East West Window project
Integration of NW Russia in the BSR

WG2 Policy Recommendations 

This document provides a synthesis of the work performed in the framework of the Working Group 2 (Accessibility) of the East West Window project. The document particularly aims at highlighting the main conclusions of the WG2 reports and possible policy recommendations and measures leading to an enhanced integration of North West Russia in the Baltic Sea Region, and a better connectivity of BSR territories with North West Russia, with a specific focus on the regions of Saint Petersburg and Kaliningrad.
The policy recommendations are thus based on the findings of the following East West Window WG2 reports:

· Towards an integrated Baltic Sea Region prepared by Nordregio (Sweden)
· Integration of transport and energy infrastructure of the North West Russia into the Baltic Sea Region prepared by Immanuel Kant State University of Russia  (Kaliningrad)
· Overview of INTERREG IIIB projects related to accessibility prepared by Faculty of Engineering, Latvia University of Agriculture (Latvia)

· Study on international rail passenger traffic development: Possibilities in the context of development of cities in the Baltic Sea Region by Konsultacijas (Latvia)

The present report will develop its conclusions and potential policy recommendations by differentiating them according to three different territorial scales:
· Global: NW Russia’s position in global interactions and exchanges
· Macro: integration of NW Russia within the BSR

· Regional (cross-border): integration of NW Russia territories with neighbouring countries or regions and with their hinterland

Global dimension
WG2 Findings:

The main gateway to the world of North West Russia regarding passenger traffic is the airport of Saint Petersburg. The airport has direct flight connections to global, emerging market regions in the Far East (especially in China), to main capital regions in Eurasia (Caucasus, Central Asia), to Eastern Europe (Ukraine) as well as to the main cities in the rest of Russian Federation. These characteristics are complementary to the ones of other large BSR airports (Copenhagen, Stockholm, Berlin) which have a connectivity profile more oriented towards Western Europe and North or Latin America.
The region of Saint Petersburg is already at the crossroads of the railway lines coming from Eastern and Central Asia and the European railway system. The Saint Petersburg – Asia connections is the busiest route for rail freight traffic in Europe. Moreover, the rail connections Saint Petersburg-Tallinn have the largest freight flow in the whole Europe. Northwest Russia is crossed by several international transport corridors (ITC): two Euro-Asian corridors “Trans-Siberian” and “North-South”, Northern Sea Route, Pan-European (Crete) corridors № 1 and 9.
Yet, the largest seaports in North West Russia (Primorsk, Saint Petersburg, Kaliningrad, Ust-Luga and Murmansk) currently act as the main gateway of the region to global destinations for the transportation of heavy goods and freight. Other smaller ports such as Vyborg, Vysotsk or Baltijsk play an increasing role in the NW Russia maritime system. Saint Petersburg is the third largest BSR seaports for cargo and freight transportation, while Kaliningrad is ranked 18th. Furthermore, Primorsk is larger than St.Petersburg in terms of cargo turn-over and it is the largest Russian port on Baltic at the moment – 66,1 mln tons in 2006 and 74,2 mln tons in  2007. The geographical situation of Murmansk makes it the largest seaport bording the Arctic Sea. Many NW Russian seaports (Saint Petersburg, Kaliningrad, or Primorsk) are at the ending of the oil and gas pipeline system, and have thus an important role for the export of Russian energy to European and global markets. Yet, the capacity to handle containers, i.e. the capacity of acting as a hub for the transit of manufactured goods instead of purely raw material and natural resources, hampers the potential for the NW Russia to act as a global interface region.
Policy recommendations:
The following recommendations aim at improving the capacity of North West Russia to be integrated in global flows of passengers and cargo:

· Produce an transport development plan aiming at increasing the capacity of Saint-Petersburg (e.g. container processing) to become the largest and most modern intermodal terminal of Eastern BSR;

· Support the prioritisation of the completion of the Northern Axis / N.E.W Multimodal Corridor Narvik-Haparanda-Tornio-Vartius-St. Petersburg, the missing link for connecting the Barents region to markets in North America (via seaport of Narvik in Norway) and Asia;
· Increase the capacity of the seaports of Primorsk and Ust-Luga, their specific characteristics (Primorsk specialised oil-export port cargo, Ust-Luga planned to become the new Russia cargo platform in the Baltic Sea) have a profile that is complementary to the one of Saint Petersburg, by improving their connectivity to the railway system but also the infrastructure of the port itself in order to received larger cargo ships 
· Improve the connectivity to the international railway system directly of the seaport of Saint Petersburg;

· Regenerate the NW Russia capacity for oil shipment → build oil transhipping terminals in the ports of Ust-Luga and Vysotsk (necessary partnership with oil and gas companies such as Lukoil or Gasprom);
· Support the construction of container terminals in the port of Saint-Petersburg in order to increase its capacity for the transit and shipping of natural resources and manufacturing goods;
· Develop the capacity for heavy freight train traffic on the direction Saint-Petersburg – Losta – Srednesibirsk – Taishet, Orekhovo-Zuevo – Losta – Belomorsk. Traffic of freight trains of 6 thousand tons weight and in future up to 9-12 thousand tons will be provided on these directions.

· Develop the Murmansk seaport as an integrated inter-modal terminal platform: the smelting of ice in the Arctic Sea may, in the near future, provide the opportunity to develop more maritime route;
· Develop a partnership with national (Aeroflot, airline «Russia») or regional (KD Avia Airlines) air carriers in order to increase the number of direct flights to global destination from the airports of Saint Petersburg and Kaliningrad; Develop as well more connections to BSR airports of Copenhagen or Berlin in order to increase the possibilities for transfer flights to North and Latin America;
· Develop the capacity for cargo transit of the airports of Saint Petersburg and Kaliningrad; Saint Petersburg is currently ranked 10th largest airports in terms of cargo transited, but the region, with its large population and growing economic importance, bears a high potential for development;
· Develop a partnership with the seaports in the Baltic States (Tallinn, Ventspils, Klaipeda, …), which are situated at important endings of the railway system coming from Russia, in order to increase their shipping capacity for container and general cargo to international markets; 
· Necessity to support innovative logistics solutions in order to make it possible for trains to be operated on both the Russian (1520mm) and European (1435mm) gauge standards;
· Support the development a pan-Baltic group of experts investigating a global technology watch on railway logistics;

· Support the formation of trans-BSR logistic companies operating in several BSR countries, and thus providing better services for a smooth, intermodal transit of goods across BSR;
Macro dimension
Findings:

The main challenge for enhancing the integration of transport or energy systems at the macro scale (i.e. the whole of BSR) relies in the necessity to prioritize national sectoral agendas: trans-national connectivity of networks necessitate the prioritisation of infrastructure investments on the outskirts of the national systems. 

The system of motorway and highway on the Eastern side of the BSR is still fragmented. In North West Russia, only few segments of highway are already in place around the cities of Saint Petersburg and Kaliningrad. These segments could form the embryo of a wider trans-national network of highways and motorways enabling to connect the main metropolitan areas of the Eastern shore of the Baltic Sea.
The metropolitan areas of Saint Petersburg, Kaliningrad and Minsk have an important role to play as hubs or gateways for the further integration of the BSR railway systems. The state of the existing infrastructure shows that these cities are already rather well deserved in that matter, as most of the railway lines connecting them are often both double-tracked and electrified (the main railway line of Kaliningrad region is Kaliningrad – Nesterov - Kibartay – the part of the line that is on the border with Lithuania is non-electrified). In that respect, the main challenges for integrating these cities in the enlarged BSR railway network lies in two main points. First of all, it is necessary that the quality of the infrastructure is equal on both sides of the border. Indeed, railway lines in Estonia, Latvia or Lithuania are not electrified or double-tracked to the same extent than in NW Russia or Belarus. These disparities in the quality of the national system have a serious effect on the capacity of the whole line. Consequently, the improvement of the integration of NW Russia, Kaliningrad and Belarus to the wider BSR network strongly depends on transport developments that should be made outside the Russian or Belarus territories. The second main point relates to the differences in technical standards between Russia, Belarus, Finland and the Baltic states on the one hand, and the rest of continental Europe on the other hand. This disparity in technical solutions, due to different gauge standards, is an important challenge for integrating the national railway networks. In that regard, Poland plays a key role as it is the necessary passage from NW Russia, Kaliningrad or Belarus to the rest of the EU and as it is the only country where the two technical standards can be found. In the Kaliningrad region, there are as well both Russian and European gauge and existing intermodal terminals for the trans-shipment of cargo from one gauge to another, thus enhancing the capacity of Kaliningrad to act as a key platform between trade o goods between EU and Russia. As it is hardly imaginable to replace all the railway lines in Russia and Belarus or the Baltic States to fit the EU standard (and the reverse is as well true), the solution for enabling a smooth railway traffic in and through the BSR may come from innovations on locomotives or wagons. Indeed, the development of new logistic technologies may alleviate some of these rather technical bottlenecks.

From Saint Petersburg, there are rail services to the three Baltic capitals (Riga, Tallinn and Vilnius), while there are no rail services between these cities. Consequently, the transportation of passengers and goods from the Baltic States need to pass via Russia and/or Belarus, thus enhancing the importance of the Russia and Belarus railway system for the integration of the Eastern shore of the BSR. Indeed, if Tallinn, Riga and Vilnius are barely connected to each other, they all have direct connections to Saint Petersburg, even if the frequency of the routes is rather low (6 weekly direct trains each). In that regard, Minsk appears to be central by acting as the centre for the connections between North West Russia, Kaliningrad and Poland, and Belarus of course. Indeed, Minsk has not only direct rail connections to Warsaw, Vilnius, Kaliningrad and Warsaw, but is as well the necessary cross-roads for mobility between these cities.

Airports in North West Russia, Kaliningrad and Belarus are small when compared to the largest airports in the BSR, such as Copenhagen, Berlin or Stockholm. This is verified when it comes to both passenger and goods transportation. Yet, the airports of Saint-Petersburg and Kaliningrad belong to the category of airports that have increased the most significantly their turnover of passengers since 2003. The airport of Kaliningrad has connections with several cities in the BSR, such as Hamburg, Berlin, Riga or Minsk, but with rather low frequencies (2 daily connections). The most frequent flight connections between Saint Petersburg and other main BSR cities actually take place within Russia, as the city is mainly connected to Kaliningrad (10 daily) and Murmansk (4 daily). The results of the East West Window project highlight the rather limited integration of Saint Petersburg within the BSR when it comes to air transportation. The other most important destination from Saint Petersburg is Helsinki, with 6 daily flight connections, and Oslo, Copenhagen, Hamburg and Riga, with 4 daily connections each.
Few ferry services exist to date from Kaliningrad and Saint Petersburg with destination to other cities in the BSR. 
In a macro-regional perspective, there are two different paradigms between the Western and Eastern side of the BSR, due to different historical developments. On the Western side (Finland, Norway and Sweden), the main rail, road and air connections are organized in a north-south or radial pattern. On the Eastern side, and especially from Poland to Baltic States, the belonging to the Soviet Union or its sphere of influence has organized the networks in an East-West perspective. In North West Russia, both the North-South (from Murmansk to Belarus) and East West (from St. Petersburg to Tallinn, Riga or Helsinki) are present. In that regard, North West Russia bears the potential to act as an important crossroads of corridor for enhancing the integration of the whole BSR along those 2 axes.

Policy recommendations:
The following recommendations aim at improving the capacity of North West Russia to be integrated with other parts of the BSR:
· Support the development of more flight connections from Saint Petersburg and Kaliningrad with metropolitan regions on the Eastern shore of the BSR (Poland, Baltic States) including Helsinki in order to create more possibilities for business and tourism interactions;

· Support the development of more flight connections from Saint Petersburg to main BSR markets (Berlin, Hamburg, Copenhagen, Stockholm) enabling tighter interactions between Russian and BSR innovative services;
· Support the development of ferry services from Saint-Petersburg and Kaliningrad to the main Scandinavian metropolitan regions (Stockholm, Copenhagen), enabling the transportation of lorries on a maritime East-West axis;
· Encourage the compatibility of railway tariff and booking systems across the BSR making it smoother for passengers to use rail services than flight services; 

· Creation of a “Baltic InterRail card” reducing the costs for passengers to travel throughout the BSR using rail services;
· Encourage and facilitate exchange of information between national ministries regarding current and planned infrastructure development for transport, energy and ICT;

· Develop a joint monitoring system for infrastructure development in relation to the objectives stated in the VASAB LTP and EU BSR Strategy;
· Lobby the EU for the prioritisation the completion of the TEN-T project Rail Baltica as a infrastructure prerequisite for further integration of the BSR (maybe as part of the coming EU Baltic Sea Strategy);

· Lobby the EU for the prioritisation of the completion of the Branch A of the TEN-T corridor (road) Via Hanseatica Saint Petersburg – Tartu – Riga – Kaliningrad – Gdansk – Stettin – Rostock – Lübeck and the branch of the highway Via Baltica (E67) Tallinn – Warsaw towards Kaliningrad fostering the integration of North West Russia in BSR;
· Modernise and expand the highway system in North West Russia;
· Develop a joint EU-Russia strategy, facilitated by VASAB, for the integration of railway system to the planned TEN-T projects; Need to find a compromise on the gauge standards;
· Initiate or support the establishment of a High Level Group for transport development strategy in the BSR aiming at (1) defining a common transport agenda and (2) facilitating and negotiating the resolution of missing links or bottlenecks on bilateral basis;
· Support the modernization of trains (locomotives and wagons) in order to reduce the travel-times between main cities with the target speed of 150 km/h;
· Provide support for the setting up of new collaboration initiatives between BSR actors at the regional level (e.g. Interreg IV) on the development of East-West pan-BSR corridors connecting NW Russia;
· Support from VASAB Committee to the Interreg IVB (Priority Internal and External Accessibility) project with the highest ‘BSR added-value’;
· Support from VASAB Committee to the Interreg IVB Programme for the selection of the transport project with the highest ‘BSR added-value’;

· Support the development of collaboration between actors working on innovation in BSR for developing a common innovation systems focused on Information and Communication Technologies (ICT);

· Support the continuation of the implementation of the Barents Link connecting the regions of Narvik – Haaparanta – Tornio – Vartius – Archangelsk – Perm;
· Initiate studies on the future territorial impact of TEN-T project for non-metropolitan regions in the BSR (e.g. via ESPON 2013 Programme);

· Support the development of a pan-BSR organization aiming at providing a framework for the interoperability of BSR energy networks (for instance, based on the Nordel model);

Regional (Cross-border)

Findings:

In the northern parts of NW Russia, i.e. the Murmansk Oblast and the Republic of Karelia, the density of secondary roads is lower than compared with the other areas. This is especially the case for road infrastructure. One reason for this is that the settlements in those areas are in general smaller and the settlement structure looser, with the exception maybe of the city of Murmansk. However, when comparing to the northern parts of the Nordic countries, which have similar territorial characteristics, it becomes obvious that there is a potential for developing further the secondary road network in these areas. What is especially interesting is the lack of road connections between Murmansk Oblast and Republic of Karelia with the adjacent areas of Finland: few secondary roads are connected across the border, thus limiting the capacity for cross-border interactions. The latter are obvious missing links, and the development of these East-West connections between the Finnish and Russian road networks would significantly improve the accessibility of those regions for passenger and goods transportation, not only for local communities but also for regional economies. When it comes to the rail network, there are some existing East West connections between the northern parts of NW Russia and Finland, for instance at the level of Kajaani in Finland and Nadwoïzy in Russia. The upgrade of these existing cross-border lines could serve as the backbone of a future integrated rail network in the BSR with a strong focus on East West dimension. 
An obvious missing link concerning the primary road network is the fragmented nature of the Kaliningrad-Gdansk highway: the highway starting in Kaliningrad does not continue after the reaching the Polish border, thus increasing the potential travel time between the two regions. Yet, regular rail services between Kaliningrad and Gdansk or Gdynia (6 on a weekly basis) provide a substitute to this missing link on the road system.
Other specific territories that necessitate a closer look at are the main metropolitan areas and their hinterland. Indeed, the density of secondary roads in North West Russia, Kaliningrad and Belarus are highest around the main metropolitan areas, i.e. Saint Petersburg, Minsk and the city of Kaliningrad. These cities not only act as regional or national gateways to the external world (this will be developed later in this document) but also often act as the centre of the regional economy. Consequently, the rather high density of secondary roads is a precondition for enabling daily activities from and to the metropolitan areas. Yet, this road capacity should be put under the light of the actual traffic on these roads in order to see if the existing capacity is enough for enabling city-hinterland integration. 
Regarding the railway system, the standard of the railways originating from Saint Petersburg can be deemed as satisfactory as most of the tracks going to Helsinki or Tallinn are both double-tracked and electrified. Yet, the reliability of the rail connection of Saint Petersburg to those cities is also highly dependent on the quality of the infrastructure on the other side of the border. The differences in gauge standards (1520mm for Russia; 1435mm for EU) are not a problem for the development of cross-border integration: all NW Russian neighbouring countries (Finland, Estonia, Latvia and Belarus) have a railway system with Russian gauge standard. Consequently, the challenges of cross-border integration for the rail network are more linked to absence of connecting infrastructure (missing link) or the differences in prioritisation of national/regional systems, creating bottlenecks due to reduced inter-operability of rail networks.
As for the missing links, the lack of railway connection between Kaliningrad and the city-port of Klaipeda (there is the line Kaliningrad – Sovetsk – Pagegyay –Klaipeda, but it is not in use to date) limits the possibilities of interactions between the two cities. Similarly, there is no reliable rail connection between the city of Murmansk and the regions of Northern Finland and Norway, also limiting the possibilities for cross-border interactions, especially when it comes to exchange of goods.
Ferry services between Kaliningrad and neighbouring regions (Klaipeda in Lithuania or Gdansk/Gdynia in Poland) may provide a short-term alternative to the missing links on the road and rail networks: to date, only 1 regular trip per week is organised between Kaliningrad (Baltiysk) and Klaipeda, but approximately 30 between Kaliningrad (Baltiysk) and Elblag or Frombork. Although the development of ferry services between Saint Petersburg and Tallinn or Helsinki has been tempted in the recent past, there no such connections to date. Recently, new ferry lines (3 return trips per week) between Saint-Petersburg and Helsinki have been put in operation.
Due to the recent accession of Poland and the Baltic states to the EU and Schengen Agreement, the main institutional bottlenecks in the BSR take place at the Russian and Belarus borders. The crossing of the Russian border can take several hours for busses and trucks which severely reduce the fluidity of the exchanges with neighbouring regions.

In the framework of the East West Window project, these calculations have been applied to the entirety of the BSR territory, thus including as well North West Russia, Kaliningrad and Belarus, and to service facilities such as freight terminals, commercial airports and education facilities. Not surprisingly the regions around Saint Petersburg, the city of Kaliningrad, Murmansk and Minsk show a high level of local accessibility. This is due to the fact that the service facilities have been concentrated to the main metropolitan areas. Yet, the most interesting conclusions regarding local accessibility can be found beyond these territories.

In North West Russia, large parts of the territory have travel times to service facilities that are above 300 minutes (5 hours). Territories at the East of the Murmansk Oblast as well as most parts of the Republic of Karelia are typically in this situation. Yet, results from the East West Window WG1 have revealed that these territories are rather sparsely populated with a loose network of small settlements. An exception to this is around the city of Petrozavodsk where the location of an airport and a university puts the city in a rather central position on the Eastern part of North West Russia. Yet, for smaller local communities between Petrozavodsk and Murmansk, accessibility to such regional facilities necessitates long travel times. 

In Kaliningrad, due to the rather small size of the oblast, all parts of the Oblast are in 2-3 hours distance of a service facility. What is interesting in the case of Kaliningrad is that the proximity to service facilities in Poland and Lithuania, for instance for freight terminals, increases its potential local accessibility, of course assuming for a moment that national borders do not act as an obstacle. However, it shows the potential gains for the regional and local communities to strive for increased territorial integration within the BSR.
As for the energy network, the analytical overview performed in the East West Window project highlighted the lack of inter-connectivity of transmission grids at some key points of the national systems. Although the NW Russian transmission grid is rather well integrated with the one of the Baltic States and Belarus, due to the former belonging of these states to the Soviet Union, there are few connections beyond this. Kaliningrad is not connected to the Polish grid due to different technical standards. The Russian network is connected to the Finnish system at the level of Vyborg, which may cause serious limitation for the expansion of electricity transfer from one grid to another. Similarly, the Russian transmission grid is connected to the Norway one in the northern parts of Murmansk Oblast. In the General scheme for the placement of electric power objects up to 2020 – further increase of export of electric power to Finland is planned for the period of 2016-2020 on the basis of introducing of direct-current of 500 MW power on the area of substation Knyazhegubskoje with tension of 330 KV and building of the power line on the basis of introducing of direct-current to Pirttikoski (Finland) with tension of 400 KV and the length of 175 km to the state border. The supply of electric energy and power from energy system of Lithuania to Kaliningrad energy system is planned for the period of 2007-2009 till the end of functioning of the second power-generating unit of the Ignalina nuclear power station in the amount of 1,9 billion – to 0,6 billion KV per hour and 600 MW.
Policy recommendations:

The following recommendations aim at improving the capacity of North West Russia to be integrated with neighbouring regions:
· Encourage the coordination of national priorities of the Russian, Polish and Lithuanian transport plans in order to improve the integration of Kaliningrad with the main cross-border cities of Klaipeda (Lithuania) and Gdansk and Gdynia (Latvia);
· Support the establishment of regular, daily maritime connections between Kaliningrad and the ports of Klaipeda and Gdansk as a short-term alternative to alleviate the impacts of the terrestrial missing links;
· Encourage the prioritisation of a Saint Petersburg-Tallinn high-speed railway line;

· Reduce the waiting time at the Russian borders by: easing custom formalities; developing better technological systems for registering passing vehicles and drivers; increasing co-operation and information exchange with neighbouring countries;
· Investigate the possibility to connect the road and rail networks of the Republic of Karelia with the East Finnish network;

· Encourage and facilitate the coordination of regional transport plans across the border: Murmansk and Karelia with Lapland and East Finland; Kaliningrad with North-East Poland and Western Lithuania; 

· Develop regular, daily cross-border bus services between Vyborg and Lappeenranta/Imatra (Finland),
· Support the continuation of regular bus services between Kaliningrad and Gdansk (twice a day currently); 
· Investigate the possibility to provide micro-credit to local or regional authorities for the completion of a small-scale, but large impact, transport improvement enhancing cross-border interactions, for instance Kaliningrad-Lithuania or Republic of Karelia-East Finland;
· Examine the issue of interaction of the energy systems of Kaliningrad region with energy systems of Lithuania and Poland including the opportunity of integration of the energy systems of Kaliningrad region with the West-European energy system UCTE/CENTREL;
· Examine the idea of construction of so-called power bridge to the West at one time from Lithuania and Kaliningrad region, proposed by the prime-minister of Lithuania in May 2008;
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