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Hemstaéllan fran Goteborgs Hamn AB
avseende omdisponering av medel inom
ramen for tidigare beslut om
farledsfordjupning vid containerterminalen i
Goteborgs hamn

Forslag till beslut

I kommunstyrelsen och kommunfullméktige:

Hemstéllan fran Goteborgs Hamn AB, med beaktande av stadsledningskontorets
bedomning, avseende omdisponering av medel inom den av kommunfullméktige
beviljade ramen pé 1 255 mnkr (i 2017 ars prisniva) for Kajdtgdrder till att omfatta dven
dtgdrder i farleden (muddring) inom den kommunala hamnomradesgransen, godkanns.

Sammanfattning

Arendet avser en hemstillan fran Goteborgs Hamn AB (GHAB) om mandat att fi
genomfora en omdisponering av medel (i nuldget berdknat till 155-185 mnkr i 2017 ars
prisniva) inom den av kommunfullméktige beviljade ramen pa 1 255 mnkr (i 2017 ars
prisniva) for Kajdtgdrder till att omfatta dven dtgdrder i farleden (muddring) inom den
kommunala hamnomrédesgrinsen. Bakgrunden till hemstéllan 4r ett beslut fran
EU-kommissionen om statsstdd, som sétter ett tak pa att Trafikverket/Sjofartsverket far
investera maximalt 1 675 mnkr i den del som utgor det kommunala hamnomrédet, vilket
eventuellt kan komma att begrdnsa djupgéendet i farledsférdjupningen, beroende pa
anbuden i kommande upphandling. GHAB soker darfor mandat att kunna omdisponera
kvarvarande medel frén GHAB:s Kajdtgdrder till att kunna utdka investeringen inom den
kommunala hamnomréadesgransen, utover statsstodstaket pd maximalt 1 675 mnkr.

Beddmning ur ekonomisk dimension

Arendet innefattar beslut om mandat for en omdisponering av tidigare beviljade medel for
GHAB i anslutning till kajétgérder och farledsfordjupning i Géteborgs hamn. GHAB
begar dirmed inte en utékad budget for bolaget inom ramen for projekt Skandiaporten.

Utifran bolagets bedomning &r en eventuell finansiering av statens del av projekt
Skandiaporten, inom den kommunala hamnomradesgrénsen, att betrakta som investering
1 GHAB:s anlidggning, likt bolagets 6vriga del av projektet och innebér ddrmed inga
fordndrade ekonomiska forutséttningar resultatmaissigt eller Ionsamhetsmaéssigt i
forhallande till det tidigare fattade beslutet.

For ytterligare ekonomiska aspekter, se nedan under Beskrivning av drendet.
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Bedomning ur ekologisk dimension

Utover vad som beskrivits i tidigare drende ar det relevant att ndimna att sedan beslutet 1
kommunfullmédktige 2020-09-10 § 20, har mark- och miljédomstolen beviljat
miljotillstand enligt miljobalken for projekt Skandiaportens respektive delar Kajdtgdrder
och Farledsdatgdrder. Tillstandet géller dels tillstand till vattenverksamhet (11 kap.
miljobalken) for fordjupning och breddning av farled samt éndrad farledsutmérkning,
dels dispens for dumpning av muddermassor (15 kap. miljobalken) pa utpekad plats
utanfor Vinga.

Efter den huvudforhandling i mélet som hoélls i juni 2022, erh6ll GHAB miljodom i
oktober 2022 och Sjofartsverket i mars 2023. [ miljddomarna anges de villkor som géller
for de tillstdndspliktiga arbetena, bland annat gillande muddring och dumpning.

Beddmning ur social dimension

I drendet 1 kommunfullméktige 2020-09-10 § 20 redogjorde GHAB i sitt underlag for
atgirdens paverkan pa den sociala dimensionen. I korthet framforde bolaget att flertalet
etableringar i Goteborgsomradet, Véstra Gotaland och Sverige &ér beroende av
direktanlopande sjofart. Upphor denna trafik riskerar etableringar att flytta utomlands
med negativa konsekvenser for arbetstillféllen.

Bilagor

1. Goteborgs Hamn AB:s styrelsehandling 2025 § 5

2. Genomforandeavtal del |

3. Genomforandeavtal del 11

4 Europeiska kommissionens beslut SA.103466, C(2023) 7692 final, den
17 november 2023
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Arendet

Arendet avser en hemstillan frin GHAB om mandat att fi genomfora en omdisponering
av medel (i nuldget berdknat till 155-185 mnkr 1 2017 ars prisnivd) inom den av
kommunfullméktige beviljade ramen pa 1 255 mnkr (i 2017 ars prisniva) for Kajatgdrder
till att omfatta dven datgdrder i farleden (muddring) inom den kommunala
hamnomradesgrinsen.

Sarskilt om drendets hantering och beredning

Av Goteborgs Stads riktlinje for dgarstyrning framgar att Goteborgs Stadshus AB
(Stadshus) i egenskap av moderbolag ska yttra sig i drenden av principiell beskaffenhet
eller annars av storre vikt frén dotterbolag eller dotterdotterbolag som ska till
kommunfullméktige for stallningstagande.

GHAB har framfo6rt en 6nskan om att mandat att omdisponera medel ska finnas senast
under oktober ménad 2025, utifran kommande dialog i host om Genomforandeavtal del
III med Trafikverket och Sjofartsverket. Detta innebér behov av att drendet kan behandlas
i kommunstyrelsen i augusti, vilket forutsitter en kort beredningstid. Stadshus ordinarie
motesplan mojliggor inte att styrelsen behandlar drendet innan stadsledningskontoret
overldmnar det till kommunstyrelsen. Hanteringen innebér ett avsteg fran riktlinjen.
Stadshus medarbetare har medverkat i stadsledningskontorets beredning.

Beskrivning av arendet

Bakgrunden till hemstillan &r ett beslut frain EU-kommissionen om statsstod, som sétter
ett tak pa att Trafikverket/Sjofartsverket far investera maximalt 1 675 mnkr i den del som
utgor det kommunala hamnomrédet, vilket eventuellt kan komma att begrénsa
djupgéendet i farledsférdjupningen, beroende pa anbuden i kommande upphandling.
GHAB soker dirfor mandat att kunna omdisponera kvarvarande medel fran GHAB:s
Kajdtgdrder till att kunna utoka investeringen inom den kommunala
hamnomradesgransen, utdver statsstodstaket pa maximalt 1 675 mnkr.

Kommunfullmaktige beslutade 2020-09-10 § 20 att godkénna farledsfordjupning vid
containerterminalen i Géteborgs hamn (projekt Skandiaporten) inom foljande ramar:

e GHAB ansvarar for Kajdtgdrder, med vilket avses forstirkning av kajen med
bakomliggande terminalyta samt muddring och spréngning utmed Skandiahamnens
sOdra kaj, fram till 6verenskomna entreprenadgransen 50 m fran Skandiahamnens
sOdra kaj.

o Trafikverket/Sjofartsverket ansvarar for Farledsdtgdrder, med vilket avses muddring
och spriangning i farleden och véndytan utanfoér 6verenskomna entreprenadgrénsen
50 meter fran Skandiahamnens sddra kaj.

e Budgeten for respektive part Trafikverket/Sjofartsverket och GHAB uppgar till 1 255
mnkr i 2017 ars prisniva.

I den avsiktsforklaring som da lag till grund for beslutet i kommunfullméktige beskrevs
det att ’Parternas avsikt &r att verka for att Projektet genomfors till ett fartygsdjupgaende
om 17,5 meter, dock inom ramen for ingédngsvérdet for respektive part om en kostnad om
1 255 mnkr i 2017 ars penningvérde”. I drendet framfordes dven att GHAB:s bedomning
var att ett djupgdende under 16,5 meter inte var relevant.
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Efter beslutet i kommunfullmiktige 2020-09-10 § 20 har parterna GHAB, Trafikverket
och Sjofartsverket tréffat tva avtal, Genomforandeavtal del I som tecknades i december
2021 och Genomforandeavtal del II som tecknades i juni 2024 dér respektive parts
ataganden har konkretiserats (se bilaga 2 respektive bilaga 3).

I genomforandeavtalen har Trafikverket/Sjofartsverket, 1 enlighet med
ansvarsfordelningen i beslutet i kommunfullméktige 2020-09-10 § 20, atagit sig att utfora
atgirder bade innanfor och utanfor Hamnomrddesgrdinsen, vilket motsvarar den grans i

vatten som avser allmén hamn (figur 1).
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Grins i vatten for allmin hamn enligt Sjofartsverkets forfattningssamling SJOFS 2013:4.

Ansvarsfordelningen innebar att Trafikverket/Sjofartsverket kommer att utfora atgiarder

bade utanfor och innanfér hamnomradesgransen, dér dtgérderna i farleden innanfor

hamnomradesgriansen (den kommunala anlédggningen) innebér en storre kostnadspost &n
atgiarderna som sker utanfor detta omrade (i den statliga anldggningen).

I Genomforandeavtal del II definieras Grundutférande och Tilldgg enligt f6ljande:

grundutforande. avser ett maximalt fartygsdjupgaende for Konceptfartyg pa upp till
16,5 meter,

tilldgg: avser ett maximalt fartygsdjupgéende for Konceptfartyg pé upp till 17,5
meter,

konceptfartyg: avser containerfartyg med en langd av 430 meter, bredd om 65 meter
och ett maximalt djupgéende pa 17,5 meter.

I Genomforandeavtal del 1l framgér att Farledsdtgdrder och Kajdtgdrder, som minimum,

ska genomforas till ett Grundutférande avseende ett fartygsdjupgdende pa 16,5 meter.
Ambitionsnivan dr dock att genomfora ett Tilldgg géllande Farledsdtgdrder samt
Kajatgdrder for att uppné ett maximalt fartygsdjupgédende pé upp till 17,5 meter.

Parternas ansvarsfordelning illustreras i figur 2 nedan, dér den kommunala delen av
farleden motsvaras av den morkbla ytan i illustrationen. I genomforandeavtalen har
ansvarsfordelningen for projektet fordelats sa att respektive part star for sina risker;
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GHAB for kajatgarder inklusive muddring och arbeten i vatten 0-50 meter fran kaj
(omradet markerat i orange farg pa illustrationen) och Trafikverket/Sjofartsverket for
farledsétgérder inklusive viandyta ldngre ut &n 50 meter fran kaj (morkbla samt ljusgron
fargmarkering). Trafikverket/Sjofartsverket har ddrmed i detta projekt atagit sig ett
finansieringsansvar savil inom den statliga som den kommunala anldggningen.

BILTERMINAL

CONTAINER-
TERMINAL ENERGIHAMN
__________

@  aiotgerdor communal criganing)
@ Tt ot bomon:
desgring lammunalonlgging)

) R
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Figur 2 Ansvarsfordelning mellan Trafikverket/Sjofartsverket och Goteborgs Hamn AB for projekt Skandiaporten

Sedan beslutet i kommunfullméktige 2020 har Parterna erhallit ett beslut frén EU-
kommissionen om statsstod som sétter ett tak pa hur mycket medel
Trafikverket/Sjofartsverket far tillskjuta i den del som utgdr det kommunala anldggningen
innanfor hamnomradesgriansen. Europeiska kommissionen godkénde i beslut SA.103466,
C(2023) 7692 final, den 17 november 2023 (bilaga 4) ett statligt stod upp till maximalt 1
675 mnkr for Farledsdtgdrder inom Hamnomrddesgrdns (den kommunala
anldggningen). Det angivna beloppet &r enligt beslutet ett fast belopp och ska inte
indexuppriknas. Det statliga stodet innebér ingen utbetalning av medel till GHAB utan
att Trafikverket/Sjofartsverket tar direkta kostnader for Farledsdtgdrder inom
Hamnomrddesgrdns. Dessa kostnader far dock inte overstiga 1 675 mnkr.

Genomforandeavtal del II anger att ”Parterna forbinder sig att genomfora projektet pa ett
sadant sitt att det uppfyller de krav och villkor som varit en forutsittning for
EU-kommissionens beslut och att inte 4ventyra forenligheten med statsstodsreglerna”. 1
avtalet framgér det dven under § 14 ”Redovisning av slutligt finansieringsgap” att
”Goteborgs Hamn AB ska till Trafikverket senast den 30 juni 2028 redovisa slutligt
finansieringsgap for Projektet genom att ge in underlag motsvarande tabell 6 1
Kommissionens beslut. For del fall finansieringsgapet ar ldgre én statens kostnader for
atgarder innanfor Hamnomrddesgrdins ska Goteborgs Hamn AB aterbetala,
mellanskillnaden till Trafikverket”.

GHAB har i dialog med stadsledningskontoret om ovanstaende paragraf angett att det
som avses &r att om projektets kostnader (farledsdtgdrder innanfor hamnomrddesgrdns
samt Kajdtgdrder) minskar s minskar det faktiska finansieringsgapet och darmed det
tilldtna statsstodet enligt EU-kommissionens beslut. Detta eftersom beslutet bygger pé att
den uppskattade kostnaden 6versteg de berdknade intdkterna med 1 675 mnkr nar
ansokan till EU gjordes (finansieringsgapet). Detta paverkar i sin tur det maximala belopp
Trafikverket far finansiera for atgarder innanfér hamnomrédesgrénsen. Stodet fér inte
Overstiga det faktiska finansieringsgapet.

Om kostnaderna eller intdkterna fordndras, ska stodet justeras i proportion. Detta innebar
att om statens investering innanfér hamnomréadesgrénsen inte skulle komma upp i 1 675
mnkr, s& minskar finansieringsgapet/statsstodstaket pa motsvarande sétt. Detta dr dock
obetydligt med avseende pa § 14, da statens investering och
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finansieringsgapet/statsstodstaket minskar i motsvarande omfattning och ddrmed é&r
sjalvreglerande.

Om ddremot storleken pa GHAB:s investering minskar sa minskar dven
finansieringsgapet/statsstodstaket och ddrmed den mgjliga storleken pa statens
investering innanfor hamnomradesgransen.

Infor Genomfoérandeavtal del lll och beslutet om slutgiltigt maximalt
fartygsdjupgaende

I Genomforandeavtal del II framgar att slutgiltig niva, det vill sdga maximalt
fartygsdjupgaende om 16,5-17,5 meter for Farledsdtgdrder ska beslutas i
genomforandeavtal del I11, i ett skede ndr anbud inkommit fran muddringsentreprendrerna
i Sjofartsverkets upphandling.

Sjofartsverket genomfor for narvarande upphandling av muddringsentreprendr.
Anbudsdppning planeras ske i borjan av september, med ambitionen att teckna kontrakt
med vald muddringsentreprendr inom tva ménader dérefter (borjan av november). Ingen
fakturering ska ske mellan Parterna utan den upphandlade muddringsentreprendren
fakturerar respektive Part sin del av projektet enligt det kommande genomforandeavtalet
del III. Vidare &r avsikten att fordelningen av risker i projekt Skandiaporten inte dndras
mellan Parterna.

I Sjofartsverkets upphandling av muddringsentreprenér for Farledsdtgdrder ska
anbudsgivarna dels uppge pris for Grundutférandet (16,5 meter), dels pris for
tillaggsutforandet (upp till 17,5 meter) som en option.

Infor det skede dér anbud fran Sjofartsverkets upphandling 6ppnas (borjan av september),
behover Trafikverket, Sjofartsverket och Goteborgs Hamn AB forbereda sig pé att i
dialog kunna avgora eventuella fordndringar gillande projekt Skandiaportens innehall
och/eller finansiering.

Parternas ambition dr att som senast i november 2025 kunna teckna genomforandeavtal
del 111, i vilket det slutgiltiga innehallet och tillhérande ekonomiska foérdelningen for
Farledsdtgdrder fastslés. I genomforandeavtalet behdver den statliga investeringen
innanfor hamnomradesgriansen ske i enlighet med EU-kommissionens beslut avseende
statligt stod.

Finansiering av projekt Skandiaporten och paverkan pa ekonomin for
Goteborgs Hamn AB

GHAB:s finansiering av Kajdtgdrder sker i enlighet med beslut i kommunfullméktige
2020-09-10 § 20, till en kostnad av som mest 1 255 mnkr i 2017 &rs prisniva.
Finansieringen av Farledsdtgdrder sker i enlighet med den av regeringen faststdllda
nationella planen for transportinfrastrukturplanen 2022-2033.

I Genomforandeavtal del II framgér det att statens finansiering i prisniva 2022-12 &r

1 931 mnkr och att upprakningen av statens medel utgar fran KPI-KS. En upprikning
med KPI-KS av statens 1 255 mnkr i prisniva 2017-02 (som bas for Trafikverkets
finansiering) blir dock 1 558 mnkr i prisniva 2022-12, dér staten ddrmed tillfort 373 mnkr
upp till en budget av 1 931 mnkr. De tillférda medlen anges i Genomf6randeavtal del 11
som en beviljad avvikelse som ska utga frén ett grundutférande p&d maximalt 16,5 meter
fartygsdjupgaende.
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I Genomforandeavtal del 11 framgér dven att GHAB:s mandat att genomfora Kajatgérder
har en budget pa 1 975 mnkr (2022-12). Bakgrunden till detta hdgre belopp ér att GHAB
valt att tilldimpa ett annat index 4n staten, bendmnt Hamnindex, som haft en hogre
kostnadsutveckling én KPI-KS under perioden 2017 till 2022-12. Anledningen till att
parterna valt olika index for projektet &r dels mot bakgrund av att Kajatgdrder och
Farledsdtgdrder har olika bestandsdelar som investering, dir Hamnindex har en stark
koppling till prisutvecklingen pa stal och betong, vilket bedéms som relevant for de
investeringarna som gors vid kaj. Dels anvénder sig Trafikverket enligt deras ordinarie
rutiner for objekt i nationell plan av KPI-KS som upprikning.

I samstdammighet med det beslutsunderlag som togs fram for beslut i kommunfullméktige
2020 &r det alltjamt GHAB:s bedomning, givet en investeringsutgift om upp till 1 255
mnkr i 2017 ars prisniva, att bolaget klarar investeringen och 6vriga planerade ataganden
baserat pa de poster som finns i bolagets 10-ariga investeringsplan. Detta med hénsyn
tagen till de finansiella kriterier som finns uppstéllda i bolagets dgardirektiv, dér dgaren
stiller krav pa koncernen GHAB att verksamhetens delar har en kapitalstruktur och ger en
avkastning som stér i paritet med andra jamforbara verksamheter.

Aktuell hemstéllan innebér inte en begéran om mer Mojligt utrymme:
medel till projektet, utan enbart en omdisponering 155-185 Mkr
av tidigare beslutad ekonomisk ram.

Nuldge och prognos for projekt

Skandiaporten

For GHAB har arbetet med projekt Skandiaporten Beviljad budget
pagétt i flera ar, med avseende pé forstudier, Kajétgdrder:
tillstindsansdkan och projektering. Byggstart for 1 255 Mkr
Kajdtgdrder skedde i februari 2024 och planerat

fardigstallande sker till varen 2028.

Figur 3 illustrerar det ekonomiska ldget i projektet
per april 2025, med alla vdrden i 2017 &rs prisniva. Upparbetat per
Sedan projektstarten ar i dagslaget drygt 450 mnkr april 2025:
upparbetade, vilket motsvarar 36 procent av den 450 Mkr
totala budgeten. Prognosen for éterstiende arbeten

. y
ar 580-610 mnkr. Figur 3. lllustration 6ver ekonomiskt nuldge och

. prognos for projekt Skandiaporten.
Till detta har Goteborgs Hamn AB beslutat avsitta

40 mnkr till en riskreserv. Riskreserven avser att kunna hantera oférutsedda hiandelser
under aterstoden av projektets genomforande. I nuldget ar drygt 1/3 av projektets budget
och genomforandetid upparbetade. For aterstiende genomforandetid aterstar i huvudsak
tva storre osdkerheter att hantera:

e Upphandling av entreprendr for muddring 0-50 meter fran kaj. Detta ingar som del av
Sjofartsverkets upphandling och utfallet blir ként under hosten 2025.

e Gjutning av kranbalk. Dessa arbeten sker som del av den upphandlade
totalentreprendrens ansvar. Arbetena pabdorjas hosten 2025 och kommer att pagé fram
till omkring hosten 2027.

Goteborgs Stad Stadsledningskontoret, tjansteutlatande 7(12)



Med beaktande av att en tillrdcklig riskreserv avsitts for att kunna slutfora det
ursprungliga &tagandet Kajdtgdrder, till 17,5 meter maximalt fartygsdjupgaende,
bedomer Goteborgs Hamn AB att det sammantaget finns ett maojligt utrymme pa
155-185 mnkr att omdisponera inom befintlig budget.

Redovisningsmassiga effekter

Bolagets bedomning avseende de redovisningsméssiga forutsittningarna ar att hemstéllan
innebér att GHAB utékar omfattningen av den muddring som redan &r planerad inom
ramen for Genomforandeavtal del I och II. Darmed &r bolagets bedéomning att atgérder
vid kaj, och tillhérande muddring, &r att betrakta som markanléggning som kan
anlaggningsforas och ddrmed redovisas som en tillgang dar enbart avskrivningen
paverkar bolagets utdelningsbara resultat. Exakt livsldngd for avskrivning definieras forst
ndr exakta atgarder kan beskrivas, men forvantas vara mellan 10-20 ar. Livsldngden kan
paverka 10-arsplanen da nuvarande avskrivning for hela projektet dr berdknad till 50 ar.

Bedomd Ionsamhet for projekt Skandiaporten

Nir det géller den ekonomiska lonsamheten for projektet Skandiaporten, har
EU-kommissionen inom ramen for notifieringsprocessen om statsstod genomfort en
rigords granskning av projektet. I underlaget som EU-kommissionen utgatt ifran for sitt
beslut om godkénnande av statsstod framgar att den reala avkastningsnivan for projektet
bedoms till 3,4 procent.

Nuviérdesberdknat 6ver projektets ekonomiska livsldngd pa 50 ar, och i en jamforelse
mellan ett scenario dir investeringen genomfors kontra inte genomfors, bedoms projekt
Skandiaporten for GHAB:s del generera intékter pa cirka 2,1 mdkr (i prisniva september
2023). De okade intdkterna berdknas uppsté fran koncessionsavgifter dels inom befintligt
avtal, dels vid kommande konkurrensutséttning néir befintligt avtal gér ut &r 2037.

Intdktsanalysen dr baserad pa att projekt Skandiaporten genomfors till ett maxdjupgéende
pa 17,5 meter. Nyttorna for projektet ar relaterade till vilket djupgaende som projektet
genomfors for. Den uppdaterade analysen av de transoceana containerfartygens
utveckling starker bolagets tidigare bedomning att ett projekt for ett maximalt djupgéende
pa 16,5 meter ar att betrakta som en relevant miniminiva, att ett maximalt djupgdende pa
17,5 meter rekommenderas. For varje decimeter djupare &n 16,5 meter okar
konkurrenskraften for Goteborgs hamn mot andra nordeuropeiska hamnar och stérker
attraktionskraften bade infor kommande koncessionsupphandling och for
fartygsoperatorerna att lgga Goteborg till sina slingor.

Avkastningsnivéan for investeringen pa 3,4 procent ligger ndgot under den niva som anges
i bolagets dgardirektiv. Kravet i dgardirektivet dr dock stéllt pA GHAB som helhet och
inte pa enskilda investeringar.

Uppdaterad analys av de transoceana containerfartygens utveckling

Dagens maximala fartygsdjupgaende vid containerterminalen i Skandiahamnen &r 13,5
meter. I underlaget till beslut i kommunfullméktige 2020-09-10 § 20 framgar att ett
maximalt djupgéende under 16,5 meter &r inte relevant om Goteborgs hamn ska bevara
och utveckla sin marknadsposition som ett nordiskt logistikcentrum och godsnav i
allménhet och den transoceana containersjofarten i synnerhet. Ett maximalt
fartygsdjupgéende om 17,5 meter beskrivs som enligt alla studier dnskvért for att sékra
konkurrenskraften pa lang sikt.
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I Genomforandeavtal del II framgar att Farledsdtgdrder och Kajdtgdrder, som minimum,
ska genomforas till ett Grundutférande avseende ett maximalt fartygsdjupgéende pa

16,5 meter. Ambitionsnivén dr dock att genomfora ett Tilldgg gillande Farledsdatgdirder
samt Kajdtgdrder for att uppnd ett maximalt fartygsdjupgéende pé upp till 17,5 meter.

Baserat pa bedomningen att atgérderna i kajanlédggningen endast kan ske vid ett tillfdlle,
och att det inte &r tekniskt mojligt att i ett framtida ldge ytterligare fordjupa vid befintlig
kajanldggning, har GHAB beslutat att tgérderna inom ramen for Kajdtgdrder ska
genomforas for ett maximalt fartygsdjupgéende pé 17,5 meter.

Under véren 2025 har GHAB 14tit uppdatera analyserna (senast genomford 2019) av den
globala containersjofarten och utvecklingen av de transoceana containerfartygen. Den
uppdaterade analysen leder till bedomningen att:

e De striktare regler for minskade utslépp av véxthusgaser som beslutas inom EU och
International Maritime Organisation (IMO) kommer leda till att containerfartygen blir
mer fyrkantiga, med ett storre djupgéende, och kommer att segla langsammare. Den
lagre hastigheten kompenseras med att rederierna sétter in storre fartyg, som kan lasta
en storre godsvolym per transport, med en lagre brinsleférbrukning och dédrmed
minskad miljobelastning per transporterad container.

e Utifrdn denna trend kommer de starkaste drivkrafterna vara att i forsta hand 6ka
containerfartygens dimensioner pé djupet, snarare dn pé lingden eller bredden.

e Denna bedomning far starkt stod i studier av det stora antalet Post-Panamaxfartyg
(fartyg for stora for Panamakanalen och som oftast sitts in i trafik mellan Fjarran
Ostern och Nord/Nordvisteuropa) som byggts sedan 2016 eller som redan ligger i
orderboken hos virldens skeppsvarv och som kommer att byggas under aren 2025 till
2031.

e Avde 240 Post-Panamaxfartyg som redan ligger i orderbdckerna for perioden fram
till 2031, har 75 procent ett maximalt fartygsdjupgdende pa 16,5 meter eller djupare
och drygt 50 procent 17,0 meter eller djupare. Omkring 15 procent av fartygen
dimensioneras for ett maximalt djupgdende pa 17,5 meter eller djupare. Bedomningen
ar att nya bestéllningar som gors under kommande ér, i 6kande omfattning kommer
att avse fartyg med djupgaende pa 17,5 meter eller mer, vilket kommer 6ka andelen i
denna kategori.

e Den genomsnittliga livsldngden for den hér kategorin av fartyg &r mellan 23 och 25
ar. Det innebér att manga av fartygen som ar byggda fram till och med 2021 kommer
att fasas ut innan 2050, medan merparten av de som byggs fran och med 2022
beddms finnas kvar efter 2050.

Sammantaget innebar den uppdaterade analysen for projekt Skandiaporten att ett
maximalt fartygsdjupgéende pé 16,5 meter alltjimt ar att betrakta som en relevant
miniminiva. Den uppdaterade analysen stirker den tidigare bedomningen att 17,5 meter
djupgéende rekommenderas och att varje decimeter djupare dn 16,5 meter 6kar Goteborgs
hamns konkurrenskraft mot andra nordeuropeiska hamnar och attraktionskraften for
fartygsoperatorerna, bade pa kort och langre sikt. GHAB anger att bolaget vid behov bor
prioritera att projekt Skandiahamnen utfors med fokus pé fartygens djupgaende, framfor
fartygens bredd och i sista hand fartygens langd.
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Forutsattningar infor Genomférandeavtal del Il

GHAB pekar pa att nyttorna for projektet ar relaterade till vilket djupgéende som
projektet genomfors for. Ett storre djupgédende dkar konkurrenskraften for Goteborgs
hamn mot andra hamnar och stirker attraktionskraften bade infor kommande
koncessionsupphandling och for fartygsoperatdrerna att lagga Goteborg till sina slingor.
Samtidigt maste tillkommande nyttor baserat pa ett storre djupgdende vigas mot
tillkommande investeringskostnader.

I denna avvégning ser GHAB att parterna hanterar de ekonomiska forutséittningarna for
projektets genomforande och samtidigt maximerar nyttorna i relation till
investeringskostnad. I detta sammanhang for GHAB fram f6ljande forutsittningar infor
genomforandeavtal del I11:

e EU-kommissionens beslut om att begrinsa Trafikverket/Sjofartsverkets investering i
atgérder innanfor hamnomradesgransen. Dessa atgérder far maximalt uppga till
1 675 mnkr, som ett fast belopp som inte indexuppréknas.

e EU-kommissionens beslut &r inte kopplat till vilket maxdjupgéende som projektet
genom{fors for.

o Genomforandeavtal del II beskriver att i det fallet att Trafikverket/Sjofartsverkets
budget for Farledsdtgdrder bedoms ticka ett utforande utéver miniminivan
Grundutférandet (det vill séga utdver ett maximalt fartygsdjupgéende 16,5 meter) ar
utgdngspunkten att Sjofartsverket ska rapportera en innehallsférdndring, i form av ett
utokat maximalt fartygsdjupgaende upp till 17,5 meter, i enlighet med Trafikverkets
rutiner for avvikelser.

o Genomforandeavtal del II beskriver att Goteborgs Hamn AB har réttighet men ¢j
skyldighet att (helt eller delvis) finansiera atgirder i farleden for att i projektet uppna
Grundutférandet och/eller realisera ambitionen att (helt eller delvis) genomfora ett
tillagg till grundutférandet upp till 17,5 meter.

e Beroende pé farledens befintliga vattendjup och bredd sker de atgédrder som kravs for
att uppna ett fartygsdjupgaende pa 16,5 meter med en fordelning pd omkring
35 procent utanfér hamnomradesgriansen och 65 procent innanfor. De tillkommande
atgdrder som skulle behdvas for att nd ett maximalt fartygsdjupgéende pa upp till
17,5 meter skulle i princip uteslutande ske innanfér hamnomréadesgransen, det vill
sdga i den kommunala delen av farleden. Detta innebaér att vid en fordjupning dver
16,5 meter sa sker merkostnaden inom de atgérder (Farledsdtgdrder innanfor
hamnomrddesgrdinsen) som omfattas av EU-kommissionens beslut om statsstéd och
saledes dar Trafikverket/Sjofartsverkets investering begréinsas av statsstodsbeslutet.

GHAB uttrycker att med ovanstidende punkter att Parterna kan komma att behdva
revidera ansvarsfordelningen i Genomforandeavtal del II, for att efterleva
EU-kommissionens beslut och maximera nyttorna med projektet. Det slutgiltiga
innehéllet och tillhdrande ekonomiska ansvarsfordelningen for Farledsdtgdrder ska
fastslds i Genomforandeavtal del III.

Stadsledningskontorets bedémning

GHAB framfor i sitt drende att 16,5 meter djupgdende alltjimt ar att betrakta som en
relevant miniminiva samtidigt som argumenten for att na 17,5 meter djupgéende har
forstarkts ytterligare sedan kommunfullméktiges beslut 2020. Stadsledningskontoret delar
GHAB:s analys, men ser inte att det fordndrar den ansvarsfordelning mellan staten och
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GHAB som lag till grund for drendet i kommunfullméktige 2020 att staten ska ansvara
for farledsdtgdrder, det vill séga muddring for delen utanfoér 50 meter fran kaj.

Staten har idag avsatt 1 931 mnkr i prisniva 2022-12 for de delar som
Trafikverket/Sjofartsverket ansvarar for avseende farledsfordjupningen.

Som ovan beskrivits innefattar detta &tgérder savil inom som utanfor
hamnomradesgriansen. De exakta kostnaderna inom och utanfér hamnomradesgransen ér
idag inte kdnda. Det kan dock uppsta ett scenario dar statens avsatta medel for projektet
forbrukas innan staten uppnar det satta statsstodstaket innanfér hamnomréadesgrénsen pa
maximalt 1 675 mnkr.

I Genomforandeavtal del II har staten har ett ansvar att genomfora farledsfordjupningen
till 16,5 meter djupgéende. Staten har dven atagit sig att det i kommande upphandling ska
finnas en option géllande mdjligheten att utdka muddringen for ett maximalt djupgéende
av 17,5 meter (tilldgg). Staten har dock inget finansieringsansvar i nuvarande avtal utdver
16,5 meter djupgéende, men avtalet beskriver dven att i det fallet att
Trafikverket/Sjofartsverkets budget for Farledsdtgdrder bedoms tiacka ett utforande
utdover miniminivn Grundutforandet (det vill sdga utdver ett maximalt
fartygsdjupgéende 16,5 meter) dr utgadngspunkten att Sjofartsverket ska rapportera en
innehéllsforandring, i form av ett utékat maximalt fartygsdjupgaende upp till 17,5 meter,
i enlighet med Trafikverkets rutiner for avvikelser.

Genomforandeavtal del II anger vidare att Goteborgs Hamn AB har réttighet men ej
skyldighet att (helt eller delvis) finansiera atgéirder i farleden for att i projektet uppna
Grundutférandet och/eller realisera ambitionen att (helt eller delvis) genomfora ett tilldgg
till grundutforandet upp till 17,5 meter. Stadsledningskontoret vill papeka att beslutet i
kommunfullméktige 2020 gav GHAB mandat att investera maximalt 1 255 mnkr
(prisniva 2017) i Kajdtgdrder, vilket inte innefattade négra rittigheter for bolaget att
finansiera atgéirder i farleden som GHAB ingatt genomférandeavtal om i juni 2024.

Goteborgs Hamn ér Skandinaviens storsta hamn. Containerhamnen hanterade under ar
2024 drygt 900 000 TEU (20-fots containrar) och cirka 55 procent av Sveriges
containerhandel, jimnt fordelat mellan export och import. Stadsledningskontoret bedomer
utifran detta att staten ska ta ett betydande ansvar for farledsfordjupningen utifrén
hamnens betydelse for Sverige och att staten behover sdkerstilla att svenskt néringsliv har
tillgang till en konkurrenskraftig export/import-hamn. Dérfor &r det rimligt att staten, om
behovet bedoms finnas, finansierar farledsfordjupningen upp till 17,5 meter djupgaende,
upp till statsstddsbegriansningen pa 1 675 mnkr. Stadsledningskontoret beddmer darmed
att, om statens avsatta medel forbrukas innan de uppnér statsstddstaket, s behover
Trafikverket och Sjofartsverket géra analysen om staten bor tillskjuta mer medel (upp till
statsstodstaket) for att uppna de nationella nyttorna med ett djupgéende till 17,5 meter.

Déaremot, utifran att EU-kommissionen fattat beslut om statsstdd, dér staten enligt
beslutet inte far investera mer &n maximalt 1 675 mnkr i farledsatgirder innanfor
hamnomridesgriansen (den kommunala anlédggningen), ser stadsledningskontoret att det
ar rimligt att GHAB fér mandat att omdisponera kvarvarande medel frin GHABs
ataganden i Kajdtgdrder till att omfatta dtgdrder i farleden (muddring) innanfor
hamnomradesgrinsen i det fall kostnaderna (oaktat 16,5-17,5 meter djupgaende)
Overstiger statsstodstaket. Stadsledningskontoret vill dock vara tydliga med att GHAB
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inte har mandat eller rattighet att omdisponera nagra medel till farledsatgérderna innan
dess att staten natt statsstodstaket.

GHAB har meddelat stadsledningskontoret att enligt § 14 i Genomforandeavtal del I1
avseende “Redovisning av slutligt finansieringsgap”, sa sanks statsstodstaket om
investeringen minskar, vilket innefattar GHAB:s investering i Kajdtgdrder.

GHAB har utifrén detta ett mandat att omdisponera medel till farledsatgérderna frén det
att staten har finansierat atgirderna upp till statsstodstaket, oavsett statsstodstakets niva. I
praktiken innebér detta att for de medel GHAB omdisponerar till farledsatgiarderna sa
Okar ddrmed statsstodstaket, upp till maximalt 1 675 mnkr. I detta scenario ar det viktigt
att statens investering okar i takt med statsstodstaket, upp till maximalt 1 675 mnkr.

Som ovan ndmnts innefattar Genomforandeavtal del II 4ven en skrivning om att ’Parterna
forbinder sig att genomfGra projektet pé ett sadant sitt att det uppfyller de krav och
villkor som varit en forutsittning for EU-kommissionens beslut och att inte dventyra
forenligheten med statsstodsreglerna”. Detta kan tolkas som att GHAB ansvarar {or
riskerna vid en fordyring av farledsatgiarderna innanfor hamnomradesgransen som
overstiger statsstodstaket och GHAB:s omdisponerade medel. Stadsledningskontoret ser
att GHAB i kommande Genomf6randeavtal del III behdver sékerstélla att omfattningen
av farledsatgirderna inom hamnomradesgriansen for bolagets del halls inom de medel
som bolaget kan omdisponera fran Kajdtgdrder inom bolagets totala ram pa 1 255 mnkr
(prisniva 2017). Stadsledningskontoret noterar ocksa att statsstodstaket pd maximalt

1 675 mnkr inte indexuppréknas. Det ar darfor av vikt att projektet bedrivs med god
framdrift.

GHAB framfor att riskreserven for kvarvarande del av bolagets investering i Kajdtgdrder
nu ar satt till 40 mnkr. Stadsledningskontoret vill papeka vikten av att GHAB sdkerstéller
att investeringen i Kajatgdrder har tillrdckligt med medel for att fullt ut kunna
genomforas, utifran ett kommande beslut om omdisponering av kvarvarande medel.

GHAB framfor i sitt drende att I ett eventuellt scenario att inkomna anbud &r sa pass
hoga att projekt Skandiaporten inte kan genomforas inom Parternas befintliga budgetar,
finns mellan Parterna en handlingsplan med syftet att kunna minska projektets
omfattning. I ett sddant fall kommer Goteborgs Hamn AB inom ramen for ordinarie
rapportering halla kommunfullméktige informerad om projektets fortsatta utveckling”.
Om projektet som helhet inte kan genomforas till ett grundutférande om 16,5 meter
djupgéende ser stadsledningskontoret att GHAB skyndsamt ska aterkomma till
kommunstyrelsen med en rapportering och dialog om fortsatt hantering av projektet.

Magnus Andersson Eva Hessman

Ekonomidirektor Stadsdirektor
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Goteborgs Hamn AB

Protokoll (nr 5 2025)
Styrelsemote per capsulam

Ledamoter

Lars Johansson ordforande

Karin Bernmar 1:e vice ordforande
Cecilia Magnusson 2:e vice ordforande
Helena Holmberg

Eva Olofsson
Thore Hagman
Anders Edstrom
Thomas Larsson
Jan Annerback

§1

Motets 6ppnande och utseende av protokolljusterare

Lars Johansson 0ppnar sammantrédet och viljs att fora protokoll vid sammantrédet.

§2

Faststéllande av dagordning

Dagordningen faststélls

§3

Justerare

Beslut i protokollet tas per capsulam genom att samtliga ordinarie styrelseledaméter
undertecknar protokollet.

§4

Anmalan jav

Inget javsforhdllande anmaéls.

Goteborgs Hamn AB, protokoll per capsulam 1(2)

Transaktion 09222115557548621609

Signerat LJ, KB, CM, HH, EO, TL, TH, AE, JA




Goteborgs Hamn AB

Protokoll (nr 5 2025)
Styrelsemote per capsulam

§5

Hemstéallan till kommunfullméktige gallande omdisponering
av medel inom ramen for tidigare beslut om
farledsfordjupning vid containerterminalen i G6teborgs hamn

Styrelsen for Goteborgs Hamn AB, som en omdisponering av medel i forhéllande till
tidigare beslut i kommunfullméktige 2020-09-10 (§ 20 0959/20), beslutar

1. att bevilja Goteborgs Hamn AB att genomféra en omdisponering av medel inom den
av kommunfullmaiktige beviljade ramen pa 1 255 mnkr (i 2017 &rs prisniva) for
Kajatgdrder till att omfatta dven drgdrder i farleden (muddring) inom den kommunala
hamnomradesgrinsen, for att maximera nyttorna i relation till investeringskostnad for
projekt Skandiaporten; samt

2. att hemstilla om kommunfullméktiges stidllningstagande avseende punkt 1 ovan.

§6

Sammantradet avslutas

Ordforanden forklarar ssmmantradet avslutat.

Lars Johansson Karin Bernmar
Cecilia Magnusson Helena Holmberg
Eva Olofsson Thore Hagman
Anders Edstréom Thomas Larsson

Jan Annerback
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Styrelsemote per capsulam Handlaggare: Patrik Benrick
(Diarienummer)

Telefon: 0707-246883

E-post: patrik.benrick@portgot.se

Arende: Hemstallan till kommunfullméaktige
gallande omdisponering av medel inom
ramen for tidigare beslut om
farledsfordjupning vid containerterminalen i
GOteborgs hamn

Forslag till beslut
Styrelsen for Goteborgs Hamn AB, som en omdisponering av medel i forhallande till
tidigare beslut i kommunfullméktige 2020-09-10 (§ 20 0959/20), beslutar

1. att bevilja Goteborgs Hamn AB att genomféra en omdisponering av medel inom den
av kommunfullmiktige' beviljade ramen pa 1 255 mnkr (i 2017 &rs prisniva) for
Kajatgdarder till att omfatta dven drgdrder i farleden (muddring) inom den kommunala
hamnomradesgransen, for att maximera nyttorna i relation till investeringskostnad for
projekt Skandiaporten; samt

2. att hemstilla om kommunfullméktiges stillningstagande avseende punkt 1 ovan

Sammanfattning

Kommunfullméktige Goteborgs Stad beslutade 2020-09-10 (§ 20 0959/20) att godkénna
farledsfordjupning vid containerterminalen i Géteborgs hamn (projekt Skandiaporten)
inom foljande ramar:

o Goteborgs Hamn AB ansvarar for Grundutforande av Kajdtgdrder, med vilket
avses forstarkning av kajen med bakomliggande terminalyta samt muddring och
sprangning utmed Skandiahamnens sddra kaj, fram till 6verenskomna
entreprenadgransen 50 m fran Skandiahamnens sodra kaj.

o Trafikverket/Sjofartsverket ansvarar for Grundutférande av Farledsatgdrder,
med vilket avses muddring och sprangning i farleden och vandytan utanfor
Overenskomna entreprenadgrénsen 50 m frén Skandiahamnens sddra kaj.

1(2020-09-10 (§ 20 0959/20)
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o Med Grundutférande avses muddring och sprangning till ett fartygsdjupgaende
om minst 16,5 m. Parterna har dock som ambition, under forutséttning att
respektive Parts budget medger detta, att i Tilldgg till Grundutforandet muddra
och sprénga till ett maximalt fartygsdjupgéende upp till 17,5 m.

e Budgeten for respektive part Trafikverket/Sjofartsverket och Goteborgs Hamn
AB uppgar till 1 255 mnkr 1 2017 ars prisniva. Efter beviljad avvikelse tillskot
Trafikverket under 2023 medel sé att budgeten {for Farledsdtgdrder utdkades till
1 555 mnkr 1 2017 ars prisniva.

Respektive part ("Parterna”), Goéteborgs Hamn AB och Trafikverket/Sjofartsverkets
ataganden framgér av de av genomforandeavtal del I som tecknades i december 2021 och
genomforandeavtal del I som tecknades i juni 2024. Avtalen bifogas denna hemstéllan,
bilaga 1 och 2.

I genomforandeavtalen (som grundar sig i en frivillig 6verenskommelse mellan
Goteborgs Hamn och Trafikverket/Sjofartsverket) har Trafikverket/Sjofartsverket atagit
sig att utfora atgirder bade innanfor och utanfor Hamnomrddesgrdnsen, vilket motsvarar
den gréns i vatten som avser allmén hamn (figur 1).

Figur 1: Gréns i vatten for allmdn hamn enligt Sjofartsverkets forfattningssamling SJOFS 2013:4.

Gransdragningen, dar Goteborgs Hamn AB:s ansvar stricker sig 0—50 m fran kaj, dr en
rent praktisk uppdelning kopplat till kajkonstruktionen och de arbeten som behdver goras
dér. Detta innebér att Trafikverket/Sjofartsverket kommer att utfora atgérder i bade den
statliga och kommunala anldggningen, dér &tgérderna i den kommunala delen av farleden
utgor en relativt sett storre kostnadspost én de atgérder som sker utanfor detta omréde.

Sedan beslutet i kommunfullméktige 2020 har Parterna erhallit ett beslut frén EU-
kommissionen om statsstod, som sitter ett tak pa hur mycket medel
Trafikverket/Sjofartsverket far tillskjuta i den del som utgdr det kommunala
hamnomradet, vilket enligt dagens ansvarsfordelning skulle kunna innebéra att projektets
nyttor inte fullt ut kan realiseras.
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Goteborgs Hamn AB 6nskar med denna hemstéllan, som en justering till tidigare beviljat
mandat, f4 genomfora omdisponering av medel (i storleksordningen 155—-185 mnkr i
2017 érs prisniva) inom den av kommunfullméktige beviljade ramen pa 1 255 mnkr (i
2017 ars prisniva) for Kajdtgdrder till att omfatta dven dtgdrder i farleden (muddring)
inom den kommunala hamnomréadesgrinsen for att maximera nyttorna i relation till
investeringskostnad for projekt Skandiaporten (se karta pa sidan 7).

Beddmning ur ekonomisk dimension

Finansiering av projekt Skandiaporten och paverkan pa ekonomin for
Goteborgs Hamn AB

Projekt Skandiaporten finansieras till lika delar av staten, genom Trafikverket och
Sjofartsverket, och Goteborgs Hamn AB.

Finansieringen av Kajatgdrder sker i enlighet med beslut i kommunfullmiktige
Goteborgs Stad 2020-09-10 (§ 20 0959/20), till en kostnad av som mest 1 255 mnkr i
2017 &rs prisniva.

Finansieringen av Farledsdtgdrder sker i enlighet med den av regeringen faststillda
nationella planen for transportinfrastrukturplanen 2022-2033 (objekt SVA1801 Farleden i
Goéteborgs hamn, kapacitetsdtgdrd farled). 1 enlighet med beviljad avvikelse vid
Trafikverkets Nationellt Revisionsméte i juni 2023 tillskot Trafikverket medel sé att
budgeten for Farledsdtgdrder utdkades till 1 555 mnkr i 2017 ars prisniva.

I samstdimmighet med det beslutsunderlag som togs fram for beslut i kommunfullméktige
2020 ar det alltjimt Goteborgs Hamns AB:s beddmning att — givet en investeringskostnad
om upp till 1 255 mnkr i1 2017 &rs prisniva — bolaget klarar investeringen och &vriga
planerade dtaganden baserat pé& de poster som finns i bolagets 10-&riga investeringsplan.
Detta med héansyn tagen till de finansiella kriterier som finns uppstillda i bolagets
agardirektiv, ddr dgaren stéller krav pa koncernen Goteborgs Hamn AB att verksamhetens
delar har en kapitalstruktur och ger en avkastning som star i paritet med andra jaimforbara

verksambheter. 1 5
Mojligt utrymme:

Aktuell hemstillan innebir inte en begiran om mer 155-185 Mkr
medel till projektet, utan enbart en omdisponering
av tidigare beslutad ekonomisk ram.

Nulage och prognos for projekt

Skandiaporten Beviljad budget
For Goteborgs Hamn AB har arbetet med projekt Kajatgdrder:
Skandiaporten pagatt i flera ar, med avseende pa 1 255 Mkr

forstudier, tillstdndsansdkan och projektering.
Byggstart for Kajdtgdrder skedde 1 februari 2024
och planerat fardigstillande sker till varen 2028.

Figur 2 illustrerar det ekonomiska laget i projektet Upparbetat per
april 2025:

per april 2025, med alla vérden i 2017 ars prisniva.
450 Mkr

Sedan projektstarten ar i dagsldget drygt 450 mnkr
upparbetade, vilket motsvarar 36 % av den totala
budgeten. Prognosen for aterstaende arbeten ar Figur 2. llustration éver ekonomiskt nulige
580—-610 mnker. och prognos for projekt Skandiaporten.
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Till detta har Goteborgs Hamn AB beslutat avsétta 40 mnkr till en riskreserv.
Riskreserven avser att kunna hantera oférutsedda hiandelser under aterstoden av projektets
genomforande. I nuldget ar drygt 1/3 av projektets budget och genomférandetid
upparbetade. For aterstiende genomforandetid aterstar i huvudsak tva storre osdkerheter
att hantera:

e Upphandling av entreprendr for muddring 0-50 m frén kaj. Detta ingar som del
av Sjofartsverkets upphandling och utfallet blir ként i september 2025.

¢ Gjutning av kranbalk. Dessa arbeten sker som del av den upphandlade
totalentreprendrens ansvar. Arbetena paborjas hosten 2025 och kommer att pagé
fram till omkring hdsten 2027.

Med beaktande av att en tillracklig riskreserv avsitts for att kunna slutfora det
ursprungliga atagandet Kajdtgdrder, till 17,5 m maximalt fartygsdjupgiende, beddmer
Goteborgs Hamn AB att det sammantaget finns ett mojligt utrymme pa 155—-185 mnkr att
omdisponera inom befintlig budget. Att detta utrymme for omdisposition finns, i
jamforelse med fastlagd budget, har pa ett 6vergripande plan sin forklaring i att:

e Gynnsamma forhallanden avseende de geotekniska forutsittningarna och
tillhérande berdkningsprinciper som géllde vid fordjupningen 2003-2005,
och som lag till grund for de inledande kostnadsbedéomningarna.

e Projekteringen har genomforts i samverkan/partnering enligt en modell som
Goteborgs Hamn AB har utvecklat under manga ar. Arbetssattet har tack var
hog transparens i projekteringsarbetet, mellan Géteborgs Hamn AB och den
upphandlade totalentreprendren NCC, resulterat i en gemensam riskdelning
som har fordelats pa ett sétt som varit gynnsamt for projektets totala
ekonomi.

e Den incitamentsmodell som G6teborgs Hamn AB introducerat i sin
samverkansmodell for entreprenaden, visar sig nu i genomforandefasen leda
till ytterligare kostnadsbesparingar.

Redovisningsmassiga effekter

Bolagets beddmning avseende de redovisningsmaissiga forutsdttningarna ér att hemstéllan
innebdr att Goteborgs Hamn AB utdkar omfattningen av den muddring som redan &r
planerad inom ramen for genomforandeavtal del I och II. Darmed &r bolagets bedomning
att tgirder vid kaj, och tillhérande muddring, &r att betrakta som markanlédggning som
kan anldggningsforas och dirmed redovisas som en tillgdng dar enbart avskrivningen
paverkar bolagets utdelningsbara resultat. Exakt livslangd for avskrivning definieras forst
nir exakta atgirder kan beskrivas men forvéintas vara mellan 10-20 &r. Livsldngden kan
paverka 10-&rsplanen da nuvarande avskrivning for hela projektet &r beréknad till 50 ar.

Bedomd Idnsamhet for projekt Skandiaporten

Nir det géller den ekonomiska 16nsamheten for projektet Skandiaporten, har EU-
kommissionen inom ramen for notifieringsprocessen om statsstod genomfort en rigords
granskning av projektet. I underlaget som EU-kommissionen utgatt ifrén for sitt beslut
om godkdnnande av statsstod (SA.103466, C(2023) 7692 final, den 17 november 2023),
framgar att den reala avkastningsnivan for projektet bedoms till 3,4 %.
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Nuviérdesberdknat 6ver projektets ekonomiska livsldngd pa 50 ar, och i en jamforelse
mellan ett scenario dir investeringen genomfors kontra inte genomfors, bedoms projekt
Skandiaporten for Goteborg Hamn AB:s del generera intékter motsvarande 2 134 mnkr (i
prisnivé september 2023). De 6kade intékterna berdknas uppsté fran koncessionsavgifter
dels inom befintligt avtal, dels vid kommande konkurrensutsittning nir befintligt avtal
gér ut &r 2037, och kan hirledas till fyra kategorier:

e Okade rorliga (anldpsbaserade) fartygshamnsavgifter: 457 mnkr

e Okade rérliga (godsvolymbaserade) koncessionsintikter: 834 mnkr

e  Okat marknadsvirde vid ny koncessionsupphandling (engéngsbelopp 2037): 547
mnkr

e Okad fast koncessionsavgift for nytt koncessionsavtal (efter 2037): 296 mnkr

Intéktsanalysen &r baserad pa att projekt Skandiaporten genomfors till ett maxdjupgéende
pa 17,5 m. Nyttorna for projektet ar relaterade till vilket djupgéende som projektet
genomfors for. Den uppdaterade analysen av de transoceana containerfartygens
utveckling (se sidan 8) stirker bolagets tidigare bedomning att ett projekt for ett maximalt
djupgéende pa 16,5 m r att betrakta som en relevant miniminiva, att ett maximalt
djupgéende pa 17,5 m rekommenderas och att varje decimeter djupare dn 16,5 m okar
konkurrenskraften for Goteborgs hamn mot andra nordeuropeiska hamnar och stérker
attraktionskraften bade infér kommande koncessionsupphandling och for
fartygsoperatorerna att 1agga Goteborg till sina slingor.

Avkastningsnivan for investeringen pa 3,4 % ligger nagot under den niva som anges i
bolagets dgardirektiv. Kravet i 4gardirektivet dr dock stéllt pa koncernen Goteborgs
Hamn AB som helhet och inte pa enskilda investeringar.

Beddmning ur ekologisk dimension

Utover vad som beskrivits i tidigare drende &r det relevant att nimna att sedan beslutet i
kommunfullméktige i september 2020, har mark- och miljddomstolen i Vinersborg
beviljat miljotillstdnd enligt miljobalken for projekt Skandiaportens respektive delar
Kajatgdrder och Farledsdtgdrder. Tillstandet giller dels tillstdnd till vattenverksamhet
(11 kap. miljobalken) for fordjupning och breddning av farled samt dndrad
farledsutmérkning, dels dispens fér dumpning av muddermassor (15 kap. miljobalken) pé
utpekad plats utanfor Vinga.

Efter den huvudforhandling i mélet som holls i juni 2022, erh6ll Géteborgs Hamn AB
miljodom i oktober 2022 och Sjofartsverket i mars 2023. I miljodomarna anges de villkor
som géller for de tillstindspliktiga arbetena, bland annat géllande muddring och
dumpning.

Beddmning ur social dimension
Bolaget har inte funnit ndgra sdrskilda aspekter pd fragan utifran denna dimension utéver
vad som beskrivits i tidigare drende.

Samverkan

Samverkan dr inte aktuellt.
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Bilagor

1. Genomforandeavtal del 1
2. Genomforandeavtal del 11
3. Europeiska kommissionens beslut SA.103466, C(2023) 7692 final, den 17

november 2023
Beskrivning av arendet

Bakgrund

Trafikverket, i samverkan med Gdéteborgs Hamn AB och Sjofartsverket, genomforde
under 2014 en atgérdsvalsstudie, angédende behovet av att fordjupa farleden till
containerterminalen i Géteborgs hamn. Trafikverket ansvarade for studien. I nationell
plan 2018 beviljades projektet statliga medel for perioden 2024-2029, vilket gjorde det
mojligt for Trafikverket/Sjofartsverket att finansiera hélften av projektet dir Goteborgs
Hamn AB finansierar den andra hélften.

Parterna har ddrefter tecknat tva avsiktsforklaringar samt tva genomforandeavtal, i takt
med att projektstudierna och forstaelsen for de ekonomiska forutséttningarna har
fordjupats.

I genomforandeavtal del Il framgar att Farledsdtgdrder och Kajdtgdrder, som minimum,
ska genomforas till ett Grundutférande avseende ett fartygsdjupgéende pa 16,5 m.
Ambitionsnivan ar dock att genomfora ett Tilldgg géllande Farledsdtgdrder samt
Kajatgdrder for att uppna ett maximalt fartygsdjupgéende pa upp till 17,5 m.

Parternas ansvarsfordelning illustreras i figur 3 nedan, dir den kommunala delen av
farleden motsvaras av den morkbla ytan i illustrationen. I genomfrandeavtalen har
ansvarsfordelningen for detta projekt dock fordelats pa sa sétt att respektive part star for
sina risker; Goteborgs Hamn AB for kajatgérder inklusive muddring och arbeten i vatten
0-50 m frén kaj (omrédet markerat i orange férg pd illustrationen) och
Trafikverket/Sjofartsverket for farledsatgiarder inklusive vindyta langre ut &n 50 m fran
kaj (morkbla samt ljusgron fargmarkering). Trafikverket/Sjofartsverket har darmed i detta
projekt atagit sig ett finansieringsansvar sévil inom den statliga som den kommunala
anldggningen.

Figur 3: Principiell ansvarsfordelning mellan Trafikverket/Sjéfartsverket och Goteborgs Hamn AB. Notera
att kartan kommer att uppdateras med marginella forindringar.
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Inféor genomférandeavtal del Il och beslutet om slutgiltigt maximalt
fartygsdjupgaende

I genomforandeavtal del II framgar att slutgiltig niva, det vill sdga maximalt
fartygsdjupgdende om 16,5-17,5 m, for Farledsdtgdrder, ska beslutas i
genomforandeavtal del 11, i ett skede nir anbud inkommit fran muddrings-
entreprendrerna i Sjofartsverkets upphandling.

Sjofartsverket genomfor for nirvarande upphandling av muddringsentreprendr.
Anbudsdppning planeras ske i borjan av september, med ambitionen att teckna kontrakt
med vald muddringsentreprendr inom tvd méanader dérefter (borjan av november). Ingen
fakturering ska ske mellan Parterna utan den upphandlade muddringsentreprendren
fakturerar respektive Part sin del av projektet enligt det kommande genomforandeavtalet
del III. Vidare &r avsikten att férdelningen av risker i projekt Skandiaporten inte dndras
mellan Parterna.

I Sjofartsverkets upphandling av muddringsentreprendr for Farledsdatgdrder ska
anbudsgivarna dels uppge pris for Grundutforandet, dels, som en option, pris for
tillaggsutforandet.

Infor det skede dér anbud frin Sjofartsverkets upphandling 6ppnas (borjan av september),
behover Trafikverket, Sjofartsverket och Goteborgs Hamn AB forbereda sig pa att i
dialog kunna avgora eventuella fordndringar gillande projekt Skandiaportens innehéll
och/eller finansiering.

Parternas ambition dr att som senast i november 2025 kunna teckna genomf6randeavtal
del I11, i vilket det slutgiltiga innehallet och tillhérande ekonomiska fordelningen for
Farledsdtgdrder fastslés. | genomforandeavtalet behover den statliga investeringen
innanfor hamnomradesgrinsen ske i enlighet med EU-kommissionens beslut avseende
statligt stod, se nedan.

Beroende pa utfallet av Sjofartsverkets upphandling, behdver Parterna vara forberedda for
att hantera de ekonomiska forutsittningarna for projektets genomforande och samtidigt
maximera nyttorna i relation till investeringskostnad for projekt Skandiaporten.

EU kommissionens beslut om statsstod

Europeiska kommissionen godkénde i beslut SA.103466, C(2023) 7692 final, den 17
november 2023, bilaga 3 ett statligt stod upp till maximalt 1 675 000 000 kronor for
Farledsdtgdrder inom Hamnomrddesgrdns (den kommunala anldggningen). Det angivna
beloppet dr enligt beslutet ett fast belopp och kan inte indexuppréknas. Det statliga stodet
innebér ingen utbetalning av medel till Géteborgs Hamn AB utan att
Trafikverket/Sjofartsverket tar direkta kostnader for Farledsdtgdrder inom
Hamnomrddesgrdns. Dessa kostnader far dock inte dverstiga beloppet som anges ovan.

Parterna har forbundit sig att genomfora projekt Skandiaporten pa ett sddant sétt att det
uppfyller de krav och villkor som varit en forutsittning for EU-kommissionens beslut och
att inte dventyra forenligheten med statsstodsreglerna.

Detta &r en ny, styrande, forutséttning jamfort med det som var ként vid framtagandet av
den avsiktsforklaring del II som godkéndes i kommunfullmiktige Goteborgs Stad 2020-
09-10 (§ 20 0959/20).
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Uppdaterad analys av de transoceana containerfartygens utveckling
Dagens maximala fartygsdjupgdende vid containerterminalen i Skandiahamnen &r 13,5 m.

I beslutsunderlaget till beslut i kommunfullmaktige Géteborgs Stad 2020-09-10 (§ 20
0959/20) framgar att ett maximalt djupgéende under 16,5 m &r inte relevant om
Goteborgs hamn skall bevara och utveckla sin marknadsposition som ett nordiskt
logistikcentrum och godsnav i allménhet och den transoceana containersjofarten i
synnerhet. Ett maximalt fartygsdjupgdende om 17,5 m beskrivs som enligt alla studier
onskvért for att sikra konkurrenskraften pa lang sikt.

I genomforandeavtal del Il framgér att Farledsdtgdrder och Kajdtgdrder, som minimum,
ska genomforas till ett Grundutférande avseende ett maximalt fartygsdjupgaende pa 16,5
m. Ambitionsnivan &r dock att genomfora ett Tilldgg géllande Farledsdtgdrder samt
Kajatgdrder for att uppna ett maximalt fartygsdjupgéende pa upp till 17,5 m.

Baserat pa bedomningen att atgiarderna i kajanldggningen endast kan ske vid ett tillfdlle,
och att det inte dr tekniskt mojligt att i ett framtida l4ge ytterligare férdjupa vid befintlig
kajanldggning, har Goteborgs Hamn AB beslutat att atgérderna inom ramen for
Kajatgdrder ska genomforas for ett maximalt fartygsdjupgdende pa 17,5 m.

Under varen 2025 har Goteborgs Hamn AB latit uppdatera analyserna (senast genomford
2019) av den globala containersjofarten och utvecklingen av de transoceana
containerfartygen. Den uppdaterade analysen leder till bedomningen att:

e De striktare regler for minskade utsldpp av vixthusgaser som beslutas inom EU
och International Maritime Organisation (IMO) kommer leda till att
containerfartygen blir mer fyrkantiga, med ett storre djupgéende, och kommer att
segla langsammare. Den l4gre hastigheten kompenseras med att rederierna satter
in storre fartyg, som kan lasta en storre godsvolym per transport, med en lagre
bransleforbrukning och ddrmed minskad miljobelastning per transporterad
container.

e Utifrdn denna trend kommer de starkaste drivkrafterna vara att i forsta hand 6ka
containerfartygens dimensioner pa djupet, snarare &n pa lingden eller bredden.

e Denna bedomning fér starkt stod i studier av det stora antalet Post-Panamaxfartyg
— fartyg for stora for Panamakanalen och som oftast sitts in i trafik mellan
Fjdrran Ostern och Nord/Nordvisteuropa — som byggts sedan 2016 eller som
redan ligger i orderboken hos varldens skeppsvarv och som kommer att byggas
under dren 2025 till 2031.

e Av de 240 Post-Panamaxfartyg som redan ligger i orderbdckerna for perioden
fram till 2031, har 75 % ett maximalt fartygsdjupgaende pa 16,5 m eller djupare
och drygt 50 % 17,0 m eller djupare. Omkring 15 % av fartygen dimensioneras
for ett maximalt djupgdende pa 17,5 m eller djupare. Beddmningen ér att nya
bestdllningar som gors under kommande ar, 1 6kande omfattning kommer att avse
fartyg med djupgaende pa 17,5 m eller mer, vilket kommer 6ka andelen i denna
kategori.

e Den genomsnittliga livsldngden for den hér kategorin av fartyg dr mellan 23 och
25 ér. Det innebér att ménga av fartygen som dr byggda fram till och med 2021
kommer att fasas ut innan 2050, medan merparten av de som byggs fran och med
2022 beddms finnas kvar efter 2050.
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Sammantaget innebdr den uppdaterade analysen for projekt Skandiaporten att ett
maximalt fartygsdjupgéende pd 16,5 m alltjimt &r att betrakta som en relevant
miniminiva. Den uppdaterade analysen stirker den tidigare bedomningen att 17,5 m
djupgéende rekommenderas och att varje decimeter djupare &n 16,5 m dkar Goteborgs
hamns konkurrenskraft mot andra nordeuropeiska hamnar och attraktionskraften for
fartygsoperatorerna, bade pa kort och lingre sikt. Vid behov bor Goteborgs Hamn AB
prioritera att projekt Skandiahamnen utfoérs med fokus pa fartygens djupgaende, framfor
fartygens bredd och i sista hand fartygens langd.

Ekonomiska forutsattningar och storst nytta i forhallande till
investeringskostnad

Nyttorna for projektet ar relaterade till vilket djupgaende som projektet genomfors for. Ett
storre djupgaende Okar konkurrenskraften for Goteborgs hamn mot andra hamnar och
stirker attraktionskraften bade infor kommande koncessionsupphandling och for
fartygsoperatorerna att 1agga Goteborg till sina slingor. Samtidigt maste tillkommande
nyttor baserat pa ett stérre djupgdende vigas mot tillkommande investeringskostnader.

I denna avvégning behover parterna hantera de ekonomiska forutsittningarna for
projektets genomforande och samtidigt maximera nyttorna i relation till
investeringskostnad. Viktiga ekonomiska forutséttningar &r:

o EU-kommissionens beslut om att begrénsa Trafikverket/Sjofartsverkets
investering i dtgirder innanfér hamnomradesgransen. Dessa atgérder far
maximalt uppga till 1 675 mnkr, som ett fast belopp som inte indexuppriknas.

e EU-kommissionens beslut ér inte kopplat till vilket maxdjupgéende som projektet
genomfors for.

e Genomforandeavtal del II beskriver att i det fallet att Trafikverket/Sjofartsverkets
budget for Farledsdtgdrder bedoms ticka ett utférande utdover miniminivan
Grundutférandet (det vill sdga utover ett maximalt fartygsdjupgdende 16,5 m) ar
utgdngspunkten att Sjofartsverket ska rapportera en innehallsféréandring, 1 form
av ett utokat maximalt fartygsdjupgdende upp till 17,5 m, i enlighet med
Trafikverkets rutiner for avvikelser.

e Genomforandeavtal del II beskriver att Goteborgs Hamn AB har réttighet men ej
skyldighet att (helt eller delvis) finansiera atgirder i farleden for att i projektet
uppnéd Grundutférandet och/eller realisera ambitionen att (helt eller delvis)
genomfora ett tilldgg till grundutférandet upp till 17,5m.

e Beroende pé farledens befintliga vattendjup och bredd sker de atgéarder som kravs
for att uppna ett maximalt fartygsdjupgaende pa 16,5 m med en férdelning pa
omkring 35 % utanfor hamnomradesgriansen och 65 % innanfor. De
tillkommande atgérder som skulle behdvas for att né ett maximalt
fartygsdjupgéende pa upp till 17,5 m skulle uteslutande ske innanfor
hamnomradesgrinsen, d.v.s. i den kommunala delen av farleden. Detta innebér
att vid en fordjupning Gver 16,5 m sa sker merkostnaden uteslutande inom de
atgéarder (Farledsdtgdrder innanfér hamnomrddesgrdnsen) som omfattas av EU-
kommissionens beslut om statsstdd och saledes dar Trafikverket/Sjofartsverkets
investering begrinsas av statsstodsbeslutet.
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Sammantaget innebir ovanstaende punkter att Parterna kan komma att behova revidera
ansvarsfordelningen i genomforandeavtal del 11, for att efterleva EU-kommissionens
beslut och maximera nyttorna med projektet.

Det slutgiltiga innehéllet och tillhérande ekonomiska ansvarsfordelningen for
Farledsdtgdrder ska fastslas i genomforandeavtal del I11.

Bolagets bedbémning

Bolagets bedomning ir att projekt Skandiaporten dr avgorande for att Goteborgs hamn
skall bevara och utveckla sin marknadsposition som ett nordiskt logistikcentrum och
godsnav i allménhet och for den transoceana containersjofarten i synnerhet. Den
uppdaterade analysen av containerfartygens utveckling visar att fartygens dimensioner i
forsta hand utdkas pa djupet och att ett maximalt fartygsdjupgaende pa 16,5 m fortsatt ar
att betrakta som en miniminiva. Vidare starker den uppdaterade analysen tidigare
bedomning att 17,5 m djupgaende rekommenderas och att varje decimeter djupare dn
16,5 m dkar Goteborgs hamns konkurrenskraft mot andra nordeuropeiska hamnar och
stirker attraktionskraften bade infor kommande koncessionsupphandling och for
fartygsoperatorerna att lagga Goteborg till sina slingor.

En ny, styrande, forutsittning jaimfort med det som var ként vid beslutet i
kommunfullméiktige Goteborgs Stad 2020-09-10 (§ 20 0959/20) dr EU-kommissionens
beslut om att begrénsa Trafikverket/Sjofartsverkets investering i atgérder innanfor
hamnomradesgrinsen, d.v.s. i den kommunala delen av farleden. EU-kommissionens
beslut kan innebéra att projektets nyttor inte kan realiseras fullt ut.

For att i ett avslutande genomforandeavtal del III, i samverkan med Trafikverket och
Sjofartsverket, kunna hantera projektets ekonomiska forutséttningar, soker Goteborgs
Hamn AB mandat att genomfora en omdisponering av medel inom den av
kommunfullméktige beviljade ramen pa 1 255 mnkr (i 2017 ars prisniva) for Kajdtgdrder
till att omfatta dven dtgdrder i farleden (muddring) inom den kommunala
hamnomradesgrinsen.

For fortydligandets skull kan ndmnas att bolagets syfte med att kunna omdisponera medel
inom beviljad ekonomisk ram inte handlar om att subventionera
Trafikverkets/Sjofartsverkets ekonomiska dtagande utan forutsitter att
Trafikverket/Sjofartsverket nyttjar hela sin beviljade budget, med EU-kommissionens
beslut om statsstod som enda begransning for atgarder innanfér den kommunala
hamnomradesgréinsen.

Det ar bolagets beddmning att omdisponeringen av medel (cirka 155—185 mnkr) inom
ramen for tidigare beviljad budget, inkluderat en tillrdcklig riskreserv for att slutfora det
ursprungliga atagandet Kajdtgdrder, &r mojlig och nddvandig for att kunna maximera
nyttorna i relation till investeringskostnad for projekt Skandiaporten.

I ett eventuellt scenario att inkomna anbud 4r sa pass hoga att projekt Skandiaporten inte
kan genomforas inom Parternas befintliga budgetar, finns mellan Parterna en
handlingsplan med syftet att kunna minska projektets omfattning. I ett sadant fall kommer
Goteborgs Hamn AB inom ramen for ordinarie rapportering hélla kommunfullméktige
informerad om projektets fortsatta utveckling.

10 (11)



Arendet 4r av principiell beskaffenhet och av betydande ekonomiskt vikt, vilket innebér
att drendet ska provas av kommunfullméktige.

Goteborgs Hamn AB

Goran Eriksson, VD Patrik Benrick, Handl4dggare
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EUROPEAN COMMISSION

Brussels, 17.11.2023
C(2023) 7692 final

SENSITIVE (*): COMP Operations

Subject: State Aid SA.103466 (2023/N) — Sweden
Dredging and port infrastructure at the port of Gothenburg

Excellency,

1. PROCEDURE

(1) Following pre-notification contacts, on 30 May 2023 Sweden notified public
support aimed at increasing sea-side access to the container terminal at the port of
Gothenburg. On 7 June 2023, 18 August 2023, 22 September 2023,11 October
2023 and 31 October 2023, the Commission requested additional information,
which Sweden submitted on 29 June 2023, 20 September 2023,25 September
2023, 17 October 2023 and 1 November 2023.

(2) The Swedish authorities exceptionally agree to waive their right pursuant to
Article 342 of the Treaty on the Functioning of the European Union (‘TFEU’) in
conjunction with Article 3 of EC Regulation 1/1958 () and to have the present
decision adopted and notified only in English.

(") Distribution only on a 'Need to know' basis - Do not read or carry openly in public places. Must be
stored securely and encrypted in storage and transmission. Destroy copies by shredding or secure
deletion. Full handling instructions: https://europa.eu/!db43PX

(") EEC Council: Regulation No 1 determining the languages to be used by the European Economic
Community, OJ 17, 6.10.1958, p. 385.

Mr. Tobias BILLSTROM
Minister for Foreign Affairs
Herkulesgatan 17

SE 103 33 Stockholm

Commission européenne/Europese Commissie, 1049 Bruxelles/Brussel, BELGIQUE/BELGIE - Tel. +32 22991111



2.

2.1.

3)

(4)

()

(6)

2.2,

(7

DETAILED DESCRIPTION OF THE MEASURE
Beneficiary of the measure

The port of Gothenburg is owned and administered by Goteborgs Hamn AB,
which is 100 % owned by the municipality of Gothenburg. Sweden explained that
Goteborgs Hamn AB is managed as a commercial company operating according
to market conditions. Géteborgs Hamn AB acts as port authority and concession
giver / land lessor to companies active in the port and provides port services to
vessel owners. It is also responsible for the loading and unloading of cargoes to
and from the energy terminals of the port of Gothenburg. Other port terminals are
operated by APM Terminals Gothenburg AB (cargo terminal), GRT (ro-ro and
car terminal), Ster Logent (ferry terminal).

The port of Gothenburg is the largest port in Sweden and is a core port within the
European Union (“EU”)’s Trans-European Transport Network, TEN-T. The port
is of great importance for both Swedish foreign trade and for the trade in
Scandinavian countries as it ensures 130 direct services to destinations to Europe,
Asia, Middle East, Africa and North America. The imports in the port of
Gothenburg include mainly consumer goods such as clothes, furniture, food and
electronics, while the exports comprise mainly steel, vehicles and forest products
such as paper, pulp and timber products.

Sweden submitted that the port of Gothenburg has a market share of 30 % of total
freight flows handled at Swedish ports. It is the largest container port in Sweden
(with around 50 % market share in the container segment) and is also the only
Swedish port offering trans-ocean direct lines in the container segment. The direct
lines have an important strategic function within the Swedish freight flow system.
In addition, the port of Gothenburg is also strategic for Norway, which has no
port with deep sea capacity for direct overseas container traffic, receiving vessels
carrying over 20 000 TEUs (%). As a result, the port of Gothenburg is the closest
gateway with direct transoceanic connections for Norwegian export and import
goods.

However, in comparison with all ports situated in the EU Member States, the port
of Gothenburg is a minor player with a market share of 1 % in the freight traffic
compared to total freight traffic handled by the Union ports (3).

Objective of the measure

The Swedish authorities submit that the overall objective of the measure is to
improve the sea-side access to the container terminal at the port of Gothenburg
and to fortify the quay handling areas. The project will thus make freight
transport to and from Sweden more efficient by lowering costs of transportation
and emissions. It will also address maritime safety and fluidity of traffic through
the fairway. The project is needed to keep up with the development towards
larger container vessels. Furthermore, the measure has an important function in

@

@

TEU (Twenty Foot Equivalent Unit) is the unit of the capacity of a container ship, a container
terminal, and the statistics of the container transit in a port.

Data submitted by Sweden as part of the Notification (Annex 1): Freight traffic of EU ports in 2021 - 3
325 646 thousand tonnes, freight traffic for the port of Gothenburg in 2021- 38,456 thousand tonnes.
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securing transportation of goods to and from Sweden. The project will not
increase the capacity of the port in terms of mooring or berthing space for vessels
but will allow the port to dock vessels of a larger size than is currently the case.

The port of Gothenburg serves as the northern gateway for the European Union,
and it is currently the only port which has a potential to develop and so become
accessible for the largest container vessels (*). However, the limited depth of the
fairway together with the limited size of the turning basin located in the fairway
are restricting the efficiency of the container terminal. Direct calling oceangoing
container vessels that operate the route between Europe and the Far East have
doubled in average size over the last fifteen years. Therefore, the Swedish
authorities consider the project as a long-term investment for maintaining and
safeguarding direct calls from oceangoing container traffic.

The project is expected to improve the handling of the largest container vessels in
the port. Currently, only one large container vessel at the time can be handled at
the quay due to draught restrictions. This limits the accessibility and flexibility of
the port and the opportunity to offer simultaneous calls. With only one possible
quay location for larger container vessels the vulnerability increases in cases of
bad weather or other unforeseen circumstances. The limited time windows that
each call is given can result in the cargo of the vessel not being fully loaded or
unloaded. The largest container vessels are also restricted regarding the fill-in rate
due to the limiting draught restrictions. Thus, the aim of the project is to address
shortcomings related to the functioning of the port in term of vessel size, fill rate
and simultaneity of serviced ships.

The maximum size of container ships that can currently dock at the port (before
the project) is 400 meters (“m”) in length and 59 m in width, with a maximum
draught of 13,5 m. The actual maximum draught of these vessels, however, is
16,0-16,5 m. The restricted draught implies that the vessels cannot be utilised at
full capacity. After the project is completed, the maximum size of container ships
that will be able to dock at the port will reach a length of 430 m, a width of 65 m
and a maximum draught of 17,5 m.

As shown in Table 1, over the ten-year timespan from 2011 to 2020 the port of
Gothenburg lost 11% of its market share compared to other Swedish ports. In
particular, the port of Gothenburg is the only Swedish port that is sufficiently
deep to receive direct calls from deep-see container ships. When the container
terminal in Gothenburg was closed for some time in 2017 due to strikes, the
direct traffic could therefore not be absorbed by other ports in Sweden. Thus,
some of the cargo volumes were shifted from sea to road transport (trucks) and
some cargo was shifted to smaller feeder vessels going to other Swedish ports. In
both cases, these solutions made transport more costly, polluting and less
efficient.

(*) Class E container vessels were put into operation from August 2006 to January 2008. Until 2012 these
vessels were the largest container ships ever constructed. These ocean-going container vessels are
deployed to provide capacity and fulfil the strategic transport function on the route between Europe
and Asia, both in terms of efficiency and lower environmental impact. In July 2013 the first vessel of
Triple E class was delivered and in March 2017 the first ship with an official capacity over 20 000
TEUs was put into operation.
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During this timeframe, one of the direct cargo services between Europe and Asia
decided to drop Gothenburg from their route. Also, the port of Gothenburg lost its
place on the direct cargo services between Europe and North America and
between Europe and India. This is in part due to the restrictions caused by the
limited draught in the fairway and capacity restrictions at the only available berth
for deep-sea calls.

Table 1- Market share in container handling segment of the top five Swedish ports (2011-

2020)

Port

2011

2012

2013

2014

2015

2016

2017

2018

2019

2020

Gavle

8%

8%

9%

10%

9%

11%

13%

13%

11%

11%

Gothenburg

59%

60%

59%

57%

56%

53%

41%

47%

47%

48%

Helsingborg

12%

12%

13%

14%

13%

14%

17%

15%

17%

17%

Norrkoping

3%

3%

3%

3%

3%

5%

7%

6%

6%

6%

Stockholm

2%

2%

3%

3%

4%

4%

4%

4%

4%

3%

Other

16%

15%

13%

13%

15%

13%

18%

15%

15%

15%

Source: Notification form

(13)
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(15)

(16)

(17)

The Swedish authorities submit that increasing the depth and width of the fairway
will reduce congestion and increase safety. Deepening and widening the turning
basin will speed up the time it takes for the container vessels to turn around and it
will allow for smaller vessels to pass through when a larger vessel is turning. This
will reduce the time when the fairway is blocked with other traffic and will
respectively contribute to lower CO2 emissions. In addition, it will help increase
the number of vessels that can be serviced in bad weather conditions.

In addition, the fairway gives access to other terminals located further into the
port and beyond including the inland waterways of Gota river and the lake of
Vinern, in which area there are 15 ports mainly serving the paper and pulp
industry. The deepening and the widening of the turning basin will benefit the
smaller vessels going to and from Gota river and lake Vianern since they would be
able to pass even when a larger vessel is turning.

In 2022, the total number of ships travelling towards the port of Gothenburg was
about 6 650, out of which about 550 vessels approached the container terminal,
about 200 the automotive terminal, about 900 the Ro-Ro terminal and 2 000 the
energy and gas terminal. Vessels that passed the centrally located port terminals
and were bound for the Denmark- and Germany-ferry terminals, amounted to
about 1900, while vessels heading towards the inland waterways of the Gota
river or lake Vianern, accounted for about 1 100 vessels. Hence, about 54 % of all
vessels pass through the centrally located terminals and the turning basin and
around 16 % of the total number of vessels go to destinations along the inland
waterways.

Sweden submits that the cost-benefit analysis and socioeconomic analysis carried
out in the development stages of the Skandia gateway have not been based on any
assumptions of increased market shares for the port of Gothenburg but rather on
socioeconomic benefits, which are significant according to Sweden.

Moreover, Sweden submits that the increased width and depth of the waterway
will contribute to shifting goods currently transported by road to a waterways and
rail, in line with the European Green Deal. Sweden explains that there is also a

4
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(19)

(20)
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(22)

well-developed traffic with feeder vessels to other ports related to the direct trans-
ocean traffic.

The port has strong rail links. Some 70 freight trains operate to and from the port
each day, out of which 25 daily container shuttles link the port with towns and
cities throughout Sweden and Norway. Already now, around 60 % of all
containers to and from the port hinterland are transported by rail. This is the result
of the strategic development of Railport Skandinavia, where containers are
transported by daily rail shuttles between the port and a vast network of inland
terminals around Sweden. To establish one rail shuttle, a volume of about 70 % is
needed, with a good balance between the outbound and inbound route. This
volume often stems from 1-3 larger export and import companies, which have a
need for goods transported on a daily basis. In many cases, this volume
constitutes already a shift from road to rail transport, since in the absence of the
rail shuttle the goods would have been transported by road. Moreover, once the
volume of 70% for setting up a rail shuttle is reached, the remaining 30% of
capacity can be offered to other companies located in the proximity of the
terminal. This is interesting for smaller companies that do not necessarily have a
need for goods transport on a daily basis. According to Sweden these 30% will
almost certainly lead to modal shift, as these smaller companies have no other
efficient logistic solution at hand but road transport. Increased volumes create
opportunities to develop the railway shuttle network even further, with more

inland destinations and/or more frequent services, which will enhance the modal
shift.

The port of Gothenburg provides the Swedish and Norwegian businesses with
container shipping and has a capacity by road, rail and waterways that allows
more than a doubling of today's container volumes. Important parts of the
infrastructure are thus in place. According to the Swedish authorities, the current
fairway depth is a limitation and will over time lead to the cessation of direct
shipping to the port of Gothenburg. The deepening of the fairway is a prerequisite
for preserving the role of the port in the Swedish logistics system with the
benefits it brings to the Swedish and Norwegian business communities.

On the contrary, if the planned project is not realised, the container volume
development in the port of Gothenburg is likely to slow down. This in turn is
likely to lead to a decrease in the use of railway shuttles, and thus to a decline of
modal shift. If the critical mass of a railway shuttle, e.g., 70%, can no longer be
sustained there is an obvious risk that the entire shuttle needs to be discontinued
and the containers previously being transported by rail will shift to road transport.

Nevertheless, according to the Swedish authorities it is premature to try to
forecast the precise impact of the planned project on modal shift, as this depends
on the number of railway shuttles being established. Each of these rail shuttles
would equal at least 30-35 truck transports, one way, five days per week all year
around. This shows the potential of railway transport in terms of modal shift.
Goteborgs Hamn AB estimates that the volume transported by rail in 2020
corresponds to the volume of goods transported by more than 200 000 trucks.

In addition, the Swedish authority presented data (see Table 2) based on the
analysis carried out by the Swedish Environmental Research Institute which
shows the difference in CO2 emissions for the route between the port of



Rotterdam and the port of Insjon, depending on whether the transport is carried
out through a direct call from the port of Gothenburg or through feeder traffic
from Insjon.

Table 2 - Insjon- Rotterdam CO2 emissions

kg/TEU kg/TEU
Insjon terminal 10 Insjon- Gavle, train 0.1
Insjon -Gothenburg,rail 0.1 Gavle terminal 15
Gothenburg- Rotterdam, mainliner 53 Gévle- Rotterdam, feeder 322
Total CO2 emissions (kg/TEU) 63.1 Rotterdam terminal 25
Total CO2 emissions (kg/TEU)| 362.1

Source: Notification form

(23)

2.3.

(24)

(25)

(26)

24.

(27)

As Table 2 demonstrates, the direct calls to the port of Gothenburg and
subsequent transfer to Insjon generate CO2 emissions of 63 kg / TEU, while
feeder traffic through the port of Gévle (Rotterdam- Géivle; Géavle- Insjon) would
increase CO2 emissions to 362 kg / TEU.

Legal bases

The primary legal basis for granting of the measure is a Government Decision
N2018/03462 from 31 May 2018, as amended by a Government Decision
12022/01294 from 6 July 2022, which adopted the National Transport
Infrastructure Plan for the period 2018-2029. It includes the State investment in
the project which consists in dredging and fairway marking in the port of
Gothenburg.

The secondary legal basis is composed of two Parliamentary Ordinances. The
first one (°) contains instructions regarding the implementation of the project for
the Swedish Transport Administration Trafikverket and the second one (°) refers
to the role of the Swedish Maritime Authority Sjéfartsverket in the project.

Sweden submits that the aid will only be granted after the notification of the
Commission decision approving the project.

Project description and duration

The investment called ‘Skandia Gateway” consists in dredging, fairway marking
inside and outside the port of Gothenburg and in the construction of port
infrastructure with a total budget of SEK 4,268 million (") (EUR 371 million) (®).
According to the Swedish authorities, the project is divided into two parts [each
of SEK 2,134 million (EUR 185,7 million)], based on the identity of the
implementing body and the source of financing.

(®) Ordinance (2010:185) with Instructions for the Swedish Transport Administration from 3 November
2010

(6) Ordinance (2007/1161) with Instructions for the Swedish Maritime Administration from 22 November
2007.

(") The costs of the project have been calculated on the basis of the price levels as of September 2022.

(®) Exchange rate as of 10.10.2023- SEK/EUR=0.087



(28)

(29)

(30)

€2))

(32)

The project will be implemented on the basis of a partnership agreement to be
signed between the State represented by Trafikverket, Sjofartsverket, and
Goteborgs Hamn AB in its role of a port authority.

Trafikverket is the public authority responsible for the long-term planning of
road, rail, sea and air transport. As such, it is responsible for implementing the
National Transport Infrastructure Plan, which is the main tool for planning
infrastructure investments in Sweden that is decided by the government. Hence,
Trafikverket will be responsible for financing the activities mainly related to
dredging and fairway marking which are funded directly by the State as set out in
Table 3.

Sjofartsverket is the public authority responsible for maritime safety and
availability. One of its main responsibilities is to develop and keep the fairways
open, safe, in good condition and take care of operation and maintenance of
maritime safety devices such as buoys and lighthouses. Sjofartsverket will be
responsible for the project management, the procurement and other activities
necessary for the implementation of the part of the project, which will be directly
financed by the State.

Goteborgs Hamn AB will manage and finance the part of the project mainly
related to port infrastructure (see recital (35)).

The illustration below presents the administrative structure of the project.

Source: Notification form

(33)

Sweden submits that Goteborgs Hamn AB will be the owner of the upgraded
infrastructure, while APM Terminals Gothenburg AB will be responsible for the
operative management of the upgraded infrastructure.

Activities carried out directly by the Swedish State

(34)

The activities, which will be carried out by Sjofartsverket and financed by
Trafikverket consist in dredging and fairway marking in order to make it wider
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and deeper. Activities in the fairway will be made both outside and inside of the
port area, including the turning basin through which the fairway runs (°). The total
costs for this part of the project as presented in Table 3 amount to SEK 2,134

million.

Table 3- Activities carried out by the Swedish State

Detailed costs for activities funded by the Swedish state

(Trafikverket) million SEK
Dredging in the fairway outside the area of the port 387
Fairway marking outside the area of the port 72
Dredging in the fairway inside the area of the port 1604
Fairway marking inside the area of the port 71
Total costs for activities funded by the Swedish state 2134

Source: Notification form
Activities carried out by Goteborgs Hamn AB

(35) The activities which will be carried out by Goteborgs Hamn AB consist in
dredging next to the quay and the construction of port infrastructure, including
strengthening the quay water-front structures with heavy-duty sheet-piling and
improvements in the container handling areas such as replacing of ground
facilities, extensive concrete piling, filling and reinstatement of heavy-duty
pavement and the extension of the existing crane beam for container cranes. The
additional port infrastructure will improve the port’s efficiency mainly for the
largest container vessels. The total cost for this part of the project amounts to
SEK 2,134 million (see Table 4).

Table 4 Activities carried out by Goteborgs Hamn AB

Costs for activities funded by Géteborgs Hamn AB million

SEK million SEK
Port infrastructure 1926
Dredging inside the area of the port 208
Total costs for activities funded by Géteborgs Hamn AB 2134

Source: Notification form

Project implementation

(36) The project will be implemented in two stages: the first stage will be the port
infrastructure and the second stage consists in dredging and fairway marking. The

(®) Sweden considers works to be outside of the port when they take place beyond its boundaries. The
specificity of the port of Gothenburg is that the turning basin is within the port boundaries.
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procurement process for the works (!°) related to the port infrastructure
component financed by Goteborgs Hamn AB is finalised and the contract with the
winning party was signed in February 2023, but the construction works have not
yet started because they are conditional on the Commission’s approval of the
State aid. The works are expected to start in 2023 and finish by 2026.

The call for tender for the dredging works and the fairway marking is planned to
be launched in February 2024 ('!) and the signing of the contract is expected by
the end of 2024. The construction works are expected to start in 2025 and end in
2027. It will be a joint tender, where Sjofartsverket is the principal, for all
dredging works of the project i.e., both, the dredging financed by the State and by
Goteborgs Hamn AB. The contractor of the dredging will invoice Goteborgs
Hamn AB directly for their part of the costs.

Port operator fees

(38)

(39)

(40)

Among the port operators currently active in the port of Gothenburg, only APM
Terminals Gothenburg AB will be affected by the project, as it is the only
operator of the cargo terminal. Goteborgs Hamn AB has signed a concession
agreement with APM Terminals Gothenburg AB which operates the container
terminal at the port of Gothenburg. The contract was awarded after a public
procurement procedure, in line with Union rules, and was signed in 2012 for a
period of 25 years (ending 2037).

Sweden submits that the concession agreement is the outcome of negotiations
between the port authority and the concessionaire and that the fees were fixed in
such a way as to cover maintenance as well as investment costs of Goteborgs
Hamn AB over the duration of the concession period and to ensure every year a
profit for the port authority, for example in 2021 and 2022, this business segment
produced a return on fixed assets of about Jjjjij Moreover, since the fixed fee
accounts for about [Jjjilij the revenues, the profitability is robust over time and
business cycles.

The concession agreement stipulates two different categories of fees for the port
operator. The first one is a fixed fee which does not consider APM Terminals
Gothenburg AB’s revenues. The concession agreement stipulates that Goteborgs
Hamn AB remains obliged to perform certain services to APM Terminals
Gothenburg AB, who must in particular maintain a well-functioning, efficient and
competitive terminal over the concession period, which includes the requirement

("% Negotiated procedure was used for the selection of the final bidder which is in accordance with the
national law regulating procurement by entities operating in the water, energy, transport and postal
services sector (Swedish: lag (2016:1146) om upphandling inom forsorjningssektorerna). This law
implements directive 2014/25/EU of the European Parliament and of the Council of 26 February 2014
on procurement by entities operating in the water, energy, transport and postal services sectors and
repealing Directive 2004/17/EC. The amount of the contract is SEK 1,926 million.

('") The tender will follow an open procedure according to national law regulating public procurement
(Swedish: lag (2016:1145) om offentlig upphandling). This law implements directive 2014/24/EU of
the European Parliament and of the Council of 26 February 2014 on public procurement and repealing
Directive 2004/18/EC.
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(42)

Access

(43)

(44)

to maintain the port infrastructure assets up to certain standards ('?). Moreover,
Goteborgs Hamn AB remains responsible for carrying out maintenance as well as
investment dredging. The fixed fee is therefore set to cover such investments in
the port infrastructure made by Goteborgs Hamn AB over time. Moreover, it
should be noted that the depreciation period for the project (50 years) is
significantly longer than the concession agreement with APM Terminals
Gothenburg AB, which only runs until 2037.

The second fee category is a royalty fee, which is variable. For any potential
additional revenues (i.e., additional freight volumes) that may occur for APM
Terminals Gothenburg AB as a result of the Scandia Gateway project during the
remainder of the concession period (i.e., 2028-2037), APM Terminals
Gothenburg AB will compensate Goteborgs Hamn AB by paying a higher royalty
fee. The royalty fee is set as a price per TEU, which means that bigger ships, or
ships which may be fully loaded (as opposed to today), will increase the number
of TEUs per call and thereby increase the royalty fee received by Goteborgs
Hamn AB.

From the completion of the project, ten years (2027-2036) will remain until the
expiration of the current concession agreement. During this period of ten years, in
line with the concession agreement, if the vessels’ traffic goes up thanks to the
new infrastructure, the terminal operator will pay a higher royalty fee which is
dependent on the volumes handled. However, the project does not guarantee a
short-term substantial increase of revenues, as there are no guarantees that the
project will ensure substantial increases in the number of vessels or goods
volumes in the short-term. The project rather ensures that the terminal operator
can continue to receive the direct-going container vessels, which is an important
business aspect in the concession agreement, and maintain a well-functioning,
efficient and competitive terminal. Therefore, the Swedish authorities are of the
opinion that the decision not to increase the level of the fees paid by APM
Terminals Gothenburg AB does not procure an advantage to the latter.

to the port infrastructure

The Swedish authorities confirm that all shipowners will have an equal and non-
discriminatory access to the upgraded port infrastructure. All users will be
charged the same port fees in accordance with an established and published tariff.

The Swedish authorities submit that the port fees charged by Goteborgs Hamn
AB are close to fees applied in similar ports. In this regard, Sweden submitted
more detailed information regarding ship related fees ('*) and goods related
fees (1#), charged by other big European ports operating container terminals and
equipped to receive vessels with a capacity of 20 000+ TEU. The data is
summarised in Table 5.

(') Annex 10 of the Notification- Concession Agreement signed between Goteborgs Hamn AB and
Skandia Container Terminal AB (afterwards renamed APM Terminals Gothenburg AB), section 11.6.1
together with annex 11 of the Notification- Appendix 11.6.1 (c2) to the Concession Agreement.

('3) The ship related fees include (where applicable) fairway dues, pilot, tugs, boatmen, harbour dues,
sludge, waste, and quay dues.

(%) The goods related fees include loading and discharging of ships, the terminal handling of containers
and other cargo dues.
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Table 5- Current fees in EUR per TEU charged by the port of Gothenburg and similar

ports
Ship related fees 27.8 28.1 29 32.2 26.1
Goods related fees 141.8 150.9 100.4 104.1 187.7
Total costs 169.6 179 129.4 136.3 213.8

Source: Notification form

(45)

2.5.

(46)

The users of the fairway, crossing the port area, do not pay any fee to Goteborgs
Hamn AB as the fairway is open and available to all users on an equal and non-
discriminatory basis.

Financing of the project

The total investment cost of the project amounts to SEK 4,268 million (including
planning costs) equally split between the Swedish Transport Administration
Trafikverket and the port authority Goteborgs Hamn AB.

Activities funded by Trafikverket

(47)

Trafikverket would provide SEK 2,134 million in the form of a non-repayable
direct grant to Sjofartsverket, out of which SEK 1,675 million (EUR 1457
million) are notified as State aid, which will be provided in the form of non-
repayable grant.

Activities funded by Goteborgs Hamn AB

(48)

(49)

(50)

(51)

The activities carried out by Goteborgs Hamn AB will be financed through a loan
provided by the Treasury department of the municipality of Gothenburg, which is
responsible for ensuring that the financial activities within the group of municipal
entities are conducted in accordance with its financial policy.

The Swedish authorities provided the Gothenburg City Guidelines on Financial
Activities (1), which explain the methodology used to ensure that loans provided
by the municipality of Gothenburg are priced at market terms.

According to those Guidelines, the pricing shall take place on market terms, to
meet the legal requirements for competitive neutrality. To ensure that the pricing
is market-conform, the municipality of Gothenburg has selected an external
independent consultant (Soderberg & Partners AB) for determining the pricing of
the loans it provides to municipal companies.

According to the report provided by Soderberg & Partners AB ('°), the price for
lending has two components. The first one takes into account the municipality’s
average borrowing costs for its entire portfolio and the administrative costs

(%) Annex 3 of the Notification ‘Géteborgs Stads riktline for finansverksamheten’

(*%) Annex 4 of the Notification represents a report provided by Séderberg & Partners AB, which explains
the methodology used for determining the interest rates for companies owned by the municipality.
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(52)

attributable to the borrowing and is based on the average interest rate on the
municipality’s external loans including any derivative instruments. The second
component represents the company risk premium, which depends on the financial
position of the individual company.

The financial policy of the municipality stipulates that all new loans must take
place in the group’s account structure (!”). Therefore, the municipality of
Gothenburg will request offers from various commercial banks and from the
credit institution Kommuninvest I Sverige AB (). It will then compare them in
terms of interest rates, fees and other terms and choose the best offer. Then, the
municipality will provide the loan to Géteborgs Hamn AB via the group account
structure.

Funding gap

(53)

(54)

The Swedish authorities submit that the project has a significant negative net
present value and could thus not be carried out without public financing. In this
regard, the Swedish authorities submitted a calculation of the estimated funding
gap of the project, calculated as the difference between the discounted value of
the expected net operating profits of the investment and the discounted
investment costs of the project, during a reference period of 50 years.

The calculations presented in Table 6 show that the whole project would be loss-
making without the public support, since over 50 years the financial net present
value (NPV) is significantly negative (SEK -1,675 million). Without public
support, the project is therefore not financially sustainable.

Table 6- Funding gap calculation

Funding gap calculation (FGC)
Value not discounted | Value discounted

Main elements and parameters

(million SEK) (million SEK)
Reference period (years) 50
Real discount rate (%) 3.4%
Total cost for FGC, undisc.value-A,
A/B|disc. value- B 4,143 3,809
C|Operating revenues 2,134
D|Operating costs 0

Pro rata application of discounted net income
Net revenues =revenues- operating
E|costs, C-D 2,134
Total eligible costs- net revenues, B-E 1,675

m

Pro-rata application of discounted net
revenue (%), D/B 44%
Total funding gap, F*A 1,675

-

T

Source: Notification form

('7) Annex 3 of the Notification specifies:” The group bank is responsible for the entire interest and funding
risk of the debt. The municipality group’s cash flows shall be grouped into a group account structure
so that cash flows can be offset against each other. All borrowings to the municipal group are made by
the group bank, and lending to the companies takes place mainly via the above-mentioned group
account structure.”

(**) Kommuninvest 1 Sverige AB is Swedish Local Government Funding Agency, which provides
financing to the local government sector.
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(55)

(56)

(57)

(58)

(59)

2.6.

(60)

(61)

(62)

The Swedish authorities indicated the following main categories of revenues from
the project: a) port dues paid by all vessels arriving at the port of Gothenburg; b)
royalty fees paid by APM Terminal Gothenburg AB; c) the estimated market
value of the existing concession and d) the increased fixed concession fee, which
is expected to kick in after 2037 when the current concession will be retendered.

There are no operating costs included in the calculation of the funding gap
because these costs such as maintenance costs, lightning, insurance,
administrative overheads would be equal in an investment and non-investment
scenario. Hence, there will be no additional operating costs generated by the
investment.

As far as the reference period is concerned the Swedish authorities consider the
duration of 50 years not to be excessively long given the nature of the project.
The construction of the quay, which represents 90 % of the part of the project
financed by Goteborgs Hamn AB, has an estimated lifetime of 70 years. In
addition, in the cost benefit analysis of the project included in the National
Transport Infrastructure Plan the time period used to calculate the effects of the
investment is 60 years.

The Swedish authorities submit that the real discount rate of 3.4 % corresponds to
a nominal discount rate of 5.4 %. The Swedish authorities submitted the
parameters used by the independent consultant for establishing the nominal
weighted average cost of capital (WACC) of Goteborgs Hamn AB, which varies
over time, but is contained within a range between 4.5% - 7.5%. As of 30.09.2023
the WACC of the company is 5.4 %. The discount rate used in the funding gap
calculation is therefore well within the range of the company’s WACC.

In order to support its view that the WACC of Goteborgs Hamn AB is within the
range of its peers Sweden also submitted information on the return on total capital
for five European ports (Helsinki, Zeebrugge, Rotterdam, Hamburg and Gdansk)
calculated for the period 2017-2021, which shows that the average return on
capital for these five ports is 5.2%.

Competition context

Sweden submits that the measure would have a limited effect on competition and
trade between Member States.

However, it should be noted that the port of Gothenburg is competing directly
with other ports within Sweden (see Table 1). In this regard, Sweden submits that
in the short term other Swedish ports would not be able to accommodate the
container volumes being handled in the port of Gothenburg. Depending on the
port, there are limitations regarding draught, terminal size, operations, connecting
infrastructure, rail network, multimodal terminals etc. Creating the possibility to
handle the volumes in the port of Gothenburg in the long-term in other Swedish
ports would require vast investments in terminals, basic port infrastructure and
hinterland infrastructure.

The port of Gothenburg’s geographical position on the west coast of Sweden is
also important. Gothenburg is located much closer to the main international
shipping routes than any of its neighbouring ports. For example, reaching ports
located in the Baltic Sea would require four extra sailing days (two in each
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direction). Stora Bilt which needs to be navigated to reach the Baltic see from the
Atlantic Ocean also constitutes a natural obstacle due the maximum draught of 15
meters.

(63) However, in a larger context, the port of Gothenburg is a minor player compared
to other European container ports. A significant distortion of competition and
impact on cross border trade is unlikely since the investments in question will not
lead to a change in the basic patterns of freight flows in this and adjacent regions.
Goods whose final destination is Sweden will directly go to the port of
Gothenburg instead of being reloaded to smaller vessels in one of the big
European ports where they have arrived on larger container vessels that currently
cannot dock at the port of Gothenburg due to the limited draught in the fairway
and in the port.

(64) In addition, the container services provided at the port of Gothenburg concern
predominantly Swedish goods volumes (imports and exports) and distribution to
and from inland destinations are to a large extent carried out by rail shuttles.

(65) The port of Gothenburg has identified seven ports as the closest competitors
within the container segment in the Northern Europe. These ports are listed in
table 7 including their container traffic and market share as related to each other
for 2022.

Table 7- Containers in Northern European ports, in 1000 TEUs

Port 2022 Market share in %

Rotterdam 14,455,000 32%

Antwerp-Bruge 13,500,000 30%

Hamburg 8,261,977 18%

Bremerhaven 4,570,000 10%

Gdansk 2,072,000 5%

Gdynia 914,500 2%

Gothenburg 885,000 2%

Aarhus 759,000 2%

Total 45,417,477

Source: Notification form

(66)

(67)

(68)

Among the eight ports listed in Table 7, the port of Gothenburg has only a 2%
market share in terms of transported container volumes, while the majority of its
competitors account for a two-digit market share in the container sector.

The comparison to maritime hubs in Northern continental Europe is a way of
describing the necessity of a Swedish gateway hub to accommodate for direct
calls and intermodal transport solutions for Swedish volumes rather than transit
handling in other congested European ports.

According to the Swedish authorities the project shall not result in a distortion of
competition at Union and international level.
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2.7.

(69)

(70)

3.

(71)

3.1.

(72)

(73)

Cumulation and Transparency

Sweden confirms that the aid measure will not be cumulated with other forms of
support to cover the same eligible costs.

The Swedish authorities confirm that all the information regarding the notified
measure will be published on the following website:
https://www.tillvaxtanalys.se/statsstod and www.trafikverket.se.

ASSESSMENT OF THE AID

The Commission notes that, while Sweden considers that the two parts of the
project constitute separate measures, based on the identity of the granting body
and the financing of the project, the two parts of the project presented by Sweden
are functionally connected. The project is unitary in nature both technically, as
well as from an economic point of view, as the objective of the measure is to
enable the port of Gothenburg to receive the largest container vessels irrespective
of the fact that the project will be financed by two different entities and through
two different sources. On the one hand, without the fairway widening and
deepening, there would be no need to build additional port infrastructure, as the
port of Gothenburg would likely lose the traffic from direct calling ocean-going
vessels, as acknowledged by Sweden (see recital (12)). On the other hand,
without the deep-sea quay to be built, the enhancing of the fairway would be
useless, as the port would be unable to service the large vessels for which the
fairway was made larger. It follows that the two parts of the project are closely
interlinked and dependant on each other. Against this background, the facts that
several implementing bodies are involved or that the project has different streams
of financing do not affect the conclusion that the two parts of the project
constitute a single intervention, taking into account the purpose of the
intervention. Moreover, as stated in recital (36) they are interlinked in terms of
time because the dredging cannot start before the completion of the port
infrastructure works. Sweden submits that there will be one single tender
procedure for the dredging to be carried out by the port authority and directly by
the State, inside and outside of the port (see recital (37)). The Commission also
notes that the project aims to develop the port of Gothenburg and take into
account the circumstances in that port. The Commission therefore considers that
the two parts constitute an inseverable whole and will assess them as a single
project.

Existence of aid

Article 107(1) TFEU stipulates that any aid granted by a Member State or through
state resources in any form whatsoever, which distorts or threatens to distort
competition by favouring certain undertakings or the production of certain goods
and affects trade among Member States, is incompatible with the internal market.

It follows that, for a measure to be qualified as State aid within the meaning of
Article 107(1) TFEU, the following cumulative criteria must be met. The measure
must (i) be granted by the State or through State resources, (ii) to an undertaking
(economic activity); (iii) confer an advantage on the recipient undertaking(s), (iv)
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(74)

favour certain undertaking or the production of certain goods (selectivity), and (v)
distort or threaten to distort competition and affect trade between Member States.

The Commission notes that the Skandia Gateway project consists in two parts
(see recital (27)). The first part, implemented by Trafikverket, amounts to SEK
2,134 million and encompasses dredging and fairway marking inside and outside
of the port of Gothenburg. The dredging and fairway marking inside the port
totals SEK 1,675 million, while the same activities performed outside the port
area are SEK 459 million (EUR 40 million). The second part of the project,
covering port infrastructure and dredging totals SEK 2,134 million.

3.1.1. Economic versus non-economic activities

(75)

(76)

(77)

(78)

According to well-established case-law, activities that normally fall under the
State's responsibility in the exercise of its powers as a public authority are not of an
economic nature and do not fall within the scope of the State aid rules ('°). This
may concern activities linked to performing tasks of ensuring security, safety,
police services (*°), or anti-pollution surveillance in ports (*') — insofar as they are
not an intrinsic part of a project with a commercial end. The financing of such
activities has to be limited to the costs to which they give rise and may not be used
instead to fund other activities.

Moreover, public funding for maintenance, replacement, upgrade or construction of
access infrastructures to ports (e.g. public roads, rail, locks, dredging of rivers,
access routes and channels, etc.) which are available free of charge and on equal
and non-discriminatory terms to all users is normally considered as a general
measure, carried out by the State in the framework of its responsibility for planning
and developing a maritime transport system. In the case at hand, Sweden explained
that the dredging and fairway marking outside of the port will not be economically
exploited and will be open for free to all potential users, not only to the users of
port of Gothenburg.

The provision of public infrastructure falls within the State’s tasks as public
authority in charge of improving the access to the maritime transport system and
benefits society at large. In addition, such infrastructure does not generate any
revenues.

The dredging and fairway marking taking place outside the port of Gothenburg will
improve the fluidity of traffic in the fairway, reduce congestion and increase the
safety of maritime traffic (see recital (7)). These works, which are not dedicated to
the port of Gothenburg but instead to a public infrastructure, do not relate to the
exercise of an economic activity. The corresponding public funding, amounting to
SEK 459 million (see Table 3), therefore does not constitute State aid within the
meaning of Article 107(1) TFEU.

(") Judgment in Mitteldeutsche Flughafen AG and Flughafen Leipzig-Halle GmbH, C-288/11 P,
EU:C:2012:821, paragraph 42.

(?%) Commission Decision N309/2002 of 19 March 2003 on Aviation security - compensation for costs
incurred following the attacks of 11 September 2001.

(?Y) Judgment in Diego Cali & Figli, C-343/95, EU:C:1997:160, paragraphs 22 and 23.
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(79)

(80)

(81)

(82)

(83)

For an access infrastructure located within the area of a port, on the other hand, the
Commission normally considers that it specifically benefits the economic
exploitation of that port and that its public funding, therefore, constitutes State aid,
unless it is part of an access infrastructure crossing the port and which serves also
other destinations than the port itself. In the current project, the Commission
acknowledges that the fairway runs through the port of Gothenburg and continues
upstream on the Goéta river and towards lake Vinern. However, no large vessels
travel beyond the port of Gothenburg, as only small river and lake ports are located
up-stream of Gothenburg. The extension of the fairway through dredging and the
fairway marking inside the port of Gothenburg will thus almost exclusively benefit
the port of Gothenburg and in particular one of the port operators namely APM
Terminals Gothenburg AB (see recital (38)). At the utmost, smaller vessels going
towards other ports located up-stream on the Gota river and around lake Vénern
will be able to pass by the turning basin and continue to their final destination while
a larger ship is turning in the fairway (see recital (14)).

In light of the above, the public funding for the dredging and fairway marking
carried out inside the port of Gothenburg, amounting to SEK 1,675 million benefits
the economic activity of the port and therefore does constitute State aid within the
meaning of Article 107(1) TFEU.

The second part of the project concerns port infrastructure and some dredging
inside the port area, both totalling SEK 2,134 million (see Table 4). This part will
be managed and financed by the port authority Géteborgs Hamn AB through a loan
at market terms extended by its owner, the municipality of Gothenburg (see recital
(48)). As set out in recital (50), the municipality mandated an external, private,
independent consultant to establish the methodology for pricing its loans. That
methodology consists in determining first the average borrowing cost for the entire
debt portfolio including all administrative costs attributable to borrowing, to which
is then added a company-specific market surcharge corresponding to the difference
between the interest rate obtained by the municipality on the capital market and the
one that the individual company could obtain on the market on its own merits (see
recital (51)). This means that, both, the municipality’s cost of capital as well as the
individual beta corresponding to the company specific risk are correctly taken into
account in determining the interest rate that applies for a given municipal company.
On this basis, the municipality of Gothenburg will require offers from private banks
and the government funding agency Kommuninvest [ Sverige AB. It will compare
the conditions of the offers and will choose the best one to be provided via the
group account structure (see recital (52)).

In light of the above, the Commission considers that the loan which will be
provided to Goteborgs Hamn AB by the municipality of Gothenburg, amounting to
SEK 2,134 million will be provided on market terms and therefore does not
constitute State aid within the meaning of Article 107(1) TFEU.

In the present case, the existence of State aid must be examined at the level of 1)
Goteborgs Hamn AB, which is the owner of the aided infrastructure; ii) at the level
of the terminal port operator APM Terminals Gothenburg AB and iii) at the level of
the shipping companies which have access to the infrastructure.
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3.1.2. Existence of aid at the level of the owner of the infrastructure

3.1.2.1. Notion of undertaking

(84)  According to well-established case law (**) whenever an entity is engaged in an

economic activity, regardless of its legal status and the way in which it is
financed, it constitutes an undertaking for the purposes of EU competition law.
For infrastructure investments, the General Court’s judgment in the case Leipzig-
Halle () also clarified that it is the future use of the infrastructure, e.g., its
economic exploitation or not, which determines whether the funding of the
construction of such infrastructure falls within the scope of EU State aid rules or
not. In line with this case law, the Commission established in a series of decisions
that the construction and exploitation of some types of port infrastructure is a pre-
requisite for the commercial exploitation of that infrastructure and thus
constitutes an economic activity (>*). The General Court has confirmed that the
construction of port infrastructure that will be commercially exploited constitutes
an economic activity within the meaning of Article 107(1) TFEU in its judgments
in case T-747/17, Union des ports de France, and in case T-754/17, Fiscalité des
ports en France (¥).

(85) The notified project concerns port infrastructure, dredging, fairway marking

inside and outside the port of Gothenburg, which is commercially exploited by
Goteborgs Hamn AB. The port authority levies charges on ships which moor and
anchor in the port and charges lease and concession fees to terminal operators,
thus making land and infrastructure available against remuneration. Goteborgs
Hamn AB is thus active on the market for the provision of port services, where it
is in competition with other port authorities providing similar services (see
recitals (61) and (65)). As a consequence, when it is carrying out the described
services, Goteborgs Hamn AB is an undertaking performing an economic activity
within the meaning of Article 107(1) TFEU for the purposes of the present
decision.

*)

*)

)

*)

See e.g., judgement in Hofner and Elser, C-41/90, EU:C:1991:161, paragraph 21; judgment in Poucet
and Pistre, C-160/91, EU:C:1993:63, paragraph 17; judgment in Commission v. Italy, C-35/96,
EU:C:1998:303.

Joined cases Judgment in Flughhafen Leipzig-Halle GmbH and Mitteldeutsche Flughafen AG, T-
455/08; EU:T:2011:117 Judgment in Freistaat Sachsen and Land Sachsen Anhalt, T-443/08;
EU:T:2011:117 , confirmed by the ECJ; see also judgment in Aéroports de Paris, T-128/08;
EU:T:2000:290 , confirmed by the ECJ; Case C-82/01P [2002] ECR 1-9297; judgement in Ryanair,
T-196/04; EU:T:2008:585.

See for example Commission Decision of 18 September 2013 Spain — Investment Aid to the Port of
Bahia de Cadiz, SA.36953; Commission Decision of 18 December 2013 Hungary — The intermodal
development of the Freeport of Budapest, SA.37402; Commission Decision of 16 October 2013 Italy —
Investment Aid to Interporto Regionale della Puglia, SA.35124; Commission Decision of 27 March
2014 in State aid case SA.38302 Italy — Port of Salerno, OJ C 156 of 23.05.2014, p.1; Commission
Decision of 2 July 2015 in State Aid case no. SA.39688 (2015/N) France — Société des Ports du
Détroit (Aide a l'investissement relative au port de Calais), OJ C 307 of 20.11.2015.

Jugement in Union des Ports de France T-747/17, ECLI :EU:T:2019:271; jugement in Fiscalité¢ des
ports en France- Chambre de commerce et d’industrie métropolitaine Bretagne-Ouest (port de Brest)
T-754/17, ECLI:EU:T:2019:270.

18



3.1.2.2. State resources and imputability

(86)

(87)

As indicated in recital (47), the aid will take the form of a direct grant of SEK
1,675 million and will be provided from the budget of the Swedish Transport
Administration and the Swedish Maritime Administration to fund part of the
investment costs of the project. Both government authorities are under the control
of the Ministry of Rural Affairs and Infrastructure, therefore the funding stems
directly from the State budget.

As regards imputability of the financing to the State, the Commission notes that
the project was implementation of the project was decided by the Ministry of
Rural Affairs and Infrastructure As the notified project was thus directly selected
by the Swedish authorities, it is imputable to the Swedish State.

3.1.2.3. Economic advantage

(88)

The measure consists in a direct, non-repayable grant. A grant is a non-refundable
financial instrument which bears no financing cost. Goteborgs Hamn AB could
not have obtained financing on the private market at such conditions. The funding
covers investment costs that Goteborgs Hamn AB would otherwise have had to
bear to implement the project. It follows that the measure confers an economic
advantage to the port authority.

3.1.2.4. Selectivity

(89)

The public financing for the project is granted specifically to Goteborgs Hamn
AB for carrying out an individual investment in the port of Gothenburg. The
funding is not available to any other entity. The funding is thus selective in
nature.

3.1.2.5.Effect on competition and trade between Member States

(90)

o1

According to established case law, when financial support granted by a Member
State strengthens the position of an undertaking compared to other undertakings
competing in intra-Union trade, there is at least a potential effect on trade
between Member States and distortion of competition (%%).

As indicated in recital (9), the aid granted to this investment project will allow the
entry and manoeuvre of fully loaded ocean-going and short-sea shipping vessels
in the port of Gothenburg. It is expected that as a result of this project, the port
will maintain its market share which might not be the case without the planned
aid. The investment project will therefore put the port of Gothenburg in a more
favourable position that it would have occupied without the aid. The port of
Gothenburg is in competition with other European ports for attracting cargo
transport. Therefore, the aid planned to be granted to the port authority Goéteborgs
Hamn AB is liable to distort competition.

(*%) See e.g. jugement in Union des Ports de France, T-747/17, ECLI :EU:T:2019:271; jugement in Philip
Morris, -730/79, EU:C:1980:209, paragraph 11; and jugement 4in, Italy, C-372/97, EU:C:2004:234,
paragraph 44.
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(92)

(93)

3.1.3.

(94)

(95)

(96)

97)

(98)

(99)

(100)

Moreover, container operators are active in neighbouring countries, such as
Germany and the Netherlands, all around the North Sea. Hence, an advantage
granted to a port operator in an EU Member State is likely to enhance the ability
of that port authority to compete with other port operators in the EU to attract
traffic and reinforce its market position. As a result, the aid has a possible effect
on trade between Member States.

The Commission therefore concludes that the measure constitutes State aid at the
level of the port authority, which is the owner of the infrastructure.

Existence of aid at the level of the port operator

As the investment project consists in improving the port facilities for large
container vessels, the Commission needs to evaluate whether the project financed
with aid, that is the fairway marking and dredging, as well as the works on port
infrastructure, provides an indirect advantage to APM Terminals Gothenburg AB,
the concessionaire operating the container terminal in the port of Gothenburg.

APM Terminals Gothenburg AB is a company providing port services to the
various users on the market against remuneration. It follows that APM Terminals
Gothenburg AB engages in an economic activity and is therefore an undertaking
within the meaning of Article 107(1) TFEU for the purposes of the present
decision.

Moreover, the project will be financed from the budget of the Swedish Transport
Administration and the Swedish Maritime Administration, which are both under
state control and the funds are therefore considered to come from the State
budget, as well as from the funds of the port authority, Goteborgs Hamn AB,
which is a public undertaking, whose funds can be categorised as State resources,
as they constantly remain under public control and therefore available to the
competent national authorities.

In addition, the Swedish authorities admit that the APM Terminals Gothenburg
AB will be the only port operator who will benefit from the aid (see recital (38)).
The public financing, therefore, confers a selective economic advantage, not
available to other port operators on the market.

APM Terminals Gothenburg AB is at least potentially in competition with other
port operators carrying out activities in the ports of the Northern Range, which
are also able to receive the largest container vessels.

While the Commission notes that the fixed fee laid down in the concession
agreement covers the obligation of the port authority to ensure a well-functioning,
efficient and competitive terminal over the concession period, which includes
the requirement to maintain the port infrastructure assets up to certain standards
(including undertaking dredging works), it should be noted that once the project
is finalised there will still be ten years until the end of the agreement (see recital
(42)), during which the port operator will be able to accommodate the largest
container vessels and hence handle more cargo volumes, as a result of the project.

The Commission however acknowledges that as set out in recitals (39) to (42),
the concession agreement concluded with APM Terminals Gothenburg AB was
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(101)

(102)

(103)

3.1.4.

(104)

(105)

(106)

drafted in such a way as to (i) set the level of fees at such a level as to cover not
only maintenance but also investments by the port authority over the lifetime of
the concession; (ii) automatically adapt the fees to the improved infrastructure;
and (ii1) to trigger an annual benefit for the port authority. The agreement was the
outcome of negotiations between the parties and covers the lifetime of the
concession. According to the concession agreement, the concessionaire is solely
responsible for all necessary works to make the premises operational as well as to
make appropriate developments and improvements. The concessionaire
guarantees that it will | cquipment and
infrastructure on the premises. Moreover, under the concession agreement, all
maintenance and repairs necessary during the concession are to be carried out and
paid for by the concessionaire.

It appears thus, that on the one hand, Gdteborgs Hamn AB receives an annual
profit from the concession agreement, and on the other hand, the concessionaire is
committed to carrying out substantial investments during the lifetime of the
concession. Moreover, the fixed concession fee, which makes up ] the total,
was set so as to cover the cost of future investments, which remain contractually
the duty of the port authority.

Furthermore, even if the port operator starts handling more cargo volumes, the
port authority will be compensated for the increase via the variable fee foreseen in
the concession agreement (see recital (41)).

Therefore, the Commission concludes that although there is an indirect advantage
to APM Terminals Gothenburg, it is kept to the minimum for the reasons
explained above. Hence, the indirect advantage constitutes compatible State aid
for the same reasons provided in Section 3.2. in relation to the aid to the port
authority (*').

Existence of aid at the level of the end-users

Port users have free access to the fairway of the port (see recital (43)). The
Swedish authorities confirmed that the upgraded infrastructure will be accessible
to all users on an equal and non-discriminatory basis.

Furthermore, Sweden submits a comparison between the fees charged to the port
users in comparable ports, which can receive vessels carrying over 20 000 TEU.
The Commission notes that the level of the fees charged to the port users at the
port of Gothenburg are similar to the level of fees charged in the ports of
Hamburg, Rotterdam, Antwerp and Bremerhaven, and, therefore, constitute
market prices (see recital (44)).

Given that these four above-mentioned ports are situated in Northern Europe and
operate cargo traffic, the Commission considers that the overall fees charged to

(*’) Commission Decision of 19 June 2015 C (2015) 4142 final in case SA.39542 (2014/N) - Italy-
Dredging and disposal of dredging materials in the port of Taranto; Commission Decision of 30
November 2015 C (2015) 8340 final in case SA.41734 (2015/NN) - Latvia- Dredging in the port of
Liepaja.
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(107)

(108)

3.2

(109)

(110)

3.2.1.

container ships in those ports constitute an appropriate benchmark for the market
price criterion.

To support its view, Sweden submitted data summarised in Table 5, according to
which the total fees which are collected by the port of Gothenburg (EUR 169,6
per TEU) are higher than the average total fee for the four ports (ships related and
goods related together) amounts to EUR 164,6 per TEU.

In light of the above, the Commission concludes that no advantage will be
granted to port users and that there is, therefore, no aid granted to those users.

Compatibility

According to established case practice (**), the appropriate legal basis for
assessing compatibility of State aid to port investment projects is Article 107(3),
point (¢) TFEU, which stipulates that ‘aid to facilitate the development of certain
economic activities or of certain economic areas, where such aid does not
adversely affect trading conditions to an extent contrary to the common interest’
may be found compatible with the internal market.

The Commission will therefore assess the compatibility of State aid according to
Article 107(3), point (c) TFEU and will therefore examine if: (i) the aid
contributes to the development of an economic activity; (ii) the aid does not
adversely affect trading conditions to an extent contrary to the common interest.

Contribution to the development of an economic activity

3.2.1.1.Identification of the economic activity

(111)

(112)

(113)

As set out in recitals (3) and (85), Goteborgs Hamn AB is active in the provision
of port services.

As stated in recital (7) the project consists in dredging, fairway marking and the
upgrade of port infrastructure, which will improve the effectiveness of the
services provided to vessels in the port of Gothenburg and enhance the safety and
fluidity of traffic in the fairway. In particular, the investments will enable larger
vessels to dock in the port and smaller vessels to travel on the fairway and across
the port in less time.

The economic activity supported by the aid is thus the provision of port services
to large vessels.

(*®) See for example Commission Decision of 28 July 2016 in case SA.43852- Germany- Delta Port
GmbH&Co. KG (OJ C 341 of 16.09.2016); Commission Decision of 4 October 2019 in case
SA.48220- Greece- Upgrading the port of Igoumenitsa, phase C(1) (OJ C 381 of 08.11.2019);
Commission Decision of 30 November 2015 in case SA.41734- Lithuania- Dredging at the port of
Liepaja (OJ C 46 of 05 February 2016).
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3.2.1.2.Development of the economic activity

(114)

(115)

(116)

(117)

(118)

In the Communication entitled A Sustainable Future for Transport: Towards an
integrated, technology-led and user-friendly system (*°), the Commission
underlined that the development of ports and intermodal terminals is key to
achieving an integrated and intelligent logistic system in the EU.

In the Communication to the European Parliament, the Council, the European
Economic and Social Committee and the Committee of the Regions on Strategic
Goals and Recommendations for the EU Maritime Transport Policy until
2018 (°°), the Commission underlines that providing new port infrastructures, as
well as improving the use of the existing capacities, is essential to ensuring that
EU ports can cope efficiently with their function.

According to the Trans-European Transport Networks (TEN-T) Regulation (*!),
the port of Gothenburg is part of the TEN-T comprehensive network. According
to this Regulation, the TEN-T could be best developed through a dual-layer
approach, consisting of a comprehensive network and a core network. The
comprehensive network constitutes the basic layer of the new TEN-T and consists
of all existing and planned infrastructure meeting the requirements of the TEN-T
Regulation. The core network should be identified, and appropriate measures
should be taken for its development by 2030 as a priority within the framework
provided by the comprehensive network. The core network should constitute the
backbone of the development of a sustainable multimodal transport network and
should stimulate the development of the entire comprehensive network.

By enhancing the port of Gothenburg’s effectiveness in servicing vessels, in
particular by enabling larger vessels to dock fully loaded and by improving the
fairway to facilitate the passage and reduce the traveling time of vessels, the
investment project enables the port of Gothenburg to increase its attractiveness
and so strengthen its position as important transport hub for Swedish and
Norwegian traffic flows and direct entry point to Sweden for ocean-going vessels
(see recitals (5), (7) to (10) and (19)).

The Commission therefore considers that the aid supports the development of the
provision of port services in the port of Gothenburg.

3.2.1.3. Incentive effect

(119)

The Commission has consistently considered that the construction of port
infrastructures requires considerable capital investments that cannot be recouped,

(*) COM (2009) 279/4, paragraph 46

(*%) See Communication from the Commission to the European Parliament, the Council, the European
Economic and Social Committee and the Committee of the Regions: Strategic Goals and
Recommendations for the EU Maritime Transport Policy until 2018, COM (2009) 8.

(*") See Regulation (EU) No 1315/2013 of the European Parliament and of the Council of 11 December
2013 on Union guidelines for the development of the trans-European transport network and repealing
Decision No 661/2010/EU, OJ L 348, 20.12.2013, p. 1.
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(120)

(121)

(122)

even in the very long term, and that their economic viability cannot normally be
ensured without public funding (*?).

The negative NPV (funding gap) of SEK 1 675 million over a reference period of
50 years shows that the expected net revenues of Goteborgs Hamn AB do not
cover the total investment costs of SEK 4 143 million (see table 6). Although the
port authority will take a market conform loan to finance one part of the project, it
is unlikely that Goteborgs Hamn AB would be able to obtain the remainder of the
total investment costs on the market.

Sweden has confirmed that no workstreams have started.

It follows, that absent the aid, the project would not be carried out and that the aid
has therefore an incentive effect.

3.2.1.4. Compliance with other relevant provisions of EU law

(123)

3.2.2.

(124)

Nothing in the notification indicates that the proposed State aid, the conditions
attached to that aid, or the economic activity it facilitates would be contrary to
applicable EU law. In particular, the Commission has not received complaints or
other information alleging that the aid, the conditions attached to it or the
economic activity that it facilitates would be contrary to the applicable EU law.
Moreover, Sweden confirmed that all tenders in connection with the investment
are carried out in line with the applicable procurement rules.

Affectation of trading conditions to an extent that is not contrary to the common
interest

In examining whether a State aid measure has an adverse effect on trading
conditions to an extent that is contrary to the common interest, the Commission
carries out a balancing test. In that test, after identifying the market affected by
the aid, the Commission weighs the positive effects of the aid on that market in
terms of benefits for the economic activity and benefits for society at large,
against the negative effects of the aid in terms of its impact on competition and
trade between Member States.

3.2.2.1.The market affected by the aid

(125)

As set out in recital (3), Goteborgs Hamn AB, the beneficiary of the measure,
carries out an economic activity in that it offers port services to various users
against remuneration.

(*®) See for example Commission Decision of 28 July 2016 in case SA.43852- Germany- Delta Port
GmbH&Co. KG (OJ C 341 of 16.09.2016) ; Commission Decision of 4 October 2019 in case
SA.48220- Greece- Upgrading the port of Igoumenitsa, phase C(1) (OJ C 381 of
08.11.2019) Commission Decision of 6 August 2021 in case SA.60177- Belgium- Régime d’aides
visant & améliorer la qualité des connexions intermodales & destination et en provenance des ports
maritimes flamands (OJ C 355 of 03.09.2021).
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(126)

(127)

As set out in recital (65) and Table 7, Goteborgs Hamn AB’s main competitors
are the ports in the Northern Range, such as Rotterdam, Antwerp, Hamburg,
Bremerhaven, etc.

The market on which the aided activity takes place is thus the provision of port
services in the Northern Range.

3.2.2.2. Positive effects of the aid

(128)

(129)

(130)

(131)

(132)

Without the project, the trans-ocean container vessels risk no longer calling at the
port of Gothenburg because they can only enter the port loaded at 50% of their
capacity due to the draught restrictions. As set out in recital (9), the aid would
enable the port of Gothenburg to continue offering port services to those large
vessels. This will allow Goteborgs Hamn AB to offer better services to vessels
and make the port more attractive to customers and so remain competitive.

In addition, travelling in the fairway leading to the port of Gothenburg and
beyond towards lake Vénern will become safer and fluid for the around 6 600
ships that use it every year (see recital (15). This will in turn have a positive effect
on the 15 ports located in the inland waterways of the Gota river and the lake of
Vinern, as vessels bound for those ports will be able to pass through the fairway
while a larger vessel is turning (see recital (14)).

Moreover, the investment will enable the port of Gothenburg to strengthen its role
as strategic transport hub for Sweden and Norway and continue delivering
containerised goods to businesses in both countries (see recital (19)).

Furthermore, the project will help maintaining direct, ocean-going routes at the
port of Gothenburg, instead of transhipments on feeder vessels. Moreover, in line
with the EU Green Deal, the project will further enhance the modal shift from
goods transported by road to goods transported via waterways and rail As a result,
the transport of goods to and from Sweden will become more efficient, less time-
consuming and more environmental-friendly (see recitals (17) to (23)). On the
contrary, without the project, there is a risk of decrease in rail and return to road
transport (see recital (20)), which would jeopardize Sweden’s efforts towards
modal shift. Sweden also presented data (see Table 2) showing the benefits in
terms of harmful emissions of maintaining direct calls at the port of Gothenburg.
On the route between Rotterdam and Insjon, the CO2 emissions generated by
vessels going via the port of Gothenburg is almost five times less as compared to
a scenario where vessels go via the port of Gévle (see recitals (22) and (23)). This
is because the port of Gothenburg is geographically closer to the main
international routes (see recital (62)).

Therefore, the project has positive effects in the port of Gothenburg and wider.

3.2.2.3.Negative effects of the aid and mitigating factors

(133)

In the case at hand, the aid will make the port of Gothenburg more attractive for
users by enabling larger vessels to dock there fully loaded. The aid will in
particular ensure access to the largest container vessels to the port of Gothenburg.
Without the deepening and widening of the access route, the infrastructure works
and dredging carried out in the port by the port authority would not achieve the
desired effect of allowing larger vessels to dock in the port. At the same time, it is
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(134)

(135)

(136)

(137)

(138)

(139)

(140)

not excluded that through the presence of larger vessels or of large vessels fully
loaded, the turnover levels will slightly increase in the port.

As a result, Goteborgs Hamn AB will be able to maintain competitive port
services in the Northern Range, where it competes with other port operators such
as those of Rotterdam, Antwerp, Hamburg and Bremerhaven.

However, it should be noted, that Géteborgs Hamn AB has a very small market
share as compared to its main competitors, which are among the largest ports in
the EU and in Europe and that the aid will not result in increasing the port’s quay
capacity nor in diverting traffics from its competitors. It will mainly prevent the
port of Gothenburg from losing traffic that it is currently handling. The
Commission therefore notes that from the outset, the aid has a rather limited
impact on competition in the Northern Range.

In assessing the competitive impact of a State aid measure, the Commission takes
into account certain mitigating factors, capable of limiting possible distortions of
competition and assesses in particular whether the measure is necessary,
proportionate, appropriate and transparent. The Commission thus examines
whether aid was necessary to facilitate the development of the economic activity
or area concerned. Moreover, the Commission will take into account whether the
aid is appropriate for reaching the objectives it pursues and whether it is limited
to the minimum necessary for reaching them. The Commission will also check
whether Sweden would ensure transparency of the aid by publishing the relevant
information regarding the measure.

Need for State intervention (necessity of the aid)

A State aid measure is necessary if it is targeted towards situations where aid can
bring about a material improvement that the market cannot deliver itself.

The Swedish authorities demonstrated that port of Gothenburg lacks the
necessary infrastructure to allow larger container vessels to be serviced efficiently
(recitals (8) to (10) and (12)). There is currently a lack of adequate infrastructure
in the terminal in the port in terms of the length and width of the vessels that can
be serviced, due to draught restrictions. Moreover, the other ports in Sweden
cannot service these ships in the absence of significant investments in the long
term in infrastructure (see recital (61)). In addition, the port of Gothenburg is the
only Swedish port that can receive direct calls from deep-see container ships.

In addition, the necessity of the aid is further justified by the existence of a
funding gap, which shows that the net revenues of the project cannot cover the
investment cost and thus the aid is necessary to permit a reasonable return that
would enable the completion of the project since, in the absence of the public
support, neither a market investor or any financial institution would have financed
it on commercial terms.

In this regard, the Commission notes that Sweden submitted a funding gap
calculation according to which the project has a significant negative net present
value of — SEK 1,675 million (see recital (54)), showing that the investment
would not be viable without aid. This means that absent the aid, the project could
not be implemented and the ensuing positive effects in terms of modal shift from
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(141)

(142)

(143)

(144)

(145)

(146)

(147)

(148)

road to rail and water, reduction in CO2 emission and safety and fluidity of traffic
in the fairway could not be achieved.

It follows that the aid is necessary to trigger the investment project.
Appropriateness of the aid

The notified aid constitutes an appropriate policy instrument to further develop
the economic activities in the port of Gothenburg. The aid will take the form of a
direct grant that will result in the implementation of the project in the port (see
recital (47)). As set out in recital (54), the project has a significant funding gap of
SEK 1,675 million, that cannot be recouped over the lifetime of the infrastructure.
It follows, that no private investor would be willing to finance the part of the
costs corresponding to the funding gap. This means that the gap cannot be
bridged with a less distortive form of funding, such as a loan or a guarantee.

Therefore, the Commission considers that the notified State aid constitutes an
appropriate policy instrument for developing the project.

Proportionality of the aid

A State aid measure is proportionate if the aid amount is limited to the minimum
needed to incentivise the additional investment or activity.

In this regard, the total public financing should not exceed what is necessary to
implement the project. For port infrastructure projects, the aid may not exceed the
funding gap of the project. Limiting the total public funding to the identified
funding gap is a means of ensuring that the State aid granted for such projects is
limited to what is strictly necessary to achieve the objective pursued.

For the calculation of the funding gap, Sweden used a reference period of 50
years without residual value. As stated in recital (57) projects included in the
National Transport Infrastructure Plan use a period of 60 years in order to
calculate the effects of the investment. In addition, one component of the
investment project is port infrastructure, whose useful lifetime is 70 years.
Therefore, the Commission considers that a period of 50 years for the
amortisation is not excessively long for this type of investment.

In addition, the Commission considers that the discount rate used for the
calculation of the funding gap is equal to the WACC of Goteborgs Hamn AB (see
recital (58)). In this regard, as the WACC is not a metric, which is publicly
available, the Commission notes that the return on total capital is the best publicly
available key performance indicator, which can be compared with the WACC. As
seen in recital (59) the average return on total capital for the five ports presented
amounts to 5.2%, which is comparable to the weighted average cost of capital of
Goteborgs Hamn AB. Therefore, the Commission concludes that the discount rate
of 4.7% used in the funding gap calculation is an appropriate one.

According to the information submitted by the Swedish authorities, the funding
gap amounts to SEK 1 675 million (see Table 6), which is equal to the amount of
aid. Therefore, the aid does not exceed the funding gap, which was calculated
based on realistic assumptions. In addition, the works covered by the project are
entrusted following procedures in line with the public procurement rules
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(149)

(150)

(151)

applicable at national and Union level, which will further minimise the aid
granted.

In light of the above, the Commission concludes that the aid is limited to the
minimum necessary to make the project feasible and is thus proportionate.

Transparency and reporting

As set out in recital (70), Sweden commits to respect the transparency
requirements.

Cumulation

Finally, as regards the cumulation of the measure with other aid, the Commission
observes that no other aid will be granted to the beneficiary for the project at
stake, and therefore no other aid will cover the same eligible costs (see recital

(69)).

3.2.2.4.Weighing of positive and negative effects

(152)

(153)

(154)

As set out in recitals (128) to (131), the aid triggers several positive effects,
including (i) more efficient and cheaper transport of goods to and from Sweden;
(i1) an increase in modal shift and a reduction in harmful emissions; (iii) increased
safety and fluidity of traffic in the fairway leading to Gothenburg and the
upstream waterway towards Goéta river and lake Vinern.

As set out in recitals (133) to (135), the negative effect of the aid on competition
and trade between Member States is limited from the outset because the port of
Gothenburg is a small player in the container transport area as compared to its
main competitors and the investment will not trigger any capacity increase for the
port nor divert traffic away from competitors. Moreover, this limited negative
impact is further reduced through mitigating factors ensuring the necessity
(recitals (137) to (140)), appropriateness (recitals (142) to (143)), proportionality
(recitals (145) to (148)) and transparency (recital (150)) of the aid.

Against this background, the Commission considers that the distortion of
competition induced by the notified project can be considered mitigated
accordingly. In light of the above, the positive impact of the notified measure in
developing the economic activities at issue outweighs any potential negative
effects on competition and trade. On balance, the notified project is in line with
the objectives of Article 107(3)(c) TFEU as it facilitates the development of port
services in the port of Gothenburg. Moreover, such aid does not adversely affect
competition to an extent contrary to the common interest. The negative effects on
competition, if any, would be limited.

4. CONCLUSION

The Commission has decided on the basis of foregoing assessment not to raise objections
to the aid, as amended, on the grounds that it is compatible with the internal market
pursuant to 107(3), point (¢) of the TFEU.

The Commission notes that Sweden has agreed that the present decision is adopted,
notified and published in the English language.
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If this letter contains confidential information which should not be disclosed to third
parties, please inform the Commission within fifteen working days of the date of receipt.
If the Commission does not receive a reasoned request by that deadline, you will be
deemed to agree to the disclosure to third parties and to the publication of the full text of
the letter  in  the authentic language on  the Internet site:
http://ec.europa.ecu/competition/elojade/isef/index.cfm.

Your request should be sent electronically to the following address:

European Commission,
Directorate-General Competition
State Aid Greffe

B-1049 Brussels
Stateaidgreffe(@ec.europa.eu

Yours faithfully,

For the Commission

Didier REYNDERS
Member of the Commission
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