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Snapshot to the key findings of the WP1 study 

The current report reflects the findings of the Muuga Multimodal Freight Terminal Rail Baltica (MCTRB) 
²ƻǊƪ tŀŎƪŀƎŜ м ά!ƴŀƭȅǎƛǎ ƻŦ the existing situation and prognosis of freight flow demands in the period of 
2025-нлррέΦ WP1 is a basis for the technical profiling of the terminal together with the cost-benefit analysis. 

Rail Baltica (RB) is an international railway corridor and part of TEN-T core network, and it is designed to 
connect the Baltics with the rest of Europe by European standard gauge (1435 mm). The route will stretch 
from the Polish/Lithuanian border to Tallinn. In Tallinn, RB will connect to Muuga Harbour, which is 
specialised in handling transit origin goods and is one of the biggest cargo harbours in the region. The 
construction of Rail Baltica in the proximity of the main cargo harbour of Estonia is regarded as an 
opportunity to develop a multi-modal freight terminal (MCTRB) to support the North Sea-Baltic Core 
Network Corridor. The current study defines the opportunities and barriers in the implementation of the 
MCTRB project from a transport and economic perspective, provides a benchmark of alternative routes 
and competition in the area, calculates cargo flows volumes and structure forecast, and gives 
recommendations on project implementation.  

Connecting the largest cargo harbour of Estonia with the trans-European transport network opens up a 
new paradigm of cargo movement on the North-South axis  

Muuga Harbour is the main cargo harbour of the Port of Tallinn. It mainly handles crude oil and oil products 
(liquid bulk constituted 56 % in 2016), and it also serves dry bulk (26 %), containers (15 %) and other types 
of cargo. The facilities of the harbour include six liquid bulk terminals, two multi-purpose terminals, 
container and ro-ro terminals, and dry bulk, grain, steel and coal terminals. Muuga mainly specialises in 
handling transit goods, which in all account for 80 % of the total transit volume of the Port of Tallinn and 
around 70 % of all transit cargo passing through Estonia. In the East-West direction, the port of Muuga 
handles cargo from Russia.  

In the North-South direction, Muuga mainly handles Estonian and Finnish cargo exchange, including Finnish 
exports and imports with European countries. The link to Rail Baltica will substantially increase cargo flows 
in the North-South direction. The Rail Baltica railway project is the first ever railway project in Estonia with 
the European 1435 mm gauge. It will establish a better connection between Estonia and Central and 
Western Europe. It will also bring additional value for Scandinavian and Northwest Russian cargo exchange.  

Rail Baltica will boost the organic growth of the economy and widen the catchment area of Muuga port 

According to analysis from the World Trade Organisation (WTO), trade has typically grown in recent 
decades at 1.5 times faster than GDP. In 2012, it slipped towards 1:1 and has remained stable for the last 
4 years. The annual GDP growth of the Baltic states is forecasted at 2-3 % throughout the next decade and 
between 1 and 2 % subsequently. This brings approximately 7.5-8 million tonnes of total cargo volume in 
the 2015-2035 period, according to our study forecast. This organic growth of the economy will be 
supported by additional benefits created by Rail Baltica.  

In considering the fact that Rail Baltica will bring an entirely new dimension of North-South 1435 mm 
connection to Muuga and the opportunity to synergise it with the existing 1520 mm East-West connection, 
the catchment area of the Muuga MCTRB is widening significantly. According to the study results, we see 
additional volumes of 3.5-4 million at Muuga. 

Environmental and economic incentives will increase the role of rail transportation 

The split between transportation modes shows a high dependence on road transport. Due to an increasing 
amount of political measures, the share of road transport is expected to diminish and this will divert 
additional flow for Rail Baltica and Muuga MCTRB. Rail transport remains a strong priority in the EU TEN-T 
Regulation. 

Rail is to become faster and more reliable. Implementation of the 4th Railway Package will deal with the 
bottlenecks in the current rail network and improve the competitiveness of rail for longer distances. 
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According to the current study, rail transportation will be faster (approx. 1:2) and less costly (approx. 0.9:1) 
than road transportation by 2035. 

Muuga port is well positioned against the main competing corridors 

The immediate catchment area for Muuga is Sweden, Finland, Latvia, Lithuania and Northwest Russia, 
which altogether constitute 65 % of Muuga Harbour inbound freight flows. The study examines 17 
competing corridors that are relevant for the Muuga multimodal terminal and concludes that Muuga is 
well positioned against the main competing corridors. 

Direction Corridor though Muuga Competing routes 

North-South 

Westward corridor 
(Warsaw-West of Germany 
direction) 

Southward corridor 
(Warsaw-Vienna-Adriatic 
Sea) 

By sea from Finland to Polish/German ports 

By sea from Finland to North Sea hubs and onwards to 
Germany 

Finland to Germany via Sweden (Fehmarn tunnel) 

By sea from Finland, southwards from one of the Estonian 
ports by road 

By sea from Finland, via the Port of Sillamäe by 1520 mm 
gauge rail to the South 

East-West 

Railway to Russia and 
through Russia to Central 
Asia 

Finnish ports linked by rail to Russia 

/ŀǊƎƻ ŘƛǊŜŎǘƭȅ ǘƻ wǳǎǎƛŀΩǎ ƻǿƴ ǇƻǊǘǎ 

East-West cargo through Latvian and Lithuanian ports 

East-West cargo by rail through Belarus 

Road to Russia and through 
Russia to Central Asia 

Finnish corridor 

/ŀǊƎƻ ŘƛǊŜŎǘƭȅ ǘƻ wǳǎǎƛŀΩǎ ƻǿƴ ǇƻǊǘǎ 

Through the port of Sillamäe 

Latvian and Lithuanian corridor 

Asia-related 

Adriatic corridor 
To Finland from the Mediterranean Sea via North Sea hubs or 
via the Adriatic Sea, rail to North and via the port of Gdansk 

Arctic route All Southern corridors and the Arctic via the North Sea hubs 

Ocean container carriers 
from Asia 

Through all ports between Gdansk and St. Petersburg 

Transcontinental railway 
route from China 

Through Kouvola, St. Petersburg or Riga 

In the North-South direction, the most relevant directions for Muuga multimodal terminal would be the 
southern branch from Warsaw towards Vienna and from there towards the Adriatic Sea and the western 
branch from Warsaw to Berlin. In the opposite direction, the Muuga multimodal terminal could be used as 
a preferred EU location for the warehousing and distribution for European cargo en route to Russia. The 
option of using Rail Baltica also has a significant time advantage in comparison to several existing ground 
and maritime transportation routes in the North-South direction. In East-West direction, aside from the 
current East-West cargo routes,  Muuga is expected to become an intermediary stop for Asian cargo. The 
study reveals the potential of bringing Chinese rail containers to Muuga for redistribution in Scandinavia. 
This would be faster and for some categories of cargo more cost effective than using the existing routing 
through the Mediterranean sea.  
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The peak volumes for the Rail Baltica and Muuga multimodal terminal are forecasted for 2045 

According to the modelling results, in 2025 the volume of cargo handled by Muuga Harbour will reach 20.2 
million tons (in 2015 it handled 13.7 million t). The highest amount of cargo handled in Muuga is reached 
in 2045. This will be 26.3 million tons. These are the flows of the harbour activity combined with the 
benefits from Rail Baltica. 

Regarding Rail Baltica cargo flows, the Estonian RB section in 2045 will be dominated by container goods ς 
constituting 48 % of total freight flows. From a commodity type perspective, the largest share of cargo will 
consist of miscellaneous articles (31 %), wood and cork (12 %), and coal chemicals, other chemicals, paper 
pulp and waste paper (14 %). 

In comparison with other studies where Rail Baltica cargo flows were calculated, this study is moderately 
optimistic. Rail Baltica CBA (2017) estimates 6.5 million tonnes of cargo in the Tallinn-Pärnu section in 2045, 
which is lower than this study (9.2 million), due to more conservative estimates for bulk goods on Rail 
Baltica and presumably a slower increase in the share of containerised goods and Rail Baltica related ro-ro 
traffic. The Helsinki-Tallinn Transport Link feasibility study (2018) estimates non-tunnel freight flow to peak 
at 7 million.   
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1. Intro to the Future Transportation Development 

Transport is embedded in the economy both in terms of operations and demand: transport services require 
input from several sectors of the economy, i.e. manufacturing, logistics, marketing and insurance. Chapter 
1 evaluates the potential effect of particular regulative taxes, road tolls and other direct costs on modal 
split in freight transport and the European transport and logistics market. This chapter demonstrates that 
the future developments in European transport policies will improve the rail sector and worsen the 
competitiveness of long distance road transportation. 

 Future Transportation Development 

Currently, road transport is dominating freight transportation, especially in intra-EU trade, and rail 
transport is one of the least competitive means of transportation. There are several reasons for this, such 
as the higher flexibility of road transportation, more developed infrastructure and lower transportation 
tariffs. Due to an increasing strength of political measures, the share of road transport is expected to 
diminish (read more from Annex 6.3).  

Figure 1. Freight transport volume and modal split in the EU 1995-2014, billion thousand ton-kilometres 

 

Source: European Environmental Agency1 

 

                                                           

1 https://www.eea.europa.eu/data-and-maps/daviz/freight-transport-volume-4#tab-chart_1 
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The main trend in transport and logistics in the EU relates to the environmental restrictions due to 
increasing greenhouse gas emissions. A range of regulations has been 
adopted in the EU in recent years that are focused on the reduction of 
greenhouse gas emissions, the development of a sustainable transport 
system, the ǇǊƻƳƻǘƛƻƴ ƻŦ άƎǊŜŜƴέ ƳŜŀƴǎ ƻŦ ǘǊŀƴǎǇƻǊǘ ŀƴŘ 
strengthening legislation for road transport. These regulations and 
directives have been the key challenges for the road transport sector.2 
The EU transport policy aims at a form of mobility that is sustainable, 
energy-efficient and respectful of the environment. This implies a 
greater use of multimodal solutions that combine optimally various 
modes of transport, by utilising each oneΩǎ ǎǘǊŜƴƎǘƘ ŀƴŘ ƳƛƴƛƳƛsing 
the weaknesses, and relying on waterborne and rail modes for long 
haul.3 This, combined with EU White Paper strategy and development 
of the railway network, could lead to a modal shift from sea to rail transport. 

Rail Baltica and the Muuga multimodal terminal will be influenced by the following measures to be 
implemented by the EU: 

¶ Adoption of new regulative directives for CO2Φ ¢ƘŜ ²ƘƛǘŜ tŀǇŜǊ άwƻŀŘƳŀǇ ǘƻ ŀ {ƛƴƎƭŜ 9ǳǊƻǇŜŀƴ 
Transport Area ς Towards a competitive and resource efficiŜƴǘ ǘǊŀƴǎǇƻǊǘ ǎȅǎǘŜƳέΣ ŀŘƻǇǘŜŘ ōȅ 
the European Commission in March 2011, aims to reduce greenhouse gas emissions (GHG) in 
the transport sector by at least 60 % by 2050 compared to 1990; and shift 30 % of road freight 
over 300 km to other modes such as rail or waterborne transport by 2030, and more than 50 % 
by 2050, facilitated by efficient and green freight corridors. 

¶ Regulative directives for CO2 for trucks. Since 2010, the European Commission has been 
developing a computer simulation tool (VECTO) to measure CO2 emissions from new vehicles. 
This tool will be used to propose legislation that would require CO2 emissions from new heavy-
duty vehicles to be certified, reported and monitored. In addition, the Commission may 
consider further measures to curb CO2 emissions from heavy-duty vehicles, such as by setting 
mandatory limits on average CO2 emissions from newly-registered heavy-duty vehicles. 

¶ Regulative directives for CO2 for ships. The .ŀƭǘƛŎ {Ŝŀ ƛǎ ƻƴŜ ƻŦ ǘƘŜ ǿƻǊƭŘΩǎ Ƴƻǎǘ ǇƻƭƭǳǘŜŘ ǎŜŀǎΦ 
Eutrophication, a major problem in the Baltic Sea area, is caused by the emission of nitrogen 
oxides. The main cause of nitrogen oxides emission in the 
Baltic and North Sea is due to ships. To reduce the impact, 
the North Sea and Baltic Sea region has developed an action 
plan to improve the condition of the sea by becoming part of 
NECA (NOx Emission Control Area). In the Baltic Sea, nitrogen 
oxide emissions are to be reduced by 80 per cent from the 
present level. The regulation will be applicable to new ships 
built after 1 January 2021 when sailing in the Baltic Sea and 
the North Sea. Older ships are being steadily replaced by new 
ships. As a result, in the NECA scenario, only Tier II ships are 
being added to the fleet in the 2011-2019 period, and only Tier III ships from 2021 onwards. 
As a result, Tier 0 ships will be fully phased out between 2026 and 2029, and Tier I ships will be 
fully phased out in the period from 2036 to 2039. Capital investments in the new fleet would 
influence companies operating in this area, leading to an increase in the price of shipping. 
Another established action is the development of LNG terminals around the coastline of the 
Baltic Sea, which would allow ships to use more environmentally friendly fuels. 

                                                           

2The 4th Railway Package adopted in 2013 is aimed at completing the Single European Railway area to foster European 
competitiveness and growth. The main goal is the creation of a single European rail area, which will make rail transport safer and 
reliable, thereby becoming a more competitive means of transportation. 
3 https://ec.europa.eu/transport/themes/logistics_multimodal_en 

 

Policies discriminating the 
road transportation mean 
higher shipping costs for the 
Baltic consumers. 

International logistics 
company 

The share of road transport is 
decreasing due to environmental 
concerns and regulations, strict 
work and rest time regulations 
that make road transport less 
competitive, and congested traffic 
that limits the speed of road 
transport.  

Estonian respondent 
(manufacturing) 
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¶ Tax on traffic congestion. The European Commission amended the existing Eurovignette 
directive4 to provide Member States with the ability to levy higher toll charges for trucks on 
heavily congested routes or in environmentally sensitive areas, provided that alternative ways 
of shifting freight are available. If this directive is fully implemented, it will give road haulers 
incentives to use cleaner trucks and vehicles that cause less damage to the road infrastructure. 
As a result, truck operators can be forced to make large investments into new trucks, which 
can make them less competitive. 

¶ Internalisation of transport external costs. According to the White Paper, all EU countries in 
the period from 2016 to 2020 have to maintain a mandatory internationalisation of external 
costs (including noise, local pollution and congestion) for road and rail transport. Since road 
transport has higher external costs than rail transport,5 road transport could become less 
competitive for long-haul transportΦ !ŎŎƻǊŘƛƴƎ ǘƻ ǘƘŜ ǇŀǇŜǊΩǎ ŦƻǊŜŎŀǎǘǎΣ ŎƻƴƎŜǎǘƛƻƴ Ŏƻǎǘǎ ǿƛƭƭ 
increase by about 50 % by 2050.  

¶ Road taxation for heavy vehicles. Common rules for road taxation were established by 
Directive 1999/62/EC6 (amended by Directive 2011/76/EU).7 According to this Directive, the 
cost of constructing, operating and developing infrastructure can be leveraged through tolls 
and vignettes to heavy goods vehicles (above 3.5 t). Although the application of tolls and 
vignettes is not mandatory for the Member States, most EU countries adopt charges on heavy 
vehicles. Some member states (e.g. Denmark, Luxembourg, the Netherlands and Sweden) 
introduced a common system of charges for heavy goods vehicles above 12 t (Eurovignette 
system).8 Austria, Bulgaria, Czech Republic, Hungary, Moldova, Romania, Slovakia, Slovenia 
and Switzerland use national systems of vignettes while other EU countries use road tolls that 
are based on distance travelled by a vehicle. Currently, Estonia has an annual tax for heavy 
vehicles that weigh 12 tons or more. The cars are taxed according to the register of truck 
weight, the number of axles and type of suspension on the driving axle. In the case of trailers, 
the tax is determined by the weight or gross laden weight.9 However, on 1 January 2018, the 
Estonian government established a time-based road user charge for heavy goods motor 
vehicles. A similar road user charge is already being levied in Latvia and Lithuania, which make 
up the Via Baltica road transport corridor with Estonia.10 The idea is to tax vehicles that pass 
through Estonia (approximately 5 500 heavy trucks per day). Heavy loads are damaging roads 
and affecting their maintenance; therefore, the heavy-duty road fee is to be allocated to 
investment in the development and maintenance of road infrastructure. Estonia is also 
planning to levy the tax on vehicles with a maximum mass of 3.5 tons or more.11 

The EU regulations also put pressure on the cost of road transport by increasing employer costs related to 
ǿƻǊƪŜǊǎΩ ǎocial security. In regard to road transport, there is weaker legislation for workers in the Eastern 
and Southern countries than elsewhere in the EU. If these disparities are addressed in EU regulations, they 
are likely to increase the costs of road transport in countries where it currently has a competitive edge due 
to the low price. The following measures are applied: 

                                                           

4 http://eur -lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:31999L0062&from=EN 
5http://ec.europa.eu/transport/sites/transport/files/themes/sustainable/studies/doc/2014-handbook-external-costs-
transport.pdf 
6 http://eur -lex.europa.eu/LexUriServ/LexUriServ.do?uri=OJ:L:1999:187:0042:0050:EN:PDF 
7 https://ec.europa.eu/transport/modes/road/road_charging/charging_hgv_en 
8 https://www.eurovignettes.eu/portal/ 
9 https://www.riigiteataja.ee/akt/130122011026 
10 http://www.baltic-course.com/eng/transport/?doc=126124 
11 http://majandus24.postimees.ee/4033381/teekasutustasu-hakkab-kehtima-ka-12-tonnist-kergematele-veokitele 
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¶ An increase in per diem and accommodation costs for 
truck operators. According to the Regulation 561/2006, 
commercial truck drivers are prohibited from spending 
regular weekly rest time in their vehicle cabin. For 
example, in France, failure to comply with this law could 
ƭŜŀŘ ǘƻ ŀ ȅŜŀǊΩǎ ƛƳǇǊƛǎƻƴƳŜƴǘ ŀƴŘ ŀ ŦƛƴŜ ƻŦ ол 000 EUR.12 

¶ An increase in the minimum wages of drivers. Belgium, 
Austria, Netherlands, Italy, France and Germany set a 
local minimum salary for truck drivers. Many other 
countries may follow this lead. 

There are multiple factors that can positively affect road transportation; however, these developments 
mainly concern the last miles of delivery: 

¶ Introduction of electric trucks. An electric truck is a truck powered by electricity and considered 
to be emission-free. Daimler AG, one of the largest producers of heavy vehicles,13 has already 
introduced the first electric heavy truck called Urban eTruck,14 which has a range of up to 200 
km, making it ideal for typical distribution runs. Further improvements to the performance of 
Li-ion batteries can substantially increase the range of the trucks and make them suitable for 
long haulage. According to Directive 2014/94/EU, the charging infrastructure for electric cars 
will be created by the end of 2025, at least on the TEN-T Core Network, in urban/suburban 
agglomerations and other densely populated areas. The introduction of electric trucks will 
significantly boost the competitiveness of road transport over short distances (up to 300 km), 
while the competitive advantages of road and rail may vary for longer distances.15 

¶ 5ŜǾŜƭƻǇƳŜƴǘ ƻŦ ǇƭŀǘƻƻƴƛƴƎΦ !ŎŎƻǊŘƛƴƎ ǘƻ 5ŀƛƳƭŜǊ !DΣ ƭƛƴƪƛƴƎ ǘǊǳŎƪǎ ƛƴ ŀ άǇƭŀǘƻƻƴέ Ŏŀƴ ƭŜŀŘ ǘƻ 
7 % in fuel savings and a 50 % reduction in required road space. In 2016, Netherlands European 
Truck Platooning Challenge was organised, where 6 automated trucks (DAF Trucks, Daimler 
Trucks, Iveco, MAN Truck & Bus, Scania AB and Volvo Trucks) ran on public roads from several 
European cities to the Netherlands. By 2020, it is expected that platooning trucks will become 
a common means of road freight transportation, with two or more trucks driving in platoon on 
a motorway or a major road.16 Before platoons can drive across Europe, various national 
vehicle and road authorities will have to provide exemptions: until recently, there were major 
differences in approval regulations regarding the admission of automated trucks on public 
roads. 

¶ Use of road-rail vehicles. Road-rail vehicles can operate on both railway tracks and 
conventional roads. They take advantage of the low rolling resistance and fuel economy of rail 
transport and flexibility of road transport. 

                                                           

12 http://www.grangeshipping.co.uk/news/france-introduces-ban-on-drivers-sleeping-in-cabs 
13 https://www.statista.com/statistics/270293/worldwide-leading-truck-manufacturers-based-on-production-figures 
14 https://www.daimler.com/documents/investors/reports/annual-report/daimler/daimler-ir-annualreport-2016.pdf 
15 http://eur -lex.europa.eu/legal-content/EN/TXT/?uri=CELEX:32014L0094 
16https://www.eutruckplatooning.com/Workspace/Conference+Truck+Platooning+Challenge+7+April+2016/HandlerDownloadFil
es.ashx?id=569893 

As a general trend, increasingly 
strict work-time and environmental 
regulations in the EU are impeding 
the use of road transport. 
Therefore, we see rail as reasonable 
alternative. 

Logistics company, Estonia 
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Figure 2. Summary of EU cargo market forces and their impact on different freight types 

 

Source: Expert assumptions 

The modal split trends reveal the potential for Multimodal Freight Terminal Rail Baltica at Muuga Harbour 
due to the increasing role and active promotion of rail transportation by the EU, which is to result in the 
increased usage of rail transport, mainly when the transportation distance is longer than 300 km. 

Estimation of efficiency parameters of different transportation modes 

There is no reliable systematic picture of the comparable ratios of the efficiency of transportation modes. 
In most Central and Western European countries, the transportation structures are web-type and the 
distances for overland transport are short.  

Muuga Harbour could be seen as a corridor-type transportation structure that is characterised by longer 
distances and a high share of transit transport. Table 1 provides an estimate of the potential efficiency of 
different transportation modes until 2055.  

Table 1. Estimation of the modal shift by 2055 

 
Comparison of cost: 

railway vs. road 
transport 

Explanation 

Measures of rail 
transport 

competitiveness 
improvement 

Current situation 
Rail transport is 
more costly 

The low competitiveness of rail transport is 
primarily due to border crossing time and 
the incompatibility of national railway 
systems. 

- 

Likely situation in 
2025-203517  

Rail transport is less 
costly. 

Measures applied in 2017-2025 (enforcing 
the 4th Railway Package) will result in an 
increase in rail transport competitiveness 
compared with other modes of transport, 
technological changes regarding road 
transport take off (interlocked road trains) 
but are insufficient to compensate for the 

Integrating rail transport 
system into more complex 
transport systems 
(multimodality, 
intermodality etc.). 

Introducing new 
profitable block train 

                                                           

17 The parameters of the RB project (speed etc.) have been achieved, there is greater ecological pressure on road transport and 
(to a lesser degree) maritime transport, and new technology-related changes in different modes of transport are moderate. 
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Comparison of cost: 

railway vs. road 
transport 

Explanation 

Measures of rail 
transport 

competitiveness 
improvement 

decrease in competitiveness of road 
transport against rail transport. 

routes on more long-
distance routes. 

Likely situation in 
2035-205518 

The cost of rail 
transport costs is 
almost equal to that 
of road transport.  

Due to new techniques, like autonomous 
trucks, road transport will slightly improve 
its competitiveness. Maritime transport 
retains its relative competitiveness (on the 
one hand, more efficient engines, smaller 
crew; on the other hand ς ecological 
pressure). Technological opportunities to 
boost rail transport competitiveness are 
more limited than those for roads. 

Need to utilise more 
advanced technologies in 
the coupling and 
uncoupling of wagons and 
loading/unloading of 
containers during short 
stays in freight stations to 
gain more flexibility in rail 
transport. 

Source: Expert estimations. The ratios provided in the table represent only approximate hypotheses. 

Rail transport for cargo is currently the least competitive means of transportation; it loses both in terms 
of speed and cost and it can only compete in bulk transport, which is partly due to a higher reliability of 
delivery. The main reason for the weak performance is the incompatibility of the railway systems of 
individual countries and border crossings.  

Due to EU and national policies, rail will gradually become a more competitive means of transportation. 
New faster railway lines will be built (e.g. Rail Baltica) and older ones will be modernised, bridges and 
tunnels will be built, the obstructive effect of state borders will be overcome and national systems of 
transportation will become compatible.  

 

2. Rail Baltica and the TEN-T network 

An effective and well-running transport infrastructure is essential to maintaining the European Union's 
competitiveness and wealth. The Muuga multimodal terminal should be viewed in the context of the wider 
TEN-T network. 

The TEN-T and CEF Regulations (1315-1316/2013) define the strategic guidelines and technical parameters 
for the European transport development for 2030 (core network) and 2050 (comprehensive network). The 
highest strategic level consists of nine core network corridors (CNC). The catchment area of MCTRB 
includes directly two CNCs: North Sea-Baltic and Scandinavian-Mediterranean. The Baltic-Adriatic CNC has 
distinct significance in that it forms the outer edge of the catchment area from Poland to the Adriatic Sea. 
The Orient-East Med and Rhine-Danube CNCs reach the Black Sea and hence merge with the Southern 
fringe. 

Rail Baltica is an important part of the Trans-European Transport Network project. It is aimed at integrating 
the Baltic states into the European railway network. The project involves five European Union countries: 
Poland, Lithuania, Latvia, Estonia and, indirectly, Finland. The rail line will connect Tallinn, Pärnu, Riga, 
tŀƴŜǾŤȌȅǎΣ YŀǳƴŀǎΣ ±ƛƭƴƛǳǎ ŀƴŘ Warsaw.  

Rail Baltica is more than just a connector of the Baltic states to Europe. It also serves as an alternative route 
to Finland and the Commonwealth of Independent States (CIS). According to the Rail Baltica Global Cost-
Benefit Analysis (CBA) prepared by Ernst & Young Baltic Ltd (EY), it is estimated that approximately 57 per 
cent of all cargo on the new railway will be in transit ς firstΣ ŎƻƴǎƛǎǘƛƴƎ ƻŦ CƛƴƭŀƴŘΩǎ ǘǊŀŘŜ ǿƛǘƘ the rest of 

                                                           

18 Ecological pressure continues, along with changes in the efficiency of use of different modes of transport due to new 
technological and transport organisation opportunities 

https://webforms.ey.com/uk/en/home
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the EU and, second, composed of transshipment between the rest of the EU and the CIS. The current study 
confirms these findings with a more optimistic outlook. 

The TEN-T strategy means access to the 1435 mm railway network for the Baltic region. This would make the entire 
region more competitive. Figure 3. Map of TEN-T routes 

 

Source: European Commission19 

Additional future trade route potential for the catchment area lies in the Arctic and Northern Sea route 
and rail connection to Asia (read more in annex 6.5.6). 

Most of the railway system in the Baltic states is incompatible with the rest of Europe due to the different 
gauge size. This makes direct rail linkage between the Central and Eastern Europe regions complicated and 
relatively expensive. Also, the current infrastructure does not allow for sufficiently fast passenger and 
cargo speeds in the North-South direction. Rail Baltica aims to bridge these gaps by eliminating this critical 
missing link in the European railway network and integrating the Baltic states into the European rail 
logistics ecosystem, thereby also strengthening the functioning of the Single European Market.  

The Rail Baltica project aims to ensure a safe, fast and high-quality connection between the Baltic states 
and the major economic, administrative and cultural centres of Western Europe. Interoperability with the 
Polish and German 1435 mm gauge networks is an important aspect of the project because international 
traffic in the North-South direction with the present 1520 mm gauge rail network in the Baltic states is 
quite inefficient and not effective. Also, the symbolic aim of Rail Baltica is to physically reintegrate the 
former SƻǾƛŜǘ .ŀƭǘƛŎ ǎǘŀǘŜǎ ǘƻ 9ǳǊƻǇŜΩǎ ǘǊŀƴǎǇƻǊǘ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜΦ 

                                                           

19http://ec.europa.eu/transport/infrastructure/tentec/tentec-portal/site/maps_upload/SchematicA0_EUcorridor_map.pdf 
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Figure 4. Rail Baltica axis: Warsaw-Kaunas-Riga-Tallinn-Helsinki 

 

Source: RB Rail20 

  

                                                           

20 http://www.railbaltica.org/about-rail-baltica/maps/ 
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3. Port of Muuga 

Port of Muuga is the biggest cargo harbour in Estonia and it mainly specialises in handling transit origin 
goods. It is the main cargo harbour of the state-owned company Port of Tallinn, which operates as a 
landlord port model. It is among the deepest and most modern ports in the Baltic Sea region and the future 
location of the Rail Baltica multimodal terminal. 

 Role of Muuga Harbour 

The cargo volume handled through Muuga Harbour accounts for around 80 % of the total cargo volume of 
the Port of Tallinn and approximately 70 % of the transit cargo volume passing through Estonia. Nearly 3/4 
of cargo loaded in Muuga Harbour includes crude oil and oil products, but the harbour also serves dry bulk 
(mostly fertilisers, grain and coal) and other types of cargo. 

The major transport flows through Muuga have always been associated with Russia, mainly due to the 
transit of oil products. Despite the recent decline, Russia still occupies the main place, accounting for 
almost 60 % (9 m tons) of Muuga cargo freight (see Figure 5). 

Figure 5. Structure of freight flows through Muuga Harbour by origin country in 2015 

 

Source: Port of Tallinn internal data 

The international destinations of the goods transported through Muuga are more diverse and include the 
USA (mainly oil products), Netherlands (oil products and products in containers) and Brazil (fertilisers) (see 
Figure 6). 

Figure 6. Structure of freight flows through Muuga Harbour by destination country in 2015 

 

Source: Port of Tallinn internal data 

The majority of international freight traffic in Estonia travels solely through ports or through ports together 
with a road/rail combination. Transit goods still dominate in the operations of Estonian ports (see Figure 
7). 
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Figure 7. Freight flows through Port of Tallinn 

 

Source: Port of Tallinn annual report 201721 

The Port of Tallinn was influenced by geopolitical change (see Figure 8), particularly Muuga, which 
accumulates around 70 % of Estonian transit flow. By 2015, the volumes of oil through Muuga decreased 
more than twice in comparison to 2011. The main reason for this is the significant drop in transit from 
Russia, which now mostly relies on its own infrastructure. The volume of liquid cargo in 2016 decreased 
more than three times in comparison to 2011 and resulted in 6.6 m tons. Instead, the harbour increased 
the freight of dry bulk and container cargo. 

Figure 8. Freight volumes through the main ports of Estonia, million t 

 

The άhǘƘŜǊ ǇƻǊǘǎέ ŎŀǘŜƎƻǊȅ includes ports handling less than 1 million t of goods annually.  

Source: Statistics Estonia22 

                                                           

21 http://www.portoftallinn.com/annual-reports 
22http://pub.stat.ee/px-
web.2001/dialog/varval.asp?ma=TC175&ti=GOODS+TRANSPORT+THROUGH+MAIN+ESTONIAN+PORTS+BY+CARGO+TYPE+%28Q
UARTERS%29&path=../I_databas/Economy/34Transport/16Water_transport/&search=TC175&lang=1 
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The ά9ǎǘƻƴƛŀƴ ǘǊŀƴǎǇƻǊǘ ŘŜǾŜƭƻǇƳŜƴǘ Ǉƭŀƴ нлмп-нлнлέ23 outlines the development of infrastructure. In 
2020, Estonia should have a capacity to serve at least 86 million tons of cargo, out of which 60 m tons will 
be handled by ports, 21 m tons by rail and 5 m tons by road. The infrastructure development measures 
include cooperation with the maritime network, promoting the development of port infrastructure and 
support for the development of international maritime freight transport.  

The potential for Muuga Harbour and Rail Baltica can be seen when taking into consideratiƻƴ 9ǎǘƻƴƛŀΩǎ 
main trading partners, which in 2015 were Sweden, Finland and Latvia (see Annex 6.5.1).  

In terms of commodity structure, Muuga specialises in the transportation of oil and fertilisers, which 
account for 69 % and 11 %, respectively, of all cargo volumes through Muuga, while products in containers 
occupy 15 % (see Figure 9). The main international partner in container cargo transportation for Muuga is 
Germany: in 2015, Germany accounted for 26 % of all containers that were delivered to Muuga Harbour 
(445.6 thousand tonnes). 

Figure 9. Structure of freight flows through Muuga Harbour 

 

Source: Port of Muuga statistics 

Prior to 2007, Muuga port was in a good position to handle Russian transit flows, primarily because of its 
advantageous geographical position and the insufficient capacities of ports and infrastructure within Russia. 
Since around 2007 Russia has begun to actively develop its transport infrastructure and shift cargo flows 
to internal ports. As a consequence, transit through Estonia over the last decade has declined 
significantly.24 This decline is primarily due to a decrease in oil flows and could be mitigated by replacing 
this flow with other types of cargo; expert estimations and modelling show that most increases in cargo 
from Russia could be in the form of containerised goods. 

                                                           

23 https://www.riigiteataja.ee/aktilisa/3210/2201/4001/arengukava.pdf 
24 https://www.riigikogu.ee/wpcms/wp-content/uploads/2014/11/Eesti_transiit_ja_logistika_II_osa.pdf 
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Figure 10. Estonian transit freight by transport mode, million t 

 

Source: Statistics Estonia25 

 

In 2015, container transport volumes in ports fell from 261 thousand TEU to 209 thousand TEU, in line with 
the general decrease in freight flows. The volume of container goods decreased by 1.74 million tons, or 
12 % (see Figure 11).26 

Figure 11. Container transport via Estonian ports (thousand TEU) 

 

Source: Statistics Estonia27 

Muuga occupied 34 % of the total volume of cargo loaded by the Estonian ports. In 2016, loading 
decreased by 21 %, mainly due to liquid bulk. In terms of cargo types, the largest increase is observed in 
dry bulk (around 35 %). Despite the overall decline in container turnover in Estonia, Muuga Harbour 
experienced a slight increase in handling containers (from 1.71 m tons to 1.76 tons, particularly, 40 ft. 
containers) (see Figure 12).  

                                                           

25 http://pub.stat.ee/px-
web.2001/I_Databas/Economy/34Transport/04General_data_of_transport/04General_data_of_transport.asp 
26 https://www.mkm.ee/sites/default/files/majandusulevaade_2015.pdf 
27 http://pub.stat.ee/px-
web.2001/dialog/varval.asp?ma=Tc1812&ti=TRANSPORT+OF+SEA+CONTAINERS+THROUGH+PORTS&path=../I_databas/Econom
y/34Transport/16Water_transport/&search=CONTAINER&lang=1 
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Figure 12. Freight flows through Muuga Harbour by cargo type, million t28 

 

Following the intermodal transportation development trend in the EU, the carriage of containers by road 
(see Table 2) and rail (see Table 3) are also increasing in Estonian ports (including Muuga). 

Table 2. Sea containers passing through Estonian ports by road transport 2008-2013, thousand TEU 

Year Exported full 
containers 

Exported empty 
containers 

Imported full 
containers 

Imported empty 
containers 

2008  76.4   17.4   33.3   58.3  

2009  49.6   25.0   38.5   36.1  

2010  59.6   28.3   43.6   42.6  

2011  76.9   30.9   46.8   59.9  

2012  85.0   30.8   48.9   62.9  

2013  87.1   35.5   55.6   63.8  

Source: Statistics Estonia29 

Table 3. Sea containers passing through Estonian ports by rail transport 2008-2013, thousand TEU 

Year Exported full 
containers 

Exported empty 
containers 

Imported full 
containers 

Imported empty 
containers 

2008 11 816 10 123 3 801 

2009 11 869 1 26 2 243 

2010 18 421 12 84 2 106 

2011 23 306 90 200 8 363 

                                                           

28 Loading is from rail/road to ship, while unloading is from ship to rail/road; this does not include loading to/from storage 
29 http://pub.stat.ee/px-
web.2001/dialog/varval.asp?ma=TC534&ti=GOODS+CARRIED+BY+ROAD+BY+TYPE+OF+CARGO&path=../I_databas/Economy/34T
ransport/08Road_transport/&search=CONTAINER&lang=1 

Source: Port of Muuga statistics 
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2012 30 934 82 1 726 15 756 

2013 34 035 31 1 562 26 564 

Source: Statistics Estonia30 

  

                                                           

30 http://pub.stat.ee/px-
web.2001/dialog/varval.asp?ma=TC1414&ti=TRANSPORT+OF+CONTAINERS+BY+RAIL+TRANSPORT&path=../I_databas/Economy/
34Transport/06Rail_transport/&search=CONTAINER&lang=1 
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4. Competing Corridors of the Muuga Catchment Area 

The aim of this chapter is to evaluate the competitiveness of MCTRB and to assess the possibilities in 
relation to competitors and competing transport corridors after Rail Baltica will be launched. The chapter 
includes analyses of the transport corridors passing Muuga, including North-South/South-North cargo 
flows, East-West/West-East cargo flows and cargo flows related to Asia (East and South Asia), and it 
examines their competitiveness in relation to the competing corridors. The findings of this chapter were 
compared and correlated with the modelling results. 

 Evaluation of appropriate multimodal transport corridors 

 Definition of the catchment area of Muuga Harbour  
The MCTRB catchment area is defined through the geography of cargo movement relevant to the Port of 
Muuga. It mainly stretches out as a North-South and East-West axis and primarily focuses on the target 
countries of the trade flows to Estonia, which are countries that use Estonian infrastructure for the purpose 
of transporting goods for either trade or transit: Finland, Latvia, Lithuania and Northwest Russia.  

The North-South axis of trade flows through Estonia mostly involves freight flows to and from Finland and 
other Baltic states. This represents important potential for Rail Baltica and the Muuga multimodal terminal. 
The most important region in terms of cargo flow in the northeast corner of the catchment area is the St. 
Petersburg region. This direction is currently vulnerable due to changes in the political climate, but in the 
long run it also represents promising potential for the Muuga multimodal terminal and Rail Baltica. 

 

This potential is not only attributed to Russian cargo exchange but also to the growing share of EU-Asian 
inland corridor trade. The annual growth of Asian trade is expected to reach 10 % in 2021-2030.31 The 
catchment area towards the East connects strategically with the catchment area in the North-South 
direction ς a land connection that did not exist previously (from Finland to South-East EU and connection 
routes towards Asia). In the West, the Benelux countries and the United Kingdom form an important 
element of origin-destination matrix in the northeastern EU. Currently, maritime transport is the prevailing 
transport mode in trade between countries of the North Sea and Baltic Sea, but Rail Baltica would diversify 
shipping opportunities here as well. Various companies are already shipping to their British locations 
through Muuga Harbour. Rail Baltica will diversify this option further.  

                                                           

31 www.about.hsbc.de/-/media/.../2015-12-08-hsbc-global-trade-forecast-dez-2015.pdf 
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By rail, the Rail Freight Corridor North Sea Baltic (former RFC 8) covers the East-West axis on the same 
alignment as the North Sea-Baltic core network corridor (from Antwerp/Rotterdam/Amsterdam seaports) 
at the North Sea reaching through Germany and Poland to Kaunas. In the future, enabled by Rail Baltica, 
the Rail Freight Corridor North Sea Baltic will extend to Tallinn.  

A full overview of the countries in the Muuga catchment area is provided in the Annex 6.4. 

 Multimodal transport corridors: approach to competitiveness 

CƻǊ ǘƘŜ ǇǳǊǇƻǎŜǎ ƻŦ ǘƘƛǎ ŀƴŀƭȅǎƛǎΣ ŀ άŎƻǊǊƛŘƻǊέ ǊŜŦŜǊǎ ǘƻ ŀ ŘƛǊŜŎǘƛƻƴ ǿƛǘƘ a significant amount of goods 
flowing consistently, usually combining different transportation modes. These corridors do not necessarily 
overlap with corridors defined by the TEN-T. The analysis of transport corridors is split into three parts:  

1. North-South/South-North (N-S/S-N) cargo flows. Cargo transportation between the northern, 
western and southern European countries. Ukraine and Belarus are also included here. 

2. East-West/West-East (E-W/W-E) cargo flows. Cargo flows related to Russia, Kazakhstan and the 
Central Asian countries. 

3. Cargo flows related to Asia (East and South Asia). Cargo flows related to China and the rest of East 
Asia, if they arrive to Estonia directly without reloading. If cargo from China reaches Muuga by a 
feeder ship from Rotterdam, it is treated as part of the West-East cargo flow. 

All these directions are not isolated and can mutually augment each other. The future of Muuga 
multimodal terminal depends on handling these three types of flows. All the relevant transport corridors 
within these flows are listed in Table 4. 

Direction Corridor though Muuga Competing corridors 

North-South 

Westward corridor 
(Warsaw-West of Germany 
direction) 

Southward corridor 
(Warsaw-Vienna-Adriatic 
Sea) 

By sea from Finland to Polish/German ports 

By sea from Finland to North Sea hubs and further to 
Germany 

Finland to Germany via Sweden (Fehmarn tunnel) 

By sea from Finland, southward from Estonian ports by road 

By sea from Finland, via the Port of Sillamäe by 1520 gauge 
rail to the South 

East-West 

Railway to Russia and 
through Russia to Central 
Asia 

Finnish ports linked by rail to Russia 

/ŀǊƎƻ ŘƛǊŜŎǘƭȅ ǘƻ wǳǎǎƛŀΩǎ ƻǿƴ ǇƻǊǘǎ 

East-West cargo through Latvian and Lithuanian ports 

East-West cargo by rail through Belarus 

Road to Russia and through 
Russia to Central Asia 

Finnish corridor 

/ŀǊƎƻ ŘƛǊŜŎǘƭȅ ǘƻ wǳǎǎƛŀΩǎ ƻǿƴ ports 

Through the port of Sillamäe 

Latvian and Lithuanian corridor 

Asia-related 

Adriatic corridor 
To Finland from the Mediterranean Sea via North Sea hubs or 
via the Adriatic Sea, rail to North and via the port of Gdansk 

Arctic route All Southern corridors and the Arctic via the North Sea hubs 

Ocean container carriers  
from Asia 

Through all ports between Gdansk and St. Petersburg 

Table 4. Current and potential transport corridors passing through Muuga and competing corridors 
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Direction Corridor though Muuga Competing corridors 

Transcontinental railway 
route from China 

Through Kouvola, St. Petersburg or Riga 

A detailed description of each of the competing corridors with illustrations and evaluations is presented in 
annexes 6.7.1.1, 6.7.1.2 and 6.7.1.3.  

 North-South/South-North direction corridors 

The N-S/S-N catchment area is relatively narrow at the Northern end (Finland, as well as Sweden to a 
limited extent), but much wider at the Southern end, where it covers most of Central and Southern Europe. 
Since the potential cargo flow from South to North derives from various sources and geographic locations, 
its content and transport requirements are more diversified than for the cargo moving southward. 

In total, we identified 5 competing corridors of the MCTRB region in the N-S/S-N direction. One of the main 
competitors to Rail Baltica and Muuga multimodal terminal is the maritime transportation route from 
Finland to Polish/German ports. This competing route has the potential to serve a substantial amount of 
Finnish imports and exports related to Germany and also industrial hotspots in Central and Eastern Europe, 
for example. Other competing routes on the N-S/S-N would include the following: 

a) The maritime route from Finland to Latvian or Lithuanian ports, extending southward via rail or road. 
Possible in principle, e.g. from Southwest Finland, but involves longer travel time and lower frequency 
issues (less ro-ro lines in comparison with Muuga). 

b) The maritime route from Finland past Estonia to the Southern Baltic ports in Poland (port of Gdansk) or 
Germany, then by rail or road southward and later towards Southern or Western routes. As sea transport 
generally costs lower, this corridor could be competitive as it also threatens other destinations. 

c) CƛƴƭŀƴŘΩǎ ƭƛƴƪ ǘƻ 9ǳǊƻǇŜ ǘƘǊƻǳƎƘ {ǿŜŘŜƴ όŀŦǘŜǊ ǘƘŜ ŎƻƳǇƭŜǘƛƻƴ ƻŦ ǘƘŜ CŜƘƳŀǊn tunnel).  

The competitiveness of the N-S/S-N corridor through Muuga depends on how rail transport can compete 
with other corridors and modes of transportation. The Muuga multimodal terminal would need to attract 
cargo from the competing corridors with faster, cheaper, more frequent shipment or value-added services.  

 

The Rail Baltica trade corridor would 
initially reach to Warsaw by rail. 
Further on, it would split into several 
branches: 

¶ Southern branching in the 
direction of Austria/Adriatic Sea. 

¶ Western branching in the direction 
of Germany. 

These two directions define the core 
business of the Muuga multimodal 
terminal in the NS-SN direction.  

The Southern branching is a 
connection point to the Adriatic 
Corridor that would enable access to 
Mediterranean EU and non-EU 
countries.  
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Figure 13 illustrates our modelled cargo distribution arriving and departing Finland in 2035 by commodity types. 
Here, we can identify a substantial amount of containerised goods and traditional Finnish export commodities such 
as paper, wood products and chemicals. These findings are very similar to previous studies in terms of composition. 

 

The existing 1520 mm gauge railway (see also Annex 6.7.1) would not be an alternative to N-S/S-N cargo 
traffic, as it is slower and requires a gauge change along the way. However, it could be used for transporting 
Finnish cargo in the Ukraine and Belarus direction (incl. Odessa port and onwards to Turkey). This route 
can be used by Muuga itself as well as competing Estonian ports. Muuga multimodal terminal would have 
an advantage due to its multimodality. 

Part of the N-S/S-N corridor from Muuga Harbour to Kaunas or the Lithuanian-Polish border is viewed as 
the home corridor of Rail Baltica. In this limited geographical area, road transportation maintains its 
competitiveness within an approx. 500 km range. For certain goods (smaller shipments with swift loading 
time), rail could compete for the routes as Muuga and Kaunas for example, provided there will be frequent 
departures from both sides. 

The potential competition for Finnish cargo also comes from the Polish ports: Gdansk, Gdynia and 
Swinoujscie/Szczecin. This is an alternative gateway to and 
from the industrial hotspot of the Katowice and Wroclaw area, 
an area with a substantial automotive and chemical industry 
and a population of 25 million people. The current maritime 
traffic volumes between the ports of Hanko and Gdansk do not 
represent any threat for Muuga Harbour as the Finnish 
connector. However, according to our transport model, the 
Hanko-Gdansk connection could be one of the alternatives for 
Finnish cargo in the long run. The active development of the 

Polish ports confirms this scenario. 

The main catchment area of the N-S/S-N corridor for Rail Baltica generated cargo flows is seen as being 
approx. 600+ kilometres away from the Baltic Sea coastline. This is the equivalent of a day trip of road 
transportation together with port formalities. In this area, maritime transportation as a primary mode of 
transportation would have a higher probability of prevailing over rail, making Rail Baltica a less attractive 
mode of transportation. 

Rail Baltica Muuga route could potentially attract 1-1.3 million tons of cargo from the current Finnish-
German and Finnish-Czech Republic stream. This could happen within 10 years from Rail Baltica becoming 
operational. Finnish-Polish trade is smaller than Finnish-German trade but it is constantly growing. Here, 
Muuga terminal could expect 0.6-0.7 million tons of cargo per year each decade following the launch of 
Rail Baltica.  

The Finnish container market is attributed to trade with Germany on a large scale. The majority of this flow 
could be traced to the Kotka-Hamina region (approximately 60 %), with the remaining cargo coming to and 
from Helsinki. Here, Rail Baltica shuttle trains could secure an additional share of the Finnish trade. This is 
also what the modelling of the current study confirmed.  

Source: Goudappel model 

The biggest potential for Muuga terminal 
is to further reduce Finnish dependency 
on maritime transportation by offering a 
frequent rail service with European 
customers. 

Estonian freight forwarder 
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Table 5. Generalisation of competitiveness of Muuga-related N-S/S-N-direction corridors 

N-S/S-N-direction Level of 
competitiveness  

Explanation 

Between Tallinn and Kaunas 
(both rail and road link) 

High Muuga Harbour has good connections with N-S road 
route (Via Baltica) and the future railway (RB); logical 
route for Finland-related goods 

Western branch of RB-related 
corridor 

Medium Competitive for more time-sensitive goods and for 
German, Czech and Polish regions far from the sea 

Adriatic branch of RB-related 
corridor 

Medium Competitive for more time-sensitive goods 

4.1.3.1. Freight flows related to Germany 

The prospect for the Muuga terminal to handle cargo flows related to Germany will largely depend on the 
conditions of the cargo flows between Finland and Germany. Estimating the probable volume of this cargo 
flow is of crucial importance for the future of the Muuga multimodal terminal.  

Compared with other potential N-S/S-N cargo flows, trade between Finland and Germany is relatively 
large, at approximately 8.5 million tons according to the 2015 data.32 

Figure 14Φ CƛƴƭŀƴŘΩǎ ǘǊŀŘŜ ǇŀǊǘƴŜǊǎ ƛƴ нлмр; export and import 

 

Source: Statistics Finland33 

Ports in the German regions that are immediately adjacent to the Baltic (such as Rostock, Lübeck-
Travemünde etc.) have a better advantage in terms of handling Finnish inbound-outbound cargo. The 

                                                           

32 Finnish exports to Germany measure about 4 million tons per year: 2 million tons is moved in containers and 1.3 m tons is dry 
bulk. German exports to Finland are about 1.6 million tons per year: 0.7 million tons is moved in containers, 0.4 m tons is dry 
bulk, 0.3 m tons is mixed freight and 0.14 m tons is liquid bulk. 
33 http://uljas.tulli.fi/  

Source: Team analysis 
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advantages of rail increase when moving further from the Baltic coastline (towards the south and 
southwest), as indicated earlier.  

The biggest share of Finnish-related cargo originates from states that are located further away from the 
Baltic coast. The states in Southern and Western Germany have the largest trade with Finland (see Table 
6).  

This supports the need to extend the Rail Baltica cargo link to Hannover, Frankfurt and even further afield. 
By taking into account the cargo volumes and geographic location of the different regions, it makes sense 
to consider block trains between Muuga, Stuttgart and Munich. Both destinations are about 800 km 
(approximately one day of truck driving) from Lübeck seaport. The estimated volume of trade with Finland 
could sustain at least two block trains per week.34 Such a train would also have a market for cargo leaving 
from or arriving to St Petersburg and Stockholm. 

Table 6. Foreign trade of Germany with Finland by state, thousand t 

State Imports from Finland Exports to Finland 

Baden-Württemberg 135 577 

Bayern 229 268 

Niedersachsen 510 775 

Nordrhein-Westfalen 586 1 335 

Sachsen-Anhalt 223 60 

Source: German Regional Statistics35 

The option to use block trains between Nordrhein-Westfalen (e.g. from Dortmund or Duisburg) and 
Tallinn also looks positive according to the cargo volumes - over 0.5 million tonnes of the Finnish-related 
imports and 1.3 million of Finnish-related exports.  

Table 7. Top fifteen Finnish exported products and destinations in 2015, thousand tons 

Product Destination Quantity (t) 

Paper and paperboard Germany  1 930.6  

Mineral oil Sweden  1 621.3  

Mineral oil Netherlands  1 202.1  

Paper and paperboard United Kingdom  1 130.8  

Mineral oil United Kingdom  956.0  

Pulp of wood China  878.4  

                                                           

34 We here presume that block trains must be used to maintain competitive speed on the route. We proceed from the premise 
that a block train can carry 1 000 tons of freight in the future (admittedly, current average volume, considering the incomplete 
load of block trains, remains below 700 tons) and presume that Finnish-German trade at the moment of launching of Rail Baltica 
is 8 million tons. Presuming that we manage to secure 10 % of this volume with block trains (quite an optimistic premise), it 
means that 800 000 tons would be running in both directions along Rail Baltica, i.e. about 400 000 tons per direction. By taking 
block trains as a base for transportation, this means only 400 block trains per year will travel in each direction, i.e. 8 block trains 
per week. Considering that the adequate frequency of block trains would be 2-3 trains per week (in both directions), it means 
that we would have enough volume for 3-4 Muuga-related block train connections handling Finnish-German trade.  

 

 

35 https://www.destatis.de/EN/FactsFigures/CountriesRegions/RegionalStatistics/RegionalStatistics.html 
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Paper and paperboard USA  845.3  

Paper and paperboard Belgium  821.3  

Wood and wood charcoal Sweden  798.6  

Mineral oil Latvia  631.7  

Mineral oil Belgium  623.9  

Wood and wood charcoal Japan  559.9  

Pulp of wood Germany  550.6  

Wood and wood charcoal United Kingdom  533.3  

Paper and paperboard Spain  523.0  

Source: Statistics Finland36 

With regard to Finnish trade with southern states in Germany, we indicated another competing route for 
Rail Baltica: the maritime route from Finland to 
the Netherlands, continued with inland 
waterways transport or road transport. 

The port of Rotterdam is ideally located at the 
mouth of the Rhine and the Maas and provides 
high-frequency inland waterway connections 
to destinations throughout the whole of 
Europe.  

From the terminals in Rotterdam, an extensive 
fleet of inland vessels transport cargo via the 
Maas and the Rhine directly to the major 
economic centres in the Netherlands, 
Germany, Belgium, France, Switzerland and 
Austria.  

Delivery times vary from less than a day for 
destinations in the Netherlands, Germany and 
Belgium, to four days, such as from Rotterdam 
to Basel in Switzerland. Inland shipping is 
particularly strong in long-distance transport.  

We tested several routes from Germany to Finland. The first option from Hannover to Helsinki consisted 
of the currently used route, carrying the cargo by road from Hannover to Travemünde and from there by 
sea with a ro-ro ship to Helsinki. For the second option, we assumed Rail Baltica as an alternative route. 
Experts estimated the price of carrying cargo over 1 000 kilometres on rail: 1 000 EUR. In that case, the 
cargo would reach Helsinki approximately 1.5 times faster (24.4 hours instead of 37.3 hours), while the 
maritime option via Travemünde would be 30 % less costly. One hour gained by shipping via Muuga 
entailed 51 euros extra cost per cargo unit (40-ft container or trailer). The panel concluded that this kind 
ƻŦ άǎǇŜŜŘ ōƻƴǳǎέ Ŏŀƴ ōŜ ǇŀƛŘ for time-critical and expensive goods. There was consensus among the 
experts that in the long run, the North Sea ports would be overloaded and alternative routes would benefit 
from this. In a long-term perspective (20 years and beyond), CƛƴƭŀƴŘΩǎ ǎǘǊǳŎǘǳǊŜ ƻŦ ŜȄport will also change 
towards more value-added goods, such as bio-chemistry products, enhanced cellulose-based products, 
high-tech products, etc. This would require faster transport, and the fast shuttle train connection with 
Europe would be an argument for Finland in this instance. 

                                                           

36 http://uljas.tull i.fi/  
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Table 8. Top fifteen imported products and origins in 2015, tons 

Product Origin Quantity (t) 

Wood and wood charcoal Russia  6 272.7  

Wood and wood charcoal Estonia  775.6  

Iron and steel Netherlands  495.0  

Wood and wood charcoal Latvia  388.6  

Iron and steel Germany  248.6  

Paper and paperboard Sweden  241.8  

Iron and steel Sweden  192.7  

Iron and steel Norway  174.9  

Wood and wood charcoal Sweden  152.1  

Misc. chemicals Norway  137.3  

Iron and steel Russia  127.0  

Nuclear reactors Germany  97.6  

Iron and steel Poland  97.0  

Enzymes etc. France  95.2  

* temporary indicator, related to high infrastructure project 

Source: Statistics Finland37 

General cargo, including the container business in Germany, still experiences growth, and it outperforms 
other rail cargo types with an expected medium term annual growth rate of 2.5-3 %. This development is 
in line with the general trend moving from bulk cargo to general cargo which is still ongoing, so from 2025 
it is expected that about 2/3 of the cargo volume will be general cargo with a high percentage of 
containerisation.  

 East-West/West-East direction corridors 

This sub-section examines the transport corridors passing through Muuga Harbour in the East and West 
directions, evaluates their competitiveness compared to alternative transport corridors in the same 
direction and estimates the amount of cargo Muuga could receive from the E/W corridor. 

Due to its geographic location, the E-W/W-9 aǳǳƎŀ ŎƻǊǊƛŘƻǊΩǎ ŎŀǘŎƘƳŜƴǘ ŀǊŜŀ ǎŜŜƳǎ ǘƻ be primarily 
Northwest Russia. However, mostly due to rail transport, it also competes with other corridors for the 
ǘǊŀƴǎǇƻǊǘ ƻŦ wǳǎǎƛŀΩǎ ƳƻǊŜ Ǌemote regions, primarily Central Russia (Moscow hinterland, see Annex 6.7.1.2). 

Table 9. Summary of competitive corridors in the E-W/W-E direction 

E-W/W-E direction Level of 
competitiveness 

Explanation 

Connections with the St. 
Petersburg region 

High Geographically adjacent, convenient for road transport. 

Connections with Moscow, 
far regions of Russia, 
Kazakhstan and Central Asia 

Medium Competitive, if trade between Russia and EU increases again 
and Russia does not politicise the transport business too much 

                                                           

37 http://uljas.tulli.fi/  
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The Western branch of the E-W/W-E corridor passing through 
Muuga uses maritime transport. Here, the cargo arrives via the 
Baltic Sea and the Gulf of Finland from a range of Western and 
Northern European ports. The Eastern branch mainly uses either 
rail or road transport.  

It is possible to redirect freight moved overland to Muuga or 
nearby from the E-W/W-E corridor to the N-S/S-N corridor and 
vice versa. This becomes especially relevant with the launch of Rail 
Baltica. The redirecting does not merely involve rapid reloading 
(e.g. swiftly loading cargo arriving from the South by RB to trucks 
and dispatching them towards St. Petersburg), but it could relate to 
the emergence of a logistics/distribution centre at Muuga Harbour, 
where the cargo diverse value-adding operations before being 
carried further ς repacking, assembling etc. This is the biggest 
potential for Muuga Port. Figure 15 illustrates modelled freight 
flows for 2035. 

The prospects of handling the transit of Kazakhstan and Central 
Asian countries cannot be discussed in isolation from the 
protectionist nature of wǳǎǎƛŀΩǎ ǇƻƭƛŎies. One such example is 
wǳǎǎƛŀΩǎ geopolitical policy on railway tariffs that can substantially 
influence the choice of routes and bypass certain countries out of 
trade. Without political influence, Muuga is well positioned for 
transporting the above-mentioned cargo to Scandinavia. 

Figure 15. Rail Baltica freight flows to and from Russia in 2035 

 

The situation concerning the E-W/W-E direction is substantially different from that of the N-S/S-N direction. 
While competition in the N-S/S-N corridors depends largely on the competition of various transportation 
modes and their combinations, the corridors competing in the E-W/W-E direction predominantly use the 
same combination of transportation modes and carry the same types of goods (e.g. consumer goods from 
ǘƘŜ ²Ŝǎǘ ǘƻ wǳǎǎƛŀΣ wǳǎǎƛŀƴ ƴŀǘǳǊŀƭ ǊŜǎƻǳǊŎŜǎ ǘƻ ǘƘŜ ²ŜǎǘύΦ ¢ƘŜ Ƴŀƛƴ ŦŀŎǘƻǊ ƛƴŦƭǳŜƴŎƛƴƎ ǘƘŜ ǎƛǘǳŀǘƛƻƴΩǎ 
ŘȅƴŀƳƛŎ ƛǎ ǘƘŜ ǊŀǇƛŘ ŘŜǾŜƭƻǇƳŜƴǘ ƻŦ wǳǎǎƛŀΩǎ ƻǿƴ ƳŀǊƛǘƛƳŜ ŎƻǊǊƛŘƻǊ ŀƴŘ ƴŜǿ ǇƻǊǘǎΦ 

In Estonia and Latvia, the Tallinn and Riga ports along with the Paldiski, Ventspils and Liepaja ports hold 
the potential to handle the E-W/W-E traffic. The main advantage of these ports is their beneficial access 
from the Baltic Sea without entering the Gulf of Finland, which means that there can be possible locations 
for developing cargo terminals handling Russia-related traffic. Due to their geographic position, these 
locations have an advantage in handling traffic to and from Sweden.  

Source: Team analysis 

Source: Goudappel model 

Muuga is beneficially located for 
Northwest Russia, but the renewal of 
Russian transit is questionable for 
several reasons. Estonia has the worst 
relationship with Russia of the Baltic 
states and is one of the keenest 
supporters of EU sanctions against 
Russia.  

International logistics company 

The growth opportunities for the Port 
of Muuga towards Russia are in 
containerised cargo. Muuga has 
shown itself to be strong in value-
added services such as packaging, 
labelling and sorting.  

Russian food industry 
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Ports and logistics areas adjacent to the Russian border, like Kotka/Hamina in Finland or Sillamäe in Estonia, 
have certain advantages, as certain Western companies prefer to keep their import goods for Russia in 
the EU in the immediate vicinity of the border from where they can be rapidly transported to Russia when 
necessary. After the launch of Rail Baltica, these will also be the locations where cargo can be switched 
from one rail gauge to another.  

Several interviewed respondents confirmed that Muuga could be used in the future as the preferred EU 
location for a warehousing and distribution centre for the greater St Petersburg area. Here they mean 
cargo that would first travel South-North on Rail Baltica and would then be transshipped towards Russia 
on rail or by road after warehousing, repacking or some other value added service. According to expert 
analysis, this emerging demand is translated to a total freight volume of 0.25 million tons by 2030, 0.75 
million tons in 2035 and 1 million tons in 2045. The volume of containers could be between 180 000 and 
262 000 TEU in 2035 and between 184 000 and 275 000 TEU in 2045. 

The advantages of corridor passing through Muuga are the following: higher service quality than in Russian 
ports, the ability to handle specific goods (Muuga is well known as the main distributor of cocoa beans to 
the Russian market, for example) reasonable handling costs when compared to the Finnish ports and good 
access to the St. Petersburg area. 

 Asia-related corridors 

When speaking about cargo volumes for Muuga terminal, especially in a 
longer perspective, one should consider the opportunities provided by 
corridors extending outside of the EU. This includes corridors connecting 
Europe with Asia. There are four principal corridors related to Asia: 

¶ Directly by sea (without reloading) from Asia or by feeder 
ships from North Sea hubs; 

¶ By rail connection from China or other East-Asian countries via 
Central Asian countries and Russia; 

¶ Through the ports of the Adriatic Sea (the Adriatic Route); 

¶ Through the Arctic Ocean ports via Finland (the Arctic Sea 
Route). 

Both the Arctic Sea Route and the Adriatic Route represent opportunities to reduce long-distance 
haulage in the future. Here, the sea will be replaced by rail. In the case of the Adriatic Route, the Asian 
goods from ships passing through the Suez Canal to the Port of Koper or some other nearby port could 
travel on Rail Baltica from the South towards Muuga.  

In the case of the Arctic Route, Asia-related cargo would be transported through Finland from the North. 
Asian cargo would then arrive to Muuga Harbour from Helsinki (Vuosaari) and be dispatched further by rail 
or road. Both of these routes would not solely handle cargo related to Asia. The Adriatic corridor would 
also carry goods from the Adriatic countries and from Austria, while the Arctic route could attract quite a 
considerable amount of natural resources from the Arctic Ocean, e.g. fish from Norway. The volume of 
such goods could initially exceed that of Asia-related cargo. 

Table 10. Summary of competitiveness of Muuga-related corridors in Asia-related trade 

Asian direction Level of 
competitiveness 

Explanation 

Adriatic Sea direction High Via RB and through Estonia, a geographically logical 
route for time-critical goods carried in that direction; 
Other routes are slower 

Arctic route Medium Competitive in the long term; Precondition ς Artic Rail 
in Finland 

Limitations for rail 
transportation from Asia are 
that China has its own railway 
gauge size, which is changed 
at the border with Kazakhstan. 
The development of the Trans-
Siberian corridor directly to 
Finland will reduce the role of 
the Baltic States.  

Latvian logistics expert 
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Asian direction Level of 
competitiveness 

Explanation 

Container carriers (with Asia-
related goods) 

High aǳǳƎŀ IŀǊōƻǳǊΩǎ ŀŘǾŀƴǘŀƎŜǎΥ ŘŜǇǘƘΣ Ǉƻǎƛǘƛƻƴ ŀǎ the 
starting point of Rail Baltica (for Southbound block 
trains) 

Eastern Rail connections 
through Russia (With China) 

Low Strong competition from neighbouring countries in 
securing ōƭƻŎƪ ǘǊŀƛƴǎ ŦǊƻƳ /Ƙƛƴŀ ŀƴŘ 9ǎǘƻƴƛŀΩǎ small 
domestic market 

Arctic Sea Route 

The Arctic Sea Route (ASR) or Northern Sea Route (NSR), as it is sometimes called, is a shipping route 
connecting Europe and Asia through Russia's Arctic regions (see Figure 16). The route is about 3 000 miles 
long, depending on ice conditions and other factors along the route. Currently, the navigation season for 
transit passages starts around the beginning of July and lasts until the second half of November.38 At 
present, this does not sustain the full usage of the Arctic corridor. This however may change in the near 
future. 

Figure 16. The Arctic shipping routes 

 

Source: Humpert & Raspotnik (2012)39 

The largest shipping potential on the Arctic Sea Route is related to dry bulk and offshore sectors. Dry bulk 
shipping on the NSR between Europe and Asia could be profitable and competitive against the Suez Canal 
Route under the right circumstances (extension of the navigation period and availability of reinforced-hull 
vessels suited for difficult ice conditions etc.). The most influential factors are origin-destination distance, 

                                                           

38 http://www.arctic-lio.com/ 
39 https://arcticyearbook.com/images/Articles_2012/Humpert_and_Raspotnik.pdf 

 

Source: Team analysis 
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bunker levels and freight levels. Based on different studies, large volume container shipping may become 
economically feasible by 2040 at the latest, if the ice cover continues to diminish at the present rate.40 

Competing corridors and possible Asia-related cargo volumes 

The following assumptions are used in the analysis: 

¶ By 2030 at the latest, the railway linking Kirkenes to the Finnish railway network is operational 
and the Kirkenes port is developed to handle up to 3 million tons of cargo. The railway will not 
initially carry Asia-related container goods, at least not in significant volumes, but rather Arctic 
resources (natural resources, minerals) and potentially LNG in containers.  

¶ The Muuga-Vuosaari sea link will function frequently and reliably by that time, and RB will be 
operational. Cargo arriving in Muuga can be transported further to the Baltic states, and 
possibly also to Belarus and Ukraine. And if Russia has not yet improved its Arctic railway 
connections, possibly also to Northeast Russia. In case of fish transportation, the area may be 
wider southwards. 

¶ Containers from China. Muuga is expected to become an attractive intermediary stop to bring 
cargo from China to Norway, Sweden, Finland and Russia, as it is regarded as being cheaper 
than the current transportation method through the Mediterranean Sea. This would 
substantially increase the use of containers. 

The volume of the above cargo flow is modelled at about 0.5 million tons in 2025, but the estimation 
greatly depends on the volume of natural resources exploited in the Arctic Ocean. The volume of potential 
cargo can steeply increase after large container carriers from Asia begin using the Arctic Route, especially 
from containers ς 1 million tons in 2030. The Northern Sea Route will be navigable for year-round traffic, 
potentially by 2045. The cargo handling capacity of the Kirkenes port will have significantly increased by 
that time as well. In this case, if about 4-5 % from overall container flow of the Arctic Route will turn South 
in Kirkenes and enter Estonia by Muuga, Muuga Harbour could receive up to 1.5 million tons cargo per 
year.  

Figure 17. Cargo volumes on the Northern Sea Route, thousand t 

 

Source: University of Turku, Tuomas Kiiski41 

Since the Suez Canal is located in a politically unstable region, and its closure or limitation of its usage 
cannot be ruled out, the number could be larger. The New Suez Canal will increase the canal capacity by 
allowing ships to sail in both directions at the same time for a greater proportion of the canal. However, 

                                                           

40 https://services-
webdav.cbs.dk/doc/CBS.dk/Arctic%20Shipping%20-%20Commercial%20Opportunities%20and%20Challenges.pdf  
41 https://www.utupub.fi/bitstream/handle/10024/130546/AnnalesE12Kiiski.pdf 
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building a tunnel after 2050 between Tallinn and Helsinki would increase cargo volumes through Muuga 
by speeding up the crossing of the Gulf of Finland for freight from the Arctic Route. 

Competing corridors in the Asian direction to be considered relevant for the Muuga multimodal terminal:  

¶ All Southern maritime corridors carrying Asian cargo; 

¶ Railway land bridge across Russia; 

¶ Possible solution of container ships not stopping in Kirkenes but travelling to a North Sea hub (the 
ƎƻƻŘǎ ǿƻǳƭŘ ōŜ ǎƘƛǇǇŜŘ άōŀŎƪέ 9ŀǎǘǿŀǊŘǎ ǘƻ ǘƘŜ .ŀƭǘƛŎ {Ŝŀ ŦǊƻƳ ǘƘŜǊŜύΤ  

¶ Southward transport link from Murmansk; 

¶ Transport of goods South from Kirkenes through Sweden rather than Finland.  

An alternative channel through Sweden would push the catchment area of the Arctic Route extension 
through Muuga eastward, while the extension Southward from Murmansk would in turn cut away 
Northwest Russia as a catchment area. If both alternatives were realised, it would mean that we could only 
consider the catchment area of the Arctic Route cargo through Vuosaari and Muuga, besides Estonia, as 
the Southbound routes: the transport of goods to Latvia and Lithuania (also included via RB)42 and 
transport to Belarus and Ukraine via the 1520 mm gauge railway through Tartu.  

We can generally conclude that the cargo flow potentially arriving in Muuga Harbour via the Arctic Route 
is certainly of considerable volume compared with the volumes of other routes. If the potential is realised, 
it would exceed the volume of cargo arriving by the Adriatic channel as well as the possible volume from 
German-Finnish trade. However, it is related to numerous uncertainties and can only be launched after the 
construction of the Arctic railway from Kirkenes and it can only provide larger cargo volumes further into 
the future.  

Adriatic Route (intercontinental flows) 

An important opportunity for attracting additional cargo turnover to Muuga Harbour is the Adriatic 
corridor. Rail Baltica intersects the Baltic Sea-Adriatic TEN-T corridor in Poland. That will improve rail access 
for Finland and the Baltic countries to countries like Slovakia, Austria, Slovenia and Italy as well as to the 
Adriatic ports and onwards to European and Turkish Mediterranean ports along with Asia.  

The Northern Adriatic ports (Koper, Trieste, Rijeka, Venice and Ravenna) have remarkable potential for 
servicing Asia-bound trade. The Adriatic ports are located over 2 000 nautical miles closer to the Suez Canal 
than the North Sea ports (Rotterdam, Hamburg etc.). A combination of that geographical advantage and 
Rail Baltica can make the rail route from the Baltic states towards the Adriatic Sea in trade with Asia. 
Additionally, the Northern Adriatic ports may service flows in the Northern direction to/from the Eastern 
Mediterranean (Egypt, Israel and Turkey) and partly Northern Italy as well. This would save approximately 
one week in delivery time. Ports in Turkey, Israel and Egypt have recently been participating in the EU pilot 
project of Fresh Food Corridors with the aim of reducing the delivery time of fresh food products by using 
the Adriatic Corridor. A Rail Baltica shuttle train connection to the corridor could also bring fresh food 
faster to our region. 

The Adriatic ports compete for transcontinental cargo with large North Sea ports. The largest container 
ships (14-16 000 TEUs) currently do not call at the Adriatic ports due to a number of limiting conditions ς 
depth, capacity and hinterland connections.43 However, the ports keep regular container and feeder lines 
(ships up to 6 000 TEUs) to the Far East and the Mediterranean. Their container throughput has grown on 
average 7 % per year in 1990-2014.44 The 2016 registered throughput was 844 758 TEU, which was a record 
volume in the history of the Port of Koper. The ratio between empty and full containers was 15 % vs. 85 %. 
This ratio indicates that the economies from the hinterland markets increasingly recognise the advantages 
of the transport routes via Koper in terms of both the export and import of goods. The current railway 

                                                           

42 We proceeded from the premise that the volume of consolidated trade from Estonia, Latvia and Lithuania with East Asia in 
ǘƻƴǎ ŎƻƳǇŀǊŜǎ ǿƛǘƘ CƛƴƭŀƴŘΩǎ 9ŀǎǘ !ǎƛŀ-related trade as one third vs two thirds or in a more remote future 40 % against 60 %. 
43 www.Southeast-europe.net/document.cmt?id=688 
44 http://imet.gr/Portals/0/Intranet/Proceedings/SIGA2/twrdy_batista_stojakovic[1].pdf 
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traffic with the European destinations from the Port of Koper is increasing: trains to Graz (Austria) 10 times, 
Munich (Germany) 8 times and Wroclaw (Poland) 2 times per week.  

We proceed from the assumption that rail can compete with road transport when being included in the 
intermodal transport chain. Rail is competitive within the continental (rail + road) unaccompanied 
intermodal transport, namely in two cases: 

¶ Fast moving long distance full trains between business centres for high-quality goods; 

¶ Transport of solid and liquid bulk goods in bulk containers. 

Generally, in the case of marine combined transport (ship + rail/road), rail dominates the continental part 
of the transport chain (up to 90 %).45 As long as Rail Baltica will function as a part of marine combined 
transport in the context of the Adriatic route, we consider it to be competitive with road transport. This 
assumption is validated by the fact that the Baltic Rail company, which largely handles Asia-related cargo 
flows, is already now capable of successfully competing with road transport on the Koper-Wroclaw railway 
line, despite the relatively low speed of the trains (an average moving speed of 40-50 km). 

Companies such as Transiidikeskus AS and Baltic Rail have considered starting container trains from 
Tallinn to the Adriatic ports.46 These business plans heavily rely on remarkable freight from Finland. To 
date, these intentions have not been realised, primarily due to the insufficient compatibility of national 
railway systems (waiting at the borders, switching of engines). The situation may change after the launch 
of RB and implementation of the 4th Railway Package.  

Some experts assessing the potential of the Adriatic Corridor are sceptical that it could handle CƛƴƭŀƴŘΩǎ 
Asia-related foreign trade. They use the example that carrying goods at present from Singapore to 
Hamburg on a large container ship and onwards to Helsinki on a feeder ship would be nearly twice as cheap 
in comparison with maritime combined transport from Singapore using train to an Adriatic port onwards 
to Tallinn and further shipping over the Finnish Gulf. The difference in cost would be too high to be 
compensated by the higher speed. They also expect the current relatively high feeder-ship fares to fall in 
the future.  

Another and more important factor is that different cost and speed ratios will apply in the Finland-bound 
part of the Adriatic corridor following the launch of Rail Baltica. According to our calculations, the transport 
of goods between Finland and Asia via the Adriatic Route need not become more expensive than one third 
compared with transport via the North Sea hubs per TEU, while it would save approximately 7-8 days. This 
is a very significant economy of time, meaning that the corridor could catch a rather significant share of 
more time-sensitive goods moving between Finland and Asia. We based our calculations on the option of 
using high-speed full-length long-haul container trains for the transport of goods in the Adriatic corridor 
with the Rail Baltica extension. 

Considering that it can attract cargo from the Porǘ ƻŦ YƻǇŜǊΩǎ Mediterranean catchment area after the 
launch of RB όƛƴŎƭΦ ƎƻƻŘǎ ŦǊƻƳ ¢ǳǊƪŜȅΩǎ aŜŘƛǘŜǊǊŀƴŜŀƴ ǇƻǊǘǎύ, together with a certain amount of cargo 
related to Northern Italy, we can realistically expect initially one and later two block trains per week quite 
soon after launching Rail Baltica. Based on expert modelling, the total RB cargo with Italy is estimated at 
0.4 million tons per year ς ǘƘŀǘ ǎƘƻǳƭŘ ŜƴǎǳǊŜ ǘƘŜ ǊƻǳǘŜΩǎ ŎƻƳǇŜǘƛǘƛǾŜƴŜǎǎΦ CǳǊǘƘŜǊ ŀǳƎƳŜƴǘŀǘƛƻƴ ŦƻǊ ǘƘŜ 
line should come from handling primarily East and South Asia-related cargo, which would allow for a 
significant increase in the weekly number of container trains and boost the volume of cargo by the end of 
the forecast period to up to 0.5 million tons per year, according to optimistic estimates. A particularly 
significant increase could come from handling goods from South Asia (e.g. link with the port of Mumbai in 
India), since the ratio of time saved and time consumed on covering the distance is better in the case of 
South Asia than that in regard to East Asia.  

The possible launch of the Tallinn-Helsinki tunnel would increase the competitiveness of the route. 
However, this will not be significant in the context of Asia-related transport: the time and cost of covering 

                                                           

45 www.Southeast-europe.net/document.cmt?id=688 
46 Even before the completion of RB by using the 1520-gauge railway across Tartu. 
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the distance between Tallinn and Helsinki is quite small compared with the entire route. We do have to 
consider that if a larger volume of traffic of Asian container goods via the Arctic Ocean is to be launched in 
2040-2045, ƛǘ ǿƻǳƭŘ ǎƛƎƴƛŦƛŎŀƴǘƭȅ ǊŜŘǳŎŜ ǘƘŜ !ŘǊƛŀǘƛŎ ǊƻǳǘŜΩǎ ŎƻƳǇŜǘƛǘƛǾŜƴŜǎǎ of Finland-bound cargo. In 
this case, there is no basis for presuming that the volume of goods transported to Finland via the Adriatic 
route would exceed 0.4 million tons per year.  

The above calculations were based on the assumption that the container train minimises stops en route to 
Muuga. If we presume that the train could stop for loading off and on in Austria (e.g. Vienna) and Poland 
(e.g. Slawkow), we could assume a much higher volume of goods. Under these conditions, experts are 
forecasting trade between Austria and Finland in 2035 of up to 0.7 million tons, of which 0.2 million is 
modelled as RB trade in 2035 ς this will significantly increase the attractiveness of the Adriatic route.47 

The Adriatic route can be launched at a considerable volume immediately after the completion of Rail 
Baltica. An increase in trade between Asia (incl. India) and Europe can also be forecasted with relatively 
high certainty. There are no competing North-South transport corridors for Asia.48 The transport of Chinese 
goods via the transcontinental rail bridge poses competition, but this does not concern South Asian goods 
and is significantly more expensive than the Adriatic route. Therefore, the Adriatic corridor as an Asia-
related transcontinental corridor should be certainly considered as having promising prospects for Muuga. 

Figure 18. Baltic-Adriatic Rail Corridor according to the AS Baltic Rail vision 

 

Source: Rail World, Inc.49 

4.1.5.1. Forecast dynamics of Asia-related container transport in the Rail Baltica and Port of 
Muuga catchment area 

UNCTAD estimates the current volume of container traffic between Europe and Asia to be around 22 
million TEU50, with the share of Asia-Europe traffic being 15 million TEU and Europe-Asia traffic being 7 

                                                           

47 It would be risky to reckon with a very high percentage here, since the competitiveness of Gdansk port in handling Austrian 
and Finnish trade is quite high. 
48 The planned transport link from Iran to Azerbaijan remains far too eastwards to offer serious competition in our catchment 
area.  
49 http://www.railworldinc.com/images/body_bg.gif 
50 http://unctadstat.unctad.org/wds/ReportFolders/reportFolders.aspx  














































































































































































































































