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Snapshot to the key findings of thNgP1 study

The currentreport reflects the findings of th&luuga Multimodal Freight Terminal Rail Balt{t¢4CTRB)
2 2NJ t I O 3 Sthewexisting yitbiatioh ankl prog@id of freight flow demands in thgeriod of
2025H n p WR1ds a basis for the technical profiling of the terminal together with theloesefit analysis.

Rail BalticdRB)is aninternational railway corridor an@art of TENT core networkand it isdesigned to
connectthe Baltics with the rest of Eurodey Europearstandardgauge (148 mm). The route wilktretch
from the PolisliLithuanian borderto Tallinn. InTallinn RB will connect tdMuuga Harbour, which is
specialied in handling transit origin goodmd is one of the biggest cargo harbours in the region. The
construction of Rail Baltican the proximity of the main cargbarbour of Estonia is regarded as an
opportunity to develop a multmodal freight terminal (MCTRB) supportthe North SeaBaltic Core
Network Corridor The current study defines the opportunities and barriergh@implementation of the
MCTRB project froma transport and economic perspective,gsidesa benchmark of alternative roats

and competition in the areacalculatescargo flows volumes and structure forecastnd gives
recommendation®n project implementation.

Gonnecting the largest cargharbour of Estoniawith the trans-Europeantransport network opens up a
new paradigm of cargo movement on the NdrSouth axis

Muuga Harbour is the main cargo harbouttud Port of Tallinn. It mainly handles crude oil and oil products
(liquid bulk constituted 566in 2016),and italso serves iy bulk (26%9), containers (186 and other types

of cargo. The facilities of theahbour include six liquid bulk terminals, two myttirpose terminals,
container andro-ro terminals, and dry bulk, grain, steel and coal terminals. Muuga magmgciakkesin
handling transit goodsyhich in all accountor 80%of the total transit volume othe Port of Tallinn and
around 70% of all transit cargo passing through Estoriiathe EastWest direction the port of Muuga
handlescargo from Russia

In theNorth-South directionMuugamainly handleg&stonian and Finnistargo exbange, including Finnish
exports andmportswith European countriesThe ink to Rail Balticavill substantially increaseargo flows

in the North-South directionTheRail Balticaiailway project is the first ever railway project in Estonia with
the European 143mm gauge. It wl establisha better connection between Estonia and Central and
Western Europdt will also bring additional value f@candinaviaand Northwest Russia cargo exchange.

Rail Baltica will boost the organic growth of the econorapd widen thecatchment areaof Muuga port

According toanalysis fromthe World Trade OrganisatiodMTQ, trade has typically grown in recent
decades at 1.5 times faster than GDP2042 it slipped towards 1:1 and has remaahstable for the last
4 years. Thermual GDP growth d@he Balticstatesis forecasted at 8 %throughout the next decadeand
between 1 an® %subsequently This bringsapproximately 75-8 million tonnes of dtal cargo volume in
the 20152035 period, according to our study foreca$his organic growth of the econonwill be
supported by additionabenefitscreated byRail Baltica.

In considering the facthat Rail Baltica will bringn entirely new dimensiorof North-South 145 mm
connection to Muuga and thepportunityto synergse it with the existing 152 mm EastWest connection,
the catchment area of the Muuga MCTRB is widening significadbording to the studyesults,we see
additional volumes 08.5-4 million at Muuga

Environmental and economimcentiveswill increase the role ofail transportation

The split betweeltransportationmodes shows high dependence on road transport. Due to an increasing
amount of political measuresthe share of roadiransport is expected to diminishnd thiswill divert
additionalflow for Rail Balticand Muuga MCTRRail transport remains a strong priority in the EU JIEN
Regulation.

Railis to become faster and more reliablenplementation of the #h Railway Pdage vill deal withthe
bottlenecks in thecurrent rail network and improve theompetitiveness of rail for longer distances.
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According to the current studyail transportationwill befaster(approx. 1:2) and less cos{gpprox. 09:1)
than roadtransportationby 2035

Muuga port is well positioned against the main competing corridors

The mmediate catchment area for Muuga Sweden,Finlard, Latvia, Lithuania anborthwest Russia,
which altogether constitute65% of Muuga Harbour inbound freightlows. The study examirel17

competing corridorghat are relevant forthe Muuga multimodal terminal and conclud¢hat Muuga is
well positioned agairishe main competing corridors.

North-South

Corridor though Muuga

Competing routes

By ®a from Finland to Polish/German ports

Westwardcorridor
(WarsawWest of Germany

By sedrom Finland to North Sea hubs andwardsto
Germany

direction)

Finland to Germany via Sweden (Fehmarn tunnel)

Southward corridor
(WarsawViennaAdriatic
Sea)

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

By sedrom Finland, vidhe Port of Sillarde by 1520mm
gauge rail tahe South

Finnish ports linked by rail to Russia

Railway to Russia and

/' NH2 RANBOGfe (2 wdzaairl Q&

through Russia t&entral
Ada

EastWest cargo through Latvian and Lithuanian ports

EastWest cargo by rail through Belarus

EastWest
Finnish corridor
Road to Russia and througt / ' NB2 RANBOGt & G2 wdzdaArl Q&
Russia taCentral Am Through the port of Sillaée
Latvian and Lithuanian corridor
Adriatic corridor T_o Finland_rbr_n the Mediterranearﬁea v_ieNorth Sea hubsr
via the Adriatic Sea, rail to North and via the port of Gdans
Arctic route All Southern corridors antthe Arctic viathe North Sea hubs
Asiarelated

Ocean container carriers
from Asia

Through all ports between Gdansk and St. Petersburg

Transcontinental railway
route from China

Through Kouvola, St. Petersburg or Riga

In the North-Southdirection, the mostrelevantdirectionsfor Muuga multimodal terminalvould bethe
southern branch from Warsaw towards Vienna arahf there towards the Adriaticéaandthe western
branch from Warsaw to Berliin the opposite directionthe Muugamultimodal terminal could be used as
a preferred EU location fahe warehousing and distribution for Eapean cargo emoute to RussiaThe

option of usingRail Balticalsohasa significant time advantage in comparison to several existing ground

and maritime transportation routesn the NorthSouth directionln EastWest direction, aside from the
current EastWest cargo routesMuugais expected to become an intermediary stop for Astarga The

studyreveak the potentialof bringingChinese rail astainers to Muuga for redistribution in Scandinavia.
This would befaster and for some categories of cargo more cost effective than using the existing routing

through the Mediterranearsea
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The peak volumefor the Rail Baltica andMuuga multimodalterminal areforecasted for 2045

According to the modelling results, in 2025 the volume of cargo handled by Muuga Harbour will reéach 20.
million tons (in 2015t handled 13.7 million t). The highest amount of cargo handled in Muuga is reached
in 2045 THs will be26.3 million tons These are the flows of the harbour activity combined with the
benefits from Rail Baltica.

Regarding Rail Baltica cargo flows, Hgtonian RB section in 2045 wil lominated by container goods
constituting48 %of total freight flows From a commodity type perspective, the largest sludreargo will
consist ofmiscellaneous article81 %), wood and cork @%), andcoal chemicals, other chemicals, paper
pulp and waste paper 41%).

In comparison with other studies where Rail Baltica cargo flows were calculated, this study is moderately
optimistic. RaiBaltica CBA (2017) estimate$ @illion tonnes of cargo in the TallidParnu section in 2045,

which is lower than this studf®.2 milion), due tomore conservative estimagefor bulk goods on Rail
Baltica and presumablyslower increase ithe share of containesed goods and Rail Baltica relatesro

traffic. The HelsinkiTallinn Transport Link feasibility study (2p#8timatesion-tunnel freight flowto peak

at 7 million.
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1.Intro to the Future TransportationDevelopment

Transport is embedded in the economy bothiérms of operations andemand: transport services require
input from several sectors of the economy, i.e. mantddang, logstics, marketing and insuranc&hapter

1 evaluatesthe potential effect ofparticular regulative taxes, road tolEnd other direct costs on modal
split in freight transport andhe European transport and logistics mark&his chapter demonstrates that

the future developments in European transport policies will improve the rail sector and worsen the
competitiveness ofong distance road transportation.

1.1. Future Transportation Development

Currently, road transport is dominatig freight transportation especiallyin intraEU trade and ail

transport is one of the least competitive means of transportatibhere areseveral reasonfor this, such
as thehigher fleibility of road transportationmore developed infrastructure ath lower transportation
tariffs. Due to an increasingtrength of political measures, thehare of road transporis expected to
diminish(read more fromAnnex6.3).

Figurel. Freight transport volume and modal split in the EU 199614, billion thousand torkilometres
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The main trend in transport and logistics in the EU relates to the environmental restrictions due to
increasing greenhouse gas emissions. A range of reguldtasieen

adopted in the EU in recent yedtst are focusednthe reduction of  The share of road transport i
greenhouse gas emissiomtise development of a sustainable transpor decreasing due to environmentz

system, the LINRY2(dA 2y 2F G3INBSy¢ " concerns and regulations, stricd LJ2 NJI
strengthening legislation for road transport. Heeregulations and work and rest time regulations
directives have been the key challenges for the road transgpewtor?  that make road transport less

The EU transport policy aims at a form of mobility that is sustaina COmPetitive, and congested traffi
energyefficient and respectful of the environment. This implies 1t limits the speed of road

greater use of miimodal solutions that combin@ptimally various transport.
modes of transportpy utilisingeach on®@ & a G NB y 3 (sifg Estonian respondent
the weaknessesand relying on wagrborne and rail modes for lonc (manufacturing)

haul® This combined withEU White Bperstrategyand development
of the railway network could lead toa modal shift from sea to railansport.

Rail Balticaand the Muuga multimodal terminal will be influenced by the following measures to be
implemented by the EU

1 Adoption of new regulative directivesfor@g® ¢ KS 2 KAGS t I LISNJ aw2l RY
Transport Area Towards a competitive and resource efliof i G NJ YA LR NI &deaid S
the European @mmission in March 2011, aims to redugeeenhouse gas emissio(SHG) in
the transport sector by at least 8®by 2050 compared to 1990; and shift Bbf road freight
over 300 km to other modes such as rail or waterborne transport by 2030, and more tl§an 50
by 2050, facilitated by efficient and green freight corridors.

i Regulative directives for CO2 for trucks. Since 2010, the European Commissiorehas be
developing a computer simulation tool (VECTO) to measure CO2 emissions from new vehicles.
This tool will be used to propose legislatitiat would require CO2 emissions from new heavy
duty vehicles to be certified, reported and monitored. In additibhe Commission may
consider further measures to curb CO2 emissions from hdaty vehiclessuch as bgetting
mandatory limits on average CO2 emissions from needystered heawduty vehicles.

1 Regulative directives for CO2 for shipe. I t GA O { Sl Aa 2yS 2F (KS
Eutrophication, a major problem in the Baltic Sea area, is causdtkemmissionof nitrogen
oxides.The maincause ofnitrogen oxides emissioim the
Baltic and North Sea is due to shif® reduce the impact,
the North Seaand Baltic Sea region has developed an act/ Policies  discriminating  the
plan to improve the condition dhe sea bybecoming part of '02d  transportation -~ mean
NECANOX Emission Control Area)thie Baltic Seanitrogen  19Mer shipping costs for the

. . Baltic consumers.
oxide emissions are to be reduced by 80 per cent from i
present level. The regulation will be applicable to new sh International logistics
built after 1 January 2021 when sailing in the Baltic Sea  c0™Mpany
the North Sea. @ker ships ardeingsteadilyreplacedby new
ships As a resultin the NECA scenario, only Tier Il ships
beingadded to the fleein the 20112019 period and only Tier 11l shigsom 2021 onwards
As a result, Tier O ships will be fully phased otivieen 2026 and 2029, and Tier | ships will be
fully phased out in the period from 2036 to 2039. Capital investmentiseamew fleet would
influence companies operating in this ardeading toan increasein the priceof shipping.
Another established action the development of LNG terminals around theastine ofthe
Baltic Seawhich would allow ships to use more environmentally friendly fuels.

2The 4thRailway Package adopted in 2013 is aimed at completing the Single European Railway area to foster European
competitiveness and growth. The main goal is the creation of a single European rail area, which will make rail transpod safe
reliable, therebybecoming a more competitive means of transportation.

3 https://ec.europa.eu/transport/themes/logistics_multimodal_en
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i Tax on traffic congestion. The European Commission amended the existing Eurovignette
directive® to provide Member States with the ability to levy higher toll charges for trucks on
heavily congested routes or in environmentally sensitive areas, provided that alternative ways
of shifting freight are available. If this directive is fully iempénted, it will give roadhaulers
incentives to use cleaner trucks and vehithest causdess damage to thead infrastructure.

As a result, truck operators can be forced to make large investments into new trucks, which
canmake them less competitive.

i Internalsation of transport externatosts. According to the Whiteaper, all EU countriesn
the period from 2016 to 202Gave tomaintain amandatory internationasation of external
costs (ncluding noise, local pollutioand congestion) for road andit transport. Since road
transport has higher external costs thaail transport® road transport could kecome less
competitive for longhaul transport® ! OO2 NRAY 3 (2 GKS LI LISNDa 7
increase by about 5% by 2050.

1 Road taxabn for heavy vehicles. Common rules for road taxatiogrenmestablishedby
Directive 1999/62/EQQamended by Directive 2011/76/EUMccording to thiDirective the
cost of constructing, operating and developing infrastructure can be leveraged through tolls
and vignettes to heavy goods vehicles (above 3.5 t). Although the application of tolls and
vignettes is not mandatory fahe Member States, most EU countries atlcharges on heavy
vehicles. Some member states (e.g. Derkmauxembourg, the Netherlandmd Sweden)
introduced a common system of charges for heavy goods vehicle® diby (Eurovigned
systen).® Austria, Bulgaria, Czech Republic, Hungary, MoldosmaRia, Slovakia, Slovenia
and Switzerland use national systems of vignettes while other EU countries use road tolls that
are based on distance travelled by a vehicle. Currently, Estonia has an annual tax for heavy
vehicles that weigh 12 tons or more. Thars are taxed according to the register of truck
weight, the number of axles and type of suspension on the driving axiee base of trailers,
the tax is determined by the weight or gross laden wefgHowever, m 1 January2018 the
Estonian governm# establisted a time-based road user chargerf heavy goods motor
vehicles. Aimilar road user charge is already being levied in Latvia and Lithuania, which make
up the Via Baltica road transport corridor with EstoHi@heideais to tax vehicles thatgss
through Estonigapproximately 5500 heavy truckper day). Heavy loads are damaging roads
and affecting their maintenan¢eaherefore, the heavyduty road feeis to be allocatedo
investment inthe development and maintenance of road infrastructufgstonia is also
planning to levy the tax on vehiclesth amaximum mass of 3.5 tons or mote.

The EU regulations also putessure on theost ofroad transportby increasing employer costs related to

g 2 NJ $daEsecurily. In regard to road transpgitiere isweaker legislation for worksin the Eastern
and Southern countriethan elsewhere in the EU.tHese disparities are addressed in EU regulatitrey
are likely to increase the costs of road transport in countries where it currently has atitugpedgedue
to the low price. The following measures are applied:

4 http://eur -lex.europa.eu/legatontent/EN/TXT/PDF/?uri=CELEX:31999L0062&from=EN
Shttp://ec.europa.eu/transport/sites/transport/files/thenes/sustainable/studies/doc/20-handbookexternalcosts
transport. pdf

6 http://eur -lex.europa.eu/LexUriServ/LexUriServ.do?uri=0J:L:1999:187:0042:0050:EN:PDF

" https://ec.europa.eu/transport/modes/road/road_charging/charging_hgv_en

8 https://www.eurovignettes.eu/portal/

9 https://www.riigiteataja.ee/akt/130122011026

10 http://www.baltic-course.com/eng/transport/?doc=126124

11 http://majandus24.postimees.ee/4033381/teekasutustabakkabkehtimaka-12-tonnist-kergemateleveokitele
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An increase irper diemand accommodation costs fol _ _
truck operators. According to the Regulation 561/200 AS a general trend, increasing|
commercialtruck drivers are prohibited fronspendng ~ SUict Worktime and environmental
regular weekly rest time in their vehicle cabin. F regulations in the EU are impedin

. . . . the wuse of road transport.
exgmplg, |n,Frare; fallureAto comply with this law coulc Therefore, we see rail as reasonak .
fSFR G2 I &SI NRa AYONBURZ _iermative. S 27
An ncrease inthe minimum wages of drivers. Belgiumr
Austia, Netherlands, Italy, France arBermany seta
local minimum salaryfor truck drives. Many other

countriesmay follow this lead

Lagistics company, Estonia

There are multiple factor¢hat canpositivelyaffectroad transportationhowever, these developments
mainly concern the last miles of delivery:

T

Introduction of electric trucks. Anectric truck is a truck powered by etecity and considered

to be emissiorree. Daimler AG, e of thelargestproducers oheavy vehicle$® has already
introduced the first electric heavy trudalledUrban eTrucR* which has a range of up to 200

km, makingit ideal for typical distributin runs. Further improvements tthe performance of

LHon batteries can substantially increase the range of the trucks and niake suitable for

long haulageAccording to Directive 2014/94/EU, the charging infrastriefor electric cars

will be createdby the end of 2025, at least on the TENCore Network, in urban/suburban
agglomerations ath other densely populated area¥he ntroduction of electric truck will
significantly boosthe competitiveness of road trargort overshort distances (up to 30018,

while the competitive advantages of road and rail may viaylonger distance$
5S@St2LIVSyid 2F LIl G22yAy3ad | O0O2NRAYy3 (2 51 A
7 %in fuel savings and a 3@reduction in required road spackk 2016, Netherlands European
Truck Platooning Challenge was organised, where 6 automated trucks (DAF Trucks, Daimler
Trucks, Iveco, MAN Truck & Bus, Scania AB and Volvo Trucks) ran on public roads from several
European cities to the Netherlanddy 202Q it is expectedhat platooning trucks will become

a common means obad freight transportation, witltwo or more trucks driving in platoon on

a motorway or a major roadf Before platoons can drive across Europe, various national
vehicle and road authorigs will have to provide exemptionsntil recently, there were major
differences in approval regulatiorregardingthe admission of automated trucksn public

roads.

Use of roadail vehicles.Roadrail vehicles can operate ormoth railway tracks and
conventional road. They take advantage of the low rolling resistance and fuel econonayl of
transportand flexibility of road transport.

12 http://www.grangeshipping.co.uk/news/francetroducesban-on-driverssleepingin-cabs

13 https://www.statista.com/statistics/270293/worldwidéeadingtruck-manufacturersbasedon-productionfigures

14 https://www.daimler.com/documents/investors/reports/anmalreport/daimler/daimlerir-annualreport2016.pdf

15 http://eur -lex.europa.eu/legatontent/EN/TXT/?uri=CELEX:32014L.0094
Léhttps://www.eutruckplatooning.com/Workspace/Conference+Truck+Platooning+Challenge+7+April+2016/HandlerDownloadFil
es.ashx?id=569893

10
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Figure2. Summary of EU cargo market forces and their impact on different freight types

Modal splitdrivers Mg - positive effect
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Expansion of road-rail vehicles
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The modal split trends revetie potential for Multimodal Freight Termin&ail Balticat Muuga Harbour
due to the increasing role and active promotion of rail transportation by the EU, which is to result in the
increased usagef rail transport, mainly when the transportation distance is longer than 300 km

Estimation of efficiency parameters of different transportation modes

There is no reliable systematic picture of the comparable ratidkeéfficiency of transportation maes.
In most Central and Western European countries, the transportation structures areyweband the
distances for overland transport are short.

Muuga Harbour coultbe sea as acorridor-type transportation structure thais characterised by longer
distances and high share of transit transporf.ablel provides arestimateof the potential efficiency of
different transportation modesintil 2055

Tablel. Estimation of the modal shift by 2055

Measures of rail
transport
competitiveness
improvement

Comparison of cost:

railway vs. road
transport

Explanation

The bw competitiveness of rail transport
L Rail transport i primarily due to border crossing time ar
Current situation . - - . -
more costly the incompatibility of national railwa

systems.

Likely situation in
20252035

Rail transport is les
costly.

Measures applied 20172025 (enforcing
the 4th Railway Packageyill result in an
increase inrail transport competitivenes
compared with other modes of transpor
technological changes regarding ro
transport takeoff (interlocked road trains

but are insufficient to compensattor the

Integrating rail transpor
system into more comple
transport systems
(multimodality,

intermodality etc.).
Introducing new
profitable  block train

17The parameters of the RB project (speed etc.) have been achieved, there is greater ecological pressure on road transport and

(to a lesser degree) maritime transport, and new technologgted changes in different modes of transport are moderate.
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Comparison of cost;

railway vs. road
transport

Explanation

CIVITTA

Measures of rall
transport
competitiveness

decrease in competitiveness of
transport against rail transport.

roal

improvement

routes on more
distanceroutes

long

Likely situaton in
20352055'®

The cost of alil
transport costs is
almost equal to tha
of road transport.

Due to new techniques, like autonomo
trucks, road transport wilslightlyimprove
its competitiveness. Maritime transpo
retains its relative competitivenegsn the
one hand, more efficient engines, smal
crew; on the other hand¢ ecologica
pressure) Technological opportunities t
boost rail transport competitiveness a

Need to utilise more
advanced technologies

the coupling and
uncoupling of wagons an
loading/unloading 0
containers during shor
staysin freight stations tg
gain more flexibility in ral

more limited thanthosefor roads.

transport.

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

Rail transport for cargo is currently the least competitive means of transportatjonloses both interms
of speed anctostandit canonly compete in bulk transpay which is partly due to a higher reliability of
delivery. The main reason for the weakrfsemance is the incompatibility othe railway systems of
individual countries and border crossings

Due to EUand national policiesrail will graduallybecomea more competitive means of transportation.
New faster railway lines will be built (e Bail Balticaand older ones will be modernised, bridges and
tunnels will be built, the obstructive effect atate borders will be overcomand national systems of
transportation will become compatible.

2.Ralil Balticand the TEN network

An effectiveand weltrunning transport infrastructure is essential to maintaining the European Union's
competitiveness and wealtfheMuuga multimodal terminal should be viewed in the contexthaf wider
TENT network.

The TEN and CEF Regulations (1313.6/2013)define the strategic guidelines and technical parameters

for the European transport development for 2030 (core network) and 2050 (comprehensive network). The
highest strategic level consists of nine core network corridors (CNC). The catchment area of MCTRB
includesdirectly two CNCs: North S&altic and Scandinavidviediterranean. The Baltiédriatic CNC has
distinct significancén that it formsthe outer edge of the catchment area from Poland to the Adriatic Sea.
TheOrientEast Med and RhinBanube CNCsach the Black Sea and henoerge withthe Southern

fringe.

Rail Baltica is an important part of the Treligropean Transport Network project. It isn@d at integrating
the Baltic sates into the European railway network. The project involves five fi@an Union countries:
Poland, Lithuania, Latvia, Estonia and, indirectly, Finland. The rail line will connect Tailnn,Rga,
tyS@gT0eas YiwWashwr +AfyAdza FyR

Rail Balticéas more than just a connector of the Baltic states to Europe. It also seragsternative route

to Finland and th&Commonwealth of Independent States (CI)cording to the Rail Baltica Global Gost

Benefit Analysis (CBA) preparedEmst& YoungBalticLtd (EY), it is estimated that approxately 57 per
cent of all cargmn the newrailwaywill be in transitg firsts  O2y aAadAy 3 2 The@stoff | YR

18 Ecologtal pressure continues, along with changes in the efficiency of use of different modes of transport due to new
technological and transport organisation opportunities
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the EU and, secondompsed oftransshipnent between the rest of the EU and the AiBe current study
confirms these findingwith a more optimistic outlook.

The TEN strategy means access to the 1435 mm railway network for the Baltic region. This would make the entire

regionmore competitive Figure3. Map of TENT routes
' @ Baltic - Adriatic

& @ North Sea - Baltic
Ealll - ' Mediterranean
X @ Orient/ East Mediterranean
@ Scandinavian-M
" Rhine - Alpine
Atlantic
@ North Sea - Mediterranean
@ Rhine - Danube

el

Source: BEropean Commissioh

Additional future trade route potential fothe catchmentarealies in theArctic ard Northern Sea route
and railconnection to Asigread morein annex6.5.6).

Most of the railway system in thBaltic statess incompatible with the rest of Europe due to the different
gauge size. This makes direct rail linkage between the Central and Eastern Europe regions complicated and
relatively expensive. Alsthe current infrastructure does not allow for sufficientlystapassengeand

cargo speeds in the NordBouth directionRail Baltica aims to bridge these gaps by eliminating this critical
missing link in the European railway network and integrating the Bstiéitesinto the European rail
logistics ecosystem, thebg also strengthening the functioning of the Single European Market.

The Rail Baltica project aims to ensarsafe, fast and higbuality connection between the Baltgtates

and the major economic, adinistrative and cultural centieof Western Europénteroperability withthe

Polish and German 183nm gauge networks is an important aspect of the project because international
traffic in the NorthSouth direction with the present 152nm gauge rail network in the Baltgtatesis

quite inefficient and no effective. Alsothe symbolic aim of Rail Baltiéa to physically reintegratéhe
fomer@ @ASG . FEGAO adGlFdSa (G2 9dzaNRPLISQA GNIYyALRNI Ay

L%http://ec.europa.eu/transport/infrastructure/tentec/tenteeportal/site/maps_upload/SchentaAO_EUcorridor_map.pdf
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Figure4. Rail Balticaaxis: WarsawKaunasRigaTallinn-Helsinki

SourceRB Ri#°

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

Port of Muugais the biggest cargo harbour in Estonia aindhainly specialsesin handling transit origin
goods. It is the main cargo harboaf the stateowned companyPort of Tallinnwhich operatesas a
landlord portmodel It is among the deepest and most modern ports in the Baltic Sea ragmthe future
location of the Rail Baltica multimodal terminal.

3.1. Role of Muuga Harbour

The cargo volume handlgdrough Muuga Harbouaccounts for around 8@of the total cargo volume of

the Port of Tallinn and approximately #@of the transit cargo volume passing through Estonia. Nearly 3/4

of cargo loaded in Muuga Harbour includes crude oil and oil products, but the harbour also serves dry bulk
(mostly fertilsers, grain and coal) arather types of cargo.

The major transport flows through Muuga have always been associated with Russia, mainlyteie to
transit of oil products. Bspite the recent decline, Russia still occupies the main place, accounting for
almost 60% (9 m tons) of Muga cargo freightdeeFigureb).

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

58.9%
17.7%
4.1% 3.2% 3.1% 3.0% 1.9% 1.8% 6.2%
[ — — . — I
Russia Estonia Belarus Germany Latvia Finland Poland Norway Other

Soure: Port of Tallinnnternal data

The nternational destinations of the goods transported through Muugee more diverse and includbe
USA (mainly oil products), Netherlands (oil productsamducts in containers) and Bibdertilisers) 6ee
Figureb).

Figure6. Structure of freight flows through Muuga Harbour by destination country in 2015

28.7%

19.9% 18.9%
13.4%
4.9%
> 35%  26%  22% @ 21% @ 1.9%  1.9%
I
[ || ] ] I I

Estonia USA Netherlands Brazil Morocco Germany Malta Denmark Russa  Belgium  Other

SourcePort of Tallim internal data

The najority of international freight traffiégn Estoniaravelssolelythrough ports or through portgogether
with aroad/rail combination Transitgoodsstill dominate in the operations of Estonian portéseeFigure
7).
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Figure?. Freight flows through Port of Tallinn

12%

2011 2012 2013 2014 2015

B Transit MExport Import

Source: Port of Tallinn annual rep@a17*

The Port of Tallinnwas influenced bygeopoliical change(see Figure 8), particularly Muuga which
accumulates around 7@ of Estonian transit flowBy 2015, the volumes of oil throughuugadecreased

more thantwice in comparison to 2011The main reason for this is the significant drop in transit from
Russia, which now mostly relies on its own infrastructure. The volume of liquid cargo in 2016 decreased
more than three times in compaon to 2011 and resulted in 6.6 m tons. Instead, the harbour increased
the freight of dry bulk and container cargo.

Figure8. Freight volumes through the main ports of Estonia, million t

I other ports
I Port of Kunda
43 44 Il vene-Balti Port

48
E]
2 44
2 1
2 5 E B - 3 I Port of Parnu
5 1 2 2 Port of Sillamae
p) 5 1 2 35 ]
7

Port of Tallinn
7 7

36 36
29 28 28

22

2010 2011 2012 2013 2014 2015

Thed h (i K S NJ LJ2 Ndcladespadshanslisges®than 1 million t of goods annually.

Source: Statistics Estofda

21 http://www.portoftallinn.com/annuatreports

2%http://pub.stat.ee/px-
web.2001/dialog/varval.asp?ma=TC175&ti=GOODS+TRANSPORT+THROUGH+MAIN+ESTONIAN+PORTS+BY+CARGO+TYPE+
UARTERS%29&path=../_databas/Economy/34Transport/16Water_transport/&search=TC175&lang=1
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Thea9a G2y Al Yy NI yaLR NI nRSuBtEhesZheNeS8eo fmentlof linffastmotusenin

2020, Estonia should have a capacity to serve at least 86 million tons of cargo, out of which 60 m tons will
be handled by ports, 21 m tons by raild 5 m tons by road. The infrastructure development measures
include cooperation with the maritime network, praoting the development of porinfrastructure and
support for the development of international maritime freight transport.

The mtential for Muuga Harbour and Rail Baltica can be seen when taking into catéddgr 9 A (G 2 y A |
maintrading partnes, which in 2015vere Sweden, Finland and Lat\{see Anex6.5.1).

In terms of commodity structure, Muuga specialises in the transportation of oil and fertilisers, which
account for 696 and 126, respectively, of all cargo volumes through Muuga, whoeuyts in containers
occupy 13%(seeFigure9). The main international partner in container cargo transportation for Muuga is
Germany: in 2015, Germyg accounted for 286 0f all containers that were delivered to Muuga Harbour
(445.6 thousand tonnes).

Figure9. Structure offreight flows throughMuuga Harbour

2011: 3 = 28.7 mtons 2016: 3 =11.7 m tons

56%

82%

- Container - Mon-marine - Dry Bulk General Cargo Liguid Bulk

SourcePort of Muuga statistics

Prior to 2007, Muuggort was in a good position to handle Russian transit flows, primarily because of its
advantageous geographical position and the insufficient capacities of ports and infrastructure within Russia.
Since around 2007 Russia has begun to actively develtaritsport infrastructure and shift cargo flows

to internal ports. As a consequence, transit through Estonia over the last decade has declined
significantly?* This decline is primarily due to a decrease in oil flowsandd be mitigated by replacing

this flow with other types of cargo; expert estimations and modelling show that most increases in cargo
from Russia could be in the form of containerised goods.

23 https://lwww.riigiteataja.ee/aktilisa/3210/201/4001/arengukava.pdf
24 https://www.riigikogu.ee/wpcms/wpcontent/uploads/2014/11/Eesti_transiit_ja_logistika_Il_osa.pdf
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FigurelO. Estonian transit freight by transport mode, million t
40
30
20

10

0
2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015

Transit freight on rails Transit freight by sea

SourceStatistics Estonfa

In 2015, container transport volumes in ports fell from 261 thousand TEU to 209 thousand TrieUyith|
the general decrease imeight flows. The volume of container goods decreased by 1.74 million eons
12 %(seeFigurell).?®

Figurell. Container transport via Estonian por{¢housand TEU)

T

2008 2010 2011 2012 2013 2014 2015

Source: Statistics Estofia

Muuga occupied34% of the total volume of cargoloaded by the Estonian ports. In 2016, loading
decreased by 2%, mainly due to liquid bulk. In terms of cargo types, the largest increase is observed in
dry bulk (around 386). Despite the overall decline in container turnover in EstoMayuga Harbour
experienceda slight increase in handling containers (from 1.71 m tons to 1.76 tons, particularly, 40 ft.
containers) g§eeFigurel?).

25 http://pub.stat.ee/px-

web.2001/I_Databas/Economy/34Transport/04General_data_of_transport/04General_data_of_transport.asp

26 https://www.mkm.ee/sites/default/files/majandusulevaade_2015.pdf

27 http://pub.stat.ee/px-
web.2001/dialog/varval.asp?ma=Tc1812&ti=TRANSPORT+OF+SEA+CONTAINERS+THROUGH+PORTS&path=../_databas/Ecor
y/34Transport/16Water_transport/&search=CONTAINER&lang=1
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Figurel2. Freight flows through Muuga Harbour by cargo type, millici t

Freight loaded from rail/road to ships Freight loaded from ships to rail/road

8.5 2.2
|09

1.9

1.8

2015 2016 2015 2016

- Container Dry bulk - General cargo - Liquid bulk

Source: Port of Muuga statistics

Following the intermodal transportation development tr@ inthe EU, the carriage of containers by road
(seeTable2) andrail (seeTable3) are alsoincreasingn Estonian ports (including Muuga)

Table2. Sea contaierspassing througtEstonianports byroad transport20082013 thousand TEU

Exported full Exported empty Imported full Imported empty
containers containers containers containers

2008 76.4 17.4 333 58.3

2009 49.6 25.0 38.5 36.1

2010 59.6 28.3 43.6 42.6

2011 76.9 30.9 46.8 59.9

2012 85.0 30.8 48.9 62.9

2013 87.1 35.5 55.6 63.8

Source: Statistics Estofia

Table3. Sea containerpassingthrough Estonianports by rail transport 2008013 thousand TEU

Exported full Exported empty Imported full Imported empty
containers containers containers containers
2008 11 816 10 123 3801
2009 11 869 1 26 2243
2010 18 421 12 84 2106
2011 23306 90 200 8 363

28 |_aading is from rail/road to ship, while unloading is from ship to rail/road; this does not include loading to/from storage

29 http://pub.stat.ee/px-
web.2001/dialog/varval.asp?ma=TC534&ti=GOODS+CARRIED+BY+ROAD+BY+TYPE+OF+CARGO&path=../|_databas/Economy/
ransport/08Road_transport/&search=CONTAINER&lang=1
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2012 30 934 82 1726 15 756
2013 34 035 31 1562 26 564

Source: Statistics Estoffla

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

The aim of this chapter is to evaluate the competitiveness of MGFRRBo assesthe possibilities in
relation to competitors and competing transport corridors aftailBalticawill be launchedThe chapter
includes analyses of the transport corridors passing Muuga, imgudbrih-South/SouthNorth cargo
flows, EastWest/WestEastcargo flows and cargo flows related to Asia (East and South Asia)t and
examines their competitiveness relation tothe competing corridorsThe fndings of this chapter were
compared and correlated with the modelling results.

4.1. Evaluation of appropriatenultimodal transport corridors

4.1.1.Definition of the catchment area of Muuga Harbour

TheMCTRB catchment area is defined through the geography of cargo movement relevia@Ptort of
Muuga. It mainly stretches out as a Nofouth and EasiVest axis angbrimarily focuses on the target
countries of the trade flows to Estonia, whiare countries thatise Estonian infrastructure for the purpose
of transporting goods foeither trade or trarsit: Finland, Latvia, Lithuania aN@rthwestRussia

TheNorth-Suth axis of trade flows through Estonia mostly involves frefighits to and from Finland and
other Baltic $ates. This represents important potential for Rail Baltica and the Muuga multimodal terminal.
The most important region in terms of cargo flomthe northeast corner of the catchment arésthe St.
Petersburgregion. This direction is currentlyulnerabledue to changes ithe political climate put in the
longrun it alsorepresentspromising potentiafor the Muuga multimodal terminal and R&hltica.

Vuosaari
Qorridor
through Muuga -
- Muuga
Gompeting
—
corridor

- 2
=== corridors

i

\

‘ Kaunas
/|

This potential is not onlgttributed to Russian cargo exchange but also to g¢hewing shareof EUAsian
inland corridortrade. The annual growth of Asian trade is expected to reacBolf 202:20303! The
catchment area towardshe East connects strategically with the catchment areahi@ North-South
direction¢ a land connection that did not exipteviously(from Finland to Soutficast EU and connection
routes towards Asia In the West, theBenelux countriesand the United Kingdomform an important
elementof origindestination matrix in the northastern EU. Currently, maritime transport is the prevailing
transport male in trade between countries dfie North Sea and Baltic Sd&at Rail Baltica would diversify
shipping opportunites here as wellVarious companies aralready shipping to theirBritish locations
through Muu@ Harbour. Rail Baltica will @nsify this option further.

31www.about.hsbc.de/ media/.../201512-08-hsbcglobattrade-forecastdez2015. pdf
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By rai) the Rail Freight Corridor North Sea Baltic (former RFC 8) ctheeEastWest axis on thesame
alignment as the North SeBaltic core network corridor (from Antwerp/Rotterdam/Amsterdam seaports)

at the North Sea reaching through Germany and Poland to Kaunas. In the future, enabled by Rail Baltic
the Rail Freight Corridor North Sea Baltic itiendto Tallinn.

A 1ull overview of he countries in the Muuga catotent area is provided in the Annéx.

4.1.2.Multimodal transport corridors: approach to competitiveness

C2NJ GKS LlzN12asSa 2F GKAA |yl f &askgdifEanttamour®d af §dddisR 2 NE
flowing consistently, usally combiningdifferent transportation modes. These corridors do not necessarily
overlap with orridors defined by the TEN. The aalysis of transport corridors is split into three parts:

1. North-South/SouthNorth (NS/SN) cargo flows. Cargo transportti betweenthe northern,
western and southericuropean ountries. Ukraine and Belarus are alsoluded here.

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

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

All these directions are not isolated and can mutually augment each other. The future of Muuga
multimodal terminal depends on handling thethree types of flows. All the relemtitransport corridors
within these flows are listed iable4.

Table4. Current and potential transport corridorpassingthrough Muuga and competing corridors

Corridor though Muuga Competingcorridors

By ®a from Finland to Polish/German ports

Westward corridor By sedrom Finland to North Sea hubs and further to
(WarsawWest of Germany | Germany
direction) . .

North-South ) Finland to Germany vi@weden (Fehmarn tunnel)
Southward corridor
(WarsawViennaAdriatic By sedrom Finland, southward frorstonian pors by road
Sea)

By sedrom Finland, vidhe Port of Sillarde by 1520gauge
rail to the South

Finnish ports linked bsail to Russia

Railway to Russia and / + NB2 RANBOGfeE& (2 wdzaarl Qa
through Russia t€entral - - -
Ada EastWest cargo through Latvian and Lithuanian ports

EastWest cargo by rail through Belarus

EastWest
Finnish corridor
Road to Russia and througt / F NBH2 RANBOGfpertsi2 wdzaail Qa
Russia taCentral A Through the port of Sillaée
Latvian and Lithuanian corridor
Adriatic corridor To Finland from the Mediterranean Sea via North Sea hub
viathe Adriatic Sea, rail to North and wiae port of Gdansk
Asiarelated Arctic route All Southerrcorridors andhe Arctic viathe North Sea hubs

Ocean container carriers Through all ports between Gdansk and St. Petersburg
from Asia
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Corridor though Muuga Competingcorridors

Transcontinental railway Through Kouvola, St. Petersburg or Riga
route from China

A cetailed description of eacbf the competing corridors with illustratiGand evaluations is presented in
annexes$.7.1.16.7.1.2and6.7.1.3

4.1.3.North-South/SouthNorth directioncorridors

TheN-S/SN catchnent area is relatively narrow at thedithern end (Finland, as well as Sweden to a
limited extent), but much wider ahe Soutlern end where it covers most of Central and Southern Europe.
Since the potential cargo flow from South to North derives from varsougces and geographic locations,
its aontent and transport requirementare more diversified than for the cargo moving southward.

In total, we identified5 competing corridors adhe MCTRB region tine N-S/SN direction One of the main
competitors to Rail Baltica and Muuga multimodal terminislthe maritime transportationroute from
Finland to Polish/Germaports. This competing route has thgotential to servea substantial amount of
Finnish imporsand exporsrelated to Germanwyndalsoindustrialhotspots in @ntral and Eastern Europe
for example Other competing routes on the-8/SN wouldinclude thefollowing:

a) The maritime route from Finland to Latvian or Lithuanian ports, extendiogthwardvia rail or road.
Possible in principle, e.g. fro Southwest Finland, but involves longer travel tiared lower frequency
issues (less koo lines in comparison with Muuga)

b) The maritime route from Finland past Estoniattee Southern Baltic ports in Polarfdort of Gdanskpr
Germany, then by rail aoad southvard andlater towards Southern or Western routes. As sea transport
generallycosts lower, this corridor could be competitive as it also threatwhsr destinations
COCAYfFYRQa fAY]l G2 9dz2NPLIS GKNRddzZEmtufnglSRSY o FGSNJ

The competitiveness of the-8/SN corridor through Muuga depends on how tailnsportcan compete
with other corridors and modes of transportatiohheMuuga multimodal terminal would need to attract
cargofrom the competing corridorgith faster, cheaper, more frequeshipmentor value-addedservices.

The Rail Baltica trade corridorwould

P s initially reach to Warsaw by rail
’/ Muuga Furtheron, it would split into several

Corridor 4 branches:

through Muuga l
— Competing /  Southern brancing in the
L ;’:d"“ / Riga direction of Austria/Adriatic $a.
== corridors 21 1 Westernbranching in the direction

',;/ " i of Germany.

These two directions definghe core
business ofthe Muuga multimodal
terminalin the NSSNdirection.

Rostoclyg / Gdansk
Travemundeé gswinoujscie

Berlin
Hanover
; Prague
©

Marsey The Southern branching is a
connection point to the Adriatic
Coridor that would enable access to
Mediterranean EU and no+EU
Vienna countries.
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Figurel3illustrates our modelled cargo distribution arriving and departing Finland in 2035 by commaodity types.
Here, we can identify a substantial amount of containerised goods #madlitional Finnish export commodities such
as paper, wood products and chemicals. These findings are very similar to previous studies in terms of composition.

[ ] Foodstuffs, animal food and foodstuff waste, I crude and manufactured minerals, cement,

oil seeds and oleaginous fruit and fats lime and manufactured building materials
- Raw animal and vegetable materials Natural and chemical fertilizers
- Solid mineral fuels Coal chemicals, tar, other chemicals,
31% paper pulp and waste paper
Crude petroleum, petroleum products and gas Miscellaneous arcticles
Iron Ore, Iron and Steel, Non-ferrous ore - Wood and Cork
19% Metal products

Source: Goudappel model

The existing 152hm gauge railway (see also Anr@X.1) would not be an alternative to48/SN cargo

traffic, as it is slower and requires a gauge chaalgeg the way. However, it could be used for transporting
Finrish cargo in the Ukraine and Belarus direction (incl. Odessa port and onwards to Turkey). This route
can be used by Muuga itself as well as competing Estonian ports. Muuga multimodal terminal would have
an advantage due to its multimodality.

Part of theN-S/SN corridor from Muugadarbour to Kaunas or the Lithuani®olish border is viewed as

the home corridor ofRail Balticaln this limited geographical areapad transportation maintains its
competitiveness withiran approx500km range For certain goods (smaller shipments lwgwift loading

time), rail could compete for the routes as Muuga and Kaunas for example, provided there will be frequent
departures from both sides.

The mtential competitionfor Finnish cargo lao comes from the Polish port&dansk, Gdyniand
Swinoujs@/SzczecinThis isan alternative gateway to and
The biggespotential for Muuga terminal  from the industrial hotspot ofhe Katowice and Wroclaw area
is to further reduce Finnish dependen anareawith a substantial automotive and chemical industry
on maritime transportation by offering e and a populatiorof 25 millionpeople The current maritime
frequent rail service with Europea traffic volumes betweetthe ports of Hanko and Gdandk not
customers. represent any threat for Muuga Harbour as the Finnish
Estonian freight forwarder ~ comnector. Fowever, according to our transport modethe
HankeGdansk connectionould beone of thealternatives for
Finnish cargo in the long run. Thetige deelopment of the

Polish ports confirms this scenario

Themain catchment area of th&l-S/SN corridorfor Rail Baltica generated cargo flowgsseenas being
approx.600+ kilometres away fromthe Baltic Seacoastine. This is the equivalent of a day trip afad
transportation together with port formalitiedn thisareg maritime transportation as a primary mode of
transportationwould havea higher probability oprevaiing over rail making Rail Balticaless attractive
mode of transportation.

RailBaltica Muuga routecould potentially attract 1-1.3 million tons of cargdrom the currentFinnish
German and Finnis@zech Republstream This could happewithin 10 years from Rail Baltica becoming
operational FinnishPolish trade is smaller than FishhGermantrade but it is constantly growingHere,
Muuga terminal could expect 0®.7 million tonsof cargo per yeaeach decade following the launch of
Rail Baltica

The Finish container markes attributed to trade with Germangn a large scal&@ he majority of this flow
could be traced to the Kotkelamina region (approximately 8@), with the remaining cargo coming to and
from HelsinkiHere Rail Baltica shuttle trains cousgcure aradditional share of the Finnish trade. This is
also what the mdelling of the current study confirmed.
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Table5. Generalisation of competitiveness of Muugalated N-S/SN-direction corridors

N-S/SN-direction Level of Explanation

competitiveness
Between Tallinn and Kaunas| High Muuga Harbour has good connections witiSNoad
(both rail and roadink) route (Via Baltica) and the future railway (RB); logice

route for Finlandrelated goods

Westernbranchof RBrelated | Medium Competitive for more timesensitive goods and for
corridor German,Czech and Polish regions far from the sea
Adriaticbranchof RBrelated | Medium Competitive for more timesensitive goods
corridor

SourceTeamanalysis

4.1.3.1. Freight flows related to Germany

The prospect for the Muuga terminal to handle cargo flows relate@e¢amany will largely depend on the
conditionsof the cargo flows between Finland and Germany. Estimating the probable volume of this cargo
flow is of crucial importance for the future of the Muuga multimodal terminal.

Compared with other potential /SN cargo flowstrade between Finland and Germany iglatively
large, at approximately8.5 million tonsaccording to the 2015 daf#

Figureldd CAYf I yYRQa ( Nlekp&tandinpbiry SNE AY HAMp

8285
7501
S 031 6 189
I Export, million EUR 5523
Import, million EUR
4003
3762 3557 3537
3157
2776 2534
2031 2064
1729
1416 1413 1i1 552 1501
PL EE UK USA FR NL CN RU SE DE

Source: Statistics Finlafid

Ports in the German regions that ammmediately adjacent to the Baltic (such as Rostock, Libeck
Traveminde etc.) have leetter advantagein terms ofhandling Finnish inboundutbound carga The

32 Finnish exports to Germany measure about 4 million tons per year: 2 million tons is moved in containers and 1.3 m tons is dry
bulk. German exports to Finland are about 1.6 million tons per:y@armillion tons is moved in containers, 0.4 m tons is dry

bulk, 0.3 m tons is mixed freight and 0.14 m tons is liquid bulk.

33 http://uljas.tulli.fi/
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advantages of railncrease when movindurther from the Baltic coadine (towards the south and
southwest) as indicated earlier.

Thebiggest share oFimishrelated cargooriginates from states that are locatddrther away from the
Balticcoast. The states in Southeamd Western Germany have the largest trade with Finlaeeg Table
6).

This supports the need to extenide Rail Baltica cargo link to Hannover, Ffamnt and even furtheafield.

By taking into account the cargo volumes and geographic location of the different regions, it makes sense
to considerblock trains between MuugaStuttgart and Munich. Both destinations are about 8®®n
(approximately one dagf truckdriving) from Libeck seaport. Thetinated volume of trade with Finland

could sustain at least two block trains per wééBucha train would also have a market for cargo leaving
from or arrivingto St Petersburg and Stockholm.

Table6. Foreign trade of Germany with Finland by state, thousand t

Importsfrom Finland Exporsto Finland

BadenW(lrttemberg 135 577
Bayern 229 268
Niedersachsen 510 775
NordrheinWestfalen 586 1335
SachserAnhalt 223 60

Source: GermaRegional Statistics

The option touse block trains between Nordrhe#Vestfalen (e.g. from Dortmund or Duisburgnd
Tallinnalso looks positive according to the cargo volumeser 0.5 million tonnesf the Finniskrelated
importsand 1.3 milliorof Finnishrelated exports.

Table7. Top fifteen Finnish exported products and destinations in 2015, thousand tons

Product ‘ Destination Quantity (t) ‘
Paper and paperboard Germany 1930.6

Mineral oil Sweden 1621.3

Mineral oil Netherlands 1202.1

Paper and paperboard United Kingdom 1130.8

Mineral oil United Kingdom 956.0

Pulp of wood China 878.4

34We here presume that block trains must be used to maintain competitive speed on the route. We pfagadte premise
that a block train can carry 1 000 tons of freight in the future (admittedly, current average volume, considering the ébeompl
load of block trains, remains below 700 tons) and presume that Fh@ésman trade at the moment of launchiof Rail Baltica
is 8 million tons. Presuming that we manage to secur@eld¥ this volume with block trains (quite an optimistic premise), it
means that 80@00 tons would be running in both directions along Rail Baltica, i.e. about 400 000 tons ptowlifeg taking
block trains as a base for transportation, this means only 400 block trains per year will travel in each directiorgdletr8ibs
per week. Considering that the adequate frequency of block trains woulddedins per week (in bottirections), it means
that we would have enough volume ford3Muugarelated block train connections handling FinriSerman trade.

35 https://lwww.destatis.de/EN/FactsFigures/CountriesRegions/RegionalStatistics/Regional Statistics.html
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Paper and paperboard USA 845.3
Paper and paperboard Belgium 821.3
Wood and wood charcoal Sweden 798.6
Mineral oil Latvia 631.7
Mineral oil Belgium 623.9
Wood and wood charcoal Japan 559.9
Pulp of wood Germany 550.6
Wood and wood charcoal United Kingdom 533.3
Paper and paperboard Spain 523.0

SourceStatistics Finlany

With regard to Finnish trade with southern states in Germany, we indicated another competing route for
Rail Balticathe maritime route from Finland to
the Netherlands, continued with inland ol Vuosaari

waterways transport or road transport. = through Muuga /
Muuga

The port of Rotterdam igleallylocated at the —ﬁﬁ?ﬁﬁ?”g
mouth of the Rhine and the Maas and provides d
highfrequeng inland waterway connections == qyigos
to destinations throughoutthe whole of ,I
Europe. F 4

From the terminals in Rotterdapan extensive "

fleet of inland vessels transport cargo via the \ - Kaunas
Maas and the Rhine directly to the major ]

economic centres in the Netherlands, ,’
Germany Belgium, FranceSwitzerland and #

Austria { Rotterda

Delivery times vary from less than a day for"
destinations in the Netherlands, Germany and
Belgium, to four days, such &sm Rotterdam

to Basel in Switzerland. Inlanghipping is
particularly strong in longlistance transport.

We tested several routes from Germany to Finland. The first option from Hannover to Hetsislsted

of the currently used route, carrying the cargo by road from Hannover to Travemiinde andhigoenby

sea with a rero ship to HelsinkiForthe second option, we assumed Radlti®a as an alternative route
Experts estimated the price of carrying cargo over 1 000 kilometres on rail: 1 000 EUR. In that case, the
cargo would reach Helsinki appimately 1.5 times faster (24.4 hours instead of 37.3 hours), while the
maritime option via Traveminde would be 3® less costly. One hour gained by shipping via Muuga
entailed 51 euros extra cost per cargo unit-f#@ontainer or trailer). The panel comncled that this kind

2T GalLISSR 0 2 yfdedirhe-cilitalyandoe$penkilte yddds. There was cosss among the
experts that in the longun, the North Sea ports wouloe overloaded and alternative rout@suld benefit

from this.In a longterm perspective(20 years and beyongC A Yy f | Y RQa poid WibalBaictizNge 2 F
towards more valueadded goodssuch as biehemistry products, enhanced cellulebased products,
hightech products etc This would require faster transpornd the fast shuttle train connection with
Europe would be an argument for Finlaimcthis instance

36 http://uljas.tulli.fi/
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Table8. Top fifteenimported products and origins in 2015, tons

Product ‘ Origin Quantity (t) ‘
Wood and wood charcoal Russia 6 272.7
Wood and wood charcoal Estonia 775.6
Iron and steel Netherlands 495.0
Wood and wood charcoal Latvia 388.6
Iron and steel Germany 248.6
Paper and paperboard Sweden 241.8
Iron and steel Sweden 192.7
Iron and steel Norway 174.9
Wood and wood charcoal Sweden 152.1
Misc. chemicals Norway 137.3
Iron and steel Russia 127.0
Nuclear reactors Germany 97.6
Iron and steel Poland 97.0
Enzymes etc. France 95.2

* temporary indicator, related to high infrastructure project

SourceStatistics Finlard

General cargoincludingthe container business in Germayrstill experience growth, and it outperforms

other rail cargo types withn expected medium term annual growth raté 2.5-3 % This development is

in line with thegeneral trend moving from bulk cargo to general canduch is still ongoing, so fro2025

it is expected that about 2/3 of the cargo volume will be general cargo with a high percentage of
containergation.

4.1.4. EastWest/WestEast directiorcorridors

Thissubsection examines the transport corridors passing through Muuga Harbdbeiikast andVest
directions, evaluates their competitiveness compared to alternative transport corridors in the same
directionandestimates the amount of cargo Muuga could rieefrom theE/W corridor.

Due toits geographic location, the-®/W-9 a dzdz3l O2 NNJA R2 N a B piirdakly Sy
Northwest Russia. Howevamostly due to rail transport, it also competes with other corridors for the
NI yalLl2 NI 2 emotedediéng, pridddrily TehthiBRudsih (Mosbinterland seeAnnex6.7.1.9.

Table9. Summary of competitive corridors in the-®&/W-E direction

EW/W-E direction Level of Explanation

competitiveness
Connections withhe St. High Geographically adjacent, convenient for road transport
Petersburg region
Connections with Moscow, | Medium Competitive, if trade between Russia and iBtieasesagain
far regions of Russia, and Russia does not poliseithe transportbusiness too much

Kazakhstan and Central As

37 http:/uljas. tulli.fi/
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The Westernbranch of the EW/W-E corridor passing through
Muuga uses maritimetransport Here the cargoarrivesvia the

Baltic Sea and the Gulf of Finland frenrange ofWestern and
Northern European ports. The Eastdsranchmainly uses either
rail or road transport.

It is possible toredirect freight moved overland to Muuga or
nearby from the EW/W-E corridor to the NS/SN corridor and
vice versa. This becomes especially relevant with the launch of
Baltia. The redirecting des not merely involve rapid reloading
(e.g.swiftly loadingcargoarriving fromthe South by RB to trucks
and dispatching them towards St. Petersburg),ibabuld relate to
the emergence of a logistics/distribution centre at Muuga Harbo
where the cargo diverse valueadding operations before beinc
carried further ¢ repacking, assemblingtc. This is the biggest
potential for Muuga PortFigure 15 illustrates modelled freight
flows for 2035.

The prospects of handling thteansit of Kazakhgn and Central
Asian countriescannot be discussed insolation from the
protectionist nature ofw dz& & A | i€sA0neLdidh Aexample is

The growth opportunities for the Por
of Muuga towards Russia are i
containerised cargo. Muuga ha
shown itself to be strong in value
added services such as packagir
labelling and sorting.

Russian food indusy

Muuga is beneficially located fo
Northwest Russia, but the renewal «
Russian transit is questionable fc
several reasons. Estonia has the wo
relationship with Russia of the Bali
states and is one of the keene:
supporters of EU sanctions again
Rusia.

International logistics company

w dza agidpditi&alpolicy an railway tariffsthat cansubstantially
influencethe choice of routesand bypasscertain countriesout of
trade. Without political influence Muuga is well positioned for
trangporting the abovementioned cargo to Scandinavia

Figurel5. Rail Balticareight flows to and from Russia in 2035

I crude and manufactured minerals, cement,
lime and manufactured building materials

[ | Foodstuffs, animalfood and foodstuff waste,
oil seeds and oleaginous fruit and fats

- Raw animal and vegetable materials Natural and chemical fertilizers

- Solid mineral fuels Coal chemicals, tar, other chemicals,

paper pulp and waste paper

53%
Miscellaneous arcticles

- Wood and Cork

Crude petroleum, petroleum products and gas
Iron Ore, Iron and Steel, Non-ferrous ore

Metal products

SourceGoudappemodel

The situation concerning the\®/W-E direction is substantially different from that of theSXSN direction.

While competition in the NS/SN corridorsdepends largely on the competition of various transportation
modes and their combinations, the corridors competing in BA//W-E direction predominantly use the

same combination of transportation modeand carry the same types of gooflsg. consumer goods from

GKS 2Said (2 wdzaiAl s wdzaiAly yIFGdz2NFf NBaz2da2NOSa
REYIYAO Aada (GKS NILAR RS@St2LIYSyld 2F wdzaaAiAl Qa 24y
In Estoma and Latviathe Tallinn and Riga port&long withthe Paldiski, Ventspils and Liepaja pantdd

the potential to handle the BV/W-E traffic The nain advantage of these portstiseir beneficialaccess

from the Baltic Sea without entering the GaffFinland, which means that there can be possible locations

for developing cargo terminals handling Russiated traffic. Due to their geographic position, these
locations have an advantage in handling traffic to and from Sweden.
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Ports and logisticsraas adjacent tohe Russian border, like Kotka/Hamina in Finland or Sillamae in Estonia,
have certain advantageascertain Western companies prefeo keeptheir import goods for Russia in

the EUin the immediate viciity of the border from where theyanbe rapidly transported to Russia when
necessaryAfter the launch of Rail Balticahese will also be the locations where cargean be switched
from one rail gauge to another.

Several interviewed respondents confirmed that Muuga could be used in theefasthe preferred EU
location fora warehousing and distribution centre fdhe greater St Petersburg area. Here they mean
cargo that would first travel SoutNorth on Rail Baltica angould then be transshipped towards Russia
on rail or byroad afterwarehousing, repacking @omeother value added service. According to expert
analysisthis emerging demand is translated &aotal freight volume of 0.25 million tons by 2030, 0.75
million tons in 2035 and 1 million tons in 2045. The volume of contsioceuld be between 180 000 and
262 000 TEU in 2035 and between 184 000 and 275 000 TEU in 2045.

The advantages of corridor passing through Muugatadollowing higher service quality than in Russian
ports, the ability to handle specific goods (Muuganisll known as the main distributor of cocoa beans to
the Russian marketor example) reasonable handling costs when compared to the Finnishguattgpod
access tdhe St. Petersburg area.

4.1.5.Asiarelated corridors

When speaking about cargo volumes for Muuga terminal, especially
longer perspective, one shoukbnsiderthe opportunities provided by

corridors extending outsidef the EU. This includes corridors connectil ) ) .
Eur ith Asia. There are four principal corridors related to Asia: that China has its own railway
urope with Asia. There are four principal corridors related to Asia: gauge size, which is change
| Directly by sea (without reloading) from Asia or by feed . ihe border with Kazakhstan

Limitations for rail
transportation from Asia are

ships from North Sea hubs; The development of the Trans
1 By rail connection from China or other Eéstian counties via  Siberian corridor directly tc
Central Agn countries and Russia; Finland will reduce the role o
1 Through the ports of the Adriatic Sea (the Adriatic Route); the Baltic States.
f Through the Arctic Ocean ports via Finland (the Arctic ! Latvian logistics expert
Route).

Both the Arctic Sea Route and the Adriatic Routepresent opportunitiesto reduce lang-distance
haulagein the future. Here the seawill be replaced by ii& Inthe case of theAdriatic Route the Asian
goods from ships passing through the Suez Canal tétre of Koper or some other nearby pocbuld
travel onRail Balticdrom the South towards Muuga.

Inthe case of theArctic Route Asiarelated cargovould be transportedhrough Finland from the North.
Asian cargo would then arrive Muuga Harbour from Helsinki (Vuosaauijdbe dispatched further by rail

or road. Both of theseroutes would notsolelyhandlecargorelated to AsiaTheAdriatic corridorwould
also carry goods from the Adriatic countries and from Austria, while the Arctic route could attracaquite
considerable amount of natural resources from the Arctic Ocean,fesh from Norway. The volume of
such goods could initially exceed that of Asitated cargo.

Tablel10. Summary of competitiveness of Muugalated corridors in Asiaelated trade

Asian direction Level of Explanation

competitiveness

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

Arctic route Medium Competitive in the long termPreconditiong Artic Rail
in Finland
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Asian direction Level of Explanation
competitiveness
Container carriers (with Asia | High adzdzal | I Nb2dz2NRa | RJI thél I
related goods) starting point ofRail Balticgfor Southbound block
trains)
Eastern Rail connections Low Strong competition frormeighbouring countrieg
through Russia (With China) securingg t 201 GNI Ay a T N&wal/ |
domestic market

SourceTeamanalysis

Arctic Sea Route

The Arctic Sea Route (ASR) or Northern Sea Route (NSR), as it is sometimes called, is a shipping rout
connecting Europe and Asia through Russia's Arctic region§igpe®16). The route is about 800 miles

long, depending on iceonditions and other factors alorthe route. Currentlythe navigation season for

transit passages starts around the beginning of July and lasts until the second Nalferhber® At

present this does not sustain the full usage of the Arctic corridor. Thiggver may change in theear

future.

Figurel6. The Arctic shipping routes

e

e

Arctic Shipping Routes / \4 5 2

s North-West Passage (NWP) v3

=== Northern Sea Route (NSR)

=== Transpolar Sea Route (TSR) Teaws o :
Arctic Bridge Route (ABR) o oo e By 6

& S e

Source: Humpert & Raspotnik (20%2)

Y T

The largest shipping poteiai on the Arctic Sea Route is related to dry bulk and offslsectors. Dry bulk
shipping on theNSR between Europe and Asia could be profitable and competitive against the Suez Canal
Route undethe right circumstances (extension thfe havigation periodand availability of reinforcetiull

vessels suited for difficult ice conditions etc.). The most influential factors are-degiimation distance,

38 http://www.arctic-lio.com/
39 https://arcticyearbook.com/images/Articles_2012/Humpert_and_Raspotnik.pdf
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bunker levels and freight levels. Based on different studies, large volume container shipping may become
economically feasiblby 2040at the latest, if the ice cover continues to diminish at the present.féte

Competing corridors and possible Asialated cargo volumes
The following assumptions are used in the analysis:

1 By 203t the latest, the railway linking Kirkenes to the Finnish railway network is operational
and the Kirkenes port is developed to handle up to 3 million tons of cargo. The railway will not
initially carry Asiaelated container goods, at least not in signifitaalumes, butather Arctic
resourcegnatural resources, mineraland potentially LNG in containers.

1 The MuugaVuosaari sea link will function frequently and reliably by that tiave RB will be
operational. Cargoarriving in Muuga can be transportefurther to the Balticstates and
possiblyalso to Belarus and Ukraine. AndRfissia has not yet improved its Arctic railway
connections, possibly also to Northeast Russia. In case of fish transportation, the area may be
wider southward.

i Containers fronChina. Muuga is expected to become an attractive intermediary stop to bring
cargo from @Gina to Norway, Sweden, Finlaathd Russia, as it irgarded as beingheaper
than the current transportation method through the Mediterranean Sea. This would
substantally increase the use of containers.

The volume of the above cargo flow is modelled at ab@&t million tons in 2025, but the estimation
greatly depends on the volume of natural resources exploited in the Arctic Ocean. The volume of potential
cargo canteeply increase after large container carriers from Asia begin using the Arctic Route, especially
from containersg 1 million tons in 2030. The Northern Sea Route will be navigable forrgead traffic,
potentially by2045. The cargo handling capacitytioé Kirkenes portwill havesignificantly increased by

that time as well. In this case, if aboub4s6from overall container flow of the Arctic Route will turn South

in Kirkenes and enter Estonia by Muulyayuga Harbourcould receiveup to 1.5 million tonscargoper

year.

Figurel?. Cargo volumes on the Northern Sea Routegusand t
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SourceUniversity of Turku, Tuomas Kifki

Sincethe Suez Canal is located a@politically unstable region, and its closupe limitation of its usage
cannot be ruled out, the numberouldbe larger.The New Suez Canal will increase the canal cgplgit
allowing ships to sail ihoth directions at the same time for a greater proportion of the cahimwever,

40 https://services
webdav.cbs.dk/doc/CBS.dk/Arctic%20Shipping®a2DCommercial%200pportunities%20and%20Challenges. pdf
41 https://www.utupub.fi/bitstream/handle/10024/130546/AnnalesE12Kiiski.pdf
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building a tunnel after 2050 between Tallinn and Helsinki would increase cargo volumes through Muuga
by speeding up the crossing of the Gulf of Finland for freight from the Arctic Route.

Competing corridors ithe Asian direction to be considereadlevantfor the Muuga multimodal terminal

9 All Southern maritime corridors carrying Asizargq

1 Railway land bridge across Russia;

9 Possible solution of container ships not stopping in Kirkenes but travelliadltoth Sea hub (the
d322R& 62dA R 0SS aAaKALILISR aolO1¢é 9ladsl NRa G2 0l

1 Southward transport link from Murmansk;

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

An alternative channel through Sweden would pull catchment area of the Arctic Route extension
through Muugaeastward, while the extension Southward from Murmansk would in turn cut away
Northwest Russia as a catchment area. If both alternatives were realised, it would mean that werdgpuld
considerthe catchment area othe Arctic Routecargothrough Vuosaari and Muuga, besides Estoasa,
the Southbound routesthe transport of goods to Latvia and Lithuania (alscluded via RB}* and
transport to Bdarus and Ukraine via the 1520m gauge railwayhrough Tartu.

We can generally conclude that the cargo flow poteitiarriving in Muuga Harbour viae Arctic Route

is certainly of considerable volume compared with the volumes of other routes. If the potential is realised,
it would exceed the volumef cargoarriving by the Adriatic channel as wellthe possible volume from
GermanFinnishtrade. However, it is related to numerous uncertainties andaag be launched after the
construction of the Arctic railway from Kirkenes ahdanonly providelarger cargo volumes further tm

the future.

Adriatic Route (intercontinental flows)

An important opportuity for attracting additional cargo turnover toMuuga Harbouris the Adriatic
corridor. Rail Balticéntersects the Baltic Se&driatic TENI corridor in Poland. That will improve rail access
for Finland and the Baltic countries to countries like Slovakia, Austria, Slovenia aras eyl ado the
Adriatic portsand onwardgo European and Tuirsh Maliterranean ports along witlsia.

The Northern Adriatic ports (Koper, Triesteekaj, Venice and Ravenna) haeenarkable potential for
servicingAsiabound trade The Adriatic ports are located ove®@0 nautical miles closer to the Suez Canal
than the North Sea pas (Rotterdam, Hamburg etc.). Arabination of that geographical advantage and
Rail Balticacan make the rail route from the Baltstatestowards the Adriatic Sea in trade with Asia.
Additionally, the Northern Adriatic ports may serviceaftoin the Northern direction to/from the Eastern
Mediterranean (Egypt, Israel and Turkey) and partly Northern Italy asMalwould save approximately
one week in delivery time. Ports in Turkey, Israel Bgypt haveecentlybeen participating ithe EU pilot
project of Freh Food Corridors with the aim of reducing tthelivery time of fresh food products by using
the Adriatic CorridorA Rail Balticashuttle train connection to the corridor couldlsobring fresh food
fasterto our region

The Adriatic ports compete for transcontinental cargo with large North Sea ports. The largest container
ships (1416 000 TEUsgurrently do not call athe Adriatic ports due to a number of limiginconditionsg

depth, capacity ad hinterland connection4® However, the ports keep regular container and feeder lines
(ships up to ®00 TEUS) to the Far East ahd Mediterranean. Their container throughput has grown on
average Pboper yearin 199020144 The2016 registered throughput was 84468 TEUwhich wasarecord
volumein the history of the Port of Koper. The ratio betweenpmy and full containers was 26 vs. 8%4

This ratio indicates that the economies from the hinterland markets increasingly recognise the advantages
of the transport routes via Kopean terms of both the export and imporf goods.The current railway

42\We proceeded from the premise that the volume of consolidated trade from Estonia, Latvia and Lithuania with East Asia in
izya O02YLI NBa ¢ A-telkted@rady aslonrdna twe thididior ih andote remote future 46 against 606.
43www.Southeaseurope.net/document.cmt?id=688

44 http:/limet.gr/Portals/0/Intranet/Proceedings/SIGA2/twrdy _batista_stojakovic[1].pdf
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traffic with the European destinatiorisom the Fort of Koper is increasing: trains to Graz (Austria) 10 times,
Munich (Germany) 8 times and Wroclaw (Poland) 2 times per week.

We proceed from the assumption that rail can compete with roaaghgport when being included in the
intermodal transport chainRail is competitive ithin the continental (rail + road) unaccompanied
intermodal transportnamelyin two cases:

i Fast moving londistance full trains between business centres for kglality goods;

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

Generally, irthe case of marine combined transport (ship + rail/road), rail dominates the continental part
of the transportchain (up to 909.* Aslong as Rail Balticawill function as a part of marine combined
transportin the context of the Adriatic route, we consider ib be competitive with road transport This
assumption is validated by the fact that tBaltic Raicompany, whichlargelyhandles Asiaelated cargo
flows, is already now capable of successfully competing with road transport on the-¥pelaw railway

line, despite the relatively low speed of the traifam average moving speed 40-50 km).

Companiessudc as Transiidikeskus AS and Baltic Rail have considatading container trairs from

Tallinn to the Adriatic ports*® These business plans heavily relyremarkable freight from Finland.oT

date, these intentions have not been realised, primarily dughe insufficient compatibility of national
railway systems (waiting at the borders, switching of engines). The situation may change after the launch
of RB and implementation of thélRailway Package.

Some expertaissessing theotential of the Adriatic Corridorare scepticathat it could handleCA Yy | Y RQ:
Asiarelated foreign trade. They use thexample that carrying goodat presentfrom Singapore to
Hamburg on a large container ship amavardsto Helsinki on a feeder ship would be nearly twasechea

in comparison with maritime combined transport from Singaposeng trainto an Adriatic poronwards

to Tallinnand further shipping over the Finnish Gulf. The difference in cost would be too high to be
compensated by the higher speed. They also extlexturrent relatively high feedeship faredo fall in

the future.

Another and more important factor is that different cost and speed ratios will apply in the Fibtzunhl
part of the Adriatic corridofollowing the launch of Rail BalticAccording t@ur calculationsthetransport

of goods between Finland and Asia tfia Adriatic Route need nditecome more expensive than one third
compared with transport via the North Sea hubs per TEU, while it would save approxim8tdgyg This

is a very sigficant economy of timgmeaning that thecorridor could catch a rather significant share of
more timesensitive goods moving between Finland and Asla.based our calculations on the option of
usinghigh-speed fulllength longhaul container traindor the transport of goods in the Adriatic corridor
with the Rail Balticaxtension.

Considering that it can attract cargoom the Porii 2 ¥ WMéditdB8axdad catchment areafter the

launch of R Ay Of ® I22RA& FNRBY ¢ dzhdhethe Qith aceBaib adbMidilcaygb I Y L
related to Nortlern Italy, we can realistically expect initially one and later two block trains per week quite
soon after launching &l Baltica Based orexpertmodelling, the total RB cargo with Italy is estimated at
O.4miliontonsperyeac i K+ & dK2dz R Sy adz2NBE GKS NRdziSQa 02 VYLIS(
line should come from handling primarily East and South-vessed cargg which would alley for a
significant increase in theeekly number of containdrains and boost the volume of cargo by the end of

the forecast period to up to 0.5 million tons per year, adoog to optimistic estimates. Agpticularly
significant increase could come from handling goods from South Asia (e.g. link with the port bAMam

India), since the ratio of time saved and time consumed on covering the distance is bettercase of

South Asia thathat in regard toEast Asia.

The possible launch of the Tallimielsinki tunnelwould increasethe competitiveness of the rous.
However, this will notbe significant inthe context ofAsiarelated transport the time and cost of covering

45 www.Southeaseurope.net/document.cmt?id=688
46 Even before the completion of RB by using the 1§a0ge railway across Tartu.
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the distance between Tallinn and Helsiikguite small compared with the entire route. We do have to
consider that ifalargervolumeof traffic of Asian container goods via the Arctic Ocisatio be launched in
20402045 A G ¢2dzZ R aA3IYATFAOlIyif e NIBR dadBinlaiddddhind!caRgdNr G A O
this case, there is nbasis for presuminthat the volume of goods transptad to Finland via the Adriatic

route would exceed 0.4 million tons per year.

The above calculations were based on the assumption that the conta@eminimisesstops enroute to
Muuga. If we presume that the train could stop for loading off and ofwstria (e.g. Vienna) and Poland
(e.g. Slawkow), we could assuraenuch higher volme of goods. Under these conditionexperts are
forecasting trade between Austria and Finland in 208%ip to 0.7 million tons, of which 0.2 million is
modelled as RB tde in 203%; this will significantly increase the attiiveness of the Adriatic rout&

The Adriaticroute can be launched at a considerable volume immediately after the completioaibf R
Baltica An increase itrade between Asia (incl. India) and Eueopan also be forecasted with relatively

high certainty. There are no competing Noflouth transport corridors for Asfd The transport of Chinese
goods via the transcontinental rail bridge poses competition, but this does not concern South Asian goods
and is significantly more expensive than the Adriatic route. Therefore, the Adriatic corridor as an Asia
related transcontinental corridor should be certainly considered as having promising prospects for Muuga.

Figurel8. BalticAdriatic Rail Corridor according to the AS Baltic Rail vision

SourceRail World, Iné?

4.1.5.1. Forecast dynamics of Agialated container transport in th®ail Balticand Port of
Muuga catchment area

UNCTALDestimates the current volumef container traffic between Europe and Asi&go be around 22
million TEUY?, with the share ofAsiaEurope trafficbeing15 million TEUand EuropeAsia trafficbeing7

47 It would be risky to reckon with a very high percentage here, since the competitiveness of Gdansk port in handling Austrian
and Finnish trade is quite high.

48 The planned trasport link from Iran to Azerbaijan remains far too eastwards to offer serious competition in our catchment
area.

49 http://www.railworldinc.com/images/body_bg.gif

50 http://unctadstat.unctad.org/wds/ReportFolders/reportFolders.aspx
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