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1  Introduction  

The BONUS B ALTSPACE project aims to analyse integration as a key mecha nism in 

Maritime Spatial Planning (MSP). Integration is understood as a multi -dimensional 

concept including policy and sector integration, multi - scale and transboundary 

integration, stakeholder integration as well as integration of knowledge base. The 
regi onal focus of  the project is the Baltic Sea r egion, a forerunner of MSP.  

The BALTSPACE project partners not only work on a better understanding of the roles, 

drivers and effects of integrat ion in the Baltic Sea r egion, but also provide tools to MSP 

practit ioners enabling them to respond to current and future challenges. In this context 

socioeconomic aspects are to be taken into account as well. A Spatial Economic Benefit 

Analysis (EBA) of different marine uses is proposed to cover this so far rather margina lly 

covered topic in MSP research. Shipping, offshore wind, fishing, marine tourism, sand 

and gravel exploitation, cable and pipelines and aquaculture/ mariculture are fields of 

interest for this analysis. The listed sectors are quite divers, so that a sol ution ñone 

approach fits allò does not seem realistic. Therefore shipping and offshore wind have 

been chosen for full analysis, including the development of an appropriate tool and its 

empirical testing. Additionally, first ideas of how to conduct a  spatia l EBA in marine 
tourism and fishing have been collected.  

In the following report the developed approaches are presented, the results of the pilot 

study summarized and reflected regarding  their applicability . Moreover the report gives 

answers to the questio ns: Who benefits from which marine use? Where are those 

beneficiaries geographically located? Which integration challenges can be met by the tool 
ñspatial economic benefit analysisò? Which are the limitations of the tool? 

The following report is structured  by the different sectors taken into account. In chapter 

2 the shipping sector  is analysed regarding its value chain and possible approaches for 

a spatial EBA. In section 2.1 the chosen approach is described in detail, for the purpose 

of possible applicati on on other regions. In section 2.3 the results from the case study of 
the German Baltic Sea c oast is presented, analysed and reflected.  

Chapter 3 is dedicated to the offshore wind  sector. Section 3.1 points out the value 

chain of offshore wind farms. In section 3.2 two complementary approaches of a spatial 

EBA for the offshore wind sector are presented. Section 3.3 outlines the results of the 
pilot study, condu cted for the German B altic Sea c oast.  

Chapter 4 deals with marine tourism  as another important economic sector influenced 

by maritime spatial planning. Some first ideas concerning an approach analysing spatial 
benefits of tourism are presented.  

Chapter 5 is dedicated to the fishing sector. Some preliminary thoughts on how to 

conduct a spatial EBA in this sector is outlined.  

In chapter 6, the developed approaches and outcomes of the two statistical case studies 

are reflected. Ideas for further research are presented and limit ations pointed out. The 

used mapping program is presented  and  the contribution of the new approaches and 
their application for the aim of the project are discussed.  

In chapter 7, the main findings of this report are summarized.  
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2  Shipping  

The shipping sect or has a long tradition in using the sea. In MSP, the freedom of 

navigation has long been untouchable. With more and more competing uses of the 

marine space however, planners have to take decisions on how to manage and organize 

different uses without jeopa rdising the safety of seamen , cargo and environment . 

Shipping might have to give way for other uses in the future.  

Therefore a spatial  EBA of this sector is highly relevant and might help taking sound 

decisions for future planning.     

2.1.   Value Chain versus Transport Chain in Shipping  

The value chain of shipping consists of a highly complex system of services. All of them 

contribute to the main target: transporting goods and people across the sea. There are 

several possible perspectives to approach the econom ic benefits within this value chain.  

One possibility is to focus on the actors along the value chain of shipping: shipping 

companies, port services, logistics, etc. However, shipping companies offer their services 

all over the world. A location analysis o f shipping companies thus does not help regional 

or national maritime spatial planners to take decisions. Changes of a maritime spatial 

plan do not necessarily affect regional shipping companies more than others.  

Therefore the concept of transport chains is used here: As starting point, ports in the 

respective region have been chosen. From those logistic hubs the transport chains are 

followed back to the source and forth to the sink. Shipping relations are looked at as well 

as hinterland connections. This approach allows answering the question: Who benefits 

from the existing ports and shipping lines? The approach focuses on the demand instead 

of the supply side of shipping services. It analyses the geographical distribution of those 

industries using the ser vice of shipping.  

Ports are geographical hotspots of logistics. Different shipping and hinterland relations 

start or end here. Goods and people are handled and therefore documented statistically. 

The approach suggests two axes with two dimensions each (see  fig. 2.1):  shipping ï 

hinterland  connections and past development ï future  prognosis.  

1.  Shipping  refers to the seaside of the transport chain. It includes imports as well as 

exports by sea.  

a.  Where  do the vessels arriving in the port come from and where do th ey go to? This 

question is more easily to be answered for ships on regular routes, such as RoRo 

ferries (roll on roll off) or container lines. However, a large amount of vessels is 

used for different relations under a variety of charter contracts.  

b.  What  is transported by the vessels arriving or leaving the respective ports? 

Depending on the transported goods, different security measures have to been 

taken. Additionally, the answer on what is transported also gives an answer of who 

(which sector) benefits  from the existing ports and shipping relations.  

c.  How  are the goods transported? Which kinds of vessels are visiting the respective 

port and how big are they?  These information are also of relevance for planners as 

they influence the needs of the shipping  sector.  

2.  Hinterland traffic refers to the landside of the transport chain. It includes goods 

transported to the port to be shipped as well as goods coming from the sea and being 

further transported to their final destination.   

a.  Where  do the exported goods c ome from and where do the imported goods go to? 

The final destination of those goods might be close to the port (loco transport), 

within the region (regional transport), far away in other parts of the country or 

even in other nations. In this context it is  important to analyse if the port in 
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question is predominantly used by local/ regional industry or if it is used as a 

transportation hub for longer distance transportation.  

b.  What is transported and how do goods differ in their needs?  

c.  How  are the goods trans ported to their final destination by truck, train or inland 

vessel?  

3.  Past development: The where, what and how of shipping and hinterland 

transportation changes over time. An analysis of recent trends gives insights in the 

increasing and decreasing importan ce of different routes, goods and ways of 

transportation.  

4.  Future prognoses are important for planners. Their decisions influence future plans 

which cannot be adopted any time. Plans need to meet the needs of tomorrow. Future 

prognoses of routes, transporte d goods and means of transportation can be derived 

from past development and general prognosis for economic development.  

 

Figure 2.1: Spatial E BA in Shipping  

 

Source: own illustration  
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2.2.   Spatial E BA: Methodological Approach for Shipping  

Based on the presented transport  chain approach the spatial E BA tool concentrates on 

the shipping side of the concept  however covering also hinterland connections via train . 

Statistics from regional statistical offices have been used  to analyse shipping relations . If 

official statistics are not available, data can be asked directly from the ports. The 

statistics should cover at least one whole year to avoid seasonal differences. For analysis 

it is important to harmonize the collected statistical data to avoid diff erences in 

aggregation. Official statistics tend to aggregate ports to shipping regions. That means, 

not the specific port of origin or destination is indicated but a region in which this port is 

located. For the hinterland connections, information is take n from Kombiverkehr , the 

main service provider in Germany.  

Where?  

First, the amount of goods exported to or imported from different shipping regions to the 

respective ports, have been calculated. Next, the regions have been clustered according 

to their imp ortance as origin of imports or destination for exports. This information has 

then been mapped showing the regions of origin and destination sorted by their 

importance. This can be done for all ports of the case study, for one port only or for ports 

of spe cific regions. In this way it is possible to compare and figure out differences 

between shipping relations of ports. Additionally, the busiest shipping relations in the 

respective area have been extracted from the statistical data and collected in a table.  

Concerning hinterland connections by train, regular destinations are separated in direct 

and indirect connections via transhubs. Moreover the number of departures per week is 

indicated. This information is than mapped to show main destinations and origins .  

What?  

To analyse the goods handled in the respective ports it makes sense to first rank the 

goods according to their importance. This exercise can be done for all ports in the region 

or for single ports and for exports and imports separately or in total . In a second step, 

the most important goods handled in the respective ports have been chosen for further 

analysis of the shipping routes they take. Maps have then been designed to show where 

the most important regions of origin for this good are, where th e most important ports of 

handling in the respective region are and where the most important destinations for 

exporting this good are. In this way, different goods can be analysed and compared. 

Where does the good come from? Where does the good go to? Whic h role does shipping 

play in connecting those places?  

How?  

To be able to describe the used vessels in more detail it is useful to analyse the data 

according to size and type of vessels. A map indicating the share of different vessels 

(tanker, container ves sel, bulk, breakbulk etc.) calling at the respective ports gives a 

good overview and indicates differences between the ports. The size of ship might be 

presented by the size of the largest ship and an average of all ships calling at the 

respective port. Th is information might also be shown in a map to indicate differences 

between the ports.  

This tool comprises the most impo rtant indicators for a spatial E BA in shipping. The 

implementation of this tool for the German Baltic Sea region reveals opportunities a nd 

limitations of this tool.  
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2.3.   Shipping: The Case Study ñGerman Baltic Seaò 

The por ts along the German Baltic Sea c oast differ significantly in size and function. The 

major ports are clustered in the western part of the German Baltic Sea c oast (see fig. 

2.2). In the ports of Lübeck and Rostock more than 10 million tons of goods have been 

handled in 2016. Kiel, Puttgarden, Wismar and Sassnitz -Mukran also have a significant 

importance for goods handling, with more than 1 Mio. tons in 2016. Small ports in 

Sch leswig -Holstein are Flensburg, Heiligenhafen, Burgstaaken  and Neustadt in Holstein. 

Mecklenburg -Western Pomerania has a lot of rather small ports in its eastern parts: 

Stralsund, Greifswald, Lubmin, Wolgast, Vierow and Ueckermünde -Berndshof.  

 
Figure 2.2: O verview German Baltic Sea Ports ï goods handling per year (2016)  

 
Source: own illustration  

 

The ports not only differ in size, but also in their function and use. For instance the share 

of imported versus exported goods differ quite strongly. Since 2011, the port of 

Flensburg is only used for imports. Imports also predominate in the ports of Greifswald, 

Neustadt in Holstein, Ueckermünde -Berndshof, Wismar, Lübeck and Kiel. The port of 

Rostock is relatively balanced regarding imports and exports. All other p orts however are 

predominantly used for exports (see fig. 2.3).  
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Figure 2.3: German Baltic Sea Ports share of imports/ exports in 2016  

 
Source: own illustration  

Another notable difference exists concerning the type of goods imported or exported. 

Some por ts are specialized on the import of one product only (see fig. 2.4 a). In 

Heiligenhafen the only import good is fertilizer. In Lubmin only plant -based products 

(such as grain, rapeseed or vegetable oil) are imported while the port of Puttgarden is 

completel y specialized on RoRo goods  (container shipped on trailer or  trucks ) .  

In other ports, one dominant import good exists besides others (see fig. 2.4 a). For 

Flensburg the dominant good is coke. In Kiel, Lübeck and Rostock, RoRo goods are 

predominant. While i n Stralsund, Burgstaaken and Neustadt in Holstein, construction 

materials play the major role in importing goods. In the port of Wismar, the import of 

forest products is most important. For Sassnitz -Mukran and Wolgast the import of plant -

based products is most important while in Ueckermünde -Berndshof, the import of raw 

iron & steel is predominant. The port of Greifswald is mainly used for the import of 

fertilizer and petroleum, while the port of Vierow imports predominantly plant -based 

products and fertiliz er.   

The goods exported are often not the same as  the ones imported (see fig. 2.4b ). Most 

ports show less diversity in exported goods than in imported ones. Again, some ports are 

completely concentrated on the export of one type of goods. The ports of Heiligenhafen, 

Burgstaaken and Vierow are exclusively exporting plant -based products. Neustadt in 

Holstein and Greifswald are specialized on forest products while Puttgarden is exporting 

RoRo goods. Most other ports show one dominant export product. This is RoRo for Kiel 

and Lübeck, salt/ natrium in Wismar, construction material in Stralsun d, plant -based 

products in Sassnitz -Mukran, Wolgast and Lubmin and forest products in Ueckermünde -

Berndshof.  
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Figure 2.4 a: German Baltic Sea Ports share of imported  goods (2016)  

 
Source: own  illustration  

 

Figure 2.4b : German Baltic Sea Ports share of exported goods (2016)  

 

Source: own illustration  
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Figure 2.5 : German Baltic  Sea Ports imported and exported goods 2016 (in tons)  

 

Source: own illustration  
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Figure 2.6: Origin and Destination  of goods handled in German Baltic Sea Ports in 2016  

 
Sou rce: own illustration  

Another difference relates to the connection of the ports. Some ports are mainly 

connected to  other ports in the Baltic Sea r egion. Others handle mainly goods for/ from 

other European Ports or even from non -European ports (see fig. 2.6). While ports in 

Schleswig -Holstein only show a negligibly small share of non -European connections, 

some ports in Mecklenburg -Western Pomerania have significant connections with non -

European ports. In the port of Sassnitz -Mukran this share reaches 44% and in Rostock 

16%. Some ports are predominantly connected to other ports in the Balti c Sea c oasts. 

These are Puttgarden (100%), Lübeck (96%), Ueckermünde -Berndshof (94%) Greifswald 

(93%), Kiel (81%), Flensburg (79%) and Heiligenhafen (78%). Other ports sh ow higher 

shares in c onnections with non -Baltic Sea p orts in Europe, e.g. Neustadt in Holstein 

(82%), Wolgast (79%), Burgstaaken (76%), Vierow (61%) or Stralsund (59%).  

To sum up  a short characterisation of each port included in the case study will follow.  

Ports in Schleswig - Holstein (SH)  

Flensburg is a municipal port. Since 2011 the port only imports goods, exports have 

been ceased. In Flensburg mostly bulk goods such as coal (for the local power plant), 

fertilizer, paper and scrap are handled. Most import s origin  from Baltic Sea p orts in 

Russia (103.653 tons in 2016), Latvia (80.253 tons) and Lithuania ( 30.146 tons). Cruise 

shipping plays a minor role in Flensburg. In recent years Flensburg had about three 

cruise arrivals per year.  

Kiel is a municipal port . The port of Kiel is an important cruise port and starting point for 

several ferry lines to Norway, Sweden, Russia  and the Baltic s tates. Main cargo is RoRo, 

paper, wastes and automotive. Most important shipping connections from and to Kiel are 

Lithuania (1.468.991 tons in 2016), Sweden/ Kattegat Area (Gothenburg) (1.269.311 

tons), Southern Norway/ Oslo (749.317 tons) and Sweden/ Bothnian Bay (303.348 tons).  
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Heiligenhafen is a municipal port. It is mainly used for tourism and fishing, but also for 

the loca l agricultural sector. Fertilizer is imported and plant -based products from local 

farms are exported. Main shipping connections exist to Belgium (import of fertilizer) and 

to Rostock and Hamburg (export of agricultural products).  

Puttgarden is a private po rt, owned by Stena Line Germany. A ferry line is commuting 

between Puttgarden and Rødbyhavn in Denmark constantly. The ferry is handling RoRo 

products only, transported by trucks or train.  

Burgstaaken is a municipal port. The port is mainly used as a touri st attraction but it 

still shows significant handling of goods for local actors. Construction material, fertilizer 

and wastes are imported mainly from Belgium, Poland and Denmark. Plant -based 

products are exported to Hamburg, Rostock and other German ports .  

Neustadt in Holstein is a municipal port. It is used for tourist navigation and by local 

actors. Imported construction material, fertilizer and wastes mainly come from Belgium, 

Netherlands and Hamburg, while forest products are transported from Neustadt to 

Denmark.  

L¿beckôs port is partly municipal (65%) and partly privately owned (35%). The port has 

a long tradition in RoRo ferry traffic to Scandinavian countries. 70 regular departures per 

week and 20 different destinations can be counted. Main cargo is  RoRo, paper and wood, 

plant -based products and passenger. Lübeck also welcomes some cruise ships per year. 

Most important shipping connections for the port of Lübeck are Sweden/ Kattegat Area 

(6.785.475 tons in 2016), Finland (5.172.099 tons) and Sweden/ Bothnian Bay 

(1.319.758 tons).  

Ports in Mecklenburg - Western Pomerania (MV)  

Wismarôs port is partly municipal (90%) and partly state owned (10%). The port has a 

long tradition in handling grain, wood and potash. Today it is a modern universal port 

with a fo cus on wood, salt, metal waste, fertilizer/ chemicals and components of wind 

turbines. A small number of cruise ships is calling Wismar every year. Wismar has 

shipping connections to a huge vari ety of ports in the Baltic Sea r egion and beyond. The 

most imp ortant connections are between Wismar and Norway/ Skagerrak (436.315 tons 

in 2016), Estonia (392.658 tons), Denmark/ Islands of Sealand and Bornholm (259.688 

tons) and Sweden/ Kattegat Area (236.206 tons).  

Rostockôs port 1 is partly municipal and partly st ate owned. It is an important cruise and 

a modern multipurpose port. Right after the German reunification the port of Rostock 

suffered heavy losses of cargo handling. However in the 1990s the handling of RoRo 

cargo started and increased rapidly. Main cargo  besides RoRo is wind power plants and 

project cargo, fertilizer, building material, grain and malt. Several companies are directly 

located at the port of Rostock: Liebherr  (marine cranes), Power oil Rostock (oil mill), 

grain silo, one of the largest malt factories in Europe (supplying breweries in Germany, 

Europe and overseas), Biopetrol Rostock  (biodiesel plant) and EEW Special Pipe 

Constructions (wind power plants). The port includes an oil port with several pipelines to 

important industrial sites. The s pecialized chemical port is used exclusively by Yara  

(fertilizer). Rostock has a huge variety of shipping connections within and outside of 

Europe. Most important shipping connections are Sweden/ Kattegat Area (4.850.957 tons 

in 2016), the South Coast of F inland (2.006.690 tons), Denmark/ Islands of Fuenen and 

Lolland (1.415.631 tons) and Russia/  Baltic Sea c oast (1.362.952 tons) followed by Saudi 

Arabia (819.396 tons).  

Stralsund has a  long tradition in cargo handling. Main cargo is construction material, 

raw iron and steel as well as project and special cargo and refrigerated goods. Cruise 

shipping in Stralsund does mainly take the form of river cruise. There are different 

companies located in the port of Stralsund. Those companies are mainly dealing with 

                                           

1 Port of Rostock online: http://www.rostock -port.de/index.html  
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steel and metal processing. There are firms of the construction and food sector 2. Most 

important shipping connections are between Stralsund and Norway/ Skagerrak (232.371 

tons in 2016), England/ North Sea Coast (137.715 tons), Sweden/ Kattegat Area 

(133.885  tons) and Denmark/  Baltic Sea c oast and Sealand/ Bornholm (110.122 tons).  

Sassnitz - Mukran was  built in the 1980s as the last big transportation project in the 

former GDR, to secure transport relation to Klaipeda. Sassnitz -Mukran is the only port in 

Centra l Europe with railway tracks based on standard and  broad gauge (used in Russia 

and Finland). The port is closest to several offshore wind projects and thus used as 

installation and service port. Some cruise ships call at Sassnitz -Mukran. Main cargo is 

fini shed and semi - finished goods, plant -based products, construction material and food 

as well as steel. Companies located in the port are mainly from the offshore wind or 

construction sector but there is also a modern fish processing company 3. Most important 

shipping connections in terms of tons handled at the port of Sassnitz -Mukran are Cuba 

(103.750 tons in 2016), Poland (99.917 tons), Iran (99.874) and Norway/ North Sea 

(92.338).  

Greifswaldôs port is used for importing oil & gas and fertilizer and for expor ting forest 

products. The future of the port depends highly on decisions concerning dredging 4. Main 

shipping connections are Sweden/ Kattegat Area (47.672 tons in 2016), Lithuania 

(26.221 tons), and Russia/  Baltic Sea p orts (5.680 tons).  

Lubminôs port is o wned by a local industrial association. An operating permit for the 

industrial port Lubmin has been granted in 2006. The aim of the relatively new port is to 

attract industry and to generate jobs in the region. Main cargo is plant -based products, 

wood and steel products as parts for port cranes and pipes for offshore power plants. 

Companies located in the port of Lubmin are Liebherr -MCCtec GmbH  (port cranes), 

Erndtebrücker Eisenwerke  and Weserwind  (both wind energy) 5. Main shipping connects 

to and from Lubm in are Denmark/  Baltic Sea c oast and Sealand (12.578 tons in 2016), 

Bremerhaven (3.000 tons) and Oldenburg (2.929 tons).  

Wolgast is a municipal port. The port of Wolgast is an important transhub for Baltic Sea 

shipping to inland waterway transportation via  the river Oder to Berlin. Main cargo is 

plant -based products, fertilizer, food, wastes as well as construction material. The main 

shipping connections from and to Wolgast are England/ North Sea Coast (20.935 tons in 

2016), Scotland/ North Sea Coast (18.62 6 tons), Scotland/ Atlantic Coast (16.809 tons) 

and Belgium (8.662 tons).  

Ueckermünde - Berndshof  was founded in 1913 as the regional port Ueckermünde. 

Between 1935 and 1990 the port was privately owned by the local brickyard. After the 

German reunification the industrial port Ueckermünde -Berndshof was founded. Main 

cargo is wood, raw iron, paper and plant -based products. The port supports mainly the 

local forest and building industry as well as the iron foundries in Torgelow and 

Ueckermünde 6. Main Shipping c onnections are Lithuania (46.005 tons in 2016), Sweden/ 

Kattegat Area (30.723 tons) and Estonia (11.190 tons).  

Vierowôs main cargo is fertilizer and plant -based products. From the port of Vierow, 

there is quite a great variety of shipping connections. Main  connections with regards to 

the amount of goods handled in 2016 are England/ North Sea Coast (73.288 tons in 

2016), Sweden/ Kattegat Area (61.148 tons), Scotland/ Atlantic Coast (33.546 tons) and 

Portugal (30.133 tons).  

                                           

2 Port of Stralsund online: http://www.seehafen-stralsund.de/de/portfolio/industrieansiedlung.html  
3 Port of Sassnitz online: http://www.mukran -port.de/leistungen/dry -port/unternehmen -im-hafen.html 
4 Port of Greifswald online: http://www.hlg -greifswald.de/  
5 Port of Lubmin online: http://www.hafen -lubmin.de/  
6 Port of Ueckermünde  online: http://hafen -ueckermuende.de/industriehafen_profil.html  
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2.3.1  Shipping to and from German Baltic  Sea Ports  

The characterisation of ports already gave some insights in the where and what of goods 

handling in German Baltic Sea ports. The question of where do goods handled in German 

Baltic Sea ports come from and where do they go to, will be answered mo re 

systematically in the following section. How do shipping routes of imports and exports 

differ from each other geographically? Do ports in Mecklenburg -Western Pomerania have 

other shipping connections than ports in Schleswig -Holstein? Which are the busie st 

shipping connections in the region?  

The most obvious finding, analysing the European destinations of exports from ports in 

Mecklenburg - Western Pomerania  (see fig. 2.7a) is, that the most important export 

destinations are located within the Baltic Sea region (BSR). However there are also 

important destinations outside the BSR. Most important shipping regions for exports from 

MV are the ports at the Southeast Coast of Sweden, followed by the ports at the Gulf of 

Finland and on the Danish Islands of Fuenen and Lolland. Other important destinations in 

the Baltic Sea region are Poland, Latvia, Finland and Sweden (Bothnian Bay) as well as 

the Danish Baltic Sea ports. Outside the BSR, important destinations are Southern 

Norway, the English North Sea coast, Scotl and and Northern Ireland, the Netherlands, 

Belgium and the North Coast of France, as well as Spain and Turkey. The ports of 

Mecklenburg -Western Pomerania are also important transhubs to the German inland 

waterways, so locations in Southern Germany connecte d via the main rivers and canals 

are also important destinations. 27,5 % of all exports from the ports of Mecklenburg -

Western Pomerania have destinations outside of Europe. Most important destinations 

are: Saudi Arabia (979.837 tons in 2016), Iran (610.922  tons), Yemen (324.942 tons), 

Sudan (242.999 tons) and Oman ( 196.108 tons).  



 
 

 18  

 

Figure  2.7 :  European destinations of exports and origins of imports; Mecklenburg -
Western Pomerania versus Schleswig - Holstein (2016)  

Source: own illustration  
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Concerning the imports handled in the ports of Mecklenburg - Western Pomerania  

(see fig. 2.7b), the most important regions of origin are similarly to the export 

destinations at the Southeast Coast of Sweden and at the Gulf of Finland. In addition the 

Baltic Sea c oast of Russia plays a major role as origin of imports. Other important 

regions with between 500.000 and 1.000.000 tons of goods handled in 2016 are Estonia, 

Latvia, the Danish Islands of Fuenen and Lolland as well as the Oslo region in Norway. 

Compar ed to the exported goods the imports are more concentrated on the BSR. Imports 

from regions outside Europe make up less than 2% of all imports. Important origins 

outside Europe are Russia/ Far East ( 533.268 tons in 2016), Algeria (111.728 tons) and 

Colombi a (37.269 tons).  

In the ports of Schleswig - Holstein the picture of shipping connections looks slightly 

different (see fig. 2.7 c & d). The shipping connections to and from Schleswig -Holstein 

are more concentrated on the Baltic Sea r egion. Other European an d non -European 

destinations play a minor role. Main destinations of exports  from the ports in 

Schleswig -Holstein are in the Gulf of Finland, at the Southeast Coast of Sweden and on 

the Danish Islands of Fuenen and Lolland. So far, the distribution of desti nations 

resembles the ones from Mecklenburg -Western Pomerania. However in addition, 

Lithuania plays a major role as export destination from ports in Schleswig -Holstein. Other 

important export destinations with 100.000 -500.000 tons in 2016 are to be found a t the 

Finish coast of the Bothnian Bay, in Russia (B altic Sea c oast), Latvia, Oslo Region and 

Belgium. All other regions are of minor importance. Exports to non -European destinations 

make up only 2% of all exports. Main destinations outside Europe are Saud i Arabia 

(123.127 tons in 2016), Algeria (46216 tons), United Arab Emirates (21.999 tons) and 

Libya (19.131 tons).  

Main import regions for the ports of Schleswig - Holstein  (see fig. 2.7 d) are located 

at the Gulf of Finland and along the whole East Coast of  Sweden as well as on the Danish 

Islands of Fuenen and Lolland. Further important regions of origin are Lithuania, 

Southern Norway and the Finish Coast of the Bothnian Bay. Similarly to the destinations 

of exports, the origins of imports are mainly located  in the Baltic Sea r egion. While 

imported goods in Mecklenburg -Western Pomerania mostly come from the southern 

Baltic Sea, the northern parts of the BSR play a major role for imports in Schleswig -

Holstein. Moreover a relatively strong connection between Sc hleswig -Holstein and 

Lithuania can be noticed. Imports from non -European ports did not exist in SH in 2016.  

Summarizing the results from Schleswig -Holstein and Mecklenburg -Western Pomerania 

(see fig. 2.8) one comes to the conclusion that imports are rather  regional (BSR) while 

exports show a greater geographic distribution (see fig. 2.8). Despite some regional 

differences the most important connections are the same for Schleswig -Holstein and 

Mecklenburg -Western Pomerania. The best connected regions are the Southeast Coast of 

Sweden, the Danish Islands of Fuenen and Lolland and the Gulf of Finland. The busiest 

routes thus are Lübeck -  Southern Sweden (6.785.475 tons in 2016), Puttgarden -  

Denmark (5.208.560 tons), Rostock ï Southern Sweden (4.850.957 tons) an d Lübeck ï 

Gulf of Finland (4.213.167 tons) (see table 2.1).  

Shipping connections to non -European ports have no significance for Schleswig -Holstein 

and are of minor importance for the ports of Mecklenburg -Western Pomerania. Most 

important regions for expor ts are the Arabic Countries/ Middle East, North Africa, and 

Central America/ Caribbean. Non -European imports are mostly coming from non -

European Russian ports and from North Africa (see table 2.2.).   



 
 

 20  
  

Figure 2.8 :  European destinations  of exports and or igins of imports from German Baltic 

Sea Ports (2016)  

 


