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abstract: The World Ocean and, in particular, its resource potential have always had a dramatic effect on the progress 
and spatial organisation of humanity. Recently, the effect of the sea factor on the economy and the settlement system 
has increased amid globalisation, geoeconomic changes, increasing geopolitical turbulence, and the growing compe-
tition for resources. In this article, I attempt to assess the influence of the sea factor on the socioeconomic geography 
of the Russian Federation. A country with an extensive coastline and a vast inland area, Russia has territories that are 
very different in geographical terms. I pay special attention to the post-Soviet changes in the major components of 
the country’s maritime economy: seaports, fishing industry, offshore production, recreation, etc. Another focus is the 
assessment of these industries’ impact on the development of the coastal areas. I demonstrate the growing dependence 
between the maritime economy and the economic development of Russia’s inland regions. I identify the key natural 
geographic, foreign economy, settlement-related, and geopolitical factors of the coastalisation of the economy, infra-
structure, and population, observed in Russia today. This process is taking place in the Baltic, Black, and Caspian Sea 
areas, as well as in the Arctic and Pacific regions of the country. I conclude that Russia’s integration into the system of 
multi-dimensional Eurasian partnerships (including the Belt and Road initiative) and the ‘turn to the East’ contribute 
to both the further ‘marinisation’ of Russian space and the differentiation of coastal zones by the level and rates of 
socio-economic development.

key words: socio-economic dynamics, coastal zones, Russia, Eurasia, World Ocean, geopolitics, geo-economics

Corresponding author: Alexander Druzhinin, North Caucasus Research Institute of Economic and Social Problems, South 
Federal University, Bol’shaya Sadovaya Ulitsa, 105, 344006 Rostov-on-Don, Russia, e-mail: alexdru9@mail.ru

Introduction1

The World Ocean affects different aspects of 
the lives of humans and society. Its effect is uni-
versal, although not ubiquitous in geographical 

1 President of the Association of the Russian Socio- 
Economic Geographers (ARGO); Head of the North 
Caucasus Research Institute of Economic and Social 
Problems, South Federal University, Rostov-on-Don; 
Research Professor, I. Kant Baltic Federal University, 
Kaliningrad, Russia.

terms. Science has discussed the sea factor for 
over a century. This factor is embodied in the 
visions of history as a series of ‘maritime civili-
sations’ (Mechnikov 1995), in the interpretations 
of centuries-long economic practices (accord-
ing to Fernand Braudel (1995), the sea always 
meant wealth), and in various geopolitical mod-
els. The latter include the numerous attempts to 
emphasise the differences between the coastal 
and inland territories (Mackinder 1904) and to 
stress the influence of ‘sea powers’ on the world 
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politics (Eberhardt 2013). Since the mid-20th 
century, the development of maritime transport 
and the growing consumption of the resources 
of the World Ocean (Slevich 1988) have turned 
‘all things maritime’ into an integral element of 
human geography, which attracts special atten-
tion from scientists working in coastal countries. 
For instance, Polish geographers have consid-
ered the maritime economy components as a re-
search priority since the 1960s (Leszczycki 1964), 
and they have made impressive progress in this 
field (Palmowski 2016). Similar processes took 
place in the USSR and are taking place in Russia. 
A significant national achievement is the devel-
opment of the economic geography of the World 
Ocean (Salnikov 1984). Since the late 2000s, this 
research discipline has gained fresh momentum 
(Druzhinin 2016a). This process is in line with 
the global trend of the rampant coastalisation of 
population, economies, and infrastructure (Cori 
1999; Turner 1996; Suárez Vivero 2005; Bowen 
2006). ‘Coastal fever’ has gripped regional stud-
ies (McFadden 2007; Baklanov 2018).

Against the background of this global trend, 
Russia’s position in the ‘continent-ocean dichot-
omy’ (Bezrukov 2008) is ambivalent. On the 
one hand, the history of the country is that of 
an exploration of the vast lands of Eurasia and 
of the development of controlling national cen-
tres, the major one being Moscow. On the other 
hand, Russia has been approaching the World 
Ocean and its coasts for almost five centuries. 
The ‘sea factor’ was the key to Russia’s conquest 
of Siberia in the 17th century (Kaluczkov 2017) 
and the Far East in the 19th century (Zhivopisnaya 
Rossiya 1895). In the Russian Empire of the early 
20th century, 13 of the 56 cities with a popula-
tion of over 50,000 people were either coastal or 
contiguous with the estuaries of large navigable 
rivers. The most rapid development of the ‘mar-
itime segment’ of the national economic and set-
tlement systems was observed in the 1960s–1970s 
(Druzhinin 2016a).

Three oceans and 13 seas wash post-Soviet 
Russia’s coasts. The country’s maritime bounda-
ry is over 46 thousand km long, its offshore acre-
age is 4 million km2, and the area of the exclusive 
economic zone reaches 8.5 million km2. All this is 
giving the ‘seaward shift’ new determinants, im-
petus, and manifestations. The prevailing percep-
tion of Russia as an ‘ocean of land’, as a mostly 

continental space (Savitskiy 1997) with the major 
centres located far from sea coasts (Lappo 2012) 
should give way to the one taking into account 
the country’s maritime features and the role of the 
sea factor in its spatial organisation and develop-
ment. The purpose of the article is to analyse the 
dynamics of the maritime economy in post-Soviet 
Russia, to assess the impact of the ‘maritime fac-
tor’ on the settlement and spatial organisation of 
the economy (including the one concerning the 
integration processes in the format of ‘Greater 
Eurasia’). The provisions and conclusions of the 
study were based on the methodology of system 
analysis, involving the consideration of the mari-
time economy to be a significant component and 
factor in the spatial development of Russia. The 
research methods include economic-statistical 
and spatial-temporal analysis using a vast array 
of data by Rosstat for 1989–2017.

The post-Soviet dynamics of Russia’s 
maritime economy: Key factors and 
trends

After the disintegration of the USSR, its 
strong marine economy collapsed. Its capacities 
were privatised, and some of them came under 
the control of foreign owners and capital. Only 
eight out of 17 Soviet shipping facilities and 42 
out of 67 seaports (most of them shallow-water) 
were now located within the borders of Russia 
(Alkhimenko 1992). Fifteen large port cities (with 
a population of over 100,000 people), including 
Baku, Odessa, Riga, Tallinn, Sevastopol, and 
others, became part of the independent states. 
In the early 1990s, the transformation-driven 
downturn reduced Russia’s marine cargo traffic 
by two-thirds, although the global trend was op-
posite. Moreover, Russian ports handled slightly 
over 60% of this traffic (Soviet Maritime 2003). 
The country’s fleet was being gradually forced 
out of the freight market, and Russia resumed 
the pre-revolutionary (pre-1917) practices when 
its imports and exports were carried by foreign 
ships. The national fish and shellfish capture pro-
duction halved in the 1990s. The shipbuilding in-
dustry was in decline: by the end of the decade, 
only 17% of the capacities of national enterprises 
were in operation (Parfenov 1997). Fewer tourists 
were visiting popular sea resorts.
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Having lost a number of strategically impor-
tant sections of the coast and having ‘retreated’ 
north-eastward, for almost a decade, Russia lost 
both its maritime ambitions and the opportuni-
ties to achieve them.2 Nevertheless, the country 
was becoming open to the world while obtaining 
a pronounced raw material specialisation. This, 
and the fuel prices soaring in the early 2000s, cre-
ated a favourable climate for the restoration and 
development of the vital components of Russia’s 
maritime economy.

Since the trend reversed in 1999, Russia has wit-
nessed explosive growth in imports and exports, 
with sea traffic and pipelines accounting for over 
a half of them (Koncepciya 1997). Emphasis was 
placed on both increasing the capacities of the ex-
isting ports (Novorossiysk, Saint Petersburg, and 
others) and constructing new ones primarily in 
the Baltic (Ust-Luga, Primorsk). According to the 
Russian Associations of Sea Commercial Ports, 
the volume of cargo handled by Russian seaports 
grew twofold in 2000–2005 only, reaching 407 
million tonnes (all the Soviet ports handled up 
to 280 million tonnes of import and export car-
goes [Sea economic complex 2005]). The upward 
trend continued. The volume of cargo handled 
reached 526 million tonnes in 2010, 623 million 
in 2014, and 786.8 million in 2017. Note that, in 
the early 2000s, the port economy developed 
most rapidly in the Russian Baltic. However, the 
Baltic ports have been recently overtaken by their 
counterparts in the Azov-Black-Sea basin (Table 
1). These changes coincided with the gradual 
change in the country’s geoeconomic priorities: 

2 The need to strengthen Russia’s position as a marine 
power was first declared as such only in 2001, as part 
of the Maritime Doctrine of the Russian Federation until 
2020, which was approved by the President.

the EU accounted for almost 54% of Russia’s in-
ternational trade in 2008, 40.5% in 2014, and only 
43.2% in the first half of 2018.

An important novelty in Russia’s ‘sea-in-
tensive’ goods and raw materials logistics was 
the construction of submarine pipelines (Blue 
Stream, Nord Stream, Turk Stream, and pro-
jected Nord Stream 2) for natural gas transport. 
The total maximum discharge of the pipelines is 
157.5 billion m3 per year, which comprises 81% 
of Gazprom’s 2017 gas sales to Europe (the for-
mer Soviet republics excluded). Among other 
things, the decision to construct underwater gas 
transport systems sought to reduce Russia’s de-
pendence on the transit countries (in particular, 
to avoid the recurring crises involving Ukraine 
and Belarus) and to minimise possible geopolit-
ical risks. However, from the beginning of the 
2000s, the ambitions of Russian companies were 
gradually shifting to the LNG market. Notably, 
since January 2018, the needs of the Russian ex-
clave in the Baltic, the Kaliningrad region, have 
been covered by seaborne LNG.

According to the Federal Customs Service, 
fuel accounts for almost 65% of Russia’s exports, 
metal makes up 10.1% of it and agricultural raw 
materials, primarily grain 5.2%. This global raw 
materials specialisation encouraged Gazprom 
and other large businesses working in the field 
(Lukoil, Novatek, Rosneft, and others) to devel-
op offshore oil and gas deposits. As mentioned 
above, Russia’s offshore acreage is 4 million km2, 
whereas the area of its exclusive economic zones 
is approximately 8.5 million km2 (Sea economic 
complex 2005). Today, shelf exploration is car-
ried out in the Black, Baltic, and Caspian Seas, 
and other waters. The seats of the largest projects 
are Sakhalin and Yamal (the new seaport facility 
of Sabett). The latter is located in the strategically 

Table 1. The cargo handled by Russian seaports in 2013–2017, by catchment areas.

Catchment area
2013 2014 2015 2016 2017

Million 
tonnes % Million 

tonnes % Million 
tonnes % Million 

tonnes % Million 
tonnes %

Baltic Sea 215.8 36.7 223.4 35.8 230.7 34.1 236.6 33.0 247.5 31.4
Arctic Ocean 46.2 7.8 35.0 5.6 35.4 5.2 49.7 7.0 74.2 9.4
Azov-Black Sea 174.4 29.6 194.5 31.2 232.9 34.4 244.0 33.8 269.5 34.2
Caspian Sea 7.8 1.3 7.9 1.3 6.7 1.0 6.1 0.8 3.9 0.5
Far Eastern 144.8 24.6 162.5 26.1 171.0 25.3 185.5 25.7 191.7 24.5
National total 589.0 100.0 623.4 100.0 676.7 100.0 721.9 100.0 786.8 100.0

Source: own study based on the data from the Russian Association of Sea Commercial Ports.
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important Arctic zone.3 In turn, all this contrib-
utes to growth in sea traffic and the active ex-
ploitation of the Northern Sea Route. Seven mil-
lion tonnes of cargo were carried along the route 
in 1990. In 2000, this figure reduced 1.5-fold. In 
2016, it reached the ‘Soviet’ levels once again and, 
in 2017, increased to 10.7 million tonnes per year).

In the mid-2000s, the negative trend re-
versed in the sea-fishing sector. Note that 75% of 
Russian fisheries operate in the Far East. In 1990, 
the total national capture production was at 7.9 
million tonnes; in 2004, at 2.9 million tonnes (the 
absolute minimum); and, in 2011, at 8.3 million 
tonnes. Later, this figure ranged from 5.5 to 6.5 
million tonnes. Russian marine bioresource came 
to be exploited by companies from across the 
world and thus included in transnational value 
chains. Most produce was sold, most ships were 
repaired, and most of the new fleet was bought 
beyond Russia’s jurisdiction.

The recent decade has seen an upturn in 
Russian shipbuilding, primarily, in the construc-
tion of icebreakers, offshore platforms, and na-
val ships. In the past five years, the shipyards of 
Saint Petersburg, Severodvinsk, Kaliningrad, and 
Komsomolsk-on-Amur built 65 ships of different 
classes within the State Armaments Programme 
2020. It is expected (Shepovalov 2018) that the 
programme will be completed only by 70–75%.

As the Polish geographer Ryszard Domański 
stresses, the spatial organisation transformations 
are always more radical when they are a result 
of daring political and economic innovations 
and massive investment (Domański 1994: 10). In 
post-Soviet Russia, the overall market situation, 
the efforts of large businesses, and the state poli-
cy (consistent and successful, according to inter-
national experts (Radvanyi 2017)) made ‘sea-in-
tensive’ logistics projects both a sine qua non and 
a driver of economic activity. The completion of 
these projects, offshore oil and gas development, 
marine bioresource exploration, the revitalisa-
tion of sea resorts, and the efforts to strengthen 

3 The priorities of Arctic exploration are listed in the 
Framework for the state policy of the Russian Federation in 
the Arctic until 2020 and beyond (2008), the Strategy for 
the development of the Artic zone of the Russian Federation 
and for national security until 2020 (2013). The Arctic 
is in the focus of the revised Maritime Doctrine of the 
Russian Federation, which was signed by the President 
of the Russian Federation in 2015.

Russia’s defence have created a background for 
restoring the integrity of the marine economy. 
Moreover, all this has boosted the socio-econom-
ic development of coastal regions and made them 
more attractive as places of residence.

The coastalisation of Russia’s 
population: The role of the sea factor

Russia has a much lower population density 
than its neighbours do, and its transport and util-
ity infrastructure is often patchy. All this pushes 
coastal settlement and economy systems closer to 
the sea. This is especially true for the Arctic zone, 
where the ‘selective-indiscriminate’ exploration 
of the North translated into erratic, sporadic ur-
banisation (Pilyasov 2016). Russia’s coastal zone 
resembles a narrow discontinuous band. Almost 
36,800 out of 41,000 km of Russia’s maritime 
boundary belong to the Arctic and the Pacific. 
The environment of these sparsely occupied ar-
eas is harsh. The most prosperous coastal terri-
tories are those within the scope of influence of 
Saint Petersburg, Rostov-on-Don, Vladivostok, 
Kaliningrad, and other coastal cities with devel-
opment agglomerations. Located either on the 
seacoast or in the estuaries of major navigable 
rivers, these cities have a pronounced marine 
element in their economies. It has been shown 
(Transgranichnoe 2017) that the effect of the sea 
factors extends as far as 100–150 km from the 
shoreline.

The demographic decline, which was observed 
in 1992–2012 and resumed in 2016, was caused 
by de-industrialisation and natural depopula-
tion. This process affected all the coastal cities, 
including Saint Petersburg (its population was 
decreasing from 1992 to 2008), Rostov-on-Don 
(population decline in 1992–2001), Vladivostok 
(in 1993–2009), Arkhangelsk (in 1992–2007), 
Sochi (in 2000–2007), and others.

In the 1990s, the depopulation of Russia’s 
coastal zone was aggravated by emigration 
from the northern, north-eastern, and eastern 
coastal regions of the country (the latter pro-
cess is observed to this day). From Murmansk to 
Vladivostok and Yuzhno-Sakhalinsk, only four 
out of 34 Russian Arctic and Pacific cities have 
shown a positive demographic tendency. These 
are Yuzhno-Sakhalinsk, Naryan-Mar, Salekhard, 
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and Artyom. The total demographic losses of the 
coastal cities of the Russian Arctic and the Far 
East from 1989 are estimated at 600,000 people, 
which is the population of the country’s major 
Pacific city, Vladivostok.

Since the beginning of the 2000s, Russia has 
experienced the coastalisation of its population. 
However, this process was sporadic: the popu-
lation of only 37 out of 74 Russian coastal cities 
increased in 2002–2018 (there are 1,112 cities and 
towns in the country).

The migration of the ‘coastal’ population of 
Russia towards the Baltic and the Caspian Sea 
area is accompanied by the following spatial 
trends (the statistics for Crimea, which became 
part of Russia in 2014, is taken into account in all 
the calculations).
1. The first trend is the continuing concentra-

tion of the country’s population in the largest 
multifunction cities, which serve as regional 
capitals. This is in line with the overall nation-
al trend (Druzhinin 2013). This process is ob-
served in Saint Petersburg (its population has 
increased by 530,000 people or 11.3% in the 
post-Soviet period), Rostov-on-Don (96,000 or 
9.6%), Kaliningrad (52,000 or 13%), and some 
other cities.

2. The second trend is the ‘gravitation’ of the 
population towards the resorts of the Black 
Sea (Sochi, Anapa, Gelendzhik) and the South-
East Baltic (Svetlogorsk and Zelenogradsk in 
the Kaliningrad region).

3. The third trend is the rapid population growth 
observed in the coastal towns performing 
a distinct function. These are the port town 
of Primorsk in the Leningrad region (a 15% 
growth) and the naval towns of Severomorsk 
and Gadzhiev in the Murmansk region.
A positive demographic tendency is observed 

in large exporting centres: Naryan-Mar and 
Salekhard. This also applies to the Caspian cities 

of Dagestan, including Makhachkala, where the 
population increased by 400,000 people or 2.3-
fold in 1989–2017. However, in this city, the ma-
jor driver of the population increase is a natural 
change. Overall, in the post-Soviet period, the to-
tal population of Russian coastal cities increased 
by 6.5% (or 832,700 people), having reached 13.7 
million. Thus, coastal cities account for 12.6% of 
the country’s urban population, as compared to 
11.8% in 1989. All this proves the significance of 
the sea factor for the settlement system dynam-
ics. Coastaliation is characteristic of selected seg-
ments of the Russian shoreline only. The demo-
graphic growth localised in these areas spurs the 
economy and creates specific forms of the spatial 
organisation of society at the sea–land interface.

The sea–land spatial organisation of 
today’s Russia: Common formats and 
local features

The sea factor has had an increasing effect on 
the spatial organisation of Russia. The explana-
tion lies in the geographical position of the coun-
try and its key regions, the dynamics of marine 
industries, and the coastalisation of the major el-
ements of the settlement system. This effect has 
numerous aspects.

The actual and potential effect of the sea fac-
tor is significant in the coastal macroregions of 
Russia: the South (67% of the population live 
within 200 km of the coast) and the North-West 
(only 4% of the population within 200 km). The 
dependence on the marine economy is even 
more pronounced in the North of Russia (the 
Arctic zone). This territory relies heavily on the 
pre-winter supply from the south and on the lo-
cal companies’ export. The largest coastal mac-
roregion is Russia’s Far East (Baklanov 1987). For 
a century, an important sea–land structure has 
been the Russian-promoted Northern Sea Route. 
The Route is essential for the systems of trans-
port, communication, resources, industrial pro-
duction, settlement, infrastructure, and defence. 
It started to play a more pronounced role follow-
ing global climate change and the launch of op-
erations at the Sabetta port facility on Yamal (the 
Yamal LNG project).

In the Russian Federation, marine econo-
my industries are becoming gradually localised 

Table 2. The distribution of coastal city population by 
macrozones (%).

Macrozone 1989 2002 2010 2017
Baltic 41.2 42.2 42.5 43.2
Azov-Black Sea 25.0 26.4 25.8 25.6
Barents-White Sea and Arctic 11.7 9.6 8.9 8.5
Caspian 7.7 9.4 10.6 11.2
Pacific 14.4 12.4 12.2 11.5

Source: own study based on the census and current 
statistics data.
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and major settlement and economic centres 
are moving towards seacoasts. As a result, 17 
Russian regions can be classified as ‘sea-oriented’ 
(Sotsial’no-ekonomicheskoe 2016). According to 
my calculations, marine industries account for 
4.4% of the gross domestic product. However, 
this proportion reaches 15% in the Kaliningrad, 
25–30% in the Murmansk, and 65% in the 
Sakhalin regions. In the post-Soviet period, the 
Leningrad, Krasnodar, and Rostov regions (all of 
them classed as sea-oriented) have become both 
transport and development corridors (according 
to John Friedmann 1967). Since the 2000s, the ex-
pansion of port facilities has been accompanied 
by sea-driven reindustrialisation. Spurred by 
transboundary cooperation, this process affects 
the food industry and mechanical engineering. 
Fisheries, shipbuilding, ship repair, port logis-
tics, mineral extraction, and car assembly com-
panies are forming clusters (Transgranichnoe 
2017). Clustering is most pronounced in the Saint 
Petersburg coastal region (Lachininskij 2016) and 
in the exclave of Kaliningrad. The latter region 
has many years’ experience of working with both 
‘mainland’ Russia and the neighbouring states 
(Fyodorov 2009).

The spatial characteristics of the Russian econ-
omy translate in an urgent need for both interna-
tional communication channels and streamlined 
interaction between the marine and inland re-
gional segments. Notably, Saint Petersburg, the 
Leningrad, and the Kaliningrad regions account 
for 9% and 18% of the national exports and im-
ports respectively. Sixty-two out of eighty-five 
Russian regions do not border on seas. These ter-
ritories are home to 75.8% of the national popu-
lation, and they comprise 76.1% of the country’s 
economy. Nevertheless, they are being ‘pulled’ 
towards the sea by specific structures – the hin-
terlands (zones of influence) of seaports.

Within port hinterlands, export-oriented ter-
ritories actively cooperate with the coastal zone, 
which serves as the transit area. This especially 
applies to coal mining (coal from the Kuznetsk 
Basin is shipped from Murmansk, Ust-Luga, and 
the ports of South Russia), the oil industry, met-
allurgy, mineral fertiliser production, and tim-
ber harvesting. The explosive growth of Russia’s 
grain exports (the volume of wheat sold abroad 
has increased tenfold over the past decade (Raj 
2015)) activated similar processes in agriculture, 

which is primarily localised in the South of 
Russia, along its Azov and Black Sea coasts. Up 
to 90% of grain exports are handled by Black and 
Azov Sea ports. This has turned the Rostov and 
Krasnodar regions into the pivotal territory for 
grain production and grain exports. Similarly to 
grain businesses, large companies representing 
other Russia’s export industries either invest in 
the construction of new port facilities or purchase 
stevedoring companies. SIBUR, NOVATEK, and 
Eurochem built their own transhipping facilities 
at Ust-Luga, Russia’s largest Baltic port. Rosnet, 
Nornickel, and Lukoil have bought stevedoring 
firms. Such practices ensure stable port turnover 
and extend port hinterlands to hundreds and 
thousands of kilometres. For example, the eastern 
border of the influence zone of the country’s larg-
est port, Novorossiysk, coincides with the admin-
istrative boundary of Yakutia (Vardomskij 206). 
A similarly extensive hinterland is associated 
with Big Port Saint Petersburg (Transgranichnoe 
2017).

The expansion of the hinterlands of the larg-
est ports contributes to the agglomeration effects 
in both the economy and settlement. In the coast-
al zone of Russia, there are six large agglomer-
ations, each with a population of over 500,000 
people. Overall, there are 44 such structures 
across the country. The coastal agglomerations 
account for 85% of the population increase in the 
observed Russia’s coastal cities over the post-So-
viet period. The largest, economically and func-
tionally diversified structure oriented to both the 
sea and inland regions is the Saint Petersburg 
agglomeration. Together with the Kaliningrad 
region, it comprises the central communicative 
space in the Russia–the West system. This space 
has become part of the integration processes tak-
ing place in the Baltic. Nevertheless, in today’s 
geoeconomic situation, almost all segments of 
the country’s marine periphery, which includes 
both border waters and coastal zones, are affect-
ed by sea–land transboundary regionalisation. 
This process is localised within the catchment 
areas of seas. The most rapid development of 
an international macroregion is observed in the 
Baltic Sea (Fedorov 2017). Another arena for in-
tegration is the Black Sea area (Dobranski 2013), 
where the settlement and economic structures 
are asymmetrical. The Turkish segment of the 
coastal zone is home to 70% of the population 
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of all Black Sea cities, and the population of 
the Istanbul agglomeration has increased 2.3-
fold since 1990. The Russian coastal zone takes 
part in transboundary economic processes in 
the Sea of Okhotsk and the Sea of Japan areas 
(Tikhookeanskaya Rossiya 2008). The signing 
of a convention on the legal status of the sea 
(2018) gave a new boost to transboundary re-
gionalisation in the Caspian area. So far, Russian 
coastal regions have been on the area’s periph-
ery in relation to the major latitudinal marine 
communications.

The marine (sea–land) components are grow-
ing in number. They are becoming both more vis-
ible in the spatial organisation of Russian society 
and more internationalised. This process is well 
in line with the geoeconomic and geopolitical 
changes in Eurasia.

Prospects of the ‘marinisation’ of the 
Russian space in the context of the Big 
Eurasia project

Over the past decades, the heterogeneous 
integration processes taking place in Eurasia 
(Eurointegration, the ‘Turkish world’ project, 
the Eurasian Economic Union, and others) 
have been accompanied by the demographic 
and economic potential of the continent mov-
ing eastward and south-eastward (Druzhinin 
2018). This has a profound effect on the estab-
lished geoeconomic landscape. In this context, 
China’s Belt and Road Initiative, which was 
announced in 2013, is both an indicator of and 
a strategic vision for a new Eurasian reality (or 
the ‘production of space’ in the terminology of 
the distinguished theoretical geographer David 
Harvey 1972). Chinese geographers consider 
the initiative as a new horizon of globalisation 
(Liu 2015). This concept has been closely asso-
ciated with the concept of Big Eurasia in Russia 
since 2015–2016. A multi-neighbourhood coun-
try (Trejvish 2009) bordering on Eurasian states 
with ‘different parts of its vast heterogeneous 
body’ (Granberg 2000: 311), Russia heavily and 
increasingly depends on the economic dynam-
ics of other major European and Asian states 
and the availability of their markets to Russia’s 
businesses. According to the data of the Federal 
Customs Service for January–September 2018, 

Eurasian states account for 94% of Russia’s bi-
lateral trade, and the countries that share a land 
border with Russia for 30.6%. An important fac-
tor for the development of the Russian marine 
economy is that Big Eurasia (if considered as 
the whole continent, which Halford Mackinder 
luckily labelled the World Island (1904)) has a 
pronounced sea component. The absolute major-
ity of the largest Eurasian economies (29 out of 
30) are coastal in geographical terms. The coastal 
zones of Eurasia are home to a significant pro-
portion of the global alpha cities (21 out of 49). 
Overall, 34 megalopolises are located in Eurasia 
and on its islands. Out of the 40 largest seaports 
(with a turnover of over million tonnes), 27 are 
Eurasian. Eleven of them are situated in China. 
In the Eurasian context, Russia’s further ‘marini-
sation’ will be promoted by:
 – the growing demand from the leading Eura-

sian states for Russia’s resources (including 
offshore ones) and transport routes (primari-
ly, the Northern Sea Route);

 – growing geopolitical turbulence and the need 
for Russia and its corporations to build ‘flex-
ible’ logistic schemes and economic partner-
ships with the major power centres of the 
continent (the EU, China, India, and others), 
based on a developed system of seaports;

 – attractive prospects for the localisation of ex-
port-oriented and import-substitution busi-
nesses in the leading coastal zones of Russia 
(the Baltic coast, the Krasnodar region, the 
South of Primorye, etc.);

 – the strategic need for Russia to become more 
visible in the Arctic and the Asian-Pacific.
In building a multidimensional foreign policy 

(Druzhinin 2016 b), Russia will have to turn to 
the sea, to develop port, logistics, and industri-
al facilities, to expand port hinterlands through 
investment projects, and to participate in the 
formation of land–sea complexes along its mar-
itime boundaries. All this will require the launch 
of new infrastructural projects from the Baltic to 
the Pacific (Shuper 2016). The necessary steps are 
included in the Transport strategy of the Russian 
Federation until 2030, which has been in effect 
since 2008. In 2014, the mitigation of the transport 
isolation of the Russian exclave of Kaliningrad 
became a separate geostrategic objective. The 
solution includes the development of ferry con-
nections from Kaliningrad to Ust-Luga and 
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Saint-Petersburg, the reconstruction of the key in-
dustries of Crimea’s marine economy (recreation, 
shipbuilding, fishing), and the ensuring of stable 
electricity and water supply to the peninsula.

Conclusion

Today, Russia is at a geoeconomic and ge-
opolitical crossroads. Thus, the significance of 
the World Ocean, and its communication lines, 
resources, and strategic military potential is in-
creasing. The past two decades have seen the re-
vitalisation of the key components of the coun-
try’s marine economy: seaports, fishing, tourism, 
and recreation. At the same time, the effect of the 
sea factor on the coastal territories, the spatial or-
ganisation of society, and its economic and settle-
ment subsystems is increasing. These processes 
manifest themselves in the ‘gravitation’ of peo-
ple towards the major coastal agglomerations, 
the development of modern economic structures 
(such as transboundary clusters) in coastal zones, 
and the close connection between the marine and 
inland segments of the Russian economy. The 
Big Eurasia and Trans-Eurasia projects, Russia’s 
participation in them as a raw materials and tran-
sit territory, and the inclusion of the country’s 
coastal regions into various transboundary part-
nerships are inseparable from the further ‘marin-
isation’ of the Russian socio-economic space. 
The latter, in its turn, requires careful attention 
to the economic, social, environmental, and ge-
opolitical effects of maritime activities. A con-
siderable contribution can be made within the 
‘Socio-economic geography of the World Ocean 
discipline’, which has been relaunched and de-
veloped by several national university centres: 
Vladivostok, Kaliningrad, Rostov-on-Don, Saint 
Petersburg, and Simferopol.
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