found in figure 2 below. This is a weak indication that perceived political 

uncertainty has a negative influence on investments as maintained by Bernanke (1983) and 

Pindyck (1991).  

On the other hand, the correlation calculated between the shares of total turnover marketed in 

mainland Sweden and value-added product share of total turnover amounts to 0.83. This can 

be construed as most of those enterprises – two thirds of the respondents – that have a large 

share (above 50 %) of value-added products also turn to the mainland market. As the impact 

of transport costs are smaller for value-added goods, is the variable cost disadvantage of 34 % 

mentioned earlier partially circumvented which is likely to generate higher profits compared 

to enterprises marketing low-grade bulk products. 

When asked specifically whether the reason for earlier investments to increase the share of 

value-added products was to compensate for the higher transport costs, only a minority – 29 
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% of respondents – agreed fully or to a large extent. The same goes for enterprises planning to 

invest for a higher share of value-added products – again 29 % of respondents. The total 

investment plans range between 10 and 18 m. SEK, with an estimated creation of 10 to 17 

new jobs. While taking the limited number of respondents into account, the answers still seem 

to indicate that in times of political uncertainty, a majority of enterprises tend to postpone or 

even refrain from investments. This is in line with the reasoning by Bernanke (1983) and 

Pindyck (1991). However, a minority has behaved the opposite way or is planning to, 

choosing strategic investments to enhance their share of value-added products in spite of a 

perceived uncertainty. See figure 2 below. The entire survey material is available in the 

Eva/Sys database of Gotland University under the title “Fastlandstransporter och 

investeringar”.  
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Figure 2. Chain of influence from the ferry traffic discourse on investment behaviour  

 

“High” refers to “largely agreement”, coded 4 in the survey and “total agreement”, coded 5. 

The percentage of “Diminished will to invest” within brackets – 69 % - also include those 

enterprises who answered that the ferry issue has “partially diminished” their will to invest, 

coded 3 in the survey. 
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4.3. Discussion 

 

“Right now, I‟m just sitting tight, waiting for a clear outcome of this ferry mess. I don‟t know 

whether to stay put or go on with my planned investments.”, my entrepreneur friend said, 

sighing. “That sounds a bit like, you know, the old song „Should I stay or should I go?‟, 

right?” I asked. His reply came fast: “Yeah, same chorus line but a very different 

situation…”
7
  

 

This brief exchange between the author and a frustrated entrepreneur in late April 2013 

illustrates the political uncertainty perceived by many an enterprise on Gotland, as discussed 

by Julio & Yook (2012). It also illustrates the difficult strategic trade-off choices facing 

enterprises on the island, in line with the arguing by Porter (1996). Are they to expand 

operations by investing, risking future increases of variable cost disadvantages from transport 

costs in tight markets or postpone/refrain from investments, risking diminishing market shares 

and turnover in mainland Sweden? Further, a perceived competition disadvantage like this can 

be construed as a barrier of entrance for start-up Gotland enterprises aiming for mainland 

marketing (Porter 1985). In the experience of the author, new Gotland entrants are well 

advised to market value-added products mainly to high-end niche mainland segments in order 

to at least partially circumvent the transport cost disadvantage.
 8

    In short, the higher the 

degree of differentiation, the higher is the likelihood of long-term enterprise survival and 

success, also maintained by Porter (1980).   

Until early May 2013 one can contend that the largely homogeneous Gotland discourse over 

ferry transports carried the privilege of problem formulation (Gustafsson 1989) as it in the 

public sphere has achieved a high degree of popular consent (Gramsci 1971) regarding how to 

address the issue. On the other hand however, it can be argued that the governmental and state 

authority discourse from January-February (see section 2.2.2, p. 10) has managed to retain the 

precedence of interpretation, outlined by Engellau (1992) as was expressed May 3
rd 

2013 in 

                                                 
7
 Featured by The Clash (1981) on their break-through album Combat Rock.   

8
 2000-2005 the author owned and operated Semi;Kolon, manufacturing a French-style mustard and garlic 

dressing, mainly marketed to a high-end mainland delicatessen shop segment, e.g. Nordiska Kompaniet (NK). 

This choice of strategy enabled the enterprise to fully compensate for higher transport costs, thus maintaining a 

healthy profit margin per sold item.    
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the procurement terms for the ferry traffic.
9
 This discursive practice can be construed as the 

final (?) thrust from the Swedish state, implying that even if it might be open to suggestions 

and criticism it reserves the exclusive right to define procurement terms, the largely uniform 

Gotland discourse notwithstanding. Consequently, the terms can be perceived as an example 

of how differences in societal standing, influence and resources affects the practical outcome 

of conflicting discourses, that is, social practices (Jørgensen & Phillips, 2000), also in line 

with the reasoning by Fairclough (1992), van Dijk (1993) and Blommaert & Bulcaen (2000). 

The main procurement terms are listed below.  

- Tenders can be offered from shipping companies in the entire EU and EES area.  

- The two ferry lines to Nynäshamn and Oskarshamn can be run by different operators. 

- Minimum two turn-return voyages to Nynäshamn and one to Oskarshamn.  

- Maximum time requirements are for Nynäshamn 3 hr 45 min and for Oskarshamn 4 hr.  

- A passenger price ceiling for Gotlanders of SEK 180 (average), maximum SEK 240 for the 

first agreement year 2017(VAT not included). No price ceiling for non-Gotlanders. 

- Nothing specific regarding freight prices, bar a continuation of the Gotland surcharge.   

- Minimum daily passenger capacity of 5800 during high season for the Nynäshamn line. 

- Fuel price increase compensation by 50 % starts only from a 25 % fuel price increase. 

- No specific requirements for alternative fuel solutions, such as LNG, biogas or bio-fuel. 

- The state subsidy is to remain at the 2012 level, SEK 420 m per year, with no mention of a 

future budgetary re-classification to “Infrastructure”. 

- During the procurement process October 2013-April 2014 are terms of procurement 

negotiable. Trafikverket (2013a). 

  

Even a casual glance on the final procurement terms presented by the Swedish Transport 

Administration reveals rather a stark contrast to what has been put forward in the Gotland 

discourse. The changes compared to the framework presented in February 2013 are marginal 

(see section 2.2.2). Among other things, it opens for operators to choose slower time tables, 

making just-in-time deliveries harder to manage. Also will post-2017 freight prices become 

even more difficult to predict than today due to the implementation of the sulphur directive 

from 2015 (see Appendix A) and the altered compensation of fuel price increases. The fixed 

level of the state subsidy to the one of 2012, the absence of a price ceiling for non-Gotlander 

passengers together with negotiable terms for tender bidders would make the assumption of a 

                                                 
9
 For a more detailed overview of the under-used but relevant concepts “privilege of problem formulation” and 

“precedence of interpretation” see Gabrielson, ibid.     
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continued political uncertainty among Gotland enterprises a fairly safe one. Flexibility, 

competition and a freeze of state funding seem to be core elements in the terms presented. 

Thus one can expect a continued likelihood of diminished, postponed or abandoned future 

investments among a majority of Gotland enterprises with regular ferry transports. This 

concurs with the earlier findings of Bernanke (1983), Pindyck (1991), Bittlingmayer (1998) 

and Julio and Yook (2012).  

As for the Gotland stakeholders, early reactions over the procurement terms of May 2013 vary 

between contentment (Destination Gotland), guarded optimism (local Centre Party) wait-and-

see (Swedish Industry), bafflement (chairperson of Region Gotland Council) and indignation 

(the Gotland Rebellion), as featured in local media (Gotlands Tidningar, 2013). Whether the 

differing reactions are due to the level and nature of initial stakeholder expectations, surprise 

or a successful Divide et Empera tactic from the state is at this early stage hard to say. The 

same can be said as to whether the high degree of Gotland stakeholder interaction 2012-2013 

over the ferry traffic issue, in line with findings by Rowley (1997), Rowley & Moldovenau 

(2003) and Garriga Cots (2011) is to continue. At present,
10

 it may be presumed that most 

Gotland stakeholders are entering a period of careful assessment, evaluation and internal 

deliberation over past and future actions which might lead to different means and patterns of 

stakeholder interaction.   

 

5. Conclusion and areas of further research 

5.1. Conclusion 

Returning to the research question whether the public discourse over the ferry traffic affects 

investment decisions by Gotland enterprises relying on regular mainland ferry transports, the 

survey – in spite of the limited number of respondents – clearly indicates a high correlation 

                                                 
10

 From May 8
th

 2013, due to limitations of scope and time no new material, regardless of potential importance 

was added to this study.  
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between enterprise awareness of the ferry debate and perceived uncertainty over the future for 

enterprises. The correlation between perceived uncertainty and diminished will to invest is 

somewhat more modest, while the number of enterprises with a share above 50 % of mainland 

sales, two thirds of respondents, yielded a high correlation to those with a corresponding high 

share of value-added products. This indicates a strategic choice of mainland marketing of 

value-added products among a majority of enterprises with regular ferry transports. When 

asked whether earlier investments in value-added production had been made in order to 

compensate for the transport cost disadvantage, only a minority of 29 % stated that was the 

case. A corresponding minority of 29 % of respondents is planning to invest in value-added 

production.  

The conflicting public discourses over the ferry transport issue are thus clearly indicated to 

have consequences for Gotland enterprises, as displayed in Figure 2 above.   

1. It generates political uncertainty among Gotland enterprises.  

2. It affects their investment behaviour.  

3. The survey results indicate that a majority of enterprises are staying put, postponing 

investments or refraining altogether.  

4. However, a minority is planning to, or has already invested in increased value-added 

production intended for mainland markets.  

It is more than likely that the so far unresolved issue of ferry transports is to remain in focus 

for the Gotland enterprises, political decision-makers and citizenry in the coming years. 

Investments among many Gotland enterprises are therefore likely to remain lower than 

necessary, resulting in a negative long-term impact on the real economy of the island, as 

maintained by Julio & Yook (2012). This ongoing case of the Gotland mainland transport 

issue can thus be construed as a real-life, real-time macro and business economy soap opera, 

confirming earlier findings by Bernanke (1983), Pindyck (1991) and Bittlingmayer (1998).  
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In this situation, an advisable way to – at least partially – overcome the dilemma of 

uncertainty and investment hesitancy versus long-term enterprise survival would be strategic 

decisions to invest in production of value-added niche products and services, mainly marketed 

on the mainland, preferably to high-end customer segments.  

 

5.2. Areas of further research 

As this study is quite limited in time and scope, wider investigations on how the development 

of transport costs affects the product mix and investment behaviour among Gotland 

enterprises would seem advisable.  

One area of interest here might be a study departing from the general observation in the 

Gotland tourism sector that the comparatively low-cost segment of camping tourism has been 

declining over the last decade, while more expensive tourist segments are expanding.  

A longitudinal study comparing the development of transport cost shares in relation to overall 

turnover between Gotland enterprises and their mainland-based competitors might yield 

interesting results.  

However, such a study would require access to extensive and reliable transport cost data from 

the major trucking companies which, as maintained by Wall (2001) and Vierth et al. (2012) as 

well as in this study, are incomplete and hard to come by.  

On several occasions during the work with this study it has been implied that major trucking 

companies are overcompensating for their transport costs between Gotland and mainland 

Sweden. For example, Pettersson (2012) maintains that the major trucking companies add 

another 30 to 35 % to total freight costs on top of the Gotland surcharge. Investigating these 

allegations – and their possible impact, should they prove truthful – would in the eyes of the 

author be another interesting research topic.  
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Finally: an investigation whether investment patterns over the coming years are to change 

towards value-added production, intended for mainland (and foreign) market is of interest, as 

it might reveal a possible change of long-term survival strategy among a majority of Gotland 

enterprises.  
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Appendix A 

Further background information 

 

As the high speed ferries now in operation are very fuel-consuming (ca 17 cubic metres 

bunker oil per single journey), have their large CO2 and SO2 emissions – estimated to around 

40 % of total Swedish maritime emissions in the Baltic Sea – also become a matter of concern 

(Kågeson 2011). The 2011 European Commission Sulphur Directive for the British Channel, 

the North Sea and the Baltic Sea, demanding a reduction of sulphur in bunker oil from 1 % to 

0.1 % from 2015 is likely to increase fuel costs by 50 to 80 % (Vierth et al. 2012; Pettersson 

2012). New, more environment-friendly fuels as Light Natural Gas (LNG), methane-based 

biogas or methanol or a reduction of speed to 22 or 18 knots, thus affecting timetables, were 

put forward as alternatives by The Swedish Transport Administration in their general 

framework presentation in February 2013.  

The agreements on the ferry operation contracts as well as tenders and negotiation protocols 

are largely classified due to motives of commercial secrecy (Wall 2001). This is unfortunate 

as surrounding stakeholders, among which are local/regional councils, enterprises and private 

households, only can assess the sometimes far-reaching impacts in retrospect. They are left 

with a fait accompli which is likely to heighten the level of political uncertainty, thus 

affecting enterprise investment decisions as contended by Julio & Yook (2012). 

For almost 40 years the ferry connection has been labelled as “Unprofitable collective traffic” 

in the annual state budgets. A governmental research report on current and future Swedish 

goods transports is recommending a budgetary re-classification to “Infrastructure” 

(Trafikanalys 2012). The current public infrastructure investment plan 2013-2022 

(Infrastrukturproposition 2012/13:25, 2012), adopted by the Swedish Parliament December 

13
th

 2012 amounts to 522 bn. SEK (≈ 81.7 bn. USD, March 2013). The ferry connection to 
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mainland Sweden – should it be re-classified – is thus generally presumed to be an integral 

part of that long-term infrastructure maintenance and investment plan. 

 

Appendix B  

Letter to respondents and survey questionnaire
 11

 

 

Visby 13 03 2013  

 

Bästa företagare; 

 

Under det senaste året har de framtida villkoren för färjetrafiken till fastlandet varit föremål 

för mycket diskussion. De vanligaste ämnena har varit kostnader för gods och passagerare, 

turlista, typ av fartyg, miljöpåverkan och nivån på statens ekonomiska åtagande för trafiken.  

 

Jag studerar på Högskolans internationella Masterprogram i ekonomi och vill undersöka om 

den pågående debatten om våra färjeförbindelser påverkat eller kommer att påverka 

investeringar hos gotländska företag med regelbundna transporter till och från fastlandet. 

Frågan om företagens grad av vidareförädling ändrats eller kommer att ändras av denna 

anledning är även den intressant att belysa.  

 

Ditt företag har valts ut tillsammans med 35 andra med tanke på att det marknadsför 

produkter eller tjänster på fastlandet, vilket är av särskild betydelse inte bara för denna 

undersökning utan också för Gotlands framtid på lång sikt. Då jag själv varit företagare i 

livsmedelsbranschen och medlem i företagsnätverket Produkt Gotland 2000-2005 ligger 

frågor som transporter och produktutveckling mig varmt om hjärtat. 

 

Därför vore jag tacksam om Du hade möjlighet att svara på nedanstående frågor och återsända 

formuläret så snart som möjligt, helst innan den 22 mars 2013. Ditt svar kommer att 

behandlas helt anonymt utan möjlighet att knyta det till ett enskilt företag. Svaret 

sammanställs statistiskt med andras i mitt Masterarbete som beräknas vara klart i juni. Du 

kommer att tillsändas ett exemplar, som jag hoppas ska vara av intresse.   

 

För att denna undersökning ska hålla så god kvalitet som möjligt, är det viktigt att så många 

som möjligt svarar. Med andra ord, Ditt svar har stor betydelse.  

 

I fall Du har frågor går det bra att kontakta mig på följande mailadresser:  

hangab01@student.hgo.se och hansgabrielson@hotmail.se , eller per telefon 070-5917501. 

Min handledare på Högskolan är Adri de Ridder som kan kontaktas på mail 

adri.deridder@hgo.se      

 

Med vänlig vårvinterhälsning och ett varmt tack på förhand för Ditt deltagande! 

 

Hans M Gabrielson 

                                                 
11

 The reason for a letter and questionnaire in Swedish is the somewhat uncertain knowledge of English among 

many SME managers on Gotland. Writing in Swedish is therefore likely to enhance the response rate.   

mailto:hangab01@student.hgo.se
mailto:hansgabrielson@hotmail.se
mailto:adri.deridder@hgo.se
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Frågeformulär   
 

Kryssa för ett (1) alternativ per fråga eller påstående. 

 

 

1. Mitt företag är i huvudsak verksamt inom följande bransch: 

 

[  ] Jordbruk/Livsmedel   [  ] Tillverkningsindustri  [  ] Turism   [  ] Försäljning/Restaurant 

  

 

2. Företagets årliga omsättning i kronor: 

 

[  ] Mer än 50 miljoner     

[  ] 21-50 miljoner    

[  ] 11-20 miljoner  

[  ] 5-10 miljoner   

[  ] Mindre än 5 miljoner   

[  ] Vet ej 

[  ] Vill ej uppge 

 

 

3. Antal anställda i företaget (omräknat till heltidstjänster): 

 

[  ] Mer än 20  [  ] 11-20   [  ] 6-10   [  ] 2-5   [  ] 0-1   [  ] Vill ej uppge 

 

 

4. Andel av mitt företags produkter som omsätts på fastlandet.  

 

[  ] Mer än 75 % 

[  ] 51-75 % 

[  ] 26-50 % 

[  ] 11-25 % 

[  ] Mindre än 10 % 

[  ] Vet ej 

[  ] Vill ej uppge 

 

 

5. I mitt företag följer vi noga debatten om färjetransporterna. 

 

[  ] Instämmer helt 

[  ] Instämmer i stort sett 

[  ] Instämmer delvis 

[  ] Instämmer i stort sett inte 

[  ] Instämmer inte alls 

[  ] Vet ej 

[  ] Vill ej uppge 
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6. Debatten om färjetransporterna är en källa till osäkerhet kring företagets framtid. 

 

[  ] Instämmer helt 

[  ] Instämmer i stort sett 

[  ] Instämmer delvis 

[  ] Instämmer i stort sett inte 

[  ] Instämmer inte alls 

[  ] Vet ej 

[  ] Vill ej uppge 

 

 

7. Debatten om färjetransporterna har minskat företagets vilja att investera. 

 

[  ] Instämmer helt 

[  ] Instämmer i stort sett 

[  ] Instämmer delvis 

[  ] Instämmer i stort sett inte 

[  ] Instämmer inte alls 

[  ] Vet ej 

[  ] Vill ej uppge 

 

 

8. För att kompensera den högre transportkostnaden (f.n. 34 % jämfört med motsvarande 

sträcka på fastlandet) har mitt företag ökat andelen av vidareförädlade produkter.  

 

[  ] Instämmer helt 

[  ] Instämmer i stort sett 

[  ] Instämmer delvis 

[  ] Instämmer i stort sett inte 

[  ] Instämmer inte alls 

[  ] Vet ej 

[  ] Vill ej uppge 

 

 

9. Andel av företagets omsättning som kommer från vidareförädlade produkter. 

 

[  ] Mer än 75 % 

[  ] 51-75 % 

[  ] 26-50 %  

[  ] 25-11 % 

[  ] Mindre än 10 % 

[  ] Vet ej 

[  ] Vill ej uppge 

 

 

10. Har Ditt företag planer på investeringar för att höja produkternas förädlingsgrad? 

 

[  ] Ja   [  ] Nej       Om Du svarat ”Nej”, hoppa då över fråga 11 och 12. 
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11. Vad är den ungefärliga storleken på den planerade investeringen? 

 

[  ] Mer än 10 miljoner kr   

[  ] 6-10 miljoner kr   

[  ] 2-5 miljoner kr   

[  ] 1-2 miljoner kr 

[  ] Mindre än en miljon kr 

[  ] Vet ej 

[  ] Vill ej uppge 

 

 

12. Hur många nya arbetstillfällen (omräknat i heltidstjänster) beräknar Du att investeringen 

kommer att medföra? 

 

[  ] Fler än 10 

[  ] 6-10 

[  ] 3-5 

[  ] 1-2 

[  ] Inga 

[  ] Vet ej 

[  ] Vill ej uppge 

 

 

13. Har Du egna kommentarer ber jag Dig skriva dem här.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 35 

 

 

 

 

 

 

 

 

 

 

 

 

 

 


