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Renata Cindikaité (Lithuania), Kristina CiZianiené (Lithuania),
Ieva Meiduté-Kavaliauskiené (Lithuania)

ASSESSMENT OF THE ECONOMIC
SECURITY OF BALTIC PORT
CITIES COMPETITIVENESS

Abstract

City competitiveness is a complex product of local and international conditions, local
characteristics, social and economic superstructure, and the actions of individual com-
panies. Although many scientific studies have examined the country’s and urban com-
petitiveness, the competitiveness of port cities still needs to be assessed comprehen-
sively, taking into account their crucial economic role. The purpose of this paper is to
evaluate the competitiveness and economic security of the Baltic port cities (Klaipéda,
Riga, and Tallinn). Statistical processing and multi-criteria evaluation methods (SAW,
COPRAS, and TOPSIS) were chosen to achieve this goal. The comparative analysis

showed that the population change in port cities is not significant for the final result
of the competitiveness assessment, and the unemployment rate in port cities is lower
than in the country. The assessment of the competitiveness of port cities from the point
of view of economic security shows (after checking such indicators as unemployment
rate, company income, and infrastructure) that Tallinn is the most competitive port
city according to the three multi-criteria evaluation methods, while Klaipéda is the
least competitive. The assessment was carried out in three stages to monitor changes

in the situation of port cities, compared to changes in a certain indicator and the costs
of timely solutions or the improvement of the city’s position in relation to other cities.

Keywords port cities, sustainable city, competitiveness, economic
security
JEL Classification P25,R11, 010

INTRODUCTION

Seaports can be named as one of the engines of the country’s econ-
omy. The changes in the port population are insignificant compared
to the changes in the country’s population; the unemployment rate
in port cities is lower compared to the country’s indicators. Ports are
essential to the global and regional transport and freight supply chain.
Investments in the port infrastructure create the conditions for the ar-
rival of larger cargo ships. As a result, the country’s exporters have the
opportunity to significantly reduce their transportation costs. Cruise
ship tourists arriving at the port affect the country’s income and jobs.
The experience of Western European ports shows that one job in the
port creates an additional 5-7 jobs outside the port (Vasiliauskas &
Misitinas, 2000). The expansion and development of maritime cities
are often associated with the development of their ports. However, the
question arises of whether it is possible to compare the competitive-
ness of port cities with the competitiveness of ports? After all, a port
city is not only about ports but also where social capital, knowledge,
science, innovation, and culture are concentrated, various ideas and
new solutions are generated. The scientific literature usually evaluates
ports and their competitiveness, but a comprehensive assessment of
port cities’ competitiveness is lacking.
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1. LITERATURE REVIEW

The impact of ports and their activities on the re-
gional economy has been studied quite extensively
in the literature (Capobianco-Uriarte et al., 2019;
Nyga-Lukaszewska & Napiorkowski, 2022; Kahler,
2004). Economic benefits tend to shift from a port
region to distant regions (Krosnicka, 2018; Brooks
& Cullinane, 2007; Musso et al., 2000), though the
social costs are still largely borne by inhabitants of
a port region (Hoyle & Hilling, 1984).

Zhu et al. (2022) analyzed economic security
in the context of national and transnational re-
gions. The regionalization process in port cities
has been extensively studied in terms of transport
links and load flows through the peripheries of
the ports (Notteboom et al., 2009; Notteboom &
Rodrigue, 2005). In the latter case, the study re-
searched a port city periphery (covering about
200 km in diameter) in terms of the dynamic
changes in functional boundaries caused by po-
litical, economic, and technological determinants,
as well as transformation processes (caused by
the determinants mentioned above) that also af-
fect neighboring cities and their network, for ex-
ample, by changing the hierarchy of connections,
modifying the role of a particular city in the en-
tire neighborhood system and increasing compet-
itiveness (Kroénicka et al., 2021).

Thus, when assessing the economic security of
port cities, the ports’ benefits should be consid-
ered. Ports play a key role in international sup-
ply chains, facilitating trade between regions and
countries (OECD, 2014). They also generate val-
ue added through economic activities conducted
by port corporations and port-related companies.
This economic value is linked to the employment
generated by the port. Ports and port-related in-
dustries can generate significant value added.
Ports can have a significant indirect economic im-
pact (backward linkages).

Industries directly related to ports can be divid-
ed into 1) those that provide necessary services to
ensure trade at sea (port-dependent industries), 2)
those that attract industry due to the presence of
the port (port-attractive industries), and 3) those
that expand their markets exporting through the
port (port induced industries). Port-dependent
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industries include transport and maritime ser-
vices (e.g., terminal operators, cargo handling, or
towage). Port-attracted industries are export and
product or raw material import industries (e.g.,
oil refineries or steel plants). Port-induced indus-
tries represent a much broader category and are
generally harder to define because it is difficult to
evaluate the degree of their dependence on a port.
Typically, the direct impact of ports represents the
effects on port-dependent industries, while the
indirect impact represents the effects on port-at-
tracted and port-induced industries. Some sourc-
es (e.g., the annual National Harbor Watch in the
Netherlands) interpret port-related (i.e., port-de-
pendent or port-attracted) industries as requiring
direct access to a quay. A related idea is the clus-
ter of seaports, which can be seen as made up of
port-dependent and port-attracted industries. For
other economic industries, the existing port or its
size is not as important as, for example, the city’s
attractiveness. Some studies investigating con-
tainer shipping management centers confirm that
high-added-value functions are often performed
in port cities. However, it is not confirmed that
such functions (OECD, 2014) are only attracted to
port cities (Verhetsel & Sel, 2009). Finally, ports
are the areas for innovation, research, and devel-
opment. Thus, port cities are a source of the eco-
nomic benefits described above, but they are cer-
tainly not the only areas that benefit from port
activities.

Economic security is an integral part of the devel-
opment of social and economic systems, relevant
for all countries in the world as a critical condition
from the point of view of national security and a
significant prerequisite for their economic growth
(Balioti et al., 2018).

Economic security is threatened for a variety of
reasons. One of them is the insufficient inclusion
of internal economic factors that determine devel-
opment in economic activities, i.e., unemployment,
emigration, shadow economy, and other activities
of unfriendly countries. The issue of economic
security is related to the ability of the economic
system, economic entities, and their parts to re-
sist threats and, on the other hand, to the specific
functions of the state as a macroeconomic regula-
tor to ensure economic security and to create spe-
cial institutes for that purpose (Ginevic¢ius et al.,
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2004). One of the main global international organ-
izations ensuring international economic security
are the United Nations and the OECD.

Economic security is valued in different ways.
Sometimes, one or more indicators are provid-
ed. Scientists distinguish the following perfor-
mance criteria: structure of the GDP, industrial
development rates, investment growth rate; nat-
ural resources, production and scientific-tech-
nical potential of the country; productive use of
available resources; economic competitiveness
in local and international markets; inflation; un-
employment rate; life quality, income inequali-
ty, degree of access to material goods and public
services; public debt and budget deficit; energy
dependence; integration into the global econo-
my (Ginevicius et al., 2004).

The port city is an integral part of maritime eco-
nomic activity; its development contributes to
the economic and environmental connection be-
tween the country and the world (Zhu et al., 2022).
It has already happened that ports are like eco-
nomic indicators of the surrounding cities, which
facilitate the integration of markets and services
that are economically useful and ensure social
well-being agglomeration (Notteboom et al., 2009;
Notteboom & Rodrigue, 2005; OECD, 2014). Ports,
as nodes of the transport system, and cities, as the
central places of a broader social and economic
system, are two components of port cities that are
mainly considered interrelated in terms of their
location, development, and activity (Verhetsel &
Sel, 2009). According to Ni et al. (2014), there is
a relationship between ports and gross domestic
product; for example, ports in Rouen accounted
for more than 21% of the region’s gross domestic
product (GDP) in 2007.

The port directly influences the development of
the port city. The port’s manufacturing, develop-
ment and operation generate direct output, em-
ployment, and national and tax revenue for the
city. However, certain scientific studies make sci-
entists doubt the absolute benefits of ports for the
port city. According to Notteboom et al. (2009),
based on the case of Plymouth, ports are small
employers of labor, and the connections of inter-
connected industrial complexes are weakening.
Notteboom et al. (2009), Cin¢ikaité and Paliulis

http://dx.doi.org/10.21511/ppm.21(4).2023.34
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(2013), Rogerson (1999), and Gao et al. (2018) em-
phasize the emergence of geographical tension,
that is, different patterns of land use between port
and city economic activities lead to increased ge-
ographic segregation. Most potential economic
benefits are accrued to other cities; therefore, en-
vironmental pollution, traffic congestion, and in-
creased crime negatively affect the city, reducing
the competitiveness of cities and decreasing the
opportunities to attract investments (Notteboom
etal., 2009).

The uniqueness and specificity of port cities mean
that many economic benefits are associated with
well-functioning ports, which reduce trade costs,
attract certain economic sectors, and generate val-
ue added and employment. Thus, many of the ben-
efits provided by ports spill over to other regions.
Businesses in other regions also benefit from effi-
cient ports for exports and imports, while links
with other sectors tend to form outside the port
region. However, ports can have negative impacts,
mostly related to the use of land, traffic congestion,
or environment (OECD, 2014).

Obviously, if cities want to benefit from it, ports
have to be competitive and create comprehensive
economic benefits. The city’s assets are directly
linked to the added value and employment created
by the port. There are 3 main models for cities to
derive additional benefits from their ports (OECD,
2014):

Clusters of maritime service. Maritime ser-
vice clusters seek to attract services that create
high added value, such as maritime finance,
consultancy, legal, and engineering services.

Development of the industry. In order to en-
sure the development of port-related indus-
tries, the proximity of many industries’ im-
ported resources and consumer markets must
be ensured.

Development of port-related quays. The devel-
opment of quays often helps to take advantage
of a port and maritime heritage, turning it in-
to a city’s growth source.

There are various policy instruments to support
these strategic guidelines. These measures in-
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clude knowledge transfer schemes (aimed at at-
tracting high-value-added companies that could
transform the city into an international maritime
services hub), training and education, and the or-
ganization of various platforms and incentive pro-
grams. On the other hand, the growth of a port
also depends on GDP per capita, external trade,
and the resource intensity of production. A port
volume growth is more sudden than a GDP per
capita growth and an external trade growth - this
relationship is expressed in terms of port-to-GDP
growth and port-to-external trade growth mul-
tipliers. The increase in the cargo transported in
containers directly affected the pace of container-
ization. However, good relations with neighbors
and political decisions or other cross-border de-
velopments can have a significant impact on these
indicators.

On the other hand, three main economic policy
strategies, namely maritime service clusters, in-
dustrial development, and city quay development,
are recognized as appropriate for port cities. These
strategies have different directions but are often
implemented simultaneously in the world’s larg-
est port cities. Some features are more accessible
to debug than others. For example, maritime clus-
ters and urban waterfronts can work well togeth-
er and reinforce each other. However, achieving a
successful connection between industrial devel-
opment and maritime clusters is more difficult
due to the different logic of the two directions.
However, various port cities such as Hamburg
and Singapore have combined three strategic di-
rections, which more or less facilitate policy direc-
tions (OECD, 2014).

The composition of the economic functions is
crucial for the three strategic policy directions.
The most successful maritime clusters, such as
Singapore, Hong Kong, and London, have grown
into distinct clusters, the diversity of which attracts
new businesses that can be sure to find high-quali-
ty services in any marine-related industry.

However, when assessing the competitiveness of
ports and/or port cities, it is vital to bear in mind
that the competitiveness can be affected by several
factors, such as the economy of a remote country,
geographical location, port infrastructure, trans-
port, and information systems (Gao et al., 2018).
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However, the impact of a port activity on the re-
gional economy is quite widely studied in the liter-
ature, but port cities themselves are not evaluated
in the context of economic resilience.

The analyzed scientific literature revealed that
different researchers study competitiveness in
different ways. Cities, ports, and the competi-
tiveness of cities are evaluated very differently.
Sometimes, the assessment is limited to a sin-
gle indicator, and sometimes, the comparison
is based on indices such as safety index, crime
index, or traffic fatality rate. Scientific sources
offer a number of assessment methods, complex
indices, and comprehensive studies, for exam-
ple, smart city studies, assessment of the com-
petitiveness of cities in Lithuania (Cincikaité
& Paliulis, 2013; Bruneckiene et al., 2010), and
integrated assessment of the competitiveness
of capital cities. The Baltic countries’ research
is based on the principles of sustainable devel-
opment (Cin¢ikaite & Meidute-Kavaliauskiene,
2021), the evaluation of the economic, social
and environmental aspects of smart city ac-
tivity (Stankovi¢ et al., 2017), determining
factors for sustainable smart cities in Europe
(Nevado Gil et al., 2020), and analysis of mili-
tary and demographic interrelationships in the
context of Lithuanian sustainability (Meiduté-
Kavaliauskiené et al., 2020).

This study aims to comprehensively assess the
competitiveness of Baltic ports from the point of
view of economic security according to the city
competitiveness assessment model (USC), based
on the principles of sustainable development. In
terms of economic security, it is essential to con-
sider the following: the urban transport infra-
structure, the information technology and tele-
communications infrastructure, competitiveness
of enterprises, the city’s investment attractiveness,
adapting the labor market to changing conditions,
the science and study infrastructure, the econom-
ic power of the city, knowledge and innovation,
and GDP.

2. METHODS

The city competitiveness assessment model (USC)
includes factors that are grouped into three levels:

http://dx.doi.org/10.21511/ppm.21(4).2023.34



o Main factors are necessary for every city.
Without them, the city could not exist.

o Development factors condition the well-being
of the city and, at the same time, shape the
competitiveness of the city by means that al-
low the effective use of the main factors.

o Interaction factors reflect the result created by
the main and development factors.

To assess the competitiveness of the target port cit-
ies in the Baltic region in terms of economic securi-
ty, the data for the period 2015-2020 were extract-
ed from the relevant statistical databases (Eurostat
and the databases of Lithuanian, Latvian, and
Estonian statistical departments) (Table 1). The
competitiveness of the target port cities in terms
of their economic security is assessed by applying
statistical analysis methods. The results depend
on the availability of the information.

The empirical research is based on the follow-
ing multicriteria methods: SAW, COPRAS, and
TOPSIS. The main reason for selecting these
methods was the consideration of the factors that
maximize and minimize. The baseline value is
calculated by formula (1):

Problems and Perspectives in Management, Volume 21, Issue 4, 2023

I, =05-M, +0.5-M (1)
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where M, denotes the factor value of the urban
transport infrastructure, M, denotes the value of
the factor of the information technology and tele-
communications infrastructure.

The development value is calculated using formula

2):
I, =0.125-M +0.125-M,, +

+0.125-M,, +0.125-M,, +0.125- M, +
+0.125-M,,+0.125-M,, +0.125-M

@)
38>

where M, denotes the factor value of competitive-
ness of enterprises, M., is the factor value of the
attractiveness of the city’s investment attractive-
ness, M, is the factor value of adapting the labor
market to changing conditions, M, is the value of
the factor of the tourist attraction of the city, M, is
the factor value of openness of the urban economy;,
M, is the factor value of the science and study in-
frastructure, M, is the value of the economic pow-
er factor of the city, M, is the value of knowledge
and innovation factor.

The interoperability value is calculated using for-
mula (3):

Table 1. Factors and indicators representing the competitiveness of port cities

Factors of port city
competitiveness

Indicators of port-city competitiveness

Urban transport infrastructure

Number of cars per 1000 population, pcs.

Information technology and
telecommunications infrastructure

i Number of operating economic entities per 1000 population, pcs.
i Value added created by one employee in the industry, monetary units

The attractiveness of the city for
investment

Material investments per capita, monetary units
i Foreign direct investment per capita, monetary units

Adapting the labor market to changing
conditions

Ratio of registered unemployed to working age population (unemployment rate), percent
i Employment rate, percent
i Average gross monthly earnings, cash units

Number of guests accommodated in accommodation establishments per 1000 inhabitants,

hotel rooms, percent

The tourist attraction of the city i pers.
Occupa
an economy Income

s per capita, monetary units

Science and study infrastructure

| Average gross monthly earnings, cash units
i Average disposable income per household member per month, monetary units

i Expenditure on R&D in higher education and science and government sectors, as a percentage

: of GDP

i Employees involved in R&D in higher education and government sectors per 1000 population

i Share of small and medium enterprises operating in information and communication (J
iaccording to NACE), percent

GDP per capita, monetary unit

http://dx.doi.org/10.21511/ppm.21(4).2023.34
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=M 3)

410

where M " denotes the factor value of GDP.

This study aims to show that the port cities of small
countries such as Lithuania, Latvia, and Estonia
play a large economic role, and any changes (e.g.,
political or economic) can have a significant im-
pact not only on the development of the port city,
but also on the economy of the entire country.
Three Baltic countries and their port cities were se-
lected following this logic: countries with similar
economic development, states of similar size, and
port cities located on the eastern coast of the Baltic
Sea; they regained their independence simultane-
ously and are members of the European Union.

3. RESULTS AND DISCUSSION

In the Global Port Ranking, Klaipeda ranks 170,
Riga 207", and Tallinn 160" (Transport global
practice the container port performance index,
2021). The CPPI (Container Port Performance
Index) 2021 covers port performance and time.
However, this study evaluates the competitiveness
of the target port cities in terms of their econom-
ic security over time and in relation to each oth-
er. Considering that the Baltic countries’ selected
ports generate an almost similar amount of cargo
(Figure 1), it is crucial to evaluate the parameters
of each of the three ports and conduct their com-
parative analysis.

The port of Klaipeda is a significant and big-
gest transport center of Lithuania, where the sea,
railway, and land routes connect east and west.
This port is the only ice-free port in the eastern
Baltic Sea. Klaipeda is a multimodal, universal,
deep-water port, employing 14 large stevedoring,

51%

construction companies, ship repair, and all mar-
itime business services and load handling services.
The port can handle more than 70 million tons of
various cargo per year. The port can accommodate
400 m long, 59 m wide, and 13.8 m draught ships
(Port of Klaipeda, n.d.). The port area covers 1,442
ha and has 157 quays; the total area of covered
warehouses covers 99,380 m* and opens 1,045,879
m?. Port has 15 terminals for cargo, 2 terminals for
cruise ships, 3 terminals for Ro-Ro, and 2 contain-
er terminals. Ships 400 m long and 59 m wide with
a draft of 13.8 m can enter the port.

The port of Riga is a multifunctional port with a
safe, modern, and sustainable infrastructure. The
port is barely freezing; it also has two icebreakers.
The infrastructure of the Riga port is character-
ized by good rail and road connections. About 60
percent of cargo to/from Riga port terminals is
transported by rail and 40 percent by road. The
infrastructure of the port allows to receive large
cargo carriers and cruise ships (Freeport Riga,
n.d.). The port area covers 6,348 ha and has 152
quays; the total area of covered warehouses covers
418,603 m?, and opens 1,894,278 m?. The port has
46 terminals for cargo, 2 for cruise ships, and 3 for
containers. Ships 500 m long with a draft of 15 m
can enter the port.

The port of Tallinn acts as an intermodal hub, serv-
ing passengers and various cargo daily. The port of
Tallinn has two constituent passenger ports and
two cargo ports. The port of Tallinn is one of the
largest port complexes on the Baltic Sea coast in
terms of both passenger and cargo traffic (Port of
Tallinn, n.d.).

The analysis of the target port cities in the Baltic re-
gion shows that although the national populations
are declining, the share of the population living in

Source: Statista Research Department (2023).

M Estonia
W Lithuania
Latvia
Poland

W Russia

Figure 1. Distribution of cargo flows in Baltic Sea ports (2019)
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Table 2. Population dynamics in target port cities over the 2015-2020 period

Source: Eurostat (n.d.).

. Year
Port cities T
2015 2016 2017 2018 2019 2020

Klaipeda 156,141 154,326 151,309 148,908 147,892 149,116
Lithuania 2,921,262 | 2,888,558 . 2,847904 . 2808901 . 2,792,209 | 2,796,025
Share of the national population 5% 5% 5% 5% 5% 5%
R|ga 641,007 639,342 641,201 632,479 626,147 6zi,120
Latvia 1,986,096 1,968,957 1,950,116 1,934,379 1,919,968 1,907,675
Share of the national population 32% 32% 33% 33% 33% 33%
TaIImn 413,782 423,420 426,538 430,805 434,562 43%,341
_Estonia 1,313,271 1,315,944 1,315,635 1,319,133 1,324,820 1,328,889
Share of the national population 32% 32% 32% 33% 33% 33%

Table 3. Unemployment rates in the target port cities during the 2015-2020 period, percent

Source: Eurostat (n.d.).

. Year
Port cities T

2015 2016 2017 2018 2019 2020
Klaipeda 5 5 5 4 6 6
Lithvania e 90 .79 . 8BS . 84 . 126 130
The difference from the national unemployment rate -4.0 -2.9 -3.5 -4.4 -6.6 -7.0
Riga . e T B BT BB
LatvIa 10 S S S A S-S S-S
The difference from the national unemployment rate -3.0 -2.0 -1.0 0.0 -0.3 0.0
TRl e ST T V- O T W S
Estonia 6

0.0

The Difference from the National Unemployment Rate

the port cities remains almost unchanged. Tallinn
and Riga slightly increased: during the 2017-2020
period, it increased from 32 to 33% (Table 2).

The analysis of the unemployment rates shows
that the unemployment rates in the target port
cities are lower or coincide (the cases of Riga and
Tallinn between 2018 and 2020) with the national
unemployment rates (Table 3).

Regarding an integrated assessment of urban
competitiveness, scientific studies highlight the
aspect of economic security. The study employed
the USC model, which includes the determinants
of competitiveness and allows one to assess the
competitiveness of the port cities at several levels
(baseline, development, and interoperability).

Table 4 indicates that in 2020, the largest number
of Klaipeda employees worked in agriculture and
fisheries, while the smallest share worked in the
information and communication sector. In Riga,
most people worked in agriculture and fisheries,
followed by real estate, public administration, hu-

http://dx.doi.org/10.21511/ppm.21(4).2023.34

man health, education, social work, and defense.
In Tallinn, most employees work in the following
sectors: communication and information, arts,
entertainment and recreation, other service activ-
ities, and household and non-territorial organiza-
tions and bodies.

To assess the competitiveness of the target port
cities in the Baltic region in terms of economic
security, the data for the period 2015-2020 were
extracted from the relevant statistical databas-
es (Eurostat and the databases of Lithuanian,
Latvian, and Estonian statistical departments).
The competitiveness of the target port cit-
ies in terms of their economic security is as-
sessed by applying statistical analysis methods.
The results depend on the availability of the
information.

Table 5 indicates that the baseline level of the USC
model did not reveal any significant port cities, and
the results vary from year to year. Stabilization of
the positions can only be observed in 2019-2020,
and Klaipeda occupies the leading position.
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Table 4. Employment by activities (2020)

Source: Eurostat (n.d.).
Activities
> 2 ® £t g €
0 € c » o o 0  5wuw
fo © 1] - o ;9 o o QU =
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2« © c = -8 E: o ET  cmoc 1{_:‘5 s s eo8
EN P% SN g0 EN 2N BN S3EZ5 S5 £éETa
USRS N € s 2 o3 S5 83 &£FE Bow  LEXGSA
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Table 5. Assessment of the baseline economic environment in the target port cities by employing

the COPRAS method

Port cities Ye:ar
2015 2016 2017 : 2018 2019 2020
Klaipeda 0.34 : 0.32 0.33 0.35 0.34 : 0.34
Telion ..03L 035 03 . 03 .03 . 03
Riga 0.34 ' 0.33 ' 033 ' 0.34 ' 0.32 ' 0.32
Table 6. Assessment of the economic development environment in the target port cities
by employing the SAW method
. Year
Port cities T
2015 2016 2017 2018 2019 2020
Klaipeda 0.17 0.16 0.17 0.16 0.20
Talion 0.49 0.49 048 088 047
Riga 0.35 0.34 0.35 0.35 0.35

Table 7. Assessment of the economic interoperability environment in the target port cities

by employing the COPRAS method

Port cities Ygar
2015 2016 2017 2018 2019 2020
Klaipeda 0.28 0.28 0.29 0.29 0.29
. 04104l 041 040 . 041
Riga 0.31 0.31 0.30 0.32 0.30

The data in Table 6 show that Tallinn holds a
leading position throughout the period under
consideration (2015-2020). It is followed by
Riga and Klaipeda.

Data in Table 7 indicate that Tallinn occupies
a leading position throughout the period un-
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der consideration (2015-2020). It is followed by
Riga and Klaipeda.

When comparing the three port cities in the
Baltic region in the period 2015-2020, it can
be seen that Tallinn holds a leading position
throughout the entire period considered, Riga

http://dx.doi.org/10.21511/ppm.21(4).2023.34



Problems and Perspectives in Management, Volume 21, Issue 4, 2023

Table 8. Evaluation of the competitiveness of the economic environment in the target port cities
in terms of economic security by employing the TOPSIS method

L. Year
Port cities -
2015 2017 2020
032 031 930
0.41 0.43 0.42

Table 9. Average annual results representing economic evaluation of the competitiveness of target

port cities based on different methods

Port cities Ygar
2015 2016 2017 2018 2019 2020
Klaipeda 3.0 3.0 3.0 3.0 3.0 3.0
e e e e R e e
S i T S S e

being second and Klaipeda third. The change
in positions can be observed only at the base-
line level, while the development and interop-
erability level results are practically the same
as the final result, i.e., Tallinn holds a leading

gion over the period 2015-2020 based on differ-
ent multi-criteria evaluation methods.

This study assessed the competitiveness of three
selected port cities in the Baltic region from the

point of view of economic security. Future re-
search could focus on the impact of an emer-
gency (COVID-19, military unrest, etc.) on eco-
nomic security.

position.

Table 9 presents the assessment of the competi-
tiveness of the three port cities in the Baltic re-

CONCLUSION

The purpose of this paper was to comprehensively evaluate the competitiveness of Baltic port cities, spe-
cifically Klaipéda, Riga, and Tallinn, with a focus on economic security, time factors, and their relative
positions in relation to one another. The results of the secondary data analysis yielded some noteworthy
findings. First, the study revealed that the unemployment rate in the target port cities is notably low-
er than the national average. This indicates that these port cities have a relatively stable labor market,
which can be attributed to their economic activities and opportunities.

Second, an insightful comparative analysis of the population distribution highlighted a substantial dis-
parity among the cities. Klaipéda was found to have the smallest share of the country’s population, ac-
counting for approximately 5%, in contrast to Riga and Tallinn, where more than 30% of the country’s
population resides. This divergence can be attributed to the dual roles of Tallinn and Riga as not only
port cities but also national capitals.

Third, the study employed three different multi-criteria evaluation methods, namely SAW, COPRAS,
and TOPSIS, to assess the competitiveness of these port cities in terms of their economic security.
Surprisingly, all three methods yielded nearly identical results, consistently positioning Tallinn as the
leader, Riga in second place, and Klaipéda in third. These findings underscore the distinct advantages
that port cities enjoy as national capitals.

Fourth, the results strongly support the notion that port cities, especially those that double as capitals
like Tallinn and Riga, possess a more significant potential for attracting human resources, technology,
and financial investments. Consequently, these cities are more economically secure and stable than
their counterparts, with robust transport infrastructure but needing more capital status.
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In light of these findings, future research endeavors based on the methodologies employed in this study
could delve deeper into the competitiveness of port cities situated along the eastern Baltic coast. Such
research could yield valuable insights into the dynamics of economic security, population distribution,
and competitiveness in a broader regional context, shedding further light on the complex interplay be-
tween port cities, capital status, and economic stability in the Baltic region.
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