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Improving accessibility of North West Russia and Kaliningrad Oblast in the Baltic Sea Region
The present document is based on the work lead by Nordregio in the Working Group 2 dedicated to Accessibility issues, in the framework of the East West Window project. The aim of the Working Group was to improve the evidence base regarding the main potentials and challenges for the further integration of between the territories of the Baltic Sea Region (BSR). The material produced touched upon the issues of transport, energy and Information and Communication Technologies (ICT) integrated under the umbrella of accessibility. Although the report did not specifically target a certain part of the Baltic Sea Region (BSR), this article specifically aims at highlighting the main trends, challenges and potentials related to North West Russia, Kaliningrad Oblast and Belarus.
Bringing together EU and Russian sectoral policies
The overview of planned transport infrastructure to be developed in the context of the EU Trans-European Network policy (TEN-T) highlight the need for proactive strategies in order to bring together both EU and Russian policies in that field. Indeed, so far, the new corridors to be developed in the region throughout EU investments will not improve significantly the transport connectivity between NW Russia and Kaliningrad and the EU countries of the BSR if not connected to the Russian and Belarus transport system. It is thus necessary to bring into light, for instance, the necessary development of the TRACECA networks, connecting BSR countries belonging to the EU and Russia and Belarus. On that regard, the Priority Project Rail Baltica, connecting Warsaw, Kaunas, Riga and Tallinn, is an interesting example. 
Indeed, the future corridor creates a South-North axis that leaves on the side the Russian and Belarus territories of the BSR. Although this project will end up improving the connectivity between EU countries on the Eastern shore of the BSR, in a North-South dimension, it is necessary to develop alternative, complementary strategies bringing about the potential East-West connections. In that regard, one can mention that plans for upgrading the Helsinki-Saint Petersburg connection are currently implemented. The strategy for this specific route is to build a high speed connection. The upgrading of the Tallinn - Saint Petersburg route are also planned, at least on the Estonian side of the railway. Other potential East-West connections, such as Latvia-Russia, Lithuania-Belarus and Poland-Belarus, are in need for further investments in order to upgrade the rail infrastructure on each side of the route. It is necessary on that regard that all countries prioritize these upgrades on the same level of priority.
On issues related to rail and road transport development, the position of the Russian Oblast of Kaliningrad deserves a special highlight. The region is indeed positioned as an enclave, located between Lithuania and Poland and not physically attached to the rest of Russia. In concrete terms, this means that terrestrial transportation to or from Kaliningrad to the rest of Russia necessitate to pass through a tier country. Consequently, the integration of transport strategies in the BSR should especially strive for the ‘disenclavement’ of Kaliningrad. In concrete terms, this means that the upgrading of railway and road infrastructure should particularly aim at improving the conditions for passenger and goods transportation. The overview maps produced in the East West Window project highlight the fact that such infrastructure upgrades are planned on the Polish and Lithuanian side regarding railways, and on the Polish, Lithuanian and Russian sides when it comes to main road infrastructure. Yet, if these infrastructure developments certainly improve the potential for crossing the border between Kaliningrad and its neighbouring regions, the accessibility of Kaliningrad is also dependent on infrastructure that are situated much deeper in the Belarus and Russian territories. Indeed, for passengers or goods to travel from Kaliningrad to North West Russia or Moscow, it is imperative to have also reliable infrastructure all along the way, i.e. also in Belarus as well as in the Pskov, Novgorod and Leningrad oblasts. 
Existing road and rail networks

The work performed in the East West Window project has enabled to produce an overview of the territorial extent and state of the existing road and rail networks across the BSR. The analysis of the material reveals that there are large disparities within North West Russia, Kaliningrad Oblast and Belarus when it comes to existing road and rail infrastructure. 

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 to other regions. 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: roads on both sides end up at the border. 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.
Another dimension that necessitates a closer investigation is the capacity of the transport networks to enable interactions between the main metropolitan areas and their hinterland. Indeed, the density of secondary roads in North West Russia 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 article) but also often act as the engine of the regional economy. Consequently, the rather high density of secondary roads is a precondition for enabling daily activities, for instance in terms of services to persons or businesses, from and to the metropolitan areas. Yet, this road capacity should be confronted to their actual usage, i.e.  traffic volumes, in order to observe if the existing capacity is enough for enabling smooth and reliable city-hinterland integration. 

Yet, Saint Petersburg, Minsk and Kaliningrad are also the centre of the motorway/highway network that should connect these cities to other main metropolitan regions in the BSR. In that regard, it is clear that the primary road network needs further investments, as it can be deemed, as present, as fragmented. So far, few roads have the capacity standards to be classified as highway and none as motorway. There is a segment of highway between Saint Petersburg and Wyborg, but it is not continued to the Finnish border and, from there, possibly to the metropolitan region of Helsinki. In Kaliningrad, there is a highway segment reaching out the Polish border, but not to the Lithuanian border, on the way to Belarus. From Minsk, there is a highway segment Brest and the Polish border, but the highway is not continued on the Polish side. Finally, the road that connects Minsk to Vilnius has only a relatively small section that is deemed to be of highway class. This is not only important for connecting Belarus to the Lithuanian seaport of Klaipeda, but also in order to connect Belarus and the Oblast of Kaliningrad. 
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. 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 traffic capacity of the whole corridor. 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 and especially when it comes to developing rail services beyond the territories of the BSR, i.e. towards Germany, North West and Mediterranean Europe.. 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. As it is not thinkable to replace all the railway lines in Russia and Belarus to fit the EU standard (and vice-versa), the solution for enabling a smooth railway traffic in and through the BSR may come from logistical innovations on locomotives or wagons. Indeed, the development of new logistic technologies may alleviate some of these rather technical bottlenecks.
Institutional bottlenecks: waiting times at the border
Bottlenecks on the transport network often stem from the mismatch between the capacity of the infrastructure and its usage, i.e. the number of trains or vehicles. For instance, the high vehicle traffic measured on the main roads around the city of Saint Petersburg, reaching nearly 12.000 vehicles per day (averaged over the whole year), and the lack of extensive highways or motorways departing from or arriving to the city may lead to disruption in traffic (traffic jams). 

Yet, other types of bottlenecks, of a more institutional nature, may as well provoke significant disturbances for the integration of North West Russia, Kaliningrad and Belarus with their neighbouring regions. 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 following table provides examples of some crossing points.
	Crossing name

From - To
	Average waiting for busses in 2006 (in hours)
	Average waiting for trucks in 2006 (in hours)

	Vaalimaa (FI) – Torfyanovka (RU)
	3
	1

	Torfyanovka (RU) – Vaalimaa (FI)
	6
	6

	Bagrationovsk (FI) – Bezledy (PL)
	N/A
	1-4 (both ways)

	Chernyshevskoye (RU) – Kibartay (LT)
	8-25
	2

	Sovietsk (RU) – Panemune (LT)
	4
	2


Source: University of Kaliningrad, Finnish Border Guard
The latter examples show that crossing the borders between EU countries and Russia-Belarus is still an important bottleneck that may cause a significant disruption in the road traffic, as the waiting time reaches several hours for both coaches and trucks at many crossing points.
Rail services in the BSR
Previous sections have highlighted the substantial impact that future transport infrastructure development may have when striving for a greater territorial integration in the BSR. In fact, transport infrastructure is a prerequisite for developing transport or logistical services between various destinations.

In the framework of the East West Window project, the frequency of rail services departing from or arriving to the main metropolitan areas in the BSR has been calculated. This frequency was expressed in number of rail services per week. The results for Saint Petersburg, Minsk and Kaliningrad are summed up the following table:

	Type of connection
	Railway route between BSR MEGAs
	Number of weekly direct rail services (both ways) 2007

	Inside the BSR
	St. Petersburg
	Helsinki
	42

	
	Minsk 
	Warsaw
	42

	
	Kaliningrad
	Vilnius
	42

	
	Minsk 
	St. Petersburg
	34

	
	Minsk 
	Vilnius
	34

	
	Minsk 
	Kaliningrad
	32

	
	Minsk 
	Berlin
	18

	
	Kaliningrad
	Berlin
	14

	
	Kaliningrad
	Gdynia
	14

	
	Kaliningrad
	Gdansk
	14

	
	St. Petersburg
	Tallinn
	14

	
	St. Petersburg
	Riga
	14

	
	St. Petersburg
	Vilnius
	14


Source: RW Belarus, Deutsche Bahn railway guide, Railfaneurope
The table above highlights the fact that it is possible to reach most of the metropolitan areas of the Eastern shore of the BSR from the cities of Saint Petersburg, Kaliningrad and Minsk. The most frequent routes are the ones between Saint Petersburg and Helsinki, between Minsk and Warsaw and between Kaliningrad and Vilnius with 42 weekly connections (21 each way) corresponding to 6 daily connections. The latter results show that our cities of interest (Saint Petersburg, Kaliningrad and Minsk) have developed a privileged relation with their close neighbourhood.
The cities are also well integrated with each other as there are for instance 34 weekly connections between Saint-Petersburg and Minsk and 32 between Minsk and Kaliningrad. Rail services between Saint-Petersburg and Kaliningrad are not shown here as there are no direct connections, i.e. that one needs to change train in another city (e.g. Minsk).
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.
As for Kaliningrad, the city has developed regular cross-border connections with the Polish cities of Gdynia and Gdansk, with 14 weekly connections (both ways) to each of them. The continuance and possible expansion of such regular cross-border connections is an important parameter for fostering the disenclavement of Kaliningrad and its integration with its neighbouring regions. 

The previous results have highlighted the state of the rail services for the cities of Saint Petersburg, Kaliningrad and Minsk. Yet, despite the relatively high frequency of services on these routes, it is necessary to bear in mind that these services are not very fast. Indeed, it takes approximately 14 hours on average for the travel between Saint Petersburg and Minsk. Between Saint Petersburg and Kaliningrad, it takes no less than 20 hours, with one change, in order to complete the journey; whereas 11 hours are necessary to travel by train from Minsk to Kaliningrad. 
Finally, the importance of the Europe-Asia rail freight flows, and the primary role that the Baltic Sea Region plays in this matter, should be emphasized. Indeed, the railway corridor from Saint Petersburg to Asia belongs to the busiest in Europe. In that regard, Saint Petersburg appears clearly as a connection point between the European and Asian networks and thus economic markets. As an example, the railway corridor the most used for freight transportation is the rail section between Saint Petersburg and Tallinn. Other railway sections between Saint Petersburg and the Baltic States belong also to the densest ones, so is the axis between Saint Petersburg and Helsinki.

Overcoming the Baltic Sea: air and maritime transportation
In the BSR, the Baltic Sea acts as a natural obstacle for the development of transnational terrestrial transportation networks, such as road and rail. Indeed, it is hardly imaginable to use the train for travelling from Saint Petersburg to Stockholm or from Kaliningrad to Oslo. 
Airline and ferry connections have acted as the driving forces for developing transnational interactions, whether related to business, leisure or cargo trips, between regions and cities around the Baltic Sea. While seaports are handling the largest share of the intra-BSR cargo shipments, airports have been central in developing business, e.g. one day return-trips, and leisure, e.g. tourism, connections between regions of the BSR.
Airports in North West Russia, Kaliningrad and Belarus are small when compared to the largest airports in the BSR, such as Copenhagen or Stockholm. This is verified when it comes to both passenger and cargo 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.
Indeed, from 2003 to 2006, the number of yearly passengers for the airport of Saint Petersburg as evolved from 1,292,100 to 2,529,400, corresponding to a yearly increase of 32%. At the same time, the Kaliningrad airport has witnessed an increase of yearly passengers from 110,500 to 348,800, corresponding to a yearly increase mounting up to 72%. These increases in the usage of air connections highlight the recent improvement of accessibility in North West Russia and Kaliningrad, due to an increased offer in flight connections.

The analysis of the pattern of flight connections both within the BSR and between the BSR and the rest of Europe or the world provides interesting insights on the positioning of North West Russia, Kaliningrad and Belarus in a broader territorial context.

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 same pattern can be observed for the airport of Minsk.

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. 
Yet, the importance of air connectivity for Saint Petersburg and other is actually more pronounced regarding its connectivity to the rest of Europe and the world than with intra-BSR connectivity, thus highlighting its potential to become an international gateway for the whole macro-region. An interesting feature is the strong relation between airports on the Eastern shore of the Baltic Sea (Riga, Tallinn, Kaliningrad, Warsaw, Minsk and Saint Petersburg) with main destinations in non-BSR Russia and Ukraine. Indeed, on average, Kaliningrad and Saint Petersburg have more than 125 weekly connections with Moscow. Clearly, it appears more clearly that the different parts of the Baltic Sea Region have developed, due to historical, cultural or economic reasons, strong relational network with different destinations. The potential for complementarity of the BSR airports in terms of destination reached is even further highlighted when looking at the air travel connections between main BSR airports and worldwide destinations has been pictured.
Moreover, the airports of Saint Petersburg, Kaliningrad and Minsk are connected to the major European cities, even if the flight frequency is rather low (one connection each way in most cases). Nevertheless, it stresses the potentials for passengers and businesses in North West Russia and Belarus to access markets and capital investors in Europe. Large metropolitan areas such as Paris, London, Milan or Frankfurt can be reached with a direct flight from Kaliningrad, Saint Petersburg or Minsk.

Finally, on a global perspective, the flight connections between North West Russia, Kaliningrad and Belarus enables to draw a conclusion on the potential for global integration of these territories. For instance, the airport of Saint Petersburg has regular weekly connections with global players such as Beijing, Shanghai or Dubai. Moreover, it has extensive connections with the rest of the Russian Federation as well as former countries of the Soviet Union (Uzbekistan, Kazakhstan or Ukraine). On the other hand, there are no regular weekly connections from Saint Petersburg to North America. As a matter of consequence, it becomes obvious that Saint Petersburg can play a significant role as a platform for the whole BSR towards the rest of the Russian Federation and countries of Central and Far East Asia. However, in order to make the region increasingly integrated in a global perspective, it could be interesting to develop strong connections with large BSR airports that have complementary profile, i.e. focused for instance to North and Latin America. Airports such as Copenhagen, Stockholm or Berlin have such a complementary profile. Consequently, increasing the number of flight connections between Saint Petersburg and those airports would significantly improve the global accessibility of North West Russia as it would potentially enable more flight transfers to a more diverse range of destinations.
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Figure 1: Flight connections between main metropolitan areas of the BSR

Besides air transportation, maritime transportation plays a substantial role in bringing together regions and cities on the Eastern and Western sides of the Baltic Sea. When it comes to passenger transportation, maritime transportation is still not very developed from the seaports of Saint Petersburg and Kaliningrad. In fact, none of these 2 ports belong to the 25 most important seaport of the BSR, measuring this importance by the total number of yearly passengers, despite the relative increase in recent years. Indeed, in 2006, the seaport of Saint Petersburg had a total turnover of passengers of 320,000 passengers. Benchmarked to the same figure from 2001 (143,000), this corresponds to a yearly increase of nearly 25%, the fifth larger increase for a BSR seaport over the same period of time. 
On the other hand, the seaport of Saint Petersburg is the third largest BSR seaport when it comes to goods and cargo transportation, after Hamburg and Bergen. In 2006 the total turnover of cargo and goods in Saint Petersburg amounted to 54,227 thousand tonnes. In 2000, the same figure amounted to 41,309 thousand tonnes, thus corresponding to a 6% yearly increase. The seaport of Kaliningrad is ranked as 18th largest seaport of the BSR with a total tonnage transiting amounting to 14,619 thousand tonnes. Yet, Kaliningrad has witnessed a rapid expansion since 2000, amounting to approximately 30% per year of supplemental capacity, the second largest progression in the BSR after the Polish port of Gdynia (34%). 
As a matter of consequence, if the seaports do not play currently a major role for the accessibility of North West Russia, the rapid progression of both passenger and cargo traffic transiting through them is a sign that their importance will substantially increase in the near and further future.

A sign of this currently limited importance of Saint Petersburg and Kaliningrad as passenger ports is the rather low number of regular ferry lines departing from or arriving to these ports. The national experts of the East West Window project have compiled statistics showing the frequency of ferry routes between ports of the BSR. The following table synthesizes the results for the Russian ports of the BSR.
	Seaport
	Destination
	Number of weekly services in 2007

	Baltiysk (Kaliningrad)
	Elblag (PL)
	28

	Baltiysk (Kaliningrad)
	Frombork (PL)
	35

	Baltiysk (Kaliningrad)
	Klaipeda (LT)
	1

	Baltiysk (Kaliningrad)
	Sassnitz (DE)
	1

	Baltiysk (Kaliningrad)
	St. Petersburg
	2

	St. Petersburg
	Travemunde-Lubeck (DE)
	1

	St. Petersburg
	Sassnitz (DE)
	1


Source: Ports webpages, Ferrylines Baltic Sea

From the data collection, it would seem that the port of Kaliningrad has some regular maritime connections especially with neighbouring regions in Poland. However, these ferry connections do not actually stop in Kaliningrad, as their main interest is to provide a sightseeing of Kaliningrad from the sea. In the case of Saint Petersburg, it becomes evident that the potential of the seaport is underused for passenger traffic as only one weekly connection to other BSR seaports has been registered, and both are to Germany. 

Access to services, a key for regional development strategies

The previous sections have highlighted the importance of the location of transport facilities (airports, seaports, freight terminals…) to maintain and increase the competitive advantage of the regions. More generally, other types of facilities are believed to be central for regional development issues. Indeed, such facilities, such as universities and polytechnics, are structuring elements in order for the regions to operationalise their regional development strategies.
Traditionally, the issue of quality of access to such services is tackled in terms of endowment by administrative regions. Recent studies
  have argued that this way of problematising is of little relevance. Firstly, this way of thinking omits the importance of the location of the services. What is thus of interest is to identify where the services are provided, i.e. where the service facilities are located, and what is the proportion of the population that is covered by the service provision areas around those facilities. Secondly, the use of administrative units is misleading. Neighbouring regions are gaining as well by the proximity to service facilities (airports, terminals, universities, but also hospitals), even if the facility is not physically situated in the region itself.

As a matter of consequence, a pertinent measure of access to services can be operationalised by calculating the travel-time that it takes to individuals and businesses located in all corners of the BSR to access such service facilities. As a matter of consequence, these measures of local accessibility are dependent on three main territorial characteristics: the distribution of the population over the territory, the territorial extent and coverage of the road (or rail) transport networks and the location of the service facilities on the territory. 
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 the oblasts of Novgorod and Pskov, the access to commercial airports and fright terminals is rather low, thus affecting the possibility for people and businesses in those regions to reach out faraway destinations. However, the location of universities in the regional centres of Pskov and Novgorod enables large parts of these regions to be in rather short access to a university. 
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.
In Belarus, the strong concentration of universities and transport facilities in the capital region of Minsk has for consequence that a large part of the Belarus territory experiences travel times to service facilities equal or higher than 3 hours. Consequently, border-regions of Belarus, despite being rather densely populated have low access to service facilities. Yet, on the western side of the country, the proximity to Vilnius increases the potential accessibility, thus, once again, showing the potential of stronger territorial integration between BSR countries and regions.
Connecting energy infrastructure across the BSR
The issue of Energy is linked to the transport to some extent, but it has also far broader impacts on the territorial development potential for the BSR and its regions. In connection to energy, the East West Window project has taken three different approaches. First of all, it highlights the different patterns of production of energy, especially looking at the different types of energy produced in different parts of the BSR, and the capacity of current energy infrastructure (pipelines, electricity networks…) to enable a further integration of the whole Baltic Sea Region. Second, the consumption of energy for different sectoral usages (industry, transport, agriculture…) provides an interesting insight on the sensitivity of various national and regional entities to energy prices and their needs in terms of specific energy mix. Finally, the issue of renewable energies are brought forward in an attempt to provide prospective views on the potential of different countries to contribute to this overarching European objective.
On the eastern shore of the BSR, the electricity networks are still very much impregnated of the countries’ former belonging to the Soviet Union (Baltic States, Belarus) or acquaintance (Poland). The transmission grids of the Baltic States, Belarus and Russia are thus rather well integrated as they share similar technical standards. This integration of the transmission grids is a strong asset for developing a joint energy market matching supply and demand forces across the BSR.

Oil and Gas pipelines coming from the natural-resources-rich regions of Northern Russia are an essential part in the energy networks of the BSR. Oil and gas pipelines from these territories are coming out in the BSR mainly in the area of Saint Petersburg. Some pipelines are also directly connecting Latvia and Belarus. Anyway, results from the East West Window project clearly show that Saint Petersburg region is the central hub regarding energy in the BSR, as the pipeline infrastructure makes the connection between the supply (Russian Federation) and the demand (Germany, Baltic States, Poland, Finland). However, other regions outside Russia are also playing an important role for delivering oil and gas from Russia. Typically, seaports in Latvia, Lithuania or Poland are playing a central role for the export of Russian oil and gas globally. Indeed, oil and gas pipelines make it possible to transfer these energy sources to the seaports of, for instance, Liepaja (Latvia), Klaipeda (Lithuania) or Gdansk (Poland), where they are transferred and shipped to further international markets. This shows the need for a strong coordination between the development of transport infrastructure and the development of energy infrastructure, and the necessity to integrate these sectoral policies across BSR countries.
When it comes to the consumption of energy, the compilation of national statistics shows the differences in profiles between the countries of the BSR. Overall, the Russian Federation has reduced its consumption of oil products since the beginning of the 1990s. The profile of the Russian Federation regarding consumption of energy by sectors shows similarities with the ones of Sweden, Belarus or Norway. In 2005, 33,0% of Russia’s energy consumption occurred in the industry sector, 24,5% in the transport sector, 28,5% for residential use and 8,9% for commercial and public services. Agriculture and forestry amounted to merely 2,5% of the total Russian consumption that year. Beyond the national figures, it is interesting to compare the consumption of energy between the Russian Oblasts. In the framework of the East West Window project, regional data has been compiled for the consumption of electricity. The Murmansk Oblast and the Republic of Karelia show rather high ratio of electricity consumption when compared to the size of the regional economy (Total GDP in million of PPS). When looking at the total regional consumption of electricity, the Saint Petersburg and Murmansk oblast appear to be the larger consumers for North West Russia. When it comes to electricity production, the Leningrad Oblast is the largest North West Russia producer, thanks to the many hydropower stations and thermal power plants situated in the region.
The compilation of regional data related to the production and consumption of electricity enables to high the possible future position of each region in an integrated supply and demand energy system in the BSR.

Finally, when it comes to renewable energies, the biggest potential for North West Russia, and the Russian Federation in general, remains hydropower. Indeed, 80% of the production of renewable energies in Russia consists of hydropower. Other types of renewable energy source are still very limited. Despite this, the potential to develop even further hydropower stations, by either upgrading existing one or building new ones, should be seriously investigated in order for Russia to secure an enhanced production of renewable energies. Yet, there is certainly potential to develop new wind farms in the northern most areas of NW Russia, where space is a natural asset.
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Figure 2: Consumption of electricity and regional economies 

Conclusions: Integrating North West Russia and Belarus in the BSR … and vice-versa!

The present article presented the findings of the reported produced by Nordregio in the framework of the East West Window project which are directly of interest to stakeholders in North West Russia and Belarus. More specifically, it presented the results of the Working Group focusing on the issues of transport and energy.
The article has shown that there is already a relatively satisfactory level of integration of the transport and energy systems, but as also identified the challenges that need to be overcome in order to go even further in the integration. The development of new infrastructure with matching standards is of course a prerequisite in order to allow flows of people and goods run across the whole region of the BSR, but also enhancing cross-border interactions, which could help integrating both local communities and regional economies. This as been shown quite precisely when it comes to the development of road and rail infrastructure in order to connect North West Russia and Kaliningrad to their neighbouring countries and regions.
When it comes to rail, air and maritime connection it has been highlighted that the main challenges remain more in terms of developing new services (more flights, more railway operators, and more ferry lines) than a pure infrastructure development issue. Yet, the results of the East West Window project have shown the potential gains for North West Russia to boost their integration with other main metropolitan areas in the BSR as it would enable them to expand their potential destinations. But better access to the Saint Petersburg region would also enable other BSR regions to be connected to regions and markets in the whole Russian Federation as well as in many Central and Far East Asia.
Finally, it has been shown that the improvement of accessibility regarding the transport and energy sectors for North West Russia is not only a question of infrastructure development on the Russian territory, but that infrastructure improvements or developments in other parts of the BSR, for instance in the Baltic States, Belarus or even Finland would expand the possibility for Russian people, goods and natural resources to access more and larger markets.
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� For more information, please refer to Peter Schmitt’s article in this publication
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