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Global hubs such as airports and maritime ports are geographical centers where immense flows 
converge, and are characterized by speed, time and efficiency in linking local markets and global 
economic trade networks. Being symbolic infrastructures of capitalism, global hubs may attract 
criminal exploitation and be exposed to security risks. Drawing on extensive interview material 
from those involved in Norwegian airport and port security, this article explores how policing 
agencies experience the balancing of the imperatives of security and trade. It reveals how policing 
agencies are affected by, and seek to adapt to, the demands for efficiency and speed intrinsic to the 
trade regime, thereby highlighting the importance of the temporal dimension to understanding the 
complexities of contemporary security governance.
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The aviation and maritime industries play a crucial role in the networked global economy—
an economy dependent on a ‘world in motion’ (Inda and Rosaldo 2002). The flow of people, 
things, capital and information has long been fundamental to economic prosperity and social 
life (Cowen 2014). In recent decades, there has been a rise in air passenger numbers from 1.467 
billion in 1998 to 4.233 billion in 2018 (ICAO 2018), while maritime trade has grown from 
4 billion tons in 1990 to 11 billion tons in 2018 (UNCTAD 2019). Inspired by the notion of 
‘global cities’ (Sassen 2001), one can think of airports and seaports as global hubs (Leese and 
Wittendorp 2018), which are critical crossroads where immense flows of people and things con-
verge and are facilitated. Contemporary societies are often characterized by acceleration and 
high speed (Eriksen 2001; Wajcman 2008), in which processes of transport, communication 
and economic production have witnessed an unprecedented speed-up (Rosa 2010). Being con-
sidered essential points of passage, global hubs are in many ways dependent on efficiency, speed 
and high circulation rates to function optimally. It is argued that their effectiveness is largely 
dependent on open, frictionless and reliable transportation systems (OECD 2003).

As critical infrastructures and symbolic locations of capitalism, commerce and mobil-
ity (Adey 2004), however, global hubs may attract criminal exploitation and be exposed to 
numerous risks (e.g. illegal border crossings, terrorism, smuggling, piracy, theft) (Salter 2008b; 
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Eski 2011; Brewer 2014; Cowen 2014; Eski and Buijt 2017; Sergi 2021). Any of the threats 
routinely faced by global hubs may have significant implications, both locally and globally. As a 
result of the interdependencies between vital functions in society and global hubs, many activ-
ities can be slowed down or even brought to a complete halt, seriously impacting the everyday 
life of businesses and individuals. With the dependence on smooth, speedy and efficient flows 
in mind, it has been suggested that the disruption of flows has itself become a security risk 
(Hoijtink 2017). The Covid-19 global pandemic shows how disrupting flows can affect the 
role of global hubs and how they operate, with travel restrictions and temporary border con-
trols effectively shutting down the aviation industry and shipping services and causing serious 
losses. It is estimated that the economic impact of Covid-19 on civil aviation in the operating 
year of 2020 was approximately a US$391bn loss of gross passenger operating revenues (ICAO 
2020). These shut-downs, implemented for the sake of preserving public health, demonstrate 
how security concerns can become major impediments to the global economy.

The present article examines the tension between trade and security in the global hubs con-
stituted by airports and ports, whose security, as several observers have noted, involves plural-
ized and networked policing (Brewer 2014; Eski 2016), in which multiple interests flourish 
and sometimes collide (Nøkleberg 2020). Due to the centrality of economic drivers such as 
efficiency, time and speed, airports and ports are assumed to be distinct institutional environ-
ments in terms of policing and security, quite unlike policing efforts in static and area-bound 
neighbourhoods.

In their efforts to secure smooth and speedy flows, security agencies must cope with the pos-
sibility of acting as barriers, particularly as the fear of disruption stands strong. Drawing on 
empirically grounded research in Norway, this article analyses how various agencies in ports 
and airports perceive the imperatives of security and trade in their everyday life. The article 
looks at how they experience the balancing involved and examines agencies’ strategies for facing 
the tension that arises when seemingly contradictory logics converge. The empirical findings 
suggest that global hubs can reveal how policing agencies are enmeshed in, and seek to adapt 
to, the commercial demand for efficiency and speed. The article argues for the need to con-
sider temporal aspects when assessing the policing of global hubs. By examining the temporal 
imaginaries of global hubs, the article adds empirical evidence to existing accounts while also 
contributing new knowledge about how contemporary security governance both shapes, and is 
affected by, the imperatives of trade. In particular, the article reveals two temporal orientations 
intrinsic to the trade regime, one related to the immediate execution of tasks to maintain the 
speedy and seamless flows and the other connected to future-oriented thinking and ambitions 
of commercial expansion.

As this article’s empirical findings are drawn from Norwegian airport and port security gov-
ernance raises a crucial question, namely if and how context matters. It has previously been 
argued that contemporary Nordic policing constitutes a distinctive system (Devroe et al. 2017), 
even to the extent that some have labelled it as ‘Nordic policing exceptionalism’ (Ugelvik 2016). 
Thus, the observation in this article may be specific to the Nordic context. Yet, airports and 
ports in Norway, as elsewhere, are entangled in a complex web of international treaties and reg-
ulations (Salter 2008b; Lindøe and Kringen 2015), seeking to establish standardized responses 
and operations across jurisdictions. The concluding discussion addresses these issues and asks 
whether global hubs can be seen as generic or localized spaces regarding policing and security. 

T H E  P O L I T I C S  O F  T I M E  A N D  S P E E D  AT  G LO B A L  H U B S
Being crucial crossroads of flows, airports and ports are sites of intensified securitization 
(Salter 2008c) and has since 9/11 received considerable scholarly attention (Brewer 2014; 
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Leese 2016; Eski 2020). The effort to control and police the circulation of people, things, 
information and capital has been framed through the analytical category of ‘policing of flows’ 
(Aas 2007; Amicelle et al. 2017; Hufnagel and Moiseienko 2020). Airports and ports are 
archetypical examples of the organizing principles of the ‘space of flows’ since they operate 
as passages and facilitators of flows (Castells 1996). When vast flows of people and things 
intersect at global hubs, they become grounded and control and security can be imposed. The 
‘policing of flows’ perspective encompasses action agencies take to counter illegal movements 
that might cross (international) boundaries. Studies of border control have revealed mecha-
nisms and logics for differentiating mobile bodies, with border controls used as tools to deter-
mine inclusion and exclusion (Pickering and Weber 2006; Aas 2011). Similarly, airports and 
ports have been characterized as ‘difference machine[s]’ and sites for ‘the filtering of friends 
and foes’ (Adey 2008; Lyon 2008). Current scholarship on flows seems to be ‘anthropocen-
tric’ (Salter 2015), with a strong focus on human actions and flow structures rather than on 
the importance of the commercial flow of things (but see Hübschle 2017; Runhovde 2017).

However, despite considerable interest in the security of global flows, relatively little atten-
tion has been paid to the role of time and speed at global hubs. This may be surprising since 
speed is perennial issues in policing (Cihan et al. 2012). Where studies have addressed the rela-
tionship between police response time and arrest and crime clearance rates (Coupe and Blake 
2005; Blanes i Vidal and Kirchmaier 2018) and how rapid response time is crucial in evaluating 
police performance and citizens’ satisfaction (Lee et al. 2017). In other contexts, temporality 
has been shown relevant to unpacking restorative justice in the sense that such processes seek to 
govern the future in the present and through the past (Crawford 2015: 472). Similarly, in prison 
studies, different aspects of prisoners’ and detainees’ lives are affected by the experience of time 
and various coping techniques emerge (O’Donnell 2014; Gashi et al. 2021).

Given the commercial imperatives of global hubs, it is suggested that ‘there is no better sym-
bol than the airport [and ports] to make clear the twin and apparently contradictory claims 
of our time: to maximise but to regulate flows’ (Amicelle et al. 2017: 166). Policing actors, 
therefore, seek strategies to achieve secure and seamless and efficient systems to govern flows. 
The notion of efficiency is critical to understanding these processes, along with the demands of 
passengers, customers and supply-chain and just-in-time production systems, where speed is 
paramount (Cowen 2014). Several scholars have thus pointed out that the security governance 
of airports and ports is bound up with the ‘government of time’ (Salter 2008c: 10). There is a 
fixation on measuring and reducing waiting time in security screening. Queues are often seen 
as a security risk in need of mitigation, and speed is claimed to be an important ‘factor in prac-
tices of critical infrastructure protection’ (Forman 2018: 234). Moreover, time spent in queues 
may cause delays that are detrimental to businesses relying on the smooth flow of people and 
things (Hainen et al. 2013). The logic of speed has yet another commercial dimension, that of 
improving dwell-time to boost profit and consumption (Lloyd 2003; Salter 2008c). Time, then, 
has been commodified and ‘when time is money faster is better. Speed is valorized as an unques-
tioned and unquestionable goal’ (Adam 2006: 124). The increasing importance of time and 
speed has consequences for how global hubs organize and structure their operations, as atten-
tion also needs to be directed towards the commercialization and marketization of their spaces. 
It is argued that ‘time affects and informs ( … ) our understanding of regulatory practices in 
diverse ways’ (Crawford 2015: 472), and following the importance of time and speed, policing 
agencies at global hubs are routinely confronted and affected by various aspects of temporality.

Valverde (2011; 2014) has argued that temporality is crucial to all security projects and 
shown the scalar nature of temporality. Similarly, Shearing and colleagues have developed 
the ‘nodal governance’ approach to theorize contemporary security governance ( Johnston 
and Shearing 2003; Wood and Shearing 2007), which to some extent is also concerned with 
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temporal dimensions. In the nodal governance literature, it is assumed that the practices of 
security actors are influenced by their mentalities, which is understood as the mental frame-
work that shapes how we think about and see the world (Froestad et al. 2015). Some observers 
have identified two important governing mentalities—reactive strategies based on punish-
ment and future-oriented strategies based on risk ( Johnston and Shearing, 2003; Zedner 
2009). Previous studies have illustrated how preemptive and risk-based strategies thrive in 
aviation and maritime security (Salter 2007; 2008a; Eski and Carpenter 2013), where instru-
mental calculations and techniques seek to predict future risks and threats. However, in line 
with the scalar nature, it has also been shown that different temporalities can coexist and 
security agencies associate working methods and practices not only with unknown future 
risks, but also with ‘a disavowed but lingering past to a sometimes tense everydayness’ (Côté-
Boucher 2018: 160). This suggests responses to security issues can be immersed in, and 
affected by, different social times.

While past, present or future influences have previously received attention and shown to be 
significant aspects of security governance, the temporal scale typical of global hubs, with its 
emphasis on time, speed and efficiency, has dimensions that scholars have yet to fully unpack. 
Policing global hubs may involve considerable tension, as agencies can be trapped between 
contradictory impulses, when practices designed to promote efficiency and speedy flows come 
up against security measures. However, we know little about how this tension is experienced 
by those tasked with performing security. Thus, examining how security agencies experience, 
perceive and give meaning to their actions (Côté-Boucher et al. 2014), can help shed light on 
the interaction between security and trade, and how controversies arise and affect outcomes, 
fostering novel ways of understanding contemporary security governance.

CO N T E X T UA L I Z I N G  A N D  R E S E A RCH I N G  N O RW EG I A N  AV I AT I O N 
A N D  M A R I T I M E  S EC U R I T Y

Based on a larger project examining security governance at ports and airports in Norway, this 
article draws empirical materials from semi-structured interviews with representatives of organ-
izations that police three important global hubs: Oslo airport, the Port of Stavanger and the Port 
of Kristiansand. The cases included are pivotal to the overall transport network of Norway and 
significant gateways to the national and regional economy by connecting Norwegian commerce 
to the European and world markets. In 2019, Oslo airport, one of the busiest in the Nordic 
region, handled over 28 million passengers. Activities in the two ports have long been consid-
erable and crucial to the economic growth of their surrounding regions and nationally. The two 
ports have also been given the status of designated ports by the Ministry of Transport, meaning 
they are particularly important for the development of safe and efficient transport of people and 
goods by sea.

Seventy-six interviews were conducted between 2015 and 2017; respondents represent 
the full spectrum of agencies, including the police, governmental bodies (e.g. the Ministry of 
Transport and Communications), regulatory authorities (e.g. the Civil Aviation Authority), 
customs, publicly-owned companies, private security companies and business or industry stake-
holders (e.g. airlines, shipping companies). Security was the primary concern of some of these 
(e.g. police), while for others (e.g. customs, industry stakeholders) it was one concern among 
others. Interviewing both management and frontline workers ensured a thorough mapping of 
agencies’ experience and perception of the imperatives of trade and security.

The semi-structured interviews covered topics including participants’ experience of work-
ing with securing and policing global hubs. There were also questions concerning collabora-
tive work, and perceptions of the activities involved. Questions were open-ended, enabling 
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respondents to go into detail about what they deemed significant. Interviews generally lasted 
between one and two hours, and were recorded and transcribed.

The interview transcripts were coded and analysed using the principles of thematic analy-
sis (Braun and Clarke 2006). To increase my familiarity with their content and develop initial 
codes, all transcripts were read and re-read. Following the initial phase of analysis, analytical 
categories and themes were identified inductively from the data. The codes were undoubt-
edly influenced by my familiarity with security and policing literature. To counterbalance this, 
themes were revised in the light of the conceptual framework set out above. The analysis aimed 
to identify overarching themes capturing how different agencies experienced and perceived the 
interaction between security, trade and efficiency, and to provide rich descriptions of them.

While security was considered paramount for most of the interviewees, the analysis also 
revealed that several pointed out that it conflicted with commercial concerns, which empha-
sized seamless and efficient flows. One interviewee noted:

Many perceive security to be a pain in the neck as it may be seen as an impediment to the 
efficient flow that we depend on. So, there has to be a balance, right? To make sure we follow 
security regulations and measures, but still achieve a seamless and efficient flow, making it 
sustainable to do business. (Private business 76)

This quote is illustrative of the tensions and dilemmas policing and security agencies may face 
when confronted by different logics following from the interaction of trade and security. How 
these tensions are experienced by the agencies at global hubs is this article’s point of departure. 
Analysis of the empirical materials identified three overarching themes, which are addressed 
below: (1) adapting to efficiency and speed, (2) security as service, and (3) responsibilization, 
privatization and the quality of security. By examining how the policing and security actors per-
ceive, experience and respond to the interaction of trade and security, reveals how commercial 
interests, with its distinctive temporal elements, play a crucial role in recasting actors’ percep-
tions of security.

S EC U R I T Y  A N D  T R A D E  I N  G LO B A L  H U B S : A DA P T I N G  TO 
E F F I CI E N C Y  A N D  S P E E D

One of the key features of global hubs is the way they are affected by their commercial ‘attrac-
tiveness’ as destinations. This insight was shared across the variety of private and public agen-
cies responsible for security provision. Also the police acknowledged that they must take it into 
account ‘because that’s what truly drives the economy and development’ at global hubs (Police 
14). Generally, interviewees emphasized the importance of being aware of the co-existence of 
differences, so that collisions of interests could be avoided. Previous observers of airport and 
port policing have illustrated how such collisions can give rise to conflicts and frustration in col-
laborative processes (Eski 2016; Nøkleberg 2020). As the focus on trade and commercial growth 
increases, the importance of this awareness becomes ever greater in the field of security. Thus this 
police officer, speaking about the role of commercial perspective in border control said:

It’s important to acknowledge that we’re actually part of something bigger than just the police 
mandate. Many organizations in the port are dependent on and make their living off the move-
ment and flow, and it’s important to the whole region, for the economy. We have a societal 
responsibility that goes beyond just checking people travelling to or from Denmark or wher-
ever. The port is considered a critical transportation hub for both freight and passengers, so 
you cannot just shut everything down and lock the door (Police 20).
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What this indicates is that police officers understand the importance of keeping an eye on their 
surroundings. More specifically, they must pay attention to other organizations’ interests, which 
are often motivated by a desire for economic growth and attracting a greater flow. In a sense, 
they must be sensitive to the governing mentalities that exist ( Johnston and Shearing 2003), 
which often are embedded in different temporalities. This suggests there is a distinct institu-
tional security structure where the logics of trade and commercialization, involving flows, time 
and speed, have consequences for how the governing of security is experienced, performed and 
organized. Pointing to the importance of understanding different temporalities following from 
commercial interest, an interviewee from the police said:

The time spent in [security and passport] queues is one of the criteria the success of Oslo 
airport is measured. If waiting time was not important to the police, it would show that we 
haven’t realised that it would be a nail in the coffin of an airport that wants to grow and expand 
its brand by becoming a major hub (Police 16).

In a sense, then, in global hubs, the police operate in environments whose terms and conditions 
are mainly determined by the temporal understandings of other (public or private) organiza-
tions, and therefore not under their control. From these descriptions, it is possible to differen-
tiate between two temporal orientations implicated in the trade imperative at global hubs. The 
first is connected to the immediate execution of tasks on the ground, exemplified by the focus on 
waiting time and reduction of queues at security checks in the above quote. As will be explored 
in more detail below, this temporal dimension also captures the connection between security 
and service rhetoric and consumer satisfaction. The second temporal orientation present at 
global hubs is concerned with future-oriented thinking, which may resemble the risk-mental-
ity presented by the nodal governance scholars. Yet, it seems to differ in some distinct ways as 
the ambitions for commercial expansion and growth are instrumental. In describing how the 
police become implicated in and affected by other organizations’ temporal orientations, this 
interviewee captures the essence of the second type of temporality:

You get involved in future-oriented thinking. We’ve received help from them [Avinor1] to look 
into the future. They’re very good at it, after all, their business is dependent on being con-
cerned with the future and thinking about what market to target. I mention this because it 
affects our work. If they decide to target the Asian market, it would affect us differently than 
Europe, as you need to expand the non-Schengen area of border control. Maybe we need to 
develop and improve border control. The point is that we need to be aware of and think about 
what the airport will be like in the future, and then try to adjust to that reality. (Police 14).

This account, which was shared among many of the police interviewees, makes very clear the 
interaction between the twin imperatives of security and trade. It also raises questions about 
policing in the future. Future-oriented perspectives are not new as such to the Norwegian police 
at global hubs, as it has been shown that the police increasingly rely on preemptive strategies 
and risk analysis in the post-9/11 security environment to identify and predict changes in crime 
and threats level, and to make more targeted responses (Nøkleberg 2022). Yet, the future-ori-
ented thinking of businesses obeying imperative of trade seems to both differ from the risk-
based strategies and create tension for the police. Whereas preemptive strategies generally seek 
to forestall future risks and threats before they occur by relying on instrumental calculations 
and techniques (McCulloch and Wilson 2016), the commercial logic makes businesses seek 

1 Avinor is a state-owned limited company that operates most of the civil airports in Norway.
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after new market opportunities to position themselves better for the future and strengthen their 
economic growth.

Many businesses (e.g. airport owner, port authorities and operators and shipping companies) 
said they aspire to become the main hub in their region, with ambitions to increase their market 
shares through greater flows. Although they understood the importance of paying attention to 
others’ interests, several police interviewees expressed concerns about such ambitions pointing 
out that growth in the movement of passengers could affect the quality of services. One police 
manager explained:

What’s clear is that explosive growth comes at a cost. Locally, security won’t suffer, we’ll man-
age fine. The issues are to do with border control, as it will struggle if there is development. 
Quality will suffer, or even if it’s not worse, the likelihood that we’ll be able to carry out effec-
tive control, and detect and stop people crossing the border when they shouldn’t, will be sig-
nificantly less. Today, we don’t have enough resources to keep up with developments. You 
can just imagine how easy it is to lose control when there are demands for throughput and 
efficiency, and then there’s an explosive increase in the flow (Police 19).

The dominance of trade, favouring the acceleration of time and future-oriented thinking, thus 
makes navigating the policing environment at global hubs increasingly demanding. The inter-
views with the police revealed that their wish to maintain quality were often confronted with 
differing temporal imaginaries, that were not always compatible with their perspectives and gov-
erning mentalities. As seen in the above accounts, several officers felt this could lead to consid-
erable tension, particularly as they experienced being put under pressure by companies’ desire 
to maximize throughput and efficiency.

Businesses, however, consider police control efforts obstacles to smooth and efficient flows. In 
late 2015, following the massive influx of irregular migrants throughout Europe and the height-
ened threat of terrorism, several Schengen member states introduced temporary internal border 
controls. In Norway, these controls have been renewed several times, with the latest in renewal 
in November 2021, because of assessments indicating continuing threats in the inbound flows.2 
As a response to the global Covid-19 pandemic, many Schengen member states also based their 
reintroduction of border control on public health concerns. It has been suggested that the secu-
ritization of internal borders may threaten one of the defining features of the EU and its Single 
market ambitions, namely the free movement of people, goods and services (van der Woude 
2019). The reintroduction of border controls at ferry ports complicated operations and reduced 
efficiency, as one port facility security officer (PFSO) explained:

The main challenge is related to logistics, on arrival we want to empty the ferry as quickly as 
possible and re-load it with passengers and cars and cargo. But now, with the extra control, in 
addition to those from the ISPS3, we lose precious time as queues build-up while we’re unload-
ing, especially cars, since they’re checked individually. And we can’t start loading either, right, 
before it’s all cleared. We try to do the best we can, but it is demanding, and we’re afraid we’ll 
become less attractive and lose customers (Private business 68).

Although recognizing the need to protect borders at times of uncontrolled movement of 
migrants and terrorist threats, industry stakeholders had obvious concerns related to the tem-
poral dimension connected to the immediate execution of tasks, as queues can cause delays 

2 Council Doc. ST 12843 2021 INIT Prolongation of the temporary reintroduction of border controls at the Norwegian 
internal borders.

3 The International Ship and Port Facility code (ISPS-code) sets requirements for security checks.
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with potentially huge economic impact. Considering this temporal orientation, the companies, 
in their everyday effort to secure flows, fear disruptions and the loss of customers they may 
cause—and this fear is increased by the increasing demand for efficiency.

Numerous interviewees described that remembering security while trying to maintain the 
speedy and reliable circulation of goods could be challenging, as security measures, from the 
business perspective, are considered a hassle. One PFSO noted:

We spend lots of energy trying to optimise logistics, I mean how we can get the flow as 
smooth as possible. The number of actions you have per cargo, that’s the number of han-
dlings, whether it’s loading or unloading from trucks or ships, it’s the same for us, but the 
number of actions affects our margins on the bottom line. So, when you work with and pro-
mote security, like me, and also have to remember the idea of flows, well, let’s put it like 
this: Security does not always fit smooth logistics like a glove, although you have all this talk 
about supply-chain security. The reason is that you feel control and security measures are a 
hassle, they are obstacles, especially timewise, to our operations, and delays are not exactly 
something we want in our business, and our customers don’t want them or like them either. 
So figuring out best security and logistics practices in relation to flows of goods is something 
we work on a lot (private business 63).

The interviewees from the business sector perceived the commercial imperatives, with its 
focus on speed and efficiency, to predominate in the environments of ports and airports. 
Many of them spoke of how they experienced tension if security measures were obstruct-
ing and disrupting the speedy flows deemed necessary for business purposes. Consequently, 
the above descriptions clearly illustrate the view that the temporal orientations of trade and 
security were not always considered compatible with each other and could lead to tensions 
and frustration—an understanding that was shared across the variety of private businesses 
and public agencies responsible for security and policing. In the following sections, the focus 
turns to exploring how ‘security as service’ and responsibilization emerge as responses to 
these tensions and pressures.

S EC U R I T Y  A S  S E RV I CE  I N  P O L I CI N G  G LO B A L  H U B S
The aviation and maritime sectors have elaborate security regimes, which include checks and 
screening designed to prevent prohibited articles from getting into restricted areas or onto 
planes or ships. As pointed out above, the focus on efficiency and speed necessitated by massive 
growth in flows, means that queues at checkpoints are a crucial aspect of the interaction of secu-
rity and trade. A security manager said:

Nobody wants queues. Any gathering of people is a potential target. So, for that reason, we 
want a good flow. But the most important thing is that the flow is cost-effective, that we opti-
mise throughput in the security check. The fewer security staff we use to process a certain 
number of passengers, the cheaper it is for us – it’s expensive to use humans to perform the 
security check. (Publicly owned company 8)

This underscores the importance of commercial criteria in governing flow and performing secu-
rity, and points to dilemmas of time and speed when delivering it. While queues are viewed as 
risks that need to be mitigated by governing flows efficiently, reducing costs by improved han-
dling of the immense flows that result from security checks is even more important. Similarly, 
another interviewee argued:
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If we look at it just from a purely security perspective, then yes, queues could be as long as 
they want, we wouldn’t mind. But from a customer point of view and with our service goals in 
mind, it’s not acceptable and not at all desirable. (…) So, in recent years, the average waiting 
time at the airport has been two minutes. And I don’t think any other European airports are 
that good. That is incredibly good. So, we see the benefits of thinking about throughput and 
optimization, even when carrying out security. (Publicly owned company 5)

The narratives present in the above quotes reveal a particular way of thinking about security; 
agencies responsible for governing and securing flows adopt a ‘customer is king’ attitude to 
security (Eski 2016; 2020), which is heavily implicated in the temporal orientation of the trade 
regime. Global benchmarks have even been developed to measure passengers’ satisfaction when 
travelling through airports. The Airport Service Quality (ASQ) survey, which Oslo airport use, 
evaluates four aspects of passengers’ experience of security screenings: the courtesy and help-
fulness of staff, thoroughness of inspection, waiting time and feeling of being safe and secure. 
The airport operator, Avinor, uses the results to guide other agencies at the airport, as this inter-
viewee from the private security company described:

It’s part of how they govern and steer, and they use the survey to direct attention to things 
that they feel need to be improved. (…) The scale ranges from 1-5 and their goal is to have an 
average of 4 on security matters, that’s stated in our contract with them, so we need to deliver, 
focusing on the experiences of passengers. (Private security 73)

It has been argued that, to make sense of security, attention needs to be directed to what people 
(or organizations) do in its name, emphasizing the practices of governance that appeal to secu-
rity (Valverde 2011). In policing and securing global hubs, governing practices seem to result 
from an understanding of security as service, in that agencies seek to satisfy their customers’ 
demands. This brings to mind the seminal work on private security by Shearing and Stenning 
(1981), who characterize it as an endeavour shaped by whose interests are being served and 
where the objectives originate from contractual relationships. However, security as a service is 
distinguished by the fact that it is not concerned only with serving the interests of an employer. 
As is made clear by many interviewees, the aim of policing and security agencies at global hubs 
is to have satisfied customers (in this case passengers), as satisfying their needs and ensuring 
they do not experience security as something negative, is good for business:

The purpose of all this is to cause as little hassle as possible to the passengers, security checks 
should be a seamless and hardly noticeable experience. (…) So, if you have confident, moti-
vated, and happy staff in the security checks, who greet you with a smile and perform security 
in a professional and fairly uniform way, it increases the chances that it will be a great start to 
your journey. (Publicly owned company 6)

The connection between security and service is clear when commercial considerations are 
uppermost, and seems to become integral to organizations’ business strategy and part of the 
total experience of travel. Delivering security at global hubs is not just transporting passengers 
(and cargo) safely from A to B, but also involves creating a good experience for the traveller. One 
interviewee said: ‘Security and service go hand in hand ( … ) and the commercial aspects are 
expanded all the way, right, it’s important to have the best selection of stores. That’s what air-
ports have become now, the experience is not just flying!’ (Private security 72). Security checks 
are seen as key factors in improving, or reducing, customer satisfaction. Indeed, security checks 
at airports may be the only place where passengers have human interaction, until staff greets 
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them when they board the aircraft. Many interviewees said they are an essential element in 
growing a company, as having a good experience can make the passenger more likely to choose 
it again. One interviewee noted:

I think everyone understands that if one gets a bad reputation on security, it will affect us 
all. You risk losing passengers and income, and airlines might close routes, or even worse, go 
elsewhere. And it’s the passengers we make our living off, facilitating the flow of people, so 
everyone needs to be on the same level, and understand the connection between reputation 
and security (Publicly owned company 11)

Nonetheless, some interviewees from the police felt that an over-emphasis on efficiency could 
threaten the quality of security, and concerns were raised that the actual purpose of airport and 
port security could be forgotten. This fear was connected to the focus on cost-cutting forced on 
agencies by commercial considerations, and the increasing volume of traffic. Moreover, numer-
ous interviewees made clear that they experience increasing pressure in the face of the contra-
dictory aims of providing security and achieving the efficiency and speedy flows required for 
commercial success, and felt the need to make adjustments. Part of this adjustment involves 
processes of responsibilization and privatization.

R E S P O N S I B I L I Z AT I O N, P R I VAT I Z AT I O N  A N D  T H E  Q UA L I T Y  O F 
S EC U R I T Y

Heightened focus on (in)security in global hubs has led to stricter security regulations, and 
agencies are bound by international, national and local treaties. Several interviewees from the 
aviation and port sectors emphasized that stringent security requirements place substantial 
responsibilities on private agencies, which indicates the complex tension between trade and 
security. One airline security manager noted how the pressure to comply with requirements 
could conflict with their commercial interests and focus on keeping efficient flows:

I understand the purpose and the need for control, but I think sometimes it gets a little… 
sometimes it’s too demanding for the airlines, too much responsibility is put on us. It’s layer 
upon layer of requirements. You start questioning if this is the best way to do it. We are 
expected to have the shortest possible turnaround time at the gate, passengers can show up 
very late and, still, we’re expected not to be delayed. But the responsibility for what to check 
just increases. I feel there’s a lack of correspondence, and I think it’s gone far enough (…) 
We’ve reached the limit of the responsibilities that can be forced on airlines and of the knowl-
edge expected about handling documents and ID (Private business 75).

This perspective is by no means unique, there seems to be consensus that the increased respon-
sibilities falling on businesses are onerous and often require investment in resources. The frus-
tration voiced in the quote above shows the difficulty of navigating in environments where 
security and trade interests meet.

The introduction of carrier liability in many European countries in the 1990s and early 2000s 
(Gammeltoft-Hansen 2013), implies that governments want private transportation companies 
to carry out immigration control for them, it is a responsibilization of private businesses in bor-
der control. Many interviewees explained that they occasionally had cases where passengers 
were considered inadmissible (e.g. a person not in possession of proper documentation), in 
which the carrier liability hit them quite hard. In cases of ‘denied entry’ in the aviation sector, 
the company is obliged to transport the person back and cover the cost. It was expressed that 
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Policing global hubs • 11

this could often complicate the operation and was attributed to the temporal orientation of the 
trade regime, as they wanted to spend as little time on the ground as possible and maintain 
efficiency. In addition to having to bear the cost of returning people and the potential loss in 
efficiency, transportation companies may also be penalized for facilitating the travel of undocu-
mented or inadequately documented passengers. One interviewee stated, highlighting frustra-
tion with the current system:

If we fly from Norway to the UK, departing passengers must go through police passport con-
trol in Oslo. If someone travels using a lookalike passport or falsified documents, and it’s dis-
covered by UK border control, then it’s our fault! It’s a joke! The funniest part of this regime is 
that when the authorities in charge of passport control, the government, the police, let some-
one go through without being discovered, it’s our fault and we get fined (Private business 76).

Checking documents is nothing new for private actors, as carriers have long conducted such 
checks to serve their own commercial and security interests (Scholten and Terlouw 2014). 
However, carrier liability and the attendant sanctions, do not just encourage, but force, private 
companies to take on responsibilities and contribute to the state’s effort to stop unwanted flows. 
This has also been characterized as the externalization and privatization of (im)migration con-
trol (Lavenex 2006; Scholten and Minderhoud 2008). The co-option of private actors is experi-
enced as an anomaly, since control responsibilities conflict with the core business imperative of 
carriers, whose profits depend on the smooth transportation of passengers and goods, not from 
performing immigration control.

In addition to penalties, border control also brings indirect costs. Carrier liability has neces-
sitated investment in training, and sometimes in hiring additional staff to meet the requirement 
to check documentation. Private businesses are effectively required to develop expertise in areas 
such as ID and detecting false documents. This is not part of their core business, as one security 
manager pointed out:

Our employees have lots of tasks, we’ve even set up our own unit to deal with documents, 
which has “specialists” who double-check passports or ID if they were unsure at the check-in 
or the gate. But this is not where our real expertise is, so from time to time we make mistakes 
(Private business 74).

It is perceived as burdensome to have to deal with ever-increasing requirements and to develop 
new skills. The marked improvement in the quality of falsified documents is a further challenge, 
as was pointed out by several police interviewees.

Similar arrangements involving responsibilization are also seen in the maritime sector, where 
the processes are even more directly connected with the temporal dimension of trade and the 
focus on maintaining speedy and seamless flows. The introduction of the ISPS code in 2004 
effectively fenced off ports (Eski 2016), although many port businesses were dependent on 
transportation to and from the waterfront. Solutions were needed to maintain the efficient 
movement of goods through the port and to reduce waiting times at point of entry/exit. It was 
decided that checking all ‘the containers entering the port is not possible; it would be desira-
ble to search them all, but it takes too long and we are already at the limit’ (Private business 
64). In Norwegian ports, therefore, businesses are allowed, or even encouraged, to enter into a 
security contract whereby they are responsible for performing security checks before they enter 
port facilities. For example, through the security contract the transport company is considered 
a secure carrier, which allows goods to be loaded on a pre-approved and security sealed truck 
that can enter the port without stopping for additional checks. Seamless and efficient flow is 
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thus sought by reducing the number of control points in the port. Similar practices have been 
observed elsewhere, where several programs have been introduced to ensure both secure and 
efficient trade (Bradbury 2010; Côté-Boucher 2020).

The logic of speed and efficiency thus leads to an expansion of actors responsible for main-
taining and providing security at global hubs. In this way, the temporal orientation of commerce 
influences how security on the waterfront is practised; what used to happen within the port 
environment has been taken over by private companies, which may deal with it elsewhere.

Although recognizing the advantages of these agreements (e.g. more efficient and seamless 
flows, shorter waiting times), numerous interviewees questioned the wisdom of delegating 
responsibility for security in this manner. Security agreements, according to one interviewee 
from the business sector in the port, are ‘almost the same as if I come to an airport with my 
suitcase and say “this is fine, because I have signed the form stating that I was at home with the 
door locked when I packed my suitcase, so you don’t need check this one”’ (Private business 
63). Similar views were expressed by representatives of the port authority, along the lines of 
‘what if this is just a signature on a piece of paper for the sake of simplicity, to make it easier 
to do trade, you don’t know, since this is mainly based on trust?’ (Port authority 58). Thus, 
some interviewees have reservations about delegating responsibility, which makes performing 
security checks outside the port problematic. It is considered to put considerable strain on the 
port environment, where trust is paramount and is felt to increase the chances of security being 
compromised.

Since there is no proper (national) system of auditing businesses with security contracts in 
the maritime sector, port authorities are left with the responsibility to ensure compliance. As 
resources are limited and the number of contracts is high, the port authorities have been relying 
on the trustworthiness of the companies by encouraging them to self-regulate. The notions of 
self-regulation or self-governing connect to the Foucauldian-inspired concept of responsibiliza-
tion developed in the governmentality literature on risk (Garland 2001; Mythen and Walklate 
2008), in that businesses (and individuals) are pushed to become self-regulating subjects 
adhering to the rules of the game. The opinions of interviewees, however, indicate that port 
security agencies fear that the delegation of responsibility is too fragile and risky. Specifically, 
it was expressed that the businesses guided by the imperative of trade, which gained increas-
ing responsibilities for security through the systems of security contracts, did not necessarily 
possess the required expertise and knowledge, and it was therefore feared this could go at the 
expense of security.

It should be noted that similar arrangements of delegating responsibility exist in the aviation 
sector. Yet, the systems developed here seem to be more advanced than those found in the mar-
itime sector, with national legislation detailing the requirements for becoming regulated agents 
and known consignors. Moreover, the Civil Aviation Authority Norway is responsible for both 
approving applications and inspecting the authorized agents to ensure that appropriate security 
measures are invoked and that the secure supply chain is maintained. As the regulatory system 
is more detailed and involves auditing processes, less tension concerning the delegation of secu-
rity responsibility is observed among the security agencies at the airport.

D I S C U S S I O N  A N D  CO N CLU D I N G  R E M A R K S : T E M P O R A L I T Y  O F 
S EC U R I T Y  AT  G LO B A L  H U B S

The findings of this article demonstrate that, when facing the vast volume of flows that pass 
through global hubs such as airports and ports, policing agencies must adapt to the commercial 
views of efficiency, speed and time. Thus, the temporalization of security (Valverde 2011, 2014) 
is a central perspective for addressing the understanding of security at global hubs. As is made 
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clear by nodal governance scholars, governing mentalities inform understandings of security 
governance ( Johnston and Shearing 2003), and there seems to be a connection between the 
notion of time and the mentalities of security agencies. Thus, it is well-established that the tem-
poral imaginaries that dominate the literature are concerned with risk and pre-crime (Zedner 
2007; Mythen and Walklate 2008). It has been noted that ‘our current sense of security is to 
some considerable degree predicated upon forecasts about future security’ (Crawford 2015: 
472). Following the nodal governance perspective, policing in global hubs undoubtedly sets 
out to prevent loss and manage future risks (Salter 2007; Eski and Carpenter 2013; Nøkleberg 
2022). Security in the sectors of aviation and maritime, however, has traditionally been reac-
tive, with the implementation of measures following events and less future-oriented (Olsvik 
2015; Price and Forrest 2016). Security professionals on borders decide their practice so as to 
preempt but are also influenced by the past and the present (Côté-Boucher 2018), which has 
meant discussion of the temporal orientation of security has moved beyond the preoccupation 
with future risks and concerns. This article explicitly considers the here and now orientation of 
temporality, directing attention to the interrelation of security and trade, speed and movements 
and customer satisfaction.

Efficiency and speed go along with the immense volume of flows needed for commercial suc-
cess. The temporal dimension of airports and ports involves temporalization of a quite different 
kind than that which is concerned with the past, present and future of security measures and 
crime control. In the empirical context analysed, the experience and understanding of secu-
rity are highly sensitive to commercial interests and the temporal orientations implicated in the 
trade regime. By examining the interaction between security and trade, this article reveals how 
subjectivities of policing agencies are affected by the ambitions, actions and decisions of others. 
That is, everyday practices of the agencies are influenced by the different governing mentalities 
that exists within the security environment at global hubs. But more importantly, these mental-
ities are also embedded in different social times. This is, for instance, shown in the way border 
police experience the ever-greater passenger flows caused by commercial interests. The empir-
ical assessment illustrates how the police adapt to meet the demands of others whose interests 
are based upon different temporal understandings, leading to concern that the influence of oth-
ers could challenge security and damage the quality of border control services.

The empirical contextualization of policing global hubs also reveals how pivotal the logics of 
trade are in reconfiguring our understanding of contemporary security; it speaks to the debate 
on expanding conceptualizations of security (Bourbeau 2015). The findings show the salient 
position of security as service in policing global hubs. The ‘customer is king’ attitude (Eski 2020), 
makes the service aspect of security particularly prominent for private actors, and can be seen in 
their contract and business strategy; it is thus vital for guiding their experience of security. The 
connection between security and service becomes particularly apparent when actors recognize 
the importance of satisfying customers’ needs by making security part of the total experience 
of travel, and understanding how this can satisfy trade imperatives and companies’ desires for 
increased flows. Although public policing agencies are generally concerned with the ‘public 
good’ of security (Loader and Walker 2007), the analysis suggests they are increasingly becom-
ing part of a commercialized security order, obeying the imperatives of trade and adopting its 
distinctive temporal orientation towards vast volumes of flows, speed and efficiency.

This article shows that responsibilization is a prominent feature of the policing of global 
hubs: governmental agencies put increasing pressure on private actors to help control migra-
tory flows, constraining them to develop skills not required for their core business. Such trends 
have been framed by others as the ‘privatization’ and ‘commercialization’ of immigration con-
trol (Gammeltoft-Hansen and Sørensen 2013; Scholten 2015). The practice of ‘enrolling’ or 
‘mobilizing’ private actors’ capacities and resources (Wood and Shearing 2007) clearly show 

D
ow

nloaded from
 https://academ

ic.oup.com
/bjc/advance-article/doi/10.1093/bjc/azac060/6640262 by N

O
R

C
E N

orw
egian R

esearch C
entre AS user on 06 O

ctober 2022



14 • The British Journal of Criminology, 2022, Vol. XX, No. XX

that policing and security agencies are involved in power relations, which previous studies 
have shown can be problematic for collaborative responses to policing and security (Crawford 
1997). In this case, private actors are frustrated by the contrast between control responsibil-
ities and their core business imperatives and by the challenge to their temporal perceptions, 
which revolve around the values of speedy flows and their ambition to increase the volume of 
flows. Governing flows is vital to ensuring a secure and seamless trade system, yet the fear of 
disruptions (Cowen 2010; Hoijtink 2017) looms large in the everyday government of security 
in global hubs. Various actors have deemed it necessary to amend their security practices to 
meet the imperative of trade. This demonstrates how policing agencies are confronted by con-
tradictory interests, many feeling pressured to satisfy the demand of commerce for efficient and 
speedy flows, while at the same time maintaining proper security standards. Since security and 
trade logics are not always considered compatible, the tension agencies can experience when 
policing global hubs, arises from what has been described in policing studies as differences in 
guiding rationalities (White and Gill 2013). In the face of these seemingly conflicting inter-
ests and priorities there is a need for collaborative approaches (Nøkleberg 2020). To establish 
effective relations, it is necessary to be aware of the different interests involved and to prevent 
them from colliding. Interviewees assume that recognizing these differences can make it easier 
to negotiate them, and achieve a symbiotic relationship between the imperatives of trade and 
security. To accomplish this seems, however, to be challenging.

Given that this article explores the Norwegian context of airport and port security, raises 
questions about how this might influence the empirical observations that are presented. More 
specifically, a question arises in relation to whether global hubs can be understood as generic or 
localized spaces. Several observers have pointed out that attention should be paid to historical, 
cultural and political dimensions to help explain convergences and differences in policing and 
security governance (van Stokkom and Terpstra 2018). In comparative policing research, the 
Nordic model is considered to constitute a distinctive system, with the strong position of the 
welfare state, where the public police is the main provider of policing and security and generally 
enjoy a high level of trust among citizens (Holmberg 2014; Thomassen and Kääriäinen 2016; 
Devroe et al. 2017; Virta and Taponen 2017). Moreover, the Nordic policing model has been 
more reluctant to accept neoliberal discourses, which is assumed to have implications for how 
security governance arrangements are organized. Following these features, it has even been sug-
gested that the contemporary landscape of security governance should be understood through 
the lens of Nordic policing exceptionalism (Ugelvik 2016). Thinking in terms of exceptionalism 
might therefore help reveal important nuances in the governing of security in the Nordic region.

However, one crucial feature of the aviation and maritime sectors is their international dimen-
sion. That is, airports and ports are national spaces, with strong connections to international 
space, since aircraft and ships often traverse national jurisdictions; making global hubs ‘glocal’ 
spaces. In terms of security, airports and ports are governed and organized by comprehensive 
international regulatory regimes (e.g. ICAO’s Annex 17, the ISPS-code, and EU-regulation). In 
essence, the shared frameworks suggest that the security environment will be largely uniform, 
particularly as the frameworks seek to establish harmonization across countries. Although the 
empirical observations presented in this article are drawn from the Norwegian context, with its 
distinctive policing model, the practices of policing and securing Norwegian airports and ports 
are also incorporated in and affected by international regulatory systems.

Bearing in mind the standards set out by the international organizations and the European 
Union, it can be expected that the Norwegian policing and security agencies’ efforts to govern 
and experiences of security in global hubs will resemble those of agencies operating in other 
countries and contexts, particularly those within the EU. There will, of course, be some differ-
ences in terms of local threat and risk assessments, but the regulations place restrictions on how 
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far local adjustments can go. In fact, it has previously been illustrated that security and policing in 
maritime ports share some similarities concerning the operation, precisely because many ports 
are seeking to comply with the ISPS-Code (Eski 2016). In European aviation, the principle of 
‘One-Stop Security’—involving the recognition of the equivalence of security measures in dif-
ferent countries—has been important to both facilitate harmonization in security and smooth 
flows. Moreover, the carrier sanctions, which shown above lead to responsibilization of private 
businesses at global hubs, are applicable in numerous countries (Scholten and Minderhoud 
2008). This points to tendencies for global hubs to be viewed as generic spaces, suggesting that 
this study’s findings of how policing and security agencies experience and respond to the imper-
atives of security and trade may be revealing more general trends.

By mapping how agencies experience and make sense of the interaction between trade and 
security, this article adds empirical evidence and expands our thinking about security govern-
ance. The ever-increasing volume of flows that move through the infrastructure of global hubs 
makes it likely that new practices, strategies, and technologies of policing will emerge. In line 
with the nodal governance approach, how security agencies respond and adapt to these devel-
opments and how it will influence the configuration of security governance at global hubs will 
be open to empirical investigation, rather than something to be assumed a priori. In the study of 
policing and security, connecting the imperatives of trade with security makes clear the impor-
tance of adopting temporal dimensions that are not restricted to preemptive logics and risk 
mentalities, and this can foster novel ways to shed light on these processes, and thus move con-
temporary debates forward.
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