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For a considerable time, the concept of Finland
as a peripheral ‘island’ in northern Europe de-
pendent to a large extent on maritime trade
and overseas commerce has dominated its his-
toriography. Such an approach is understand-
able. A very high proportion of its foreign trade
was seaborne; over one-third of its external bor-
ders were coastal; and urbanization was driven
primarily by the growth of ports and maritime
communities. A wide range of occupations and
activities were directly related to the sea and
long-term changes in the maritime economy
had a direct effect on the structure of Finnish

society and family life.

This article will re-examine the traditional
concept by focusing on the 19" century when
the Grand Duchy of Finland was an autono-
mous part of the Russian Empire. It will ex-
plore a number of themes in order to reas-
sess the relative isolation of Finland between
1809 and 1917 and its alleged dependency
on the maritime sector and foreign trade.
The first section will analyse the origins and
significance of the island concept and will be
followed by a review of the role of overseas
maritime trade in offering a solution to its geo-
graphical isolation while promoting market
integration. This will be compared with Fin-
land’s non-maritime openness resulting from
the rapid adoption of new technology, par-
ticularly in communications, and the gradual
growth of a ‘modern state’ The final section
will focus on a topic which has seldom been
accorded sufficient attention by maritime his-
torians, namely the incorporation of Finland

within the Tsarist Empire (1809-1917) and
its significance for coastal and overland trade.
Where relevant, the experience of Finland will
be analysed in a comparative context, focusing
on other Scandinavian states and European
countries.

THE ISLAND CONCEPT

Finland has often been portrayed as a spe-
cial case, as ‘one of the world’s most northern
and geographically remote countries’ with
an island mentality moulded by trade and
maritime culture. Because of its physical iso-
lation, its long-run development was atypical,
at least until the first half of the 20" century.
The reports of European travellers to Finland
in the late-18th century emphasised its physi-
cal isolation and relative poverty. The Gulf of
Bothnia was ‘surrounded by one contiguous

* | am very grateful to Sari Mdenpdd and Tapio Bergholm for the invitation to provide a contri-
bution to the Kotka conference on the theme of ‘Finland as an Island’ For someone with no
command of Finnish, this was a challenging, but ultimately a very rewarding task. The article
has benefited considerably from the astute comments of an ‘anonymous’ referee, namely
Emeritus Professor Yrjo Kaukiainen. His support has been invaluable.
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unbroken forest, while the eastern district had
‘numberless lakes, the most extensive forests
and the severest winters.! Beggars were very
common. The ‘real Finlanders’ were a ‘genuine
remnant of the original colony), but they were
‘more barbarous than the Lapps’ and the prac-
tice of cheating strangers was endemic.? Such
characteristics led to Finland being assigned
a very low rating in classifications of nation-
alities and races which became increasingly
common during the Enlightenment.

Finland was the ‘poorhouse of Europe] ac-
cording to Zachris Topelius, and the inhabit-
ants were pale shadows of the Swedes, who ‘so
strongly resemble Englishmen in all they do
and say;, although they were ‘deficient in tact’
Travellers failed to recognise Sisu, a national
symbol for Finns and a characteristic recently
compared with the ‘stiff upper lip’ stereotype
of an Englishman. But even if some of these
opinions were questionable, the increasing
popularity of Finnish peasant dress amongst
members of the European upper-middle class
suggests a real appreciation of the quality of
rural craft designs. In March 1844, for exam-
ple, Miss Elizabeth Thorneley wore a Finn-
ish peasant dress at Liverpool’s Grand Fancy
Dress Ball in aid of the Public Charities.’

These highly subjective views of earlier
travellers still resonate today. Indeed the con-
cept of Finland as an island remains ‘very true’
because physical separateness was reinforced
by linguistic isolation. In wintertime it was
‘one of the most isolated and inaccessible re-
gions in Europe’; the Baltic froze over for 80
to 100 days; and for a long time Hanko was
the only port that stayed open the whole year
round. As a result maritime historians have
adopted the ‘popular slogan’ of Finland as an
island as a conceptual framework for their re-
search. The growth in Finnish maritime trade
was a result of an opening to the western world
via the Baltic. The sea, and the ‘blue water’
sailing ships that navigated the Atlantic as well
as the Indian and Pacific oceans, played a criti-
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cal role in promoting economic development
and in facilitating the transmission of western
ideas and contemporary cultural influences.*

After all, overseas trade was one of ‘the
most important impulses’ for economic
growth as income generated by exports led to
an expansion of domestic purchasing power.
In the late-18" century there was a ‘rapid rise’
in long-distance shipping; the combined mer-
chant fleet in 1800 consisted of c. 500 ships;
and by 1830 all coastal towns were able to
trade abroad. Between 1813 and 1870 there
was an annual increase of 2.2% in the value
of foreign trade per capita (from 472 to 1318
silver kopecks). By the late-1860s the value of
industrial exports was almost twice the fig-
ure for industrial imports, while trade deficits
during this period were generally covered by
shipping revenues.®

According to Ojala, the concept of Finland
as an island, with its assumption that the
expansion of international trade accelerated
the Grand Duchy’s economic development
and its global market integration, remains
the dominant research paradigm for many
maritime historians. As a result, recent re-
search has focused on different aspects of
foreign trade, including the profitability of
long-distance seafaring, the causes of im-
proved productivity, the trend in the number
of Finnish ships passing the Danish Sound
(‘the mother of all trades’), the increasing
presence of Finnish vessels in the North Sea,
the Mediterranean and the Atlantic. Even if
Finland was a ‘rather peripheral shipping
area, it had ‘quite a large merchant marine’
and in an international comparative context
at the start of the 1870s it had the fifth larg-
est tonnage per capita. Indeed, it has been
claimed that the rise in timber exports and
the large share of Finnish vessels involved
in this trade, particularly between the 1830s
and 1860s, ‘witnessed the integration of the
Finnish economy into the rest of Europe at
the time’®



Many aspects of the development of Fin-
land’s merchant shipping industry reflected
wider, international trends. But some fac-
tors reflected the legacy of the long period of
Swedish control or were specific to the Grand
Duchy. As was the case in both Sweden and
Finland, the administrative framework for
the recruitment of sailors, the organization
of pensions, and the provision of support for
widows and orphans was created in 1748 and
members of the Board of a Seamen’s House
(sjomanshuset) became the first statutory
trustees for paid labour. By 1852 the Sea-
men’s House in Pori had accepted that wives of
seafarers should have broader welfare rights,
while in 1858-9 the fund managed by Abo’s
sjomanshuset supported 113 sailors. Finnish
ship owners and merchants also benefited
from attempts by the Swedish state to secure
their property rights by creating a far-reaching
consular network, but it was not until 1868
that rural ship-owners were finally granted
unlimited rights to navigation when the ‘sta-
ple system’ (which divided ports into different
trading categories) was finally abolished.”

The development of coastal fishing in Fin-
land (as on the west coast of Sweden) was held
back by the legal requirement that fisherman
had to own land, in contrast to the situation
in most other parts of Europe. This restriction
was maintained even after the reform of the
Finnish fishing laws in 1865, but the removal
of regulations prohibiting the sub-division of
peasant holdings as well as the introduction
of new fishing techniques (hook-net fish -
ing) which required little capital investment
enabled a growing number of families to
survive from fishing alone. By 1901 Abo and
Bjorneborg had 1,826 households where the
main income came from fishing, 44 per cent
of the total for the whole of Finland.?

As far as international trade was concerned,
Finland ‘adapted well to free-trading Europe’
in the course of the 19 century and enjoyed
‘lively international relations’ If a domestic bi-

as affecting trade was an important constraint
on integration, then the buoyancy of foreign
trade and the positive response to rising exter-
nal demand for Finnish exports, in particular
wood and timber products, suggests that the
19* century witnessed a real improvement in
Finland’s international integration. By 1870
exports accounted for 25% of GDP, but a dec-
ade later this had risen to 30%.’

Centuries of incorporation within the
Swedish Empire had already led to a high
degree of economic integration, which was
evident in the rank-size distribution of both
Swedish and Finnish towns. Integration was
supported after 1809 by the continuation of
tariff-free trade between Finland and Swe-
den, as imports from both Sweden and Russia
were either tariff free or subject to relatively
low tariffs. Initially, incorporation within the
Russian Empire had a negative impact on the
process of international integration, as Rus-
sia maintained highly protectionist tariffs in
line with its taxation policy. But from the late-
1830s onward, particularly after 1841 when
Finland became an autonomous customs
area, tariff reductions reinforced the open-
ness of its economy. Tariffs on both indus-
trial and consumption goods were reduced
by two-thirds; further significant reductions
were implemented in the 1860s; and Finland’s
tariff policy was very much in line with the
increasing adoption of free trade principles by
many European countries. By 1900, according
to Hjerppe, Finland was an ‘open economy’"

The degree to which Finland can be regard-
ed as an increasingly ‘open economy’ was rein-
forced by rising rates of emigration. Emigra-
tion rates from Finland in the first half of the
19 century were never as significant as those
in Sweden, Denmark and Norway, but Finns
were amongst the first settlers in Alaska in the
early 1800s and emigration from Ostroboth-
nia to northern Norway, in particular to the
Troms province, developed real momentum
from the 1830s onward. During the second
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half of the 19th century there was a high rate
of emigration to St. Petersburg, but Finnish
workers also sought employment in the Swed-
ish forestry industry, if only to avoid Russian
conscription. The desertion rate of sailors
from Finnish ships was no greater than that
of other countries, but it contributed to emi-
gration with the increase between the 1830s
and 1850s a reaction to attractive settlement
opportunities in the USA, specifically during
the Californian Gold Rush of 1848 to 1850. By
the late-19th century Finland had lost c. 10%
of its total population as a result of emigra-
tion. High rates of emigration from the 1870s
onward, largely in response to the increased
demand for labour in North America, led to
a greater degree of international convergence.
They had a ‘tremendous effect’ on the Finn-
ish homeland; stabilized wages during periods
of depression; led to a long-run improvement
in real wages in the domestic economy; and
fostered wage convergence internationally.'!
Moreover, Finland had a higher rate of re-
turn migration in comparison with the other
Nordic countries which played an important
role in the transfer of new technology. Already
by the 1850s Finns recognised that ‘North
Americans and all Englishmen in general are
amazingly ingenious and inventive men, but
the spread of new machinery was supported by
technical scholarships for study tours by Finn-
ish engineers and by return migration from
America. The disc harrows manufactured in
Yliharma from the 1890s onward were based
on an American prototype brought to Fin-
land by a returned migrant, Jaakko Vassi; the
thermal-mechanical process for the produc-
tion of wood pulp was adopted in the late-
1890s by another returning migrant, Georg
Holm, while the Wickstrom brothers founded
a boat engine factory in 1906 following their
return from Chicago. It must be remembered,
however, that high rates of emigration and re-
turn migration were phenomena of the two or
three decades prior to the outbreak of the First
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World War. The former was largely a response
to external demand, while the journey across
the Atlantic was dependent on the existence
of a well-developed maritime infrastructure.'?

THE ROLE OF OVERSEAS MARITIME
TRADE

Despite its importance as a research paradigm,
the significance of the overseas maritime sec-
tor for the long-run development of Finland
should not be overstated. Merchant tonnage
per capita in 1870 was higher than that of
France, Germany and the United States, but
shipping remained ‘an enclave economy’ with
limited backward linkages. At its peak in the
mid-1860s, the shipping industry never con-
tributed more than 3-4% of GDP. A number
of points suggest that the overseas maritime
sector was not as crucial as many historians
have argued.”

First, despite, or perhaps because of, the
‘Golden Age of Sail, the transition to steam in Fin-
land was an unusually slow process. Although the
first Finnish steamer, the Fiirst Menschikoff had
been built in 1834 by the Aboskeppswarfs Aktie
Bolaget for the shipowner, Erik Julin, only 15% of
the ships completed by the company between 1836
and 1879 were steam-powered (mostly naval frig-
ates and corvettes). In 1875, steam ships accounted
for approximately 3% of Finland’s total tonnage,
a figure that had only risen to 10.1% by 1892. By
comparison, the whole of Bremen's merchant fleet
in 1847 consisted of sailing ships, but 50 years later
steamships accounted for 56% of the registered ton-
nage. In Hamburg steamships were already promi-
nent by 1900, although some shipping companies
remained committed to sail for a considerable pe-
riod of time. In Sweden shortly before the outbreak
of the First World War steamships accounted for
almost 83% of the total merchant tonnage.

Shipowners from Ostrobothnia purchased
small coastal steamers and were often
shareholders in steamship companies, but
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S/v Sovinto (ex. County of Dumfries) in rough seas. Sovinto was a four-mast iron barque built in
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1878 in Glasgow. Photo: The Maritime Museum of Finland.

they never acquired ocean-going steam-
ers. There was still a strong tendency to
purchase second or third-hand barques
from foreign owners instead of invest-
ing in steam. The average age of vessels
acquired by Finnish purchasers (admit-
tedly from a small sample) was 21.4 years,
largely from yards in Glasgow, Bristol and
Southampton, which helps to explain the
continued relative profitability of sailing
vessels. For example, the 4-masted Barque
County of Dumfries was built in 1878 as a
tull rigged ship by Barclay, Curle of Glas-
gow for R. & J. Craig, but it was changed
into a barque before being sold in 1905 to
Captain. J. Tork of Finland. Both Danish
and Norwegian shipowners exploited the
second-hand market for sailing ships, but
to a far more limited extent. It was only
after the First World War that Finns pur-
chased second-hand steamships, including
the Garryvale built in Glasgow in 1907 and
acquired by a Finnish owner in 1923.%°

Honorary Counsellor of Commerce Erik Julin,
managing director of the old Turku shipyard.
Photo: Picture Collections of the Finnish Herit-
age Agency.
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The comparatively slow adoption of steam
power cannot have been due to the signifi-
cant fall in international freight rates in the
late-19th century, as this affected shipowners
irrespective of their nationality. Between the
1860s and the late-1880s, average profit levels
in Finnish shipping fell from a peak of 20%
to 7-10% primarily as a result of the general
recession between the early-1870s and the
mid-1880s, but they still represented a rea-
sonable rate of return. The largest number of
joint-stock companies established in Finland
between 1865 and 1896 (174) were in the ship-
ping industry, but the majority were steamship
companies. A similar phenomenon could be
found in other European ports as large liner
companies found it necessary to raise external
capital to finance new;, faster and more luxuri-
ous vessels. But only two Finnish steamship
companies (the Finska Angslaps Depot AB,

Honorary Counsellor of Commerce Carl Gustaf
Wolff was a shipowner and also served as

a member of the Diet of Finland. Photo: The
Maritime Museum of Finland.
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1877 and the Finsk Angfartygs AB, 1883) had
a capitalization of 1m. Mark, while the average
capitalization was only 115,000 Mark. There
was also a high failure rate. For example, the
Ostrobothnian Steamship Company, founded
in Abo in 1857, failed to pay a dividend until
1864 and was dissolved 11 years later.'®

According to Ojala, prior to 1850 seafaring
was a ‘profitable business’ Considerable wealth
was accumulated by successful merchants in
costal ports, such as Commercial Councillors
Carl Gustaf Wolff (1800-68) and Abraham
Kingelin (1788-1849) from Vasa and Abo
respectively (the former reputedly the richest
man in Finland). But lower rates of return in
the late-19% century were accompanied by a
transfer of resources to other sectors of the
Finnish economy. Revenue from shipping had
been used in the 18" century to establish pro-
to-factories, but increasingly some shipowners
and merchants, as was the case elsewhere in
Europe, re-invested their wealth in manufac-
turing or other landward’ activities to the
extent that they were a ‘crucial factor’ in the
country’s development. Kingelin founded the
Littoisten broadcloth factory in 1823 and the
Abo Steamship Company in 1835. Erik Julin
(1796-1874) had a range of business interests
as a shipowner, industrialist and apothecary.
Konsul John Edvard Moé (1856-1931) started
his business career as an importer of colonial
goods, specifically tobacco, before moving into
the wine trade, and by 1897 he was the owner
of the Wasa Sockerfabrik AB, while the Trapp
family in Abo transferred its investments into
industry as a direct response to the recession
in shipping.”

By the late-19th century shipowners ‘found
themselves amongst the most important fi-
nancers of Finland’s industrialization. This
transfer of wealth out of the overseas mari-
time sector may well have been a rational
choice in view of increased English and Ger-
man competition for cargoes, the gradual ero-
sion of the benefits that a low wage economy



provided, and the risk associated with joint-
stock companies in the shipping industry. But
it also represented a growing rejection of the
island concept, as established interests gave
way to a stronger focus on Finland’s domestic
economy.'®

Secondly, despite the importance of over-
seas maritime trade, the overall contribution of
seafaring to the dissemination of new ideas, as
envisaged by proponents of the island concept,
should not be exaggerated. In many respects
Finnish seafarers shared the same characteris-
tics as their counterparts from other European
countries. There was a relatively low median
age of entry, but a significant number were
married (42% in Pori in the 1840s), as was the
case in Britain (46% in 1891). As elsewhere, an
occupation as a sailor was seldom a lifetime
career and it was assumed that most seafarers
retained close links with their port of origin.
However, despite improvements in commu-
nication technology, faster turnaround times
and other productivity gains which reduced
the average duration of voyages, maintaining
links with home continued to be problematic.
Seafaring, particularly foreign trade, was still
associated with high occupation-specific mor-
tality rates, and, as in Sweden, a high propor-
tion of seamen’s widows were under 50."

Despite their modest position in the seafar-
ing hierarchy, defined by nationality, race, and
by implication skill, in the early 1880s almost
50% of Finnish sailors (c. 6,000) were em-
ployed on foreign ships, primarily in the Brit-
ish and American merchant fleets. Although
the total number of Finnish sailors on Rus-
sian ships was generally modest, some of them
were attracted by better working opportuni-
ties created by the oil industry. For example,
the Nobel Brothers Petroleum Company often
made use of Finnish sailors, as well as techni-
cal experts from the Nordic countries, in their
development of the oil industry in the Caspian
Sea. Finnish ships carried a significant propor-
tion of Russia’s foreign trade, while Finnish

steamer companies developed a prominent
role in trade with St. Petersburg, including
the Finska Angslupsbolaget founded by Ra-
fael von Hartman in 1872-73.%

Clearly, the extent of involvement in the
international labour market for seafarers was
substantial. Finnish seafarers were attracted by
the large size of foreign shipping fleets and by
higher wages, particularly at a time when Brit-
ish ships offered some of the best prospects for
maritime employment. But it was unusual for
such a high proportion of a country’s sailors
to be employed on foreign ships and it is often
argued that it encouraged the assimilation of
new cultural practices and their gradual dis-
semination in Finland.”

However, it is important to see this in per-
spective, as its contribution to the country’s
economic and social openness within the
framework of the island paradigm remains
debateable. In 1880, there were c. 506,000
men in the age-group 15 to 49. Many seafar-
ers ceased to be employed in the maritime
sector in their 30s, although a small number
continued seafaring beyond that age. But the
6,000 sailors employed on foreign ships rep-
resented approximately 1.1% of Finnish men
in that age-group. If all those men employed
in the transport and communication sectors
are combined, they still accounted for only
4.7% of the active male workforce. Moreover,
the relative decline of the Finnish shipping
industry from the 1870s onward and the slow
transition to steam power led to a reduction
in employment opportunities and the size of
the maritime labour force.

FINLAND'S NON-MARITIME
OPENNESS

A general awareness of new ideas and inven-
tions, as well as a willingness to adopt them,
was reinforced by the implementation of de-
velopments in communication technology.
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Russia had installed its first semaphore tele-
graph as early as 1824, but it was not until the
Crimean War that the network was extended
to the northern coast of the Gulf of Bothnia,
including the port of Abo. In the case of the
electric telegraph there was no development
gap. The first network in Finland was set up in
1855 only shortly after the invention of a vi-
able commercial system and it was very much
in line with similar developments in Sweden
(1853) and Norway (1854). In 1860 a line was
installed along the west coast all the way to
Tornea, at the same time as the Swedish and
Finnish/Russian networks were connected in
Haparanda. Increased connectivity not only
meant that news reached Finland at a faster
speed, but the creation of telegram agencies
(including the Great Northern Telegraph
Company, 1869) reduced the dependence of
regional newspapers on national dailies. The
extension of the telegraph network was driven
primarily by business interests, but it symbol-
ised Finland’s global interconnectivity.”

There was a similarly rapid response in Fin-
land’s adoption of the telephone. The first tel-
ephone line was installed in Helsinki in 1877
only 18 months after the telephone had been
patented; in January 1882 the Helsinki Tel-
ephone Association was established by Daniel
Wadén; and by 1884 it was dealing with over
1 million calls annually. A significant number
of women were employed in long-distance tel-
ephone exchanges and by 1908 there was one
telephone to 20 Finns. Finland can therefore
be regarded as a forerunner’ in the application
of communication technology rather than an
‘island’ isolated from the wider world.**

As a result of improvements in communi-
cation, national and then international news
was incorporated increasingly in the provin-
cial press, not only in Finland but throughout
the Nordic countries. A fairly standardized se-
lection of foreign news was transmitted via the
telegraph network and newspapers began to
adopt a similar format. Indeed the Wasabladet
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in November 1906 reported a range of news
and local activities that would have been rec-
ognised by readers in many parts of Europe.
They included details of the AGM of the Con-
stitutional Club, the competition to be held by
the Wasa Amateur Photographic Club, and the
programme of Vérlden Rundt, the city’s larg-
est and most prominent Biograftheater "with
living pictures for grown-ups and children’®

Historically, the journey to the interior had
been ‘arduous’ with its ‘harsh and hostile envi-
ronment’ because nature had not been ‘kind’
to Finland. But this was gradually transformed
by the development of a railway network. The
first railway line was built in 1862 between
Helsinki and Hameenlinna (using locomo-
tives imported from British manufacturers,
including Beyer, Peacock and Co. from Gor-
ton, Manchester). The opening of the line to St.
Petersburg in 1870 (using the Russian 5 foot
gauge) was followed by the transfer of most
exports of manufactured goods destined for
Russia from the maritime coastal trade to
the new (and quicker) railway link. The new
line proved to be ‘a very potent competitor.
By 1900 every major seaport was served by
a railway; the eastern interior had benefitted
from the construction of new lines; and the
whole Finnish system was integrated into the
Russia network.

Communication improvements were often
dependent on maritime connections. After all,
the benefits of the electric telegraph system
were enhanced by the completion in 1866 of
the first commercial telegraph cable across the
Atlantic, while the development of the Finn-
ish railway system was dependent initially on
British-made components, including import-
ed steam-engines and equipment. But the abil-
ity of Finland to exploit these opportunities
increased significantly its international con-
nectivity in a manner that was not dependent
on the overseas maritime sector.

Indeed, there is an inherent risk of exag-
gerating Finland’s under-development by



The Port of Helsinki in the 1880s. Photo: The Maritime Museum of Finland.

1900 and the role of overseas trade in break-
ing down its ‘island’ mentality. First, the claim
that economic growth was held back by a
shortage of capital is difficult to sustain. The
Fiskars engineering workshop was established
in 1837 by a firm that could trace its originals
to 1649, while the development of the saw mill
industry was financed by Finnish merchants
and large-scale landowners. The level of de-
mand for capital should not be overstated,
as capital costs, as in other European coun-
tries, could be reduced by adopting a range
of strategies. Although the Bank of Finland
only offered loans against fixed securities
(mainly agricultural property), capital could
be obtained from family and friends, private
loans (as advertised in the Helsinki press), and
promissory notes (skuldbrev). Despite its rela-
tive under-development, between 1860 and
1913 the percentage GDP share of total public
value added was consistently higher than in
Sweden and by 1910 the percentage share of
industrial value added was almost at the same
level as Denmark.?”

Second, with increasing industrialization
and urbanization, the 19" century witnessed
important developments in the creation of the

‘modern’ state. It would be overly simplistic to
imagine that this was a unilinear path devoid
of national differences, but it was a process that
was certainly evident in Finland. For example,
there were differences in how the women’s
movement progressed in the Nordic countries
with class differences and tensions amongst
suffragists most apparent in Finland and Nor-
way. But the Finnish Women’s Association was
founded in 1884 and by 1906 general suffrage
had been obtained for both women and men. In
the elections to the new unicameral parliament
(Eduskunta) in the following year, 19 women
MPs were elected and Finland became the first
country in the world where female representa-
tives were returned in an election open to all
adults, irrespective of gender. Finnish women
were just as active as their sisters in Britain,
Denmark and the USA in establishing city mis-
sions to fight against misery and sickness, in
opening shelters for ‘fallen women’ (Helsinki,
1880), in affiliating with the Woman’s Chris-
tian Temperance Union (first Finnish branch
in Abo/Turku, 1896), and in supporting the
Deaconess Movement. The first social work
training course in 1906 was based on a British
model created a few years earlier.?®
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Steamboat Murtaja was the largest of its kind in Finland upon its completion in 1840. This photo

shows Murtaja in the port of Turku. Photo: Johan Jakob Reinberg / Picture Collections of the Finn-

ish Heritage Agency.

But Finland’s increasing openness to exter-
nal influences, irrespective of contacts gener-
ated through the maritime sector, was not re-
stricted to the women’s movement. Whether
in relation to its integration within the inter-
national book market, its susceptibility to new
religious influences, the development and use
of organised sport or the growth of the labour
movement and waterfront unionism, Finland’s
trajectory was similar to that of many other Eu-
ropean countries, in particular its Scandinavian
neighbours, although sometimes with notice-
able differences. The growth of associational
culture, including the establishment of yacht
clubs, was a phenomenon that was common
to all Scandinavian countries. There were also
similar policies in the treatment of the Sami
and travelling families (zigenare) at the local
level, but a growing divergence nationally. The
design and development of Finnish towns and
cities reflected general processes of change as
a response to rising rates of in-migration and
the health consequences of over-crowding.
The development of Helsinki’s ‘new town’ was
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greatly admired, even if it was accompanied
by increased social differentiation, while the
growth of municipal administration and fiscal
revenues fuelled civic ambitions which led to
the gradual provision of parks and open spaces
in line with trends elsewhere in England, con-
tinental Europe and America. Far from being
an ‘island’ dependent on connections generated
by overseas maritime trade as a source of in-
novation, the framework of a modern Finnish
state was clearly being constructed as a result
of wider processes of economic, political and
social change.”

THE RUSSIAN FACTOR

It is understandable that maritime historians
have accepted the concept of Finland as an
island dependent on shipping and trade for
its long-run development. But such a perspec-
tive ignores its physical integration within the
Swedish Empire and its status after 1809 as
an autonomous Grand Duchy within the Rus-
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The office (on the left) and port granaries of the Helsinki shipyard in South

Harbour. Photo by:
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possibly Charles Riis / Picture Collections of the Finnish Heritage Agency.

sian Empire. Unfortunately, the role of Russia,
together with the significance of coastal and
overland trade, has been ‘expunged’ and has
rarely been addressed in recent research, be-
cause of the legacy of the Winter War (1939-
40) and the Continuation War (1941-4), as
well as the years of Soviet influence in the
post-war period.

It is difficult to evaluate the costs or benefits
of the centuries of Swedish control of Finland
in terms of long-run economic growth or the
development of its maritime sector, but Fin-
land certainly benefited from a ‘relatively ef-
ficient’ administrative and legal system, as well
as from the geographical coverage of the Swed-
ish postal system and consular service. Russia’s
acceptance of the basic laws in 1809 meant
that the previous administrative framework
remained in place, while the existing public
banking institutions continued to operate as
before, as did merchant houses and private
individuals who lent and borrowed money.

After 1809 trade between Finland and Swe-
den continued in the same manner as both

countries accepted each other’s tariffs. Prior
to the introduction in 1860 of Finland’s own
currency (markka), Swedish coin (riksdaler)
and paper currency continued to be used until
1840. This was followed by two decades when
the Russian Ruble was the primary means of
payment and it was only in 1865 that the two
currencies were formally separated when the
Finnish Markka was tied to the value of silver.
The traditional trading pattern between Stock-
holm and Finnish ports on the Gulf of Bothnia
and the Aland Islands continued far into the
19th century, with exports of tar, timber and
foodstuffs from the Grand Duchy exchanged
for a varied assortment of goods. Over time,
a growing independence from Stockholm led
to an increase in direct trading contacts across
the Gulf of Bothnia between Osterbotten
and the Swedish ports of Gévle, Hiarnosand
and Lulea. But the drawing of a new Fenno-
Swedish border along the Tornea River had
no impact on the daily life of the Sami as no
special restrictions were placed on border
crossings. Semi-nomadic life continued even
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after 1826 when more restrictive regulations
were agreed between Norway and Russia, but
increasingly the Sami were becoming a minor-
ity in the river valley as a result of in-migration
and settlement from other parts of Finland.*

Between 1809 and 1917 close proximity to
Russia began to influence tariff and monetary
policy, as well as the structure and extent of
trade between the Grand Duchy and other parts
of the Russian Empire. Although it benefited
from retaining many of the administrative and
trading structures that had been imposed during
Swedish rule, incorporation within the Tsarist
Empire had a significant impact on Finland’s
subsequent development.

First, from 1835 onward exports to Russia
became increasingly tariff free, specifically fol-
lowing the bilateral trade agreement of 1843
and the abolition of the tariff border in 1850.
In the 1840s, Russia already accounted for 37%
of Finland’s foreign trade, but this had risen
to 40-50% by the mid-19th century and to
52% by 1870. Finnish merchants could export
to Russia duty free agricultural and forestry
goods, as well as handicraft and cottage in-
dustry products, while industrial products
enjoyed relatively high duty-free quotas. Ex-
ports of firewood, stone and other building
materials rose ‘almost continuously’ and ap-
proximately 60% of cotton industry exports
went to Russia.

In return, Russia was Finland’s most im-
portant supplier of imports, including grain,
raw sugar and tobacco. As a result, Finnish
companies and private businessmen ‘consist-
ently had lively relations with the Russians’
Foreign investment in Finland’s manufactur-
ing capacity was motivated by the prospect
of easy access to the Russian market, as was
the case with Finlayson’s cotton mill in Tam-
pere, as well as German glass-makers and
Swiss cheese-makers, and the manufacture of
paper products before 1914 was primarily a
response to Russian demand. In reality, Russia
had become Finland’s most important trading
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partner, a transformation that was facilitated
by the modernization of coastal shipping and
improved railway links.

Despite the growing trade with Britain and
other western European countries from the
1870s and 1880s onward, primarily as a result
of an increased demand for the products of
Finland’s forestry industries, Russia still ac-
counted for just under 40% of all Finnish ex-
ports in 1890 and even prior to the outbreak of
the First World War it just about retained the
largest share, although the figure, according to
Hjerppe, had fallen by then to only 28%. By
the end of the 19th century over 50% of Finn-
ish coastal trade was with Russian ports, spe-
cifically St. Petersburg, or ports under Russian
control, such as Tallinn, Riga and Klaipéda, all
of which could be accessed by local shipping.
Steamship tonnage between Helsinki and St.
Petersburg between 1883 and 1898 increased
by 100% and although the loaded tonnage be-
tween Oulu and the Russian capital fell, it still
represented 51.4% of its coastal trade.**

Second, as far as shipping and maritime em-
ployment was concerned, 1809 did not signify
a major change, at least not initially, as Finnish
ships were treated by the Russian authorities
as foreign’ until 1830. But increasingly Finnish
ships accounted for a significant proportion of
Russia’s foreign trade, particularly grain exports
from the Black Sea ports, although by the mid-
1870s this trade was taken over by British and
Greek steamers. In the late nineteenth and early
twentieth century some Finnish steamers in-
volved in the emigrant trade benefited directly
from the rapid growth in Russian emigration,
although they were prevented from taking
passengers on board in St. Petersburg and
were forced to use the home ports of Hanko
and Turku. By the mid-1850s there is also evi-
dence of Finnish sailors in Russian service and
many of the sailors who took out a passport for
less than a year were probably involved in the
coastal trade to St. Petersburg or other ports
in the Baltic.”



Third, the importance of the new links with
Russia after 1809 was reflected in the rapid in-
crease of Finnish migration to St. Petersburg.
Already in the 1730s the Swedish-Finnish par-
ish in St. Petersburg had c. 1,500 members (of
whom barely 700 attended communion), but
by 1880 only Helsinki (with a total popula-
tion of 38,700) had a larger number of Finnish
residents than the Russian capital with 24,400.
Between 1826 and 1917 c. 60,000 Finns mi-
grated to St. Petersburg, the majority of whom
became members of the Finnish and Luther-
an parishes of St. Maria (Finnish, 1803-5)
and St. Katarina (Swedish, 1789, 1855). The
Swedish-Finnish parish of St. Katarina, led
by Pastor Herman Kajanus (born in Helsinki
in 1852), had a membership of almost 7,000
at its peak in the 1880s. Finns were able to
become members of Russian guilds without a

The shipping company FAA's office building in Helsinki, on the corner of Eteldranta and Eteléinen

new oath and therefore had unlimited rights
to carry out trade, but Russia also became an
attractive destination for Finnish engineers,
technicians and mechanics, as well as gradu-
ates of the cadet corps. Finnish peasants in
the 1820s and 1830s served in the Russian
army, almost entirely in small Finnish units
of 5,000 men, as replacements for indigenous
conscripts; manual labourers were employed
on major construction projects, including the
building of the Trans-Siberian Railway; while
at the other end of the social spectrum, Finn-
ish politicians, administrators and business-
men were inevitably attracted to St. Petersburg
as the seat of Tsarist power. As was the case
in other metropolitan centres and port-cities
with significant rates of overseas in-migration,
the Finnish/Swedish community established
‘relatively many’ philanthropic associations,

Makasiinikatu, was used up until 1905. Photo: The Maritime Museum of Finland.
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including an asylum for young girls (1847) and
a Finnish Damforening (1884-5) that provided
welfare support to fellow countrymen whose
residence in the Russian capital had not been
successful. Viewed from this perspective, the
concept of Finland as a peripheral island de-
pendent primarily on overseas commerce and
maritime contacts is untenable.”

CONCLUSION

The origins of the concept of Finland as an
island are easily established. Primarily as a
result of travellers’ accounts from the 18"
century onward an image was embedded in
European consciousness of part of the Swed-
ish Empire that was isolated from wider
trends. Finland was backward economically
and trade was disrupted during the winter
months by thick ice and inhospitable condi-
tions. Within this context, it is understand-
able that many maritime historians have uti-
lised this concept for much of their research.
After all, overseas trade was monitored of-
ficially at a number of levels; data was more
readily available than for coastal and inland
trades; and the involvement in long-distance
trading activities by ‘blue-sea’ sailing ships
facilitated Finland’s gradual integration into
world markets, promoted economic integra-
tion, and led to the dissemination of new
ideas by seafarers and return migrants.
However, the picture that emerges from
this review is at variance with the traditional
paradigm. Although long-distance overseas
trade played an important role in fostering
Finland’s market integration and long-run
development, it should not be exaggerated.
The slow transition to steam, the continued
dependency on the purchase of third-hand
sailing ships, the low level of capitalization
of steamship companies, and the increasing
transfer of capital by ship owners and mer-
chants to the domestic economy all suggest
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that the importance of overseas trade was
more muted than expected.

By contrast, many maritime historians have
tended to ignore two factors. First, Finland’s
opening to the wider world as a result of non-
maritime links, including the rapid adoption
of new communications technology (specifi-
cally the electric telegraph and the telephone),
the development of a railway network that fos-
tered inland trade, and progress in the creation
of a ‘modern state), in line with trends else-
where in Europe. This was visible in a number
of areas including the women’s movement, the
establishment of voluntary associations, and
planning improvements to Helsinki and other
urban communities. Indeed, by 1900 Finland
was not as ‘backward’ as many historians have
believed and higher rates of growth from the
late 19" century onward occurred at a time
when the maritime sector had ceased to be
as buoyant or profitable as it had been in the
1850s and 1860s.*

Second, an over-reliance on the concept
of Finland as an island has led to a failure to
analyse the consequences of its incorpora-
tion between 1809 and 1917 in the Russian
Empire. By 1900 over 50% of its trade was
with Russia and St. Petersburg was a magnet
for Finnish migration. But for non-academic
reasons the role of Tsarist Russia in Finland’s
development has been largely ignored. Apart
from Ojala’s and Kaukiainen’s brief surveys of
coastal trade, this maritime sector has never
been the focus of research and there is little
evidence to suggest that archival material in
St. Petersburg, Tallinn or ports in Lettland
have ever been used to reconstruct Finland’s
coastal trade with Russia and its Baltic prov-
inces. Indeed, there are other deficiencies that
prevent a more objective analysis of the mari-
time sector’s contribution to Finland’s devel-
opment. Many of the port-town histories that
were meticulously compiled in the 1970s and
1980s are now rather dated and only in a few
cases, including the ports of Kokkola (ship-



building and the tar trade) and Rauma (with
the largest fleet in Finland of 57 sailing ships
in 1897), have they been supplemented by
more modern studies with a wider analytical
agenda. They seldom focus on research issues
of contemporary relevance, including port-
hinterland relations, inter-port competition
(or collaboration), and the spatial origins of
seafarers. Only in a few cases, such as the ports
of Kokkola (the tar-trade and ship-building)
and Rauma (with the largest fleet in Finland
of 57 sailing ships in 1897), have they been
supplemented by more modern studies with a
wider analytical agenda. There is no prosobio-
graphical analysis of Finnish merchants and
shipowners, nor any comprehensive assess-
ment of the impact of capital transfer from
the maritime sector to the domestic industry,
while the extent of their collective involvement
in Russian affairs is difficult to ascertain.’
Finally, although inland transport routes
were particularly important in the pre-
industrial period, their significance in the
19"-century deserves further attention. The
expansion of the inland water transport sys-
tem, including the construction of the Saimaa
Canal (1845-6), meant that they continued

to offer ‘versatile communication’ routes with
foreign countries. By 1875, 45 steamers oper-
ated on the inland waterways. But to what ex-
tent were they integrated with overseas trade?
Were men (and women) who worked on these
inland routes invariably distinct from seafar-
ers? And to what extent did they provide a
mechanism for the dissemination of new
products and ideas?

Within this context, the continued useful-
ness of the concept of Finland as an island for
research in maritime history is questionable.
As a commonly accepted axiom it has been
poorly defined and reflects a long-running
geo-political orientation towards the West.
But there are other focal points that deserve
more attention in the future, including the
significance of trade between Finland and
Tsarist Russia and its Baltic provinces, the
role of coastal shipping and the increasing
importance of inland water transport. These
may be less attractive fields of research than
the overseas maritime sector because of lim-
ited data availability and a need for additional
language expertise, but they are central for a
more balanced understanding of the role of
commerce and trade in the Finnish economy.

ENDNOTES

1 Jones 1827, 1, 66. 6
Clarke 1823, 336, 354;
Halmesvirta 1990, 93, 105;
Lurcock 2010. 7

3 Rahikainen 1993, 24;

Clarke 1823, 377; Hudson

1940, 4; Lurcock 2010; 8

Tepora 2012; Liverpool ring 1993, 409.

Mercury 1844. 9  Hjerppe 1989, 164, 151;
4 Myllyntaus 2013, 69; Arribas et al. 2006, 19.

Gronfors 1993, 161; Mo- 10

ring 1993, 398; Mienpdd 1994, 243; Schybergson

2017.

5  Schybergson 1973, 41-5; 151.

Kaukiainen 1993, 66; 11
Hjerppe 1989, 154.

Ojala 1999, 424; Ojala
2011, 187; Ojala and Raijhd
2017, 26-43.

Frigren 2012, 13; Jutikkala
1985, 640; Ojala 1999, 437; 13
Kaukiainen 1993, 60, 70.

Eklund 1994, 62, 84; Mo-

Engman 2009, 148; Lilja

1973, 51; Hjerppe 1989,

Engman 1995, 13; Moller
1983, 45; Ojala and Peh-
konen 2005, 3; Ojala and
Pehkonen 2006, 25-53.
12 Suometar 1854; Kero
1984; Heikkonen 1983.
Hjerppe 1989, 164;
Kaukiainen 1993, 89,

92. According to Kauki-
ainen, a high proportion
of operating costs of the
shipping sector was paid
abroad and only the ship
owners’ net income and
crew wages were included
in GDP calculations.

41



14

15
16

17

18

19

20
21

22
23

24
25
26

27

28

29

42

As a result, the sector’s
contribution to GDP was
seldom very substantial.
Kaukiainen 1993, 86, 100;
Jahrbuch fiir Bremische
Statistik 1910, 136.

Ojala 1999, 412.
Kaukiainen 1993, 121;
Schybergson 1964, 120-1.
The Angslaps Depot AB
maintained small steam-
boat traffic on the River
Neva (St. Petersburg).
Ojala 1997, 349-58; Ojala
1999, 427; Ojala 2009,
979-80; Rahikainen

1992, 49; Jern 1980, 158;
Jutikkala 1985, 387; Rinne
1952; Schybergson 1964,
17. A long list of such
cases can be found in
Kaukiainen 1993, 309.
Ojala 2011, 178, 188; Kau-
kiainen 1993, 126.
Frigren 2012, 3-4; Burton
1987, 36-43; Kaukiainen
1993, 93; Kaukiainen
1996, 39-46; Kirby and
Hinkkanen 2000, 247.
Kaukiainen 1993, 93;
Engman 2000, 200.
Kaukiainen 2016, 20; Bala-
chanran 2006, 97-8.
Mitchell 1975, 34, 155.
Westerland 2002, 197-8;
Harvard 2013, 47-74;
Harvard and Stadius 2013,
1-24.

Schantz 1929; Risberg
1955.

Harvard and Stadius 2013,
1-24; Wasabladet 1906.
Kirby 1979, 2; Kaukiainen
2002, 79.

Rinne 1952; Schybergson
1964, 17; Urbans 1954;
Eloranta 1997, 131, 139.
Blom 2012; Sulkunen
2009, 10-11; Markkola
2000, 143-78; Brettschnei-
der 1989, 20.

Hakopdi 2012; Werner
2010, 65-85; Ostman
2010; Keskinen 2012; Niel-
sen and Bale 2012, 69-86;

Terds and Bergholm 2000,
84-90; Thornqvist, Berg-
holm and Mellberg 2016,
75-105; Alapuro 2010,
1-28; Stenius 2010, 29-88;
Barek 2003, 83; Astrom
1957, 117; Klinge 2012,
235; Schantz 2006; Lantto
2008, 26-51; Ericsson
2017, 94-121.

30 Simonson 2009, 384-424;
Bagerstam 1989, 53;
Engman 2009, 148; Moller
1983, 42-3; Lantto 2010,
543-6; Lihteenmaki 2006,
696-704.

31 Kaukiainen 1993, 62, 84;
Kaukiainen 2002, 75-86;
Hjerppe 1989, 158-9;
Schybergson 1973, 387,
400; Hjerppe and Lamberg
2000, 387, 400; Ojala,
Eloranta and Jalava 2006,
145 (Fig. 5a-b).

32 Kaukiainen 1993, 67;
Engman 2000, 202.

33 Engman 1995, 14; Eng-
man 2000, 325; Engman
2009, 164; Jangfeldt 2006,
74.

34 Sundmann 1991, 68-101.

35 Ojala 2002, 63-74; Kauki-
ainen 2002, 75-86.

LITERATURE

Alapuro, Risto 2010. Introduc-
tion: Comparative Approaches
to Associations and Civic
Society in Nordic Countries.
In Alapuro, Risto and Stenius,
Henrik, Nordic Associations
in a European Perspective, pp.
1-28. Nomos, Baden Baden.

Arribas, Ivan, Pérez, Francisco
and Tostosa-Ausina, Emili
2006. Measuring International
Economic Integration: Theory
and Evidence of Globalization.
MPRA Paper 16010, University
Library of Munich.

Bagerstam, Erik, 1989. Finlands
Svenska Abo. Stockholm.

Barck, Pekka 2003. Finlands se-
geljakter. En bok om fritidsseg-
lingen i Finland fran 1850-talet
till 1920. Jyvaskyla.

Blom, Ida 2012. Structures
and Agency: a transnational
comparison of the struggle for
women’s suffrage in the Nordic
countries during the long 19th
century. Scandinavian Journal
of History, 37/5, pp. 600-20.

Brettschneider, Gunvor 1989.
Socialutbildning i Finland
och Sverige - tillbackablick
och jamforelse. Svenska Social
och Kommunalhégskolan vid
Helsingfros Universitet, Med-
delanden 15. Helsingfors.

Burton, Valerie 1991. The Myth
of Bachelor Jack: Masculin-

ity, Patriarchy and Seafaring
Labour, In Howell, Colin and
Twomey, Richard J. (eds.), Jack
Tar in History: Essays in the
History of Maritime Life and
Labour, pp. 179-84. Acadiensis
Press, Fredericton.

Clarke, Edward Daniel. 1823.
Travels in Various Countries of
Europe, Asia and Africa Part
the Third Scandinavia Section.
London.

Eklund, Erland 1994. Kustfis-
kare och Kustfiske in Finland
under den industriella epoken.
Studien i en yrkesgrupps

yttre villkor, sociala skiktning
och organisation 1860-1970.
Svenska social- och kommu-
nalhogskolan vid Helsingfors
universitetet, Helsingfors.

Eloranta, Jari 1997. Public
sector development in Sweden
and Finland in the 19th and
20th century: Growth studies
comparisons. In Eloranta, Jari
(ed.): Nordiska Historiska Na-
tionalrdkenskaper. Workshop 2
i Jarvenpdd 20-22 September.
University of Jyvéskyla.
Engman, Max 1995. Till Ryss-
land 1809-1917. Forvaltingen
och Utvandringen. Forvalt-



ningshistoriekommittén,
Helsingfors.

Engman, Max 2000. Lejonet
och Dubbel6rnen. Finlands
imperiella decennier 1830-
1890. Svenska Humanistiska
Forbundets Skriftserie, Nr.113.
Atlantis, Stockholm.

Engman, Max 2009. Ett langt
farval: Finland mellan Sverige
och Ryssland efter 1809. Atlan-
tis, Stockholm.Ericsson, Martin
2017. Common Starting Points,
Different Directions. Scandina-
vian Journal of History, 42/1,
pp. 96-121.

Frigren, Pirita 2012. Sailors’
Wives — domestic perspective
on Finnish merchant shipping
and its labor force. The case of
port town Pori (1830-1880).
Workshop Early Modern
Economy and Trade: Nordic
and Portuguese experiences.
University of Jyvaskyld, 13-14
December 2012.

Gronfors, Martti 1992. Minori-
ties and the Common Culture.
In Rahikainen, Marjatta (ed.):
Austerity and Prosperity Per-
spectives on Finnish Society,
pp. 159-176. Lahti Research
and Training Centre, Helsinki.

Hakapad, Jyrki 2006. Interna-
tionalizing Book Distribution
in the Early Nineteenth Cen-
tury: The Origins of Finnish
bookstores. Book History, 5,
pp- 39-66.

Halmesvirta, Anssi 1990. The
British Conception of the Finn-
ish ‘Race’ Nation and Culture,
1760-1918. Studia Historica,
Helsinki.

Halmesvirta, Anssi 2012.
Between the Darkness of
Barbarism and the Light of
Civilization: British Images of
the Finn in the Late Eighteenth
Century. Sjuttonhundratal 9,
pp. 93-109.

Harvard, Jonas 2013. Con-

necting the Nordic Region:
The Electric Telegraph and
the European News Market.
In Harvard, Jonas and Stadius,
Peter (eds.), Communicating
the North: Media Structures
and Images in the Making of
the Nordic Region, pp.47-74.
Routledge, London

Harvard, Jonas and Stadius,
Peter 2013. A Communicative
Perspective on the Formation
of the North: Context, Chan-
nels and Concepts. In Harvard,
Jonas and Stadius, Peter (eds.):
Communicating the North:
Media Structures and Images
in the Making of the Nordic
Region, pp. 1-24. Routledge,
London.

Hjerppe, Riitta 1989. The
Finnish Economy 1860-1985:
Growth and Structural Change.
Bank of Finland, Helsinki.

Hjerppe, Riitta and Lamberg,
Juha-Antti 2000. Changing
structure and organisation of
foreign trade in Finland after
Russia rule. In Teichova Alice,
Matis, Herbert and Pétek, Jaro-
slav (eds.): Economic Change
and the National Question in
Twentieth-Century Europe, pp.
382-403. Cambridge University
Press.

Hudson, Strode 1940. Sisu: A
Word that Explains Finland.
The New York Times Magazine,
14 January 1940, p. 4.

Jahrbuch fiir Bremische Statis-
tik 1910. Bremisches Statis-
tisches Amt, Bremen.

Jangfeldt, B. 2007. The Swedish
Congregation of St. Petersburg:
“Ett Tempel Till Dyrkande Af
Allwerldens Gud”. In Holtrop,
Pieter N. and Slechte, Henk
(eds.): Foreign Churches in St.
Petersburg and Their Archives
1703-1917. Brill’s Series in
Church History, Vol. 29,

pp- 57-82. Brill, Leiden and
Boston.

Johannessen, Finn Erhard
2011. Connecting the Baltic
Area. The Swedish postal
system in the seventeenth
century. In Droste, Heiko (ed.),
Connecting the Baltic Area:
The Swedish Postal Service
in the Seventeenth Century.
Sodertorn Studies in History,
Vol. 9, pp. 49-98. Sodertorns
Hogskola, Huddinge.

Jones, George Matthew 1827.
Travels in Norway, Sweden,
Finland, Russia and Turkey.
London.

Jutikkala, Eino 1985. Abo Stads
Historia 1856-1917, Vol.Il.
Abo stad.

Kaukiainen, Yrj6 1993. A
History of Finnish Shipping.
Routledge, London and New
York.

Kaukiainen, Yrjo 2002. The
Modernization of Finnish
Coastal Shipping and Railway
Competition c. 1830-1913.

In Armstrong, John and
Kunz, Andreas (eds.): Coastal
Shipping and the Euro-

pean Economy, 1750-1980.
Veroffentlichung des Institutes
fir Europaische Geschichte
Mainz, Band 53, pp. 75-85.
Von Zabern,Mainz.

Kaukiainen, Yrj6 2004. Seamen
Ashore: Port Visits of Late
Nineteenth Century Finnish
Sailors. In Scholl, Lars U. and
Hinkanen, Merja-Liisa (eds.):
Sail and Steam: Selected Mari-
time Writings of Yrjo Kauki-
ainen. Research in Maritime
History Vol. 27, pp.141-50. St.
John’s Newfoundland.

Kaukiainen, Yrjo 2016. The
Filipinos of the late 19th cen-
tury: Finnish sailors on foreign
vessels. In Deutsche Seefahrts-
geschichtliche Kommission
(ed.): Schiffahrt und Handel/
Shipping and Trade. Vortréige
gehalten anldsslich der Verab-
schiebung von Lars U. Scholl in

43



den Ruhestand im Mirz 2012,
pp. 66-76. Edition Falkenberg,
Bremen.

Kero, Reino 1983. American
Technology in Finland before
World War I- In Kuparinen,
Eero and Virtanen, Keijo (eds.):
The Impact of American Cul-
ture Publication of the Institute
of General History. University
of Turku, vol. 10, pp.106-110.
Turku University.

Keskinen, Lauri 2012. Pre-
modern games in a modern
world: A case of public festivals
as rational recreation in 19th
century Finland. Kasvatus &
Aika, 4.

Kirby, David G. 1979. Finland
in the Twentieth Century: A
History and an Interpretation.
London.

Kirby, David and Hinkkanen,
Merja-Liisa 2000. The Baltic
and the North Sea. Routledge,
London.

Klinge, Matti 2012. Huvud-
staden Helsingfors och Finska
Staten 1809-1863. Otava, Hel-
sinki.

Lantto, Patrick 2008. Sami
Rights and Sami Challenges
The modernization process and
the Swedish Sami movement,
1886-2006. Scandinavian Jour-
nal of History, 33/1, pp. 26-51.

Lantto, Patrik 2010. Borders,
citizenship and changes:

the case of the Sami people,
1751-2008. Citizenship Studies,
4/5, pp. 543-56.

Lilja, Sven 1996. Stadernas folk-
mingd och tillvixt — Sverige
med Finland ca 1570 till 1810.
Historisk tatortsstatistik, del 2.
Stads-och Kommunhistoriska
institutet, Stockholm.
Liverpool’s Grand Fancy Dress
Ball in aid of the Public Chari-
ties. Liverpool Mercury, 29
March 1844.

Lurcock, Tony 2010. ‘Not So

44

Barren or Cultivated’: British
Travellers in Finland 1760-
1830. CB Editions, London.

Lihteenmaki, Maria 2006.
From reindeer nomadism to
extreme experiences: economic
transitions in Finnish Lapland
in the 19th and 20th centu-
ries. International Journal of
Entrepreneurship and Small
Business, 3/6, pp. 696-704.

Markkola, Pirjo 2000. Promot-
ing Faith and Welfare. The Dea-
coness Movement in Finland
and Sweden, 1850-1930. Scan-
dinavian Journal of History 25
1/2, pp. 101-18.

Mitchell, B. R. 1975. European
Historical Statistics 1750-1970.
Macmillan, London and Bas-
ingstoke.

Moring, Beatrice 1993. House-
hold and Family in Finnish
Coastal Societies, 1635-1895.
Journal of Family History, 18/4,
pp- 395-416.

Miiller, Leos 2004. Consuls,
Corsairs and Commerce. The
Swedish Consular Service
and Long-distance Shipping
1720-1815. Studia historica
Upsaliensis, Vol. 213. Uppsala
University.

Miiller, Leos and Ojala, Jari
2002. Consular Services of
the Nordic Countries during
the Eighteenth and Nine-
teenth Centuries: Did they
really work? In Boyce, Gordon
and Gorski, Richard (eds.):
Resources and Infastructure
in the Maritime Economy,
1500-2000, pp. 23-41. St.
John’s, International Maritime
Economic History Association,
Newfoundland.

Myllyntaus, Timo 2013. Trans-
port in Finnish History A Short
Survey of Research Literature.
Tekniikan Waiheita 3/13, pp.
68-72.

Mienpid, Sari 2017. Personal

communication.

Moller, Anders Moniad 1983.
Economic relations and eco-
nomic cooperation between
the Nordic Countries in the
Nineteenth Century. Scandina-
vian Journal of History, 8/1, pp.
37-62.

Nielsen, Niels Kayser and Bale,
John 2012. Associations and
Democracy: sport and popular
mobilization in Nordic socie-
ties, c. 1850-1900. Scandina-
vian Journal of History, 37/1,
pp. 69-86.

Ojala, Jari 1997. Productivity
and Profitability of Shipping by
Sail in the long-run. The Case
of Finland ca. 1750-1914 -
The Third World Congress of
Cliometrics 1997, pp. 349-58.
Munich.

Ojala, Jari 1999. Tehokasta
liiketoimintaa Pohjanmaan
pikkukaupungeissa. Purje-
merenkulun kannattavuus ja
tuottavuus 1700-1800-luvuil-
la. Bibliotheca historica 40.
Helsinki.

Ojala, Jari 2002. Finnish
Coastal Shipping, 1750-1850.
In Armstrong, John and
Kunz, Andreas (eds.), Coastal
Shipping and the Euro-

pean Economy, 1750-1980.
Veroffentlichung des Institutes
fir Europaische Geschichte
Mainz, Band 53, pp. 63-74.
Von Zabern, Mainz.

Ojala, Jari, Eloranta, Jari and
Jalava, Jukka 2006. The Road to
Prosperity: An Economic His-
tory of Finland. SKS, Helsinki.

Ojala, Jari 2011. Productivity
Change in Eighteenth Century
Finnish Shipping. In Unger,
Richard W. (ed.): Shipping and
Economic Growth 1350-1850.
Global Economic History
Series, Vol.7, pp. 167-88. Brill,
Leiden-Boston.

Ojala, Jari and Pehkonen,



Jaakko 2005. Why stay on
board? Ship Jumping as Quit
Behaviour in the Nineteenth

- Century Nordic Deep Sea
Shipping. 6th Conference of the
European Historical Econom-
ics Society, Istanbul, 9-10
September.

Ojala, Jari and Pehkonen, Ja-
akko 2006. Not only for Money:
An Analysis of Seamen’s Deser-
tion in Nineteenth-Century
Finland. International Journal
of Maritime History, vol. 28/1,
pp- 25-53.

Ojala, Jari and Rdihé, Antti
2017. Navigation Acts and the
integration of North Baltic
shipping in the early nineteenth
century. International Journal
of Maritime History, vol. 29/1,
26-43.

Rahikainen, Marjatta 1992. A
country and its people in the
passage of time. In Rahikainen,
Marjatta (ed.): Austerity and
Prosperity Perspectives on
Finnish Society, pp. 15-24.
Lahti Research and Training
Centre, Helsinki.

Rinne, Harry A. 1952. Travaru-
production och travaruhandel
i Bjorneborgs distrikt 1856-
1900. Vammala.

Risberg, Einar 1955. The His-
tory of the Finnish Telegraph
Office 1855-1955 (Suomen
Lennitinlaitoksen historia).
General Direction of Posts and
Telecommunications, Helsinki.

Schantz, Erik van 1929. Telefo-
niens utveckling och utbred-
ning sérskilt i Finland. Svenska
tekniska vetenskapsakademien
i Finland, Meddelande Nr.6.
Helsingfors.

Schantz, Peter 2006. Helsinki
and Green Space, 1850-2000:
An Introduction. In Clark,
Peter (ed.): The European City
and Green Space: London,
Stockholm, Helsinki and
St.Petersburg, 1850-2000, pp.

188-206. Historical Urban
Studies. Routledge, London.

Schybergson, Per 1964. Ak-
tiebolagsformen genombrott i
Finland Utvecklingen fore 1895
ars lag. Bidrag till Kinnedom
av Finlands Natur och Folk,
Heft 109. Finska Vetenskaps-
Societeten, Helsinki.

Schybergson, Per 1973. Hant-
verk och Fabriken I Finlands
Konsumtionsvaruindustri
1815-1870: Helhetsutveckling.
Bidrag till Kinnedom av Fin-
lands Natur och Folk, Heft 114.
Finska Vetenskaps-Societeten,
Helsinki.

Simonson, Orjan, 2011. The
Swedish Empire and Postal
Communications: Speed and
Time in the Swedish Post Of-
fice, c. 1680-1720. In Droste,
Heiko (ed.): Connecting the
Baltic Area. The Swedish postal
service in the seventeenth
century. Sodertérn Studies
in History, Vol.9, pp. 49-98.
Sodertorns hogskola, Stock-
holm.

Stenius, Henrik 2010. Nordic
Associational Life in a Euro-
pean and Inter-Nordic Perspec-
tive. In Alapuro, Risto and
Stenius, Henrik (eds.): Nordic
Associations in a European
Perspective, pp. 29-88. Nomos,
Baden Baden.

Sulkunen, Irma 2009. Nation
and Citizenship - The Finn-
ish Case in an International
Context. In Sulkunen, Irma,
Nevala-Nurmi Seija-Leena and
Markkola, Pirjo (eds.): Suf-
frage, Gender and Citizenship
- International Perspectives

on Parliamentary Reforms, pp.
83-105. Cambridge Scholars,
Cambridge.

Sundmann, Mikael 1991. Ur-
ban Planning in Finland after
1850. In Hall, Thomas (ed.):
Planning and Urban Growth in
Nordic Countries, pp. 68-101.

Taylor and Francis, London,
New York, Tokyo, Melbourne
and Madras.

Tepora, Tuomas 2012. “Sisu”:
The Finnish for “Stiff Upper
Lip”? - The Museum of Emo-
tions, Research Reports, The
History of Emotions blog://
emotionsblog.history.

Teriés, Kari and Bergholm,
Tapio 2000. Dockers of Turku,
c. 1880-1970. In Davies, Sam
et al. (eds.): Dock Workers
International Explorations in
Comparative Labour History,
1790-1970, Vol. 1, pp. 84-101.
Ashgate, Aldershot.

Thornqyvist, Christer, Berg-
holm, Tapio and Mellberg,
Margaretha 2006. The May
Day tradition in Finland and
Sweden. In Peterson, Abby
and Reiter, Herbert (eds.): The
Ritual of May Day in Western
Europe. Past, Present and
Future, pp. 75-105. Routledge,
London and New York.

Urbans, Runar 1954. Helsing-
fors Sparbank I Tillblivelse
och forsta 6den 1825-1840.
Helsingfors.

Wasabladet, 24 November
1906.

Werner, Yvonne Maria 2010.
Catholic Mission and Conver-
sion in Scandinavia. Scandina-
vian Journal of History, 35/1,
pp. 65-85.

Westerland, Lars 2002. Porten
till Finland Politiken och for-

valtningen: Egentliga Finland
aren 1809-1917. Ekenis.

Astrom, Sven-Erik 1957. Sam-
héllsplanering och Regionsbild-
ning i Kejsartidens Helsing-
fors: Studier in Stadens inre
Differentiering, 1810-1910.
Helsingfors stad.

Ostman, Kim 2010. The
Introduction of Mormonism
to Finnish Society, 1840-1900.
Abo.

45



	NF2018_26
	NF2018_27
	NF2018_28
	NF2018_29
	NF2018_30
	NF2018_31
	NF2018_32
	NF2018_33
	NF2018_34
	NF2018_35
	NF2018_36
	NF2018_37
	NF2018_38
	NF2018_39
	NF2018_40
	NF2018_41
	NF2018_42
	NF2018_43
	NF2018_44
	NF2018_45

