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Preface

I witnessed the conditions in Indonesia as a developing country. I witnessed the
disparity of the life quality between the Western and Eastern part of Indonesia. The
price for basic goods are much higher in the East and the access to those places are
much more expensive. Through discussions and conversations with my colleagues I
grew a fond interest in transportation and logistics. One key aspects in economic
growth of a country. I realized how important it is for an archipelagic country to
develop an efficient transport system. Then I decided to choose transportation and
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I firstly came to Professor Lori asking for a topic that I found in the graduation
portal, solely aiming for a topic in which I could learn further about the sector of
transport and logistics. But I got what I asked for. T am really thankful when he
offered me a bunch of possible researches that I can do for Indonesia. I was like a
kid excited to enter his first class at school wanted to do them all. At the same time
I was thinking I could do all of them and astonished by how could he trust me with
all of them. For me, it was a challenge, a trust and a path to go further.

The process was not a smooth one. I went through a lot of stressful time.
Sometimes I do not think that I can make it all. But I kept trying and got there
slowly. No word can tell how rending it is when I finally made it. When Ron and
Bert said that I did a good work. When Ron said my work would be useful for the
further research and when Bert sent me an email before the green light said that I
would absolutely get a green light from his side seeing my work. It feels like magic.

On my green light meeting, Professor Lori asked me if I can improve my work
by adding other calculation which is part of my colleague’s thesis, another invest-
ment evaluation and a more advanced calculation method, I felt challenged and also
trusted. I strive to do all of them. And I did.

This work is a result of a man that learned from scratch with almost zero knowl-
edge on the field, that went through hard times on the process with a lot of support
from his teachers, family and friends.

To all of the efforts that I did. I would like to give my sincerest and heartfelt
gratitude to Professor Lori Tavasszy who believed and trusted me with the chal-
lenges, to Ron van Duin with his supports and feedbacks, to Bert van Enserink
with his knowledges during my 2 years study period and to Ni Luh who made this
research possible in her research. I would also never make this without the warmest
support from my father and mother that were always there when I need the most,
on my hardest time. To my friends and the people that once stepped in my life that
supported me mentally with the laughters, talks and presences. And the last but
not least to the Indonesian government who gave me the financial support for my
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study through the scholarship.

I would not make it this far without the help and support of all the people around
me. I present this result for all the help, all the support, for the advancement of
science, and for a better life of the people in Indonesia. I will never stop learning.
This phase taught me to overcome my limit, to break the impossible, to give back
what I had took.

Evan Clearesta
February 2017
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Executive Summary

Introduction

As one of the main focus within the National Masterplan on the Acceleration of
National Development, Indonesia now turns their infrastructure development focus
and concept towards the multimodal transportation. As a result, the Ministry of Na-
tional Development Planning in 2015 planned develop road, railway and maritime
transportation for both passenger and freight transportation. Within the freight
transportation scope, they aim to reduce the disparity between the Western and
Eastern part of Indonesia, as well as reducing the general logistics costs. Several
policies have been developed. On maritime transportation, the central government
planned the development of 24 main ports and the national maritime highway con-
cept. Concerning road transportation, road maintenance and new highway route
construction have been planned. As for railway transportation, construction of new
railway connections in all the big islands in Indonesia will be performed.

Based on the past research by the Ministry of Transportation, the modal share in
Indonesia is mostly dominated by road transport using trucks. For an archipelagic
nation that mostly surrounded by water and with islands that have long spanning
distance, this is a proof that the transportation in Indonesia still can be optimized.
Trucks are not the most efficient means of freight transportation as it can only carry
limited amount of goods and is slower compared to the other modes. By creating
policies to boost the usage of the other modes, the logistics costs in Indonesia can
be reduced and the network can be optimized.

Another issue faced by Indonesia is the domination of unimodal transportation
systems. Even though most of the shipments are long-haul shipments, trucks are
still mainly used. Hence, the economies of scale are not be achieved. By introducing
a multimodal transportation system, the freight transportation in Indonesia can be
optimized further and made more efficient. Multimodal transportation could be the
solution to solve the high logistics cost faced by the country. It has been set as an
achievement target by the central government within the National Master Plan on
Acceleration of National Development to solve the logistics costs issue and trade
imbalance issue.

This research focused on the multimodal transportation network design and op-
timization in Indonesia along with the analysis on the government’s policies on
freight transportation. Beside the integration of the freight modes, the government
also planned to cut the fuel subsidy that accounts to a big portion of the national
spending. Therefore, the main focus of this research is to develop a multimodal
network along with several policy recommendations to support the Indonesian gov-
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ernment to optimize the network. Hence, in order to operationalize the objective of
this research, the following research question was formulated.

“What are the recommendations of optimized multimodal transport network de-
sign in Indonesia by considering the future infrastructure developments“

The scope of this research itself will focus on freight transportation between
provinces in Indonesia. The freight transport modes are limited to the main modes
used, which are trucks, railway and maritime transportation. In order to analyze
the effect of the policies, this research performed several scenario analysis for the
year 2030. The year was decided based on the target of the National Master Plan.
The results then were compared to the present condition.

Multimodal Freight Transport Network Design and
Optimization

In order to design the multimodal freight transport network in Indonesia, the uni-
modal transport network in Indonesia was first build. The unimodal network was
integrated into a multimodal network by adding transshipment links between the
modal specific links.

The data for the network parameters was gathered from different resources. The
network parameters consist of vehicle data (i.e. speed and operational cost), node
set, link set, link distance, transshipment time and transshipment cost was listed
and added to the model. The data was then added to the program. The AIMMS
program was used to build the model. For the network flow between provinces, the
latest available data is the origin-destination (OD) freight flow matrix in 2011. The
future OD flow data was predicted using the growth factor method. The growth
factor data used by Faisal (2015) was used in this research.

The optimization problem was modeled as a bi-level optimization problem. The
lower level problem is the network optimization problem. The objective of the
network optimization problem is minimizing the logistics cost. Four-step modeling
approach was used on this level. Firstly, the k-shortest route method was used to
find a set of routes with different criteria such as least distance, least free-running
time, least cost, and least-transshipment. Secondly, the route-choice probability
was calculated using path-size logit model that takes into account the path overlap
within a route. Thirdly, the freight was assigned to the network based the route-
choice probability. From these steps, the total cost of the network, the modal share
and the link flow data were obtained.

The upper level problem covers the investment optimization problem. The ob-
jective on this level is to maximize the benefit to cost ratio (BCR) of the given set of
possible improvement actions. The upper level problem was solved with simulated
annealing method with tabu constraints. Simulated annealing is one of local search
heuristic method that was inspired by the physical process of a heated solid that
is cooled down. The lower the temperature gets, the lower the chance that bad
solution will be accepted. In every iteration, the benefit to cost ratio (BCR) of the
combinations were calculated through the lower level optimization. The network
improvement combination was added to the existing network and optimized on the



lower level. The benefit was defined as the difference between the logistics cost on
the improved network and the existing network. Finally, the BCR was calculated
by dividing the benefit with the total investment cost to improve the network.

After the model has been verified and validated, several scenarios were tested
and analyzed. Five scenarios were defined based on the current policy plan by the
Indonesian government. The first scenario is the status quo scenario, where no
improvement will be performed on the network. In this scenario, the effect of the
freight flow growth on the existing network is assessed. The second scenario explores
the effect of the fuel subsidy reform policy by the central government. The third
scenario explores the possibilities of relocating the subsidy to other modes. The
fourth scenario analyzes the effect of network improvement plan on constructing all
the new railway connections in all the big islands in Indonesia. The last scenario
analyzes the alternative to implement a prioritization on the network improvement
actions in order to avoid the significant change on the network by performing all
actions at once.

The first scenario shows that if no improvement is added to the network, there
will be no significant change within the network, the flow concentration will still be
the same, as well as the modal share. The second scenario shows that by removing
the subsidy from trucks will reduce the trucks‘ modal share by 3.6% to 80% and
increase the railways‘ modal share to 6%. In terms of expenditures, the central
government could also save as much as 119.4M<€. The third scenario shows that
maritime transportation are not sensitive to fuel subsidy as maritime transport costs
are mostly affected by the transshipment cost. On the other hand, the railways’
modal share is more sensitive to the fuel price change. By giving 40% subsidy on its
fuel, the railways‘ freight flow increased by 176%), thus increasing the railways‘ modal
share to 7%. The implementation of all network improvements scenario found that
the change in the network would also change the modal share significantly. With
the BCR of 1.21, compared to the calculation of every action‘s BCR if they are to be
implemented individually, this BCR is relatively small. Beside the BCR calculation,
network accessibility measurement and net present value (NPV) analysis was also
performed. With the actions implemented, the overall accessibility of the network
would improve, especially the accessibility level in the Eastern part of Indonesia. The
highest increase would be in Papua, with 22.9% increase in its accessibility level.
On the financial side, the NPV analysis showed that the project would have positive
NPV within 19 years after the investment has been made. To explore the possibility
to ease the significant modal share change, the fifth scenario was analyzed. In the
fifth scenario, prioritization was added to the improvement plan. The prioritization
sort the improvement action combinations based on their BCR value relative to the
current network or the previous improvement. Using this alternative, the modal
share will change gradually.

Policy Recommendations
Based on the result of the scenario analysis on the central government’s future plan,

two policy recommendations were proposed. The first recommendation to the central
government is to perform the fuel subsidy reform on trucks. The fuel subsidy reform
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would give benefit to the central government by saving the subsidy expenses. Hence,
the financial allocation could be moved to other important sectors. The second
recommendation is to implement the improvement actions with the prioritization.
Not only does this alternative allow for incremental change, it would also provide the
decision maker valuable time to react to hurdles during the process. Performing the
improvement actions also found to be beneficial to the whole country by increasing
the overall accessibility level of all the provinces in Indonesia. Beside the positive
benefit to cost ratio given by the all actions, financially, the project would have
positive net present value within 19 years after the investment was made for the
scenario that the improvement actions are to be implemented all at once and 15
years in the case that the improvement actions are to be implemented based on
their priority rank.
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Chapter 1

Introduction

This chapter discussed the background of this research. Starting with explaining the
current practical problem in Indonesia and scientific problem on freight transporta-
tion, this chapter specified the research plan in order to solve part of the problems.
Given the problem, firstly the objective was defined. Secondly the research ques-
tions were formulated along with the approaches that will be taken to answer them.
Lastly, the planned outcome, the data gathering plan and the research structure
were listed.

1.1 Research Problem

Globally, freight transportation plays an important role in shaping the global econ-
omy. Freight transportation makes economic activities and transactions feasible,
connecting actors within supply chain networks that are geographically dispersed.
By connecting the supply-based regions and the demand-based regions, freight trans-
portation has received a big attention in the global supply chain.

The world trade has grown significantly in the last few decades from about 4
trillion USD in 1990 to about 24 trillion USD in 2014 (UNCTAD, 2015). The in-
crease in the world trade leads to higher demand in more reliable and cheaper freight
transportation. In order to cope with the increasing freight transport demand, most
actors aim to achieve high performance levels both in terms of economic efficiency
(i.e. maximum profits, minimum costs) and service quality (i.e. total delivery time,
service reliability) (T. Crainic & Laporte, 1997). Many research in freight trans-
portation domain in strategic, tactical and also operational level have been con-
ducted. Within the strategic planning scope, multimodal transportation is seen as a
way to reduce the cost and increase the transport network efficiency. T. G. Crainic
and Kim (2007) define multimodal transportation as the transportation of a person
or a load from its origin to its destination by a sequence of at least two transporta-
tion modes, the transfer of one mode to the next being performed at an multimodal
terminal (p. 467).

Several research have analyzed multimodal transportation network design and
its optimization with different objectives (i.e. minimum cost, distance, time, in-
vestment). The chapter of T. G. Crainic and Kim (2007), the review papers of
Christiansen, Fagerholt, Nygreen, and Ronen (2007), T. G. Crainic and Bektas



(2007), and (Steadieseifi, Dellaert, Nuijten, Woensel, & Raoufi, 2014) are the most
recent review papers on multimodal transportation planning problems. Overall,
multimodal transportation has more benefit in terms of cost efficiency (Janic, 2007)
and emission level (Liao, Tseng, & Lu, 2009) compared to unimodal transportation.
Multimodal transport system is also useful in expanding the freight transport sys-
tem in developing countries, where road transportation still has much more share
compared to the other transport modes. Using the combination of multiple trans-
port modes, the cost of medium and long-haul transport can be significantly reduced
compared to the use of a single transport mode (Banomyong & Beresford, 2001).
Therefore, for medium and large developing countries, it would be beneficial to im-
plement multimodal transport system for medium and long-haul freight transport.

Indonesia is the largest archipelagic country in the world with more than 17,000
islands and surrounded by water (i.e. ocean, sea, straits and rivers) in 80% of its
total area. Indonesia is still highly dependent on road mode freight transportation,
especially trucks. And the logistics costs for transporting goods in Indonesia are
really high. In order to reduce the costs, the Indonesian government has issued
maritime highway policy to reduce the maritime logistics costs and to increase the
maritime transport efficiency. However, there is still room for improving the freight
transport system in Indonesia by integrating the different modes of transport that
are available. Thus, creating a more efficient system with lower logistics costs.

1.1.1 Practical Problem

With the characteristic of an archipelago nation, Indonesia has some serious chal-
lenges on freight transportation domain. Both inter-islands and intra-island trans-
portation are required to ensure the connectivity of the separated areas. The need
of inter-islands connectivity makes maritime transportation important to connect
the islands. However, based on global competitiveness index 2015-2016, Indonesia‘s
maritime transport infrastructure is ranked 82 among the 144 other countries (World
Economic Forum, 2015). This means that the maritime transportation in Indonesia
is still far from efficient. For intra-island connectivity in Indonesia, road transport
using trucks is mainly used. Hence, within an intra-island transportation, unimodal
transport system is mainly employed.

The inefficiencies in Indonesia‘s inter-island supply chains have caused several
problems. These inefficiencies adversely affect the Indonesian economy in three
ways: different regional economic growth rates; disparities in prices of commodities
in different locations; declining competitiveness of domestic products in export and
local markets (Bahagia et al., 2013). The inefficiencies also led to high domestic
logistics costs in both Indonesia‘s sea and inland freight costs. One of the reasons
that causes the high logistics cost are the differences in trade volumes between the
origins and destinations. The utilization of trucks as the main transport mode also
contributes to the high total logistics cost in Indonesia.

Currently, the maritime transportation in Indonesia has lower modal share com-
pared to land transportation. The maritime transportation share is only 7.9%, while
the hinterland transportation share that is dominated by the use of trucks is 91%
(Indonesian Ministry of National Development Planning, 2013). The significant



use of land transport has generated several problems such as increased congestion,
increased energy consumption and negative environmental impacts.

Acknowledging the need for a better maritime transport infrastructure as an al-
ternative, as well as to support the land transport and to reduce the logistics costs,
the Indonesian government introduced the maritime highway policy in 2014 and
planned several new land infrastructure constructions. The maritime highway policy
aims to develop strategic ports in Indonesia to form a backbone of national mar-
itime transportation network (Ministry of National Development Planning, 2014).
Development of other supporting ports and ship procurement also take part in this
policy, along with the main maritime routes for freight transportation.

From the research, the maritime highway network could increase the efficiency
as well as reducing the cost by 44.5% (Bahagia et al., 2013). In the maritime
highway network, the network is switched from a single port call to hub-and-spoke
network where multi-port calls (MPC) are operationalized, and therefore increasing
economics of scale. 24 main ports are developed as the hub ports and the smaller
ports become the feeder to the hubs. The network is illustrated in Figure 1.1 below.
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Figure 1.1: The maritime highway corridors in Indonesia (Indonesia Port Corpora-
tion II, 2012)

Indonesia has also been focusing in infrastructure planning and development in
land transportation especially in new rail and road infrastructure on every islands.
The development aims to increase the transport efficiency in Indonesia. Even so,
the transport system in Indonesia can be improved further by introducing multi-
modal transportation system. Currently, the development of each transport mode
infrastructure are not yet integrated with other modes. The need for an multimodal
transport system has been discussed by the Indonesian government as stated in the
Sislognas, Sistranas and the Masterplan for Acceleration and Expansion of Indone-
sia‘'s Economy (MP3EI). Therefore, by introducing multimodal transport system,



the transport network in Indonesia can be optimized even further, thus reducing the
total logistics costs and increasing the network efficiency.

1.1.2 Scientific Problem

Network design is one of the most difficult and challenging problem in the transport
and logistics research (Yang & Bell, 1998). It can be modeled as a discrete or
continuous model. The discrete model of the network design problem is a NP-
complete problem, which means it is unlikely to solve the problem within polynomial
computation time (Johnson, Lenstra, & Kan, 1978).

Several researches in various articles and books presented the methods in solving
the network design problem, such as Magnanti and Wong (1984), Yang and Bell
(1998), Steenbrink (1974). These researches showed that there are many ways in
solving the network design problem. Even though the methods are different, they
also have certain similarities. One of the way to formulate most network design
problem is by formulating it as a bi-level problem. A bi-level problem consist of
upper and lower level problem, in which both levels has its own objective function.
The upper level usually consists of the problem whether new links or connections
should be added to the model or not. Network improvements such as capacity
expansion of the links or nodes can also be part of the upper level problem. The
lower level problem is the freight assignment problem, where the flow is assigned to
the network.

The bilevel problem can be solved in different ways. The existing approaches
in the literatures can be categorized into three groups (i.e. discrete and exact ap-
proach, discrete and heuristic approach, and continuous and heuristic approach).
The first group, a branch and bound algorithm (Leblanc, 1975) and a branch and
backtrack algorithm (Poorzahedy & Turnquist, 1982) was used. In the second group,
a cumulative genetic algorithm (Xiong & Schneider, 1992) is used. The third group
methods are used most frequently. Some methods are; simple approximation method
(Pearman, 1979), decomposition method (Steenbrink, 1974), and simulated anneal-
ing (Friesz, Cho, Mehta, Tobin, & Anandalingam, 1992).

The lower level problem can be solved by using different traffic assignment meth-
ods. The traffic assignment method should be chosen between static or dynamic
assignment, between deterministic or stochastic assignments, and between single or
multi-user assignment. The different assignment methods are discussed extensively
in Ortuuzar and Willumsen (2011).

Previously, not many research have been performed on freight network design
problem in Indonesia. Russ et al. (2005) conducted a research on bilevel optimiza-
tion of Indonesia‘s transport network but only limited in several parts of the country.
In their research, the model is aimed to deliver network improvement recommenda-
tions. However, the research does not extensively explore the other possible policy
recommendation for the national transport network. Faisal (2015) performed a net-
work optimization in Indonesia but only limited to the maritime network for the
maritime highway policy with several scenarios. (de Baat et al., 2015) analyzed
the multimodal transportation for different commodities in Java. Therefore, in the
previous researches, there is no complete model of Indonesia‘s transport network



where the different transport modalities have been built.

Reflecting on the limitation of the previous research, this research aims to build a
national multimodal transport network in Indonesia along with the possible network
improvements. Besides optimizing the network, this research also explored the other
policy alternatives within the scenarios to tackle the freight transport problem in
Indonesia.

1.2 Research Objectives and Research Questions

Based on the aforementioned research problems, the main objective of the research,
therefore is to provide an optimized multimodal transport network design recom-
mendation for Indonesia. The model should incorporate the future infrastructure
planning with the current logistics infrastructure in Indonesia in order to analyze
the future alternatives and scenarios. In the end, an integrated maritime and land
transport network for multimodal transport system can be achieved and investment
recommendations (i.e. freight terminal locations and new links) could be proposed.
The challenge would be in integrating both maritime and land transport networks
into the model and to cope with the limited access to information and data in or-
der to build the model. The research also has other objectives to achieve the main
objective, which are:

1. To build the unimodal network schematizations of Indonesia transport net-
works.

2. To design the multimodal transport network for Indonesia.

3. To perform optimization on the multimodal transport network with the ob-
jective to minimize the total transportation cost and to maximize the benefit
to cost ratio (BCR).

4. To perform scenario analysis on the model.
5. To give policy recommendations based on the result of the scenario analysis.

In order to operationalize the research objectives, the following research question
was formulated: What are the recommendations for multimodal transport
network design and optimization in Indonesia by considering the fu-
ture infrastructure developments?. To answer the main research question, the
following sub-questions (SQs) are formulated.

SQ 1. Which factors should be incorporated into the model?

There are specific criteria of what factors should be incorporated to the model.
In order to specify the factors, the current condition in Indonesia‘s transport
network should be analyzed. The factors listed will be analyzed to define
the objective, the constraints, scope, limitation assumptions, data inputs and
further incorporated to the optimization model.



SQ 2. How can an optimization model be made to optimize the multi-
modal transport network in Indonesia by taking into account the
aforementioned factors?

After the important factors have been listed, the optimization model will be
formulated. The next step is to design the multimodal transport network in
Indonesia. The initial multimodal transport network will be build and schema-
tized using AIMMS software. Then, the optimization method will be chosen
based on literature studies and the optimization model will be made in order
to optimize the new multimodal transport network. Several mathematical for-
mulations of the listed factors will be integrated into the optimization model.

SQ 3. What is a good design of multimodal transportation in Indonesia?

The network optimization is a combinatorial optimization problem, which
means there is no one best solution to the problem, but a set of solutions
to the problem. The data and all the input variable will be entered to the
optimization model and the model will be executed with all the constraints
and input in order to achieve the objectives. The model will give a set of
solutions to the problem, which will be analyzed further

SQ 4. How should the policies be implemented based on the model?

Using the model, the policies and plans by the main decision maker regarding
Indonesia‘s freight transportation will be analyzed. Several scenarios will be
developed based on the government‘s plans. The result of the scenario analysis
will be analyzed and policy recommendations based on the result will be given.

1.3 Research Scope

A model is a simplified representation of reality. It is called a simplified representa-
tion because not all details are added to the model. Several details are omitted, thus
the simplification is achieved. Real life condition contains many variables that some-
times it is not clear whether certain relations or entities are optional or important
within the system. Hence, the model designer must define an own interpretation
based on the model purpose. Therefore, the model should have certain scope in
order to give the model certain boundary based on the model purpose. The scope of
the research is formulated based on Sun, Lang, and Wang (2015) the optimization
model formulation characteristics as listed below

1. Scale. The research focuses on designing a multimodal freight transport net-
work on the national scale of Indonesia. The scope of the supply chain network
will be the chain from the manufacturer until the destination warehouse.

2. Objective. The objectives of the model itself are to minimize the total logis-
tics costs and to maximize the benefit to cost ratio (BCR) for the infrastructure
investments. The problem was modeled as a bilevel optimization problem.

3. Modes. The model would includes all the possible freight transport modes
that are available in Indonesia, which are road, rail, and maritime mode.



. Commodity and Commodity integrity. The model will analyze the sup-
ply chain network of single and unsplittable commodity. The commodity will
be measured in twenty feet equivalent unit (TEU).

. Network Resources. The network is assumed to be an uncapacitated net-
work where the inventory capacity is not included in the constraints. Therefore
the links and the nodes are assumed to have unlimited capacity. This limita-
tion is due to data unavailability of the nodes and links capacity.

. Data Assumption. The model will be assumed as a deterministic model
with fixed value of certain data (i.e. distance, demand, cost).

. Perspective. The perspective of Indonesian government as policy maker will
be used. Specifically, the central decision maker is the Indonesian Ministry of
National Development Planning.

1.4 Research Approaches

The following research methods will be performed to answer the research questions.

Table 1.1: Research Methods for answering research questions

Sub-question Research Method

Description

1

Literature Review

Literature review will be used to find the fac-
tors related to the current situation in In-
donesia and also to find the important fac-
tors that should be included into the model
from other scientific research.

Literature Review

Literature review will be performed to com-
pare optimization problems in network de-
sign problems. Based on the literature re-
view the suitable optimization model will be
chosen and adjusted to the research problems
and objectives.

Network Schemati-
zation

Mathematical Mod-
eling of Optimiza-

The transport network of different transport
modes in Indonesia will be schematized using
AIMMS software.

Mathematical modeling will be used to for-
mulate the decision variables, objective and

tion Model constraints of the optimization model
Programming and The model will be run using AIMMS in order
Simulation to achieve the objective of the optimization

model




Table 1.1: Research Methods for answering research questions

Sub-question Research Method Description

4 Scenario Analysis The model will be used to test several future
scenarios. Further, the results of the scenario
analysis will be used as the basis on giving
the policy recommendations

The following Figure 1.2 illustrated the approach for the research project. Firstly,
the theory related and the current situation in Indonesia will be studied. Secondly,
several models will be formulated. The multimodal transport network will be mod-
eled as the lower level problem, then the list of future infrastructure developments
will be added to the upper level problem and the solution technique model for
the bilevel optimization problem. Thirdly, the integrated multimodal transport su-
pernetwork of Indonesia will be optimized with the optimization model with the
objective of minimizing the logistics costs and maximizing the benefit and cost ra-
tio. Fourth, the scenario analysis will be performed to the optimized network in
order to test the network robustness for certain future scenarios. After the network
design satisfies the requirements, the result will be analyzed, recommendation will
be delivered and the research will be concluded.

| Literature Review | | Model Creation and Optimization ‘ ‘ Result Analysis, Conclusion and Recommendation |

Indonesia Intermodal
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l
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Result Analysis Recommendation

Theory of Bilevel
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Figure 1.2: Research Framework

1.5 Research Outcomes

There are three expected outcomes from this research. Firstly, an optimized multi-
modal transport network design for Indonesia. The multimodal transport network
will be schematized using AIMMS. In the future, this network schematization can
be used for other policy research and analysis in Indonesia. Secondly, the research
will give policy recommendations on the central government‘s plan concerning In-
donesia‘s transport and logistics systems. The policy recommendations will be given
based on the result of the scenario analysis performed.



1.6 Data Gathering and Information Sources

Data and information needed in this study are mainly used as inputs for the model.
Table 1.2 below lists the data that would be needed in order to perform the research
along with the source that will be used to procure them. Mostly, the data are not
widely available or easily accessed on the web. Therefore, in order to obtain all the
data, several communications were made with some colleagues.

Table 1.2: Data list and sources

Data Needed Information Source

Origin-destination demand data be- Ministry of Transportation (2014).

tween provinces in Indonesia

List and information of Ports in In- Directorate General of Sea Transporta-

donesia tion in the Transportation Ministry of
Indonesia.

Transport cost function (transport Bahagia et al. (2013)

cost, handling cost, transshipment

cost)

Indonesian GDRP data per province Indonesian Central Statistics Bureau
(2016Db)

Time and Distance between origin and Open Government Indonesia (n.d.)

destinations by mode

1.7 Report Structure

This thesis report comprises of eight chapters. The chapters are as follows.

The First Chapter is the introduction part of the research. This chapter explains
the general overview of the practical and scientific problems, the research ob-
jectives, research questions, and the scope of this study.

The Second Chapter elaborated the problems that are intended to be solved in
this research. This chapter also introduces the general condition of Indonesia,
which is the country used as the case study. Further, it covers the explanation
of the current conditions of Indonesian freight transport facilities and infras-
tructures. Several policies regarding the freight transportation by the central
government of Indonesia are elaborated as well.

The Third Chapter elaborated further the policies related to freight transporta-
tion in Indonesia. These policies need to be incorporated into the future
scenario to see how they would perform. Actor analysis was also performed in
this chapter to understand the policy making environment in Indonesia.

The Fourth Chapter breaks down the aspects required to be considered for the
model building process in order to answer the research questions and also the
data that will be used in the model. In this chapter, the model resolutions,



the key performance indicators and the scenarios are elaborated. Then, based
on these requirements, the specifications of the model are determined. The
data used for the model along with the source and the data processing are also
elaborated in this chapter.

The Fifth Chapter discusses model framework along with the knowledge back-
grounds required for the model in more depth. Literature studies were per-
formed and used in order to build the model framework. Further, based on the
model requirement, the model specifications were defined and the components
were explained.

The Sixth Chapter explained the implementation of the model framework on the
program. Firstly, the codes programmed within the model that are created
based on the theories are presented and explained. Then, in order to ensure
the model works as expected, the validation process is performed and analyzed
in this chapter.

The Seventh Chapter shows the application of the model on the case study. The
scenarios defined in the third chapter are added in the model and then the
result of the program execution are analyzed further. The model verification
was also performed in this chapter using the base case scenario. In the end,
policy recommendations are given based on the scenario analysis.

The Eighth Chapter lists and explains the conclusion of this research along with
several recommendations for future improvements.
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Chapter 2

Present Freight Transport
Condition in Indonesia

In this chapter, the current situation of Indonesia‘s transport system is described and
analyzed including the geographical characteristics, socio-economic characteristics,
and the development in the transport and logistic sector in Indonesia. The problems
of the high logistics costs and the lack of an integrated transport system are also
elaborated in this chapter.

2.1 General Overview of Indonesia‘s Geography
and Socio-Economy

Indonesia is a vast archipelago country with more than 17,000 islands. Indonesia
has an area of about 5.1 Million km?, with 75% are the sea area, making Indonesia
the world‘s 15th largest country in terms of land area. It is located between Indian
Ocean and Pacific Ocean and between the Asian continent and Australian continent.
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Figure 2.1: Map of Indonesia
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Indonesia has 33 provinces, as listed in Table 2.1 below, with Jakarta as the
capital city of the country. These 33 provinces along with the capital will be incor-
porated into the model. The set of provinces will be the zones with the capital city
as its centroid.

Table 2.1: Provinces in Indonesia and the capital cities

No Province Capital City No Province  Capital City
1 Nangroe Aceh Darussalam Banda Aceh 18 West Kalimantan Pontianak
2 North Sumatera Medan 19 East Kalimantan Samarinda
3 Riau Pekanbaru 20 South Kalimantan  Banjarmasin
4 West Sumatera Padang 21 Central Kalimantan Palangkaraya
5 Jambi Jambi 22 North Kalimantan Tanjung Selor
6 South Sumatera Palembang 23 South Sulawesi Makassar
7 Bengkulu Bengkulu 24 North Sulawesi Manado
8 Lampung Bandar Lampung 25 Central Sulawesi Palu
9 Riau Islands  Tanjung Pinang 26 South East Sulawesi Kendari

10 Bangka Belitung Pangkal Pinang 27 Gorontalo Gorontalo
11 DKI Jakarta Jakarta 28 West Sulawesi Mamuju
12 West Java Bandung 29 West Nusa Tenggara Mataram
13 Central Java Semarang 30 FEast Nusa Tenggara Kupang
14 East Java Surabaya 31 Maluku Ambon
15 Special Region of Yogyakarta Yogyakarta 32 North Maluku Ternate
16 Banten Tangerang 33 Papua Jayapura
17 Bali Denpasar 34 West Papua Sorong

The characteristics of an archipelago country, makes planning in transportation
system more complex. Compared to European countries which are interconnected
with land connection or inland waterway connection, the transportation system in
Indonesia is more challenging. Not all places are connected, some locations have very
limited accessibility. Unlike the intra-island transportation that usually uses trucks
or trains, the inter-islands transportation requires one or more change of transport
modes. With the associated cost of changing transport mode (i.e. transshipment
cost and waiting time), inter-islands transportation becomes relatively more expen-
sive compared to intra-island transportation.

Indonesia can be categorized as one of the countries in the world that has the
fastest acceleration of economic growth. Figure 2.2 below showed the GDP growth
rate of Indonesia from 2006. Over the period, Indonesia’s GDP growth was always
positive
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Figure 2.2: Indonesia GDP Annual Growth Rate (Trading Economics, n.d.)

Within the mid term development planning or RPJMN, Indonesia is also tar-
geting further growth in its GDP. Indonesia‘s GDP is projected to increase by 7%
in average for the period 2015-2019 that is also supported by industrial growth by
7.4% in the same period. These number are obtained based on the assumption that
the government‘s plan in all sectors achieved their target by the end of the period.
The GDP growth projection is showed in Table 2.2 below.

Table 2.2: Projection of Indonesias National GDP and Industry sector Growth for
the period 2015-2019 [%] (Indonesian Ministry of National Development Planning,
2014)

Growth [%] 2015 2016 2017 2018 2019 Average

National GDP 58 66 71 75 80 7.0
Industrial Sector (non oil & gas) 6.1 69 74 81 86 74

2.2 Freight Transportation in Indonesia

Infrastructure plays an important role within freight transportation. A good in-
frastructure would ensure a more effective and efficient transportation system in a
country. Indonesia‘s logistic infrastructure is generally lags behind compared to its
neighboring countries (i.e. Malaysia, Singapore and Thailand). This issue is caused
by the small investment made in the transport system and the related infrastruc-
tures following the 1997 Asian financial crisis where Indonesia got a big impact from
the crisis. Until 2004, the transport and logistic sector was the target of the budget
cut during the period of economic recovery after the crisis.

2.2.1 Transport Network Infrastructure in Indonesia

The main transport network infrastructure in Indonesia is comprised of three big
networks: road networks, railway networks and maritime networks.
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Road Network

Road mode is the most dominant mode with the highest modal share in Indone-
sia. Based on the Origin-Destination (OD) demand survey in 2011, road mode has
91.25% share of the total modal share in Indonesia. With trucks as the most com-
monly used vehicle in road mode, roadways networks are really important to support
the freight activities, along with other supporting infrastructure such as road ter-
minals. Indonesia has 330,495 km of roadways, of which 26,866 km is national road
that is built and maintained by the central government. It serves 9 million passen-
ger cars, 2.3 million buses, 4.7 million trucks, and 61 million motorcycles in 2010.
Of the whole road networks, 209,000 kms were unpaved. The general condition of
Indonesia‘s road infrastructure in 2002 is illustrated in Table 2.3 below.

Table 2.3: General Condition of Road Infrastructure in Indonesia in 2002

Road Condition [%)]
Road Status ~ Length [km]

Lightly Heavily
Good  Average Damaged  Damaged
National Road 26,866 64.30 34.00 6.90 4.80
Provincial Road 37,164 34.10 32.10 16.90 16.90
Regional Road 240,946 19.00 34.00 28.50 18.50
City Road 25,518 9.00 87.00 4.00 0.00
Total 330,495 23.60 37.10 23.60 15.80

The damages in the roadways have been causing massive congestions in many
road networks. It limits the speed of the vehicles, thus causing longer transportation
time and leads to higher fuel consumption. In the end, the low network efficiency
causes high transportation cost. In 2001, the total road user cost reached Rp 1,55
trillion per day (Direktorat Jenderal Perhubungan Darat, 2005).

For freight transport, the national road is mostly used as it has the capacity to
support the heavy trucks and connects big cities in Indonesia. The road network in
Indonesia is illustrated in Figure 2.5 below, comprising 330,495km of road networks.
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Figure 2.3: Indonesian National Road Network

Rail Network

The railway network in Indonesia was built during the Dutch colonial period around
one hundred and fifty years ago. The railway development was aimed to optimize
freight transportation of products from mining and farming activities, especially in
Sumatra and Java. Until 1939, the railway network was expanding with 6,800 km
total coverage, however, it has been declining for more than a decade (Kawaguchi,
Wachi, & Yagi, 2010).The decline is caused by several factors, such as the Asian
monetary crisis in 1997, the more dominant and faster development on passenger
service, aging rolling stocks, and the strong competition from the road transporta-
tion.

The modal share of rail transport in Indonesia only accounts for 7% for passenger
and 0.6% for freight, while road transport (i.e. truck) accounts for 84% for passenger
and 91% for freight transport (Mutohar, Tomonori, & Sutomo, 2010). The impact
of the competition between rail and road led to the closure of several railway lines
(i.e. Java, South Sumatra, North Sumatra, and West Sumatra) with the total of
2,000 km.

Indonesia has 6,797 km of railway tracks, but only 3,327 km is integrated as
a network and are all located on the Java island (Dikun, 2010). The railways are
divided into two unconnected networks. Three networks are in Java and one network
is in Sumatra. The railway network carried 203 million passengers in 2010, of which
98% is in Java. The annual freight traffic volume is approximately 19 million of
tons, which consists of crude palm oil, cements, coal, steel, agricultural products,
and consumer goods. The freight activity is concentrated in Sumatra. In terms of
axle load, the Indonesian railway network remains of a low standard with only 9-18
tonnes, with relatively low size and a rail weight between 33 kg/m (R33) to 54 kg/m
(R54). The rail strength and the carrying capacity constraints limit the capability
of Indonesia‘s railway network.
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Figure 2.4: Existing Rail in Java

The current rail freight market in Indonesia is relatively small. Firstly, it is be-
cause the network is not fully interconnected, except on Java island. In Sumatra, the
distances from extraction points to the storage points that are approximately 250—
300 km means that the mode is mainly used for point to point transport. Secondly,
the total freight load is limited by low axle load capacity. In 2008, the total goods
transported in both Java and Sumatra are 19 billion tonnes, with the total trips
of approximately 5,500 billion tonnes-km (Dikun, 2010). 80% of the transported
goods are on Sumatra railway network, with over 15 billion tonnes of goods. The
significant number in Sumatra is because the railway in Sumatra is mainly used to
transport coal, fertilizers, palm oil, cement and container traffic. In Java, the rail
freight activity is relatively low due to the dominance of passenger transport activity
with 95% of the national level in Java.

Maritime Network

As an archipelago country, Indonesia is surrounded with a large body of water. This
characteristic is both a challenge and an advantage for Indonesia to utilize maritime
transportation. In order to balance the economic development, the government
has to make sure that all the islands are well connected with the transportation
infrastructure, which makes the maritime transport became an important aspect
in the economy. One of the policy in maritime transport is the maritime highway
policy.

The main program of the maritime highway policy is to develop a hub and spoke
network, with several strategic ports as the main hub in maritime transport that
will be the backbone of the network (Indonesian Ministry of National Development
Planning, 2014). The main objective of this policy is to increase the national con-
nectivity covering all regions in Indonesia from the Eastern part to the Western part
of the country and to reduce the total logistic costs in Indonesia. The network of
the maritime highway policy is illustrated in Figure 2.5 below. The red line is the
main route that connects the 5 strategic ports as the hubs, while the yellow dots
represent the supporting ports as the spokes.
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Indonesia has 25 international ports out of 111 commercial ports across the
country. Four major ports act as strategic national hubs, which are Tanjung Priok
(Jakarta), Tanjung Perak (Surabaya), Belawan (Medan), and Makasar (South Su-
lawesi).
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Figure 2.5: Map of Indonesia‘s 24 main ports (BAPPENAS, 2015)

Multimodality in Indonesia

Freight transport that utilizes several modes is therefore indispensable to ensure
the connectivity of all the islands. However, very low attention was given to the
utilization of multimodal transport system in Indonesia especially on the national
level. Freight transport in Indonesia is highly dependent on road modes. This is
caused by the dominance of intra-island freight transport, especially within Java,
Sumatra and between both islands (Lubis et al., 2005).

The transportation modal share in Indonesia for passenger and freight transport
is showed in table 2.4 below. There is a clearly significant difference in the modal
share, especially the roads mode with 84.13% modal share for passenger transport
and 90.34% modal share for freight transport. Comparing to the other transport
modes, it is clear that road mode is dominating the transport modal share in In-
donesia.

Even though Indonesia is an archipelagic country, the goods distributions char-
acteristic that are mostly intra-island transport, has led to the dominance of the
road transport mode. There are also railways and river networks. However, these
modes are not very well developed. Sumatra, Java and Borneo holds a huge poten-
tial for river transport. Even so, the choice is not really popular and mostly it is
only used for barge transport by several coal mining industries.

Railways has the second biggest modal share in passenger transport but has
a really low modal share for freight transport. This is due to the dominance of
passenger transport in railway services. The railway connectivity in Indonesia is
very low. The networks only exist in Java and Sumatra, where in Sumatra the
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Table 2.4: Indonesia National Transportation Market Estimation (Lubis et al., 2005)

Passengers Goods
Mode \Tions /year % | 1,000 tons/year %
Roads 2,021.08 84.13 2,514.51 90.34
Railroads 175.90 7.32 1725  0.62
Rivers 10.31 043 28.00 1.01
Straits 116.03  4.83 27.40  0.98
Sea 42.34  1.76 194.81  7.00
Air 36.54  1.52 1.37  0.05

railways are used for mining transportation and in Java, the railway service is used
for both passenger and freight transportation. Sea transport comes second with 7%
modal share for freight transports. That is a relatively low share for a nation which
60% of its total area is covered with water body. Based on these facts, it can be
seen that Indonesia has not utilized the railways and maritime transportation to its
fullest especially for long distance shipments.

2.2.2 Unbalanced Economic Development in Indonesia

Even though Indonesia has positive GDP growth in long period, the economic de-
velopment in Indonesia mostly is focused on the Java island. This centralized de-
velopment is illustrated in Figure 2.6 below that shows the gross domestic regional
product (GDRP) of the provinces in Indonesia. Mostly the green area i.e. the
provinces with high economic growth are located in Java, some are in Sumatra and
one in Kalimantan. The economic growth in Java is due to concentrated indus-
trial clusters, while the other area outside Java have good economic growth mainly
because they are rich on natural resources such as oil, gas, and palm; or because
of tourism. It is distinguishable that the economic growth in the Eastern part of
Indoesia is really low.

The high economic growth in Java island has led to urbanization which is a
population shift from rural to urban area. Many people from other islands moved to
Java. The Figure 2.7 below showed the population concentration in every province
in Indonesia. The figure clearly shows that the population is highly concentrated
in Java island. Most areas in the Eastern part of Indonesia have a population
density of less than 50 people per km?. Other indicator to analyze the imbalance in
economic development is the regional poverty level, showed in Figure 2.8. The low
GDRP is a sign of high poverty in the respective province. This has become a big
issue regarding economic development. The poverty level in the Eastern region is
significantly higher than the level in the Western region.

In line with the research objectives, the facts about Indonesia‘s socio-economic
condition should be considered into the transportation model. The aim of the im-
provement of the transport network should be not only limited to decreasing the
total logistic costs, but also to balance the economic development and accessibility of
more remote locations within the network. Therefore, a more balanced demand and
supply in the future as the result of a better transport network can be considered
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Figure 2.6: GDRP per province in Indonesia (Self illustration from Indonesian Cen-
tral Statistics Bureau (2016b))
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Figure 2.7: Population of every province in Indonesia (Self illustration from
Indonesian Central Statistics Bureau (2015))

as one of the important factors.

2.2.3 High Logistic Costs

A good transport system leads to low logistic costs, which would increase the ability
of a country to compete with other countries in terms of economic development.
However, in Indonesia, the logistics costs are relatively high compared to the other
countries as shown in Table 2.5 below.

The high logistic costs in Indonesia is illustrated by Figure 2.9 below. The chart
showed that the shipping cost to places within Indonesia is higher compared to
overseas shipping, even though the distance differences are really significant.
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Figure 2.8: Poverty level of every province in Indonesia (Self illustration from
Indonesian Central Statistics Bureau (2016a))

Table 2.5: Logistic cost in several countries (World Bank, 2013)

Country Logistic Cost [% of GDP]
United States of America 9.9
Japan 10.6
South Korea 16.3
Singapore 8.0
Malaysia 13.0
Thailand 20.0
Vietnam 25.0
Indonesia 27.0
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Figure 2.9: Comparison of container shipping cost from Jakarta to national and
international destination (Lino, 2013)

The logistic costs in Indonesia is even higher compared to its neighbors in South

20



East Asia. There are several causes of the high logistics cost in Indonesia, namely,
the high trucking cost; the low infrastructure quality and performance; and the
trade imbalance between the Western part of Indonesia and the Eastern Part of
Indonesia, especially Papua. The low transport infrastructure performance and also
the lack of both main infrastructures in Indonesia are reflected by its rank in the
Global Competitiveness Index. Based on the Global Competitiveness Report by the
World Economic Forum (2015), Indonesia‘s Global Competitiveness Index is in the
81st position of a total of 140 countries. This position is far below the neighboring
countries such as Singapore, Malaysia, Thailand, Vietnam and Philipine. Indonesia
still ranks far below Malaysia and still lower than Thailand as well. Moreover,
Indonesia‘s rank is worse than the previous year, in which Indonesia is in 72nd
position.

Table 2.6: Transport Infrastructure Rank among 5 ASEAN big countries (World
Economic Forum, 2015)

2014-2015 2015-2016
Indonesia Malaysia Thailand Vietnam Philipines | Indonesia Malaysia Thailand Vietnam Philipines
Overall Infrastructure 72 20 76 112 95 81 16 71 99 106
Road 72 19 50 104 87 80 15 51 93 97
Maritime 7 19 54 88 101 82 16 52 76 103
Air 64 19 37 87 108 66 21 38 75 98
Rail 41 12 4 52 80 43 13 78 48 84

Another cause of the high logistic cost as mentioned before, is the trade imbalance
between the Eastern and Western part of Indonesia. Figure 2.10 shows the freight
production and attraction in every province in Indonesia. The visualization is made
based on Indonesian OD Matrix data in 2011. The figure shows that most freight
activities are concentrated in Java and Sumatra. The activity level is much lower
in the eastern part especially Papua. This leads to low economies of scale. The low
demand and supply from the eastern part leads to fewer trip frequency to the East.
Most of the time there are also problems of empty containers because the supply
and demand imbalance. That is also the reason why international shipments cost
much less compared to national shipping cost.

*y
d:| 1,900,000,000
.

[ Production
O Attraction

Figure 2.10: Freight Production and Attraction in Indonesia (Self illustration from
(Ministry of Transportation, 2014)

High trucking cost is another major cause of the high total logistic costs in
Indonesia. One of the main factors is the congestion on the route, either from the
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warehouse/factory to the seaport, or the other way around. The average trucking
costs in Surabaya are IDR1,900,000 with the average distance of 68km which is
almost half of the total costs spent from the warehouse to the port, before being
loaded to the vessel. Meanwhile, in Makassar, the trucking costs amount to almost
reach three quarter of the total cost spent from warehouse before being loaded to the
vessel. The highest trucking cost are from Jakarta to Sorong. In Sorong the local
government regulation prevents a container truck to go outside the port. Thus,
multiple truck trips from port to consumers are required. While in Jakarta, the
worsening traffic congestion from the industrial area in East Jakarta to the port of
Tanjung Priok is the main cause. The high logistic cost components in Indonesia is
illustrated in Figure 2.11 below.
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Figure 2.11: Overall Transportation Cost for 20 TEU Container (Bahagia et al.,
2013)

2.3 Summary of Freight Transportation Condi-
tion in Indonesia

In this chapter, the current condition of freight transportation in Indonesia are
explained. Understanding the current situation is important before building the
model. By understanding the problem, the modeler could understand what are the
scope, the boundaries, and the objective of the model.

In general, the main problems in Indonesia‘s freight transportation are the low
usage of multimodal transport, unbalanced economies and the high logistics costs.
The freight transportation in Indonesia still mostly adopt the unimodal transporta-
tion system, especially in the intra-island transportation. For the inter-islands con-
nection, mostly ferries were used to transport the trucks. For an archipelagic nation,
a multimodal system could increase the efficiency in the transportation system, es-
pecially on the long distance shipments. The central government of Indonesia has
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planned the modal integration to achieve multimodality in Indonesia. Therefore,
based on this problem, it is important to build a multimodal network model for
Indonesia.

Beside the freight transportation condition, the unbalanced economic growth
is another issue faced by Indonesia. This problem has a causal relation with the
transport system condition. There is imbalance in the supply and demand between
the Western and Eastern part of the country. The centralized development has also
caused the economic growth in Java to be bigger compared to other part of the
country, especially for the Eastern region.

The imbalance in freight demand and supply caused high logistics cost on ship-
ment to the Eastern part of Indonesia, because most of the time the ship returned
with empty containers. Therefore, they could not achieve the economies of scale.
Hence, the logistics cost to send goods to the Eastern parts of Indonesia became
really high thus causing higher goods price in those areas.
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Chapter 3

Actor Analysis and Current
Freight Transport Policies

This chapter analyze the problems in Indonesia further through actor analysis and
studying the current policies in freight transportation. Within the actor analysis,
the multi-actor environment of the problem were explored. And through the analysis
of the current policies, the targets and the objectives set by the decision maker were
studied to be incorporated into the model.

3.1 Actor Analysis

The freight transportation improvement issue is a big national issue in Indonesia.
As an archipelagic nation, the transportation in Indonesia is really complex, requir-
ing involvement of many actors within each transport modalities. Those big and
important actors come from both public and private sectors.

As multiple actors are involved in creating a multimodal transport policy in In-
donesia and the implementation of such policy has an impact on these stakeholder,
where some actors might be in favor and other against it. Knowing these actors’ at-
titudes and stances are pivotal to successful implementation of the policies. Without
an actor analysis, one alternative might be found unsuitable due to opposition by
certain actors that are not in favor in the future. By performing the actor analysis,
the possible reactions by each actors regarding the alternatives can be analyzed and
future opposition could be prevented. Therefore, an actor analysis will be performed
according to the methodology presented by Hermans and Thissen (2009).

In an actor analysis, firstly the actors will be identified and listed. Secondly, a
formal diagram will be used to map the relations between actors. Thirdly, each actor
will be analyzed in terms of the actors’ interests, goals and resources. Lastly, the
actors will be ordered based on its power level, interest level and attitude towards
the issue.

Later on in this research, the analysis of actors’ position towards the policy
implementation were analyzed further. Some actors that are not in favor of certain
policies might build a policy barrier through certain means in order to prevent the
negative effect of the policy towards them. Therefore, it is important to analyze
the actors’ barriers and exploring the possible alternatives to prevent or to solve the
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actor‘s issue towards the policy.

3.1.1 Overview of Actors Involved

To identify the list of actors that are involved in this issue and to reduce the chance
of skipping any engaged actors, the Mitroff identification approach was used as a
starting point (Hermans & Thissen, 2009). Afterwards, a short description of each
actor is given.

The following actors were identified by means of the Mitroff identification ap-
proach.

1. The imperative approach: identifying actors that have a stake in the existing
problem or will be affected by the solutions proposed or enacted.

(a) Indonesian Railway Company (PT KAI) (Indoneia Infrastructure Initi-
tatives, 2010)

(b) Indonesia Ship Operator (PT PELNI) (Indonesian Ministry of National
Development Planning, 2014)

(¢) Truck operator (Bahagia et al., 2013)

(d) Indonesia Port Corporation (IPC) (Indonesia Investment Coordinating
Board, 2015)

2. The positional approach: identifying actors based on their formal positions
in legislative associations that can initiate, adjust, and implement policies,
regulations and processes. For the case at hand and through this approach
the following actors are identified based on the Indonesia development Mas-
terplan (Coordinating Ministry for Economic Affairs and Ministry of National
Development Planning, 2011) :

(a) Ministry of Transportation
(b) Ministry of Public Works
(¢) Ministry of Economy
(d)

)

)

(e
(f

Ministry of Finance

Ministry of State Owned Enterprise

Ministry of National Development Planning

3. The opinion leadership approach: Identifying actors that play a role in affect-

ing the opinion of other actors. By using this approach, the following actors
were recognized:

(a) Indonesia Infrastructure Initiative (Indii) - Australian Aid

4. The demographic approach: identifying actors that are affected differently
by the problem and its potential solutions because of the difference in age,
gender, residence, level of education, occupation etc. By using this approach,
the following actors were recognized:
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(a) Local truck drivers

(b) Local governments

It is important to note that at this stage of the actor analysis the following actors
were identified; however, in such an iterative process of problem construction and
solution advising, new actors may come into the picture.

While defining the boundaries of the network of actors involved, the following

were taken into consideration:

1. The level at which the problem prevails was studied against the actor's in-
volvements, interests, and power exertion

2. The pool of actors was chosen in a manner to encompass the various interests,
preferences and dilemmas relevant to the problem

Consequently, two techniques were used to further structure the list of actors.
The first technique is grouping the actors based on their roles and positions such
as: The Indonesian Government, Local Governments and Nongovernmental organi-
zations. The second technique is classifying the actors based on their interests in
the problem such as: Stimulating multimodal transportation and protecting road
transportation. The list can be seen in Table 3.1 below.

Table 3.1: Actor roles and interests (Modified from Enserink et al. (2010))

Actors‘ Role in Governance

Actors‘ Issues of Interest

Central Government

National Transportation System Development

Ministry of National Development Planning*
Ministry of Transportation

Ministry of Public Works

Coordinating Ministry of Economic Affairs
Ministry of Finance

Ministry of State Owned Enterprises

State Owned Enterprises

Ministry of National Development Planning*
Ministry of Transportation

Coordinating Ministry of Economic Affairs
Ministry of State Owned Enterprises

Ministry of Public Works

National Economy

Indonesian Railway Company (PT KAT)
Indonesian Ship Operator (PT PELNI)

Indonesian Port Corporation (IPC)
Non-Governmental Actors

Coordinating Ministry of Economic Affairs

Ministry of State Owned Enterprises
Company Profitabiity

Truck Operators
Local Truck Drivers

Indonesian Railway Company (PT KAI)
Indonesian Ship Operator (PT PELNI)
Indonesian Port Corporation (IPC)

Truck Operators
Local Truck Drivers

*Main Actor

3.1.2 Actor Description

The following sections will provide a short description of the actors involved.

Ministry of Transportation. The Ministry of Transportation is one of the
ministries of the Indonesian government and is responsible for the governance
and regulation of transport in Indonesia. (Coordinating Ministry for Economic
Affairs and Ministry of National Development Planning, 2011)
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Ministry of Public Works. Ministry of Public Works is one of the ministries
of the Indonesian government and is responsible for providing infrastructures
such as roads and bridges, dams, irrigations, waterways, water supply, public
buildings, and other public infrastructures to serve the economic activities
in Indonesia. (Coordinating Ministry for Economic Affairs and Ministry of
National Development Planning, 2011)

Ministry of Economic Affairs. Ministry of Economic Affairs is one of the min-
istries of the Indonesian government and is responsible for planning and policy
co-ordination, as well as synchronization of policies in the fields of economics.
(Coordinating Ministry for Economic Affairs and Ministry of National Devel-
opment Planning, 2011)

Ministry of Finance. Ministry of Finance is one of the ministries of the Indone-
sian government and is responsible for managing finance and state assets. It
covers the policy making in several sectors such as fiscal, economy, politics,
social and cultural, and institutional sector in Indonesia. (Coordinating Min-
istry for Economic Affairs and Ministry of National Development Planning,
2011)

Ministry of State Owned Enterprise. Ministry of State Owned Enterprise
is one of the ministries of the Indonesian government and is responsible for
coordinating the function of state owned enterprises (Coordinating Ministry
for Economic Affairs and Ministry of National Development Planning, 2011).
Within the scope of the freight transportation in Indonesia, the involved state
owned enterprises are the Indonesia Railway Company (PT KAI), the Indone-
sia Ship Operator (PT PELNI), and the Indonesia Port Corporation (IPC).

Ministry of National Development Planning (BAPPENAS). Ministry of
National Development Planning (BAPPENAS) is one of the ministries of the
Indonesian government and is responsible for formulating national develop-
ment planning and budgeting (annual, five-years, and long term) (Coordinating
Ministry for Economic Affairs and Ministry of National Development Plan-
ning, 2011). BAPPENAS has also a responsibility to coordinate international
development (bilateral, unilateral and multilateral) cooperation.

Indonesia Railway Company (PT KAI). Indonesia Railway Company (PT
KAI) is a state owned enterprise that is responsible for governance, regulation,
maintenance and operation of railways in Indonesia. PT KAI is the major
operator of railways in Indonesia for both freight and passenger transportation
(of Connectiviy, 2010) .

Indonesia Ship Operator (PT PELNTI). Indonesia Ship Operator (PT PELNI)
is a state owned enterprise that is responsible for providing sea mass trans-
portation that covered passenger and goodies transport amongst the island in
Indonesia (of Connectiviy, 2010).

Indonesia Port Corporation (IPC). Indonesia Port Corporation (IPC) is a
state owned enterprise that is responsible for the governance, regulation, main-
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tenance and operation of ports and harbors in Indonesia. IPC has four com-
pany numbers based on its coverage (i.e. IPC I, IPC II, IPC III, IPC IV).
IPC T is responsible for the ports in Aceh, North Sumatra, Riau, and Riau
islands. TPC II is responsible for the ports in West Sumatra, Jambi, South
Sumatra, Bengkulu, Lampung, Bangka Belitung, Banten, Jakarta, and West
Kalimantan. IPC III is responsible for the ports in Central Java, East Java,
Bali Nusa Tenggara, South Kalimantan and Central Kalimantan. And the
rest are under the responsibility of IPC IV.

Indonesia Infrastructure Initiative (IndII). Indonesia Infrastructure Initiative
(IndlII) is an Australian Government-supported initiative (Indoneia Infrastruc-
ture Inititatives, 2010). The main program of Indii is to promote economic
growth in Indonesia by working with the Government of Indonesia to enhance
infrastructure policy, planning, delivery and investment. IndII focuses primar-
ily on water and sanitation issues and on transport (with particular attention
to roads and urban mobility), as well as a number of cross-sectoral policy
issues.

Truck Drivers. As the one with the highest modal share compared to railways
and maritime, truck drivers would feel the impact of the multimodal policies
since the policies might lower their modal share (Bahagia et al., 2013). The
high number of the group that is spread all over the country give them a
bargaining power over the policy.

Local Governments. The local government has the authority to issue policies
at regional level. The freight transport development covers the transport in-
frastructures that span along many regions. Therefore, the role of the local
governments is important for the success of the projects, especially in social-
izing the projects to the residents along the project areas.

3.1.3 Formal Relations

In order to understand the actors and the environment they interact within, one
must understand what formal and informal relationships these actors have within the
system. In general the actor‘s behavior is depicted by its position and relationship
with its fellow actors. Within the formal relationship, legislation and hierarchical
relation play the most important role. They describe the expected functions of the
actors within the problem system and the boundaries of the action that can be
taken. The formal (informal) relationship chart can be found in Figure 3.1 below.

From the formal relations diagram it becomes apparent that the regulations and
policies established by the central government of Indonesia influence the different
transport modalities through the respective transport mode‘s operator. The freight
transportations in Indonesia are mostly operated by the national enterprises (PT
PELNI, PT KAI, IPC), unless for the trucks, which shares are held by private
owners and operators. The national enterprises are regulated by the Ministry of
State Owned Enterprises. While the truck operators are regulated and coordinated
under the Ministry of Transportation.
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In order to apply the multimodal policies, all the ministries are coordinating
with each other. The final development plans are issued by the Ministry of National
Development Planning in the term of Middle Term National Development Plan and
Long Term National Development Plan.

Based on the formal relations diagram, the central government of Indonesia has
huge influence over the policies. They can issue the policy without taking into
consideration the demands from the lower parties. However, this might result in
an opposition especially by the truck operators which are independent from the
governmental bodies. The opposition by the truck operators could be an issue when
the central government wants to apply the multimodal transportation policy as they
are the major transport mode used in Indonesia. Therefore, the truck operators
could have huge blocking power against the policy if the policy is not in their favor.
This becomes a challenge for the central government when taking into account the
demand from the truck operators within the policy making process. Best policies
are made when stakeholders can find themselves presented in the policies as this
prevents barriers on the policy implementations.
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Figure 3.1: Formal relations diagram

3.1.4 Problem Formulation of the Actors

Y

Truck Drivers

To understand how a problem can be solved, it is essential to know how the ac-
tors that are concerned with this problem, think about the problem. In complex
multi actor systems, actors mostly have different desires and objectives, this is what
makes the problem complex. To understand the position of the actors concerning
the problem, a problem formulation can be made for each actor. The problem for-
mulation provides insight in the desired situation and what prevents the actors from
reaching that desired situation. The problem formulation for the actors involved in
this stakeholder analysis can be found in Table 3.2.
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3.1.5 Interdependencies

In multi actor systems, the significance of actors behavior mostly depend on the
resources, power and influence of actors. In this way, some of the actors can be
defined as critical if they have power to influence other actors and take a particular
stand regarding the problem or even block the solution.

In terms of the power, the central governments or the ministries have the biggest
power as they are able to issue the policy on the national level. As the main pol-
icy maker, the Ministry of National Development Planning is supportive towards
the multimodal transport network policy in Indonesia. The other ministries are
coordinating with the Ministry of National Development Planning to arrange the
components of the policy based on their respective responsibilities. Based on the
RPJMN;, the Indonesian government would make use of their resources in order to
ensure the success of the multimodal transportation policy. The success of the mul-
timodal transport policy will make the transport system in Indonesia more effective
and efficient, hence it could be a key for Indonesian companies to compete on the
international level. However, before a policy is implemented, the policy issued by
the Indonesian government should have the agreement from the impacted actors.

IPC, PT PELNI, PT KAI which are state owned enterprises have a high interest
and power within the network and fully support the multimodal transport policies.
The policies could increase their modal share, thus making them more profitable.
PT Pelni faces the inefficiency and loss due to the current transportation system
which they have to cover the cost resulted from the trade imbalances. PT KAI could
build new railway networks in all the big islands in Indonesia which could increase
their profit and also the modal share of railways. As the port operator, IPC is
also in favor with the multimodal transport policy as the policy would improve the
infrastructure in Indonesian ports, thus making them more efficient.

Multimodal transport could increase speed, reliability and efficiency. The mul-
timodal transport policy could also be considered to be a motivation to push for
further innovation on road transport, however, the market share of road transport
is already big in Indonesia and the implementation of multimodal transport could
reduce the market share because it would stimulate the other modes of transport.
This would be the threat for the truck operators in Indonesia, which leads to their
diffused position within the network.

3.1.6 Power and Interdependencies of Actors

The next step is the identification of the power and interests of the stakeholders.
This is done by mapping the stakeholders on three characteristics or dimensions. The
characteristics that are described considering stakeholders are (Murray-Webster &
Simon, 2006):

1. Actors power or ability to influence the system. This may be their potential to
influence derived from their positional or resource power in the system, or may
be their actual influence derived from their credibility as a leader or expert.

2. Actors interest or involvement in the project or program as measured by the
extent to which they will be active or passive.

35



3. Their attitude to the project or program as measured by the extent to which
they will support, oppose or diffused (can either support or block, depending
the impact of the project)

The power-interest matrix below will map the actors within the network based
on their power, interest and attitude towards the multimodal network policy.

E) Ministry of National Development Planning .
T Ministry of Transportation @
Ministry of Finance @
Coordinating Ministry of Economic Affairs .
Ministry of State Owned Enterprise @
Indonesia Infrastructure Initiative (Indll) .
0}
5
a Indonesia Port Corporation (IPC) @
Indonesia Railway Company (PT KAI) .
Indonesia Ship Operator (PT PELNI) @
Local Governments Legend
® Supporting
Truck Association o Blocking
2
S Truck Drivers Diffuse

Level of Interest
Low High

Figure 3.2: Power-Interest Matrix of the Actors

Based on the power-interest matrix showed in Figure 2, there is no actors that
oppose the multimodal transport policy. However, there are certain actors that have
diffused attitude towards the multimodal transport policy. They can support the
policy if the policy has favorable benefits for the effort they do but they can also
oppose the policy if the risks are high.

3.2 Freight and Logistics Development Plans

The Indonesian government has developed several policies in order to increase the
efficiency of Indonesian transportation network. There are three main policy for
transportation network and transportation infrastructure development. Those poli-
cies are Master Plan Percepatan Pembangunan dan Ekonomi Indonesia (MP3EI)
or The master plan to accelerate the development and the economy of Indonesia
and Rencana Pembangunan Jangka Menengah (RPJMN) or Tactical development
planning.
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MP3EI is Indonesia‘s development plan covering several aspects, such as social,
cultural and economy. It is a long term development plan from 2005 - 2025. MP3EI
is intended to accelerate and foster economic development across the nation through
six economic development corridors. The main strategies of MP3EI are: (1) Eco-
nomic corridor development, (2) Strengthening the national connectivity and (3)
strengthening human resource capability and science-technology. Through MP3EI,
the Indonesian government has invested 250 billion USD for infrastructure devel-
opment which includes 2 seaport projects, 4 railway projects, 10 road and bridge
projects and 2 energy projects (Ministry of Economic Affair, 2011).

Along with MP3EI, RPJMN defined development plan on many aspects and also
includes the national freight and logistics system. The RPJMN is updated every 5
years. It is a more detailed planning based on the strategic plan defined by MP3EI.
One of the target within MP3EI and RPJMN is to boost multimodal transportation
in Indonesia. In the transportation and logistics sector, the development plans
include the maritime highway policy, development of Indonesian ports and dry ports,
building new dry ports, building new railway network in all the main islands, existing
road revitalization and new road construction.

3.2.1 Rail Network Construction

From 2011-2015, the government aims to improve the role of trains to handle long
distance cargo transport on Java and Sumatra. Following the improvement, from
2016-2020, the government has planned to develop trans-Java and trans-Sumatra
railway to connect production centers and transport nodes. The new network is
expected to start operating between 2021-2025 and will become the alternative to
road freight (Bahagia et al., 2013).

The rail network construction is one of the biggest plan that would require huge
investments. The government is planning to build rail network that connects all
Indonesia‘s special economic zone. In Sumatra, the rail network will connect Aceh,
Medan, Pekanbaru, Padang, Jambi, Palembang and Lampung which have the total
length of 2,168 km and would cost IDR65 trillion. In Java, the existing single
track network will be upgraded to double track network which would double the rail
capacity. The total length is 441 km.
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Figure 3.3: Existing and planned rail network in Indonesia (Ministry of Transporta-
tion and Infrastructure and Australian Aid, 2014)

3.2.2 Maritime Highway Policy

The objective of maritime highway policy is to operate a maritime network that
continuously connect the eastern and western part of Indonesia. The maritime
highway policy operates hub and spoke network design. Therefore, for this policy,
the government has chosen 5 main ports as main or hub ports and 19 other ports
as feeder ports.

Several aspects are taken into account in selecting the 24 ports within the mar-
itime highway policy. They are chosen based on the respective port location, the
port‘s facilities and infrastructure, the port‘s capacity, the port‘s accessibility and
the port‘s throughput. The hub ports are the ports with higher throughput, ca-
pacity and accessibility compared to the feeder ports. These hub ports also have
better existing facilities and infrastructure, which means, fewer improvement would
be required when assigning them as the hub ports.

Main consideration in selecting the above 24 ports are the strategic location of
the ports; existing facilities and infrastructures; existing capacity and throughput of
the ports; and service coverage of the ports (access from other regions to the ports).
Ports in strategic location and wide coverage areas certainly become priority and
potentially to be hub ports in the network. These ports usually have higher capac-
ity and throughput such as Tanjung Priok, Belawan, Tanjung Perak, and Makassar.
In addition, existing facilities and infrastructures availability are also considered to
minimize development budget. Ports with better existing facilities and infrastruc-
tures will be more prioritized to be chosen as strategic ports in maritime highway
policy (Indonesian Ministry of National Development Planning, 2014).
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Table 3.3: Identification of 24 strategic ports in maritime highway policy (Indonesian
Ministry of National Development Planning, 2014)

Ports City Provinces Role

Malahayati Banda Aceh Nanggroe Aceh Feeder
Daroessalam

Belawan Medan North Sumatera Hub

Kuala Tanjung  Kuala Tanjung  North Sumatera Hub  (Interna-

tional)

Teluk bayur Padang West Sumatera  Feeder

Batu Ampar Batam Riau Islands Feeder

Jambi Jambi Jambi Feeder

Palembang Palembang South Sumatera Feeder

Panjang Bandar Lam- Lampung Feeder

pung

Tanjung priok Jakarta DKI Jakarta Hub

Tanjung emas Semarang Central Java Feeder

Tanjung perak Surabaya East Java Hub

Pontianak Pontianak West Kaliman- Feeder
tan

Sampit Palangkaraya Central Kali- Feeder
mantan

Kariangau Balikpapan East Kaliman- Feeder
tan

Palaran Samarinda East Kaliman- Feeder
tan

Tenau kupang Kupang East Nusa Teng- Feeder
gara

Makassar Makassar South Sulawesi ~ Hub

Pantoloan Palu Central Sulawesi Feeder

Bitung Manado North Sulawesi ~ Hub  (Interna-

tional)

Kendari Kendari South East Su- Feeder
lawesi

Ambon Ambon Maluku Feeder

Ternate Ternate North Maluku Feeder

Sorong Sorong West Papua Hub /Feeder

Jayapura Jayapura Papua Feeder

The policy covers maritime connectivity for both people and freight transporta-
tion. In relation with freight maritime network design, Ministry of Development
Planning has also broken down the above definition into five main elements of mar-
itime highway policy:

1. Reliable Ports. Maritime highway policy will focus on development of strate-
gic ports to form a backbone of freight maritime network that can serve all
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region in Indonesia from west to east. Every port in the network must be reli-
able in its services and performances. Some important issues to be considered
in reliable ports development based on the policy are sufficient ports capacity
and productivity; effectiveness activities documentation; data and information
system; water entrance (for inland transport, piping, etc.); internal infrastruc-
ture such as dock size, water depth, electricity, etc.; and strong supporting
institutions (ports operator, local government, etc.).

2. Sufficient load from west to east and vice versa. Loaded and unloaded freight
volume have to be sufficient to make certain routes become feasible. Otherwise,
regulation and subsidy from the government can also be applied but only for
short term. In the long term, through optimum maritime network and effective
infrastructure development and regulation to minimize cost, the transportation
cost will be feasible for all routes that serves all regions in Indonesia from west
to east.

3. Effectiveness of supporting inland transportation. Inland transportation for
access to ports is very important such as road, railway and piping line. The
development of inland transportation is certainly required to be taken part on
ports infrastructure development planning on the policy.

4. Routine and scheduled freight shipping. At present, routine and scheduled
freight shipping is difficult to be applied in Indonesian ports especially in small
ports with lack of supporting infrastructure. On the other hand, big ports
usually face unexpected problems such as high dwelling time, long queue and
traffic jam inside the ports area that have already discussed in previous part.
All of these problem must be solved and freight shipping in every port must
have routine schedules. Sufficient load and sustainable maritime network with
reliable ports are required to maintain the routine schedules of freight shipping.

5. Sufficient Number Shipping industry. The number and capacity of shipping in-
dustry have to fulfill increasing demand due to development of strategic ports
on maritime highway policy. With the policy, maritime transportation is ex-
pected to become cheaper and reliable so the share of freight shipment through
maritime transportation modes will be better than the current situation, so
the higher number and capacity of shipping companies are required.

3.2.3 Road Network Improvement

Within the RPJMN;, the Indonesian government also plans to build new toll road
connections in several islands in Indonesia (i.e. Sumatra, Java, Sulawesi). These
toll roads are intended to increase the road capacity and the connectivity between
the cities within the route (Ministry of National Development Planning, 2015).

Table 3.4 below shows the list of new toll roads construction plan in Indonesia.
However, based on the list, the toll roads covers mostly intercity connection within
a province. Therefore, the toll network is not within the scope of the model.
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Table 3.4: Toll Roads Development Plans in Indonesia (Ministry of National Devel-
opment Planning, 2015)

Island Route Length [km] Investment Cost
[x10% IDR]
Sumatra Medan - Tebing Tinggi 61.8 6718
Medan - Binjai 15.8 2411
Pekanbaru - Dumai 135 18321
Palembang - Indralaya 22 2469
Kayuagung - Betung 111.65 13708
Bakauheni - Terbanggi Besar 150 18422
Java Serpong - Balaraja 30 6928
Pasirkoja - Soreang 10.57 2482
Cileunyi - Dawuan 58.5 11328
Pandaan - Malang 37.62 3262
Sulawesi Manado - Bitung 39 2531

3.3 Fuel Subsidy Cut

One of the thing that caused the road mode more attractive for shipper is that the
diesel fuel is subsidized by the government. Ships and trucks use the same type of
fuel. However, only road transport receives fuel subsidy that make the fuel cheaper
compared to maritime transports.

As long as the subsidy exist, trucks would be more favorable compared to the
other modes because it is a cheaper option, even though it is less reliable and less
efficient compared to the other modes. In Indonesia, subsidy reduction have been
discussed for the last few years. However, the subsidy reduction was only applied
on gasoline which mostly used by passenger cars.

Beside the impact on the freight transport modal share, the fuel subsidy also
influenced the national spending. Every year, the Indonesian government have to
allocate for the fuel subsidy (Nugroho, 2009). Within the National Spending Funds
Allocation Plan, subsidy is defined as a payment by the national government to
PERTAMINA (the national distributor company for oil and gas) in the case that
their profit is smaller compared to the cost of fuel distribution (Kamar Dagang
Indonesia, 2013). The amount of expenditure accounted to the fuel subsidy in
Indonesia is significantly bigger compared to expenditure on education and health
sector as illustrated in Figure 3.4 below. By cutting the fuel subsidy, the national
government could save on the funds and allocate the funds to the other critical
sectors.
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Figure 3.4: Fossil Fuel Subsidies Compared to Other Expenditures (Asian Develop-
ment Bank, 2015)

The fuel subsidy is the difference between the reference oil price and the retail
fuel price without tax. The reference oil price for Indonesia is calculated based on
the sum of Mid Oil Platt‘s Singapore (MOPS) and the distribution cost. MOPS
is the price on the stock sale and purchase transactions on the Singapore oil. This
definition is illustrated in Figure 3.5 below.
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Figure 3.5: Fuel Subsidy in Indonesia (Askolani, 2010)

The government gives subsidy up to 40% of the fuel price. However, this sub-
sidy only applicable mostly on road transportation of both freight and passenger
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transport.

High subsidy by the government has made the fuel price in Indonesia much
cheaper compared to the reference fuel price especially in South East Asia. The
Figure 3.6 below shows how the fuel price in Indonesia is relatively cheaper compared
to the neighboring countries due to the subsidy from the government.
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Figure 3.6: Fuel Prices in Different Neighboring Countries (Askolani, 2010)

The government has planned to totally cut the fuel subsidy through the fuel
subsidy reform. With fuel subsidy reform, final energy consumption is projected
to decline by over 10% in 2030 (Asian Development Bank, 2015). The combined
effect of a decline in energy consumption and fuel switching is estimated to reduce
CO2 emissions by over 9% relative to the status quo condition in 2030. Beside the
positive effect on the national economy, the fuel subsidy reform would also give an
impact on freight transportation.

By reforming the fuel subsidy policy, the most impacted actor within the freight
transportation would be the shippers and the truck operators. The truck operators
might face a higher operational cost due to the increase of the fuel price. Thus,
leading to higher transportation cost for the shippers. However, this effects would
push the truck operators to refine their business model and would make them try
to innovate in order to be able to compete with the other modes given the higher
operational cost. Therefore, the service quality and the efficiency of the mode would
be increased in the long run.
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3.4 Future Scenario on Policies Implementation

The policies discussed earlier in this chapter are the central government‘s plan on
improving the freight transportation system in Indonesia. The policies will be im-
plemented in the future on the network. Therefore, it is interesting to analyze the
future effect of the policies on the freight transportation system in Indonesia.

Within the model, the future effect of the policies can be calculated by adding
several new parameters. For the fuel subsidy reform, the model will add the subsidy
rate on every mode and add the calculation of each modal‘s operational cost given
the subsidy rate. The general equation of the modal operational cost with the
subsidy rate will be as follows.

p"=p" (1 —wS™) (3.1)

p™ = Subsidized operational Cost of mode m j
p™*= Operational Cost of mode m without subsidy
w™ = Percentage of fuel cost of mode m

S™ = Subsidy rate for mode m

The percentage of the fuel cost w is the constant that represents to how much
the fuel cost accounts to the total operational cost of a mode. The variable subsidy
rate S will be modified in the scenario‘s program.

3.5 Summary

This chapter discussed the actor analysis and the policies in Indonesia that are
related to its freight transportation system. The actor analysis was performed in
order to understand the policy making Indonesia. Based on the actor analysis, the
Ministry of National Development Planning is the main actor in this issue. The
Ministry of National Development Planning work together with the other ministries
on defining the strategic and tactical planning on Indonesia‘s freight transportation
and other important sectors. Therefore, as the issuers of the policy, the position of
the Ministry of National Development Planning is crucial in this issue.

Together with the other ministries, the central government has defined several
policies in freight transportation. Within the Strategic and Tactical National Plan-
ning (RPJMN), the central government has planned to improve the existing trans-
portation network especially for the freight transportation. The central government
planned to build new road connections, highways, maritime transportation facilities,
and rail network. However, within the model, only the rail network improvement
will be added to the future scenario. The reason is because most of the other im-
provement plans (i.e. road construction, port construction) are at the regional level,
while the model will be build on provincial level.

Another highlighted policy in Indonesia is the fuel subsidy reform. The central
government planned to totally cut the fuel subsidy that was given to road trans-
portation, which in the freight transportation, it is given to trucks. The fuel subsidy
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spending from the central government accounts to 4.1% of the total national expen-
diture. It is even bigger compared to the fundings allocated to health and education.
In order to see the effect of these policies in the future, they are added as scenarios
in the model.
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Chapter 4

Model Specification

This chapter explained the foundations of the model building process. Firstly, the
requirements were stated, then the model specifications were defined based on the
requirements. Further on, this chapter explained the model parameters and the data
that are used to build the model.

4.1 Model Requirements

Before specifying how the problem should be modeled, it is important to firstly
define the model requirements. A model consists of several elements. The elements
that should be defined are the objective(s), the key performance indicator (KPI),
the model resolution, the data, and the scenarios.

Firstly, It has an objective, which is the main purpose of each model. The ob-
jective could be maximizing or minimizing certain variable or if there are several
variables, a combination of the maximizing and minimizing objective could be com-
bined depending on the problem. Secondly, one or more key performance indicators
(KPIs) should be defined to measure the quality of the model results. Thirdly, the
model resolution such as the spatial and temporal resolution must be defined to give
boundary to the model. By defining the boundaries, the model will performs within
the problem scopes. Fourthly, the list of available data should be made in order to
make sure that all the parameters can be used in the model. Last but not least,
the scenarios should be defined. Defining the scenario is important to understand
which parameters should be modified depending on the scenarios.

4.2 Model Specification

4.2.1 Model Objective

The model objectives refers to the basic purpose that the model serves. Based on
the research objectives, the following purposes of the model is intended to be used
for freight flow modeling and a quantitative tool for decision making support.
Within a transport model, freight flow modeling is a key component to the
model. Through freight flow modeling, one can analyze how the flow is distributed
within the transport network and find where the bottleneck lies. Furthermore, it
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is one indicator that determine how a scenario or policy would affect the network.
Therefore, it helps in decision making process as a quantitative analysis tool.

4.2.2 Key Performance Indicators

In order to meet the goal of the research, specific outcomes of the model are needed.
Therefore, the following Key Performance Indicators (KPIs) are defined. With these
KPIs, insights about the current situations can be obtained and can be used to
compare the obtained result of the research from different scenarios to the current
situation.

Modal Split[ % ] The modal split indicates the modal share of a transport mode
in the freight transportation. The modal share of a mode is obtained by
calculating the amount of goods transported using the mode to the combined
amount of goods transported using all the available modes. This KPI can be
used to indicate the shift of freight transport modality in different scearios.

Generalized transport costs per mode[ IDR | This KPI indicates the total
transport cost required when transporting certain amount of goods between
two zones. The generalized transport costs is the sum of link cost, the trans-
port mode cost, travel time cost and handling cost.

4.2.3 Model Resolution

In order to make a transport model, the units of the model, the modalities, the
spatial resolution, and the temporal resolution need to be specified.

Units of the Model

Based on the model requirement, a static model can be operated given the function
as a supportive quantitative tool for decision making support. The freight data
over a year based on origin-destination (OD) matrix will be modeled. The freight
is expressed in the unit of tonnages. The monetary values are converted to euro for
the purpose of simplification. For other parameters, metric measurement units are
used (i.e. km for distance and hour for time).

Modalities

Several means of transportation exist in Indonesia, i.e. Road mode, rail mode and
sea mode. These three transport modes will be included in the multimodal transport
network model. The study by Lubis et al. (2005) showed that in 2005, the modal
split for freight transportation in Indonesia is estimated as follows:

e Road Transport = 90.35%
e Rail Transport = 0.6%

e Sea Transport = 9.0%
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e Other = 0.05%

As the other means of transport (i.e. Inland waterway and air transport) have really
low percentage in the freight transport modal share, therefore, they are neglected
in the this study. Thus, only road, rail and sea modes are taken into account and
incorporated into the model.

In the model building process, the aforementioned modal share data is used as
a parameter to validate the model. This is because there is no data available on
the modal share at the provincial level and the national modal share data is not
applicable to all regions in Indonesia. Some area are only accessible through road
network, while some should be reached with sea transport.

Temporal Resolution

This model will be used as an insight to support decision making process for strategic
transportation problem. Therefore, it is important to define certain important points
in time based on the problem or the scenario to be analyzed.

Beside network design optimization, the model is also intended to be used for in-
vestment planning on transport network development. Therefore, the model should
be able to analyze the network for long term changes. Dynamic model would give
insight in the effects of changes in production and attraction level on the freight
flows. However, a relatively large amount of data would be required for such model.
As the aims of the model is to find the suitable combination of transport network
infrastructure development given the freight flow in a certain point of time, a static
model would be sufficient.

The timeframe of the model follows the data availability, especially the origin
and destination (OD) freight flow data. The latest OD data that is available is the
2011 OD data. Therefore, the base year analysis will use the data in 2011. For the
future scenarios, the national growth rate data was used to calculate the predicted
future OD data.

Spatial Resolution

The spatial resolution refers to the model aggregation regarding the spatial data
available (i.e. household level, city level, provincial level, national level, and interna-
tional level). The temporal resolution refers to the specification of the time periods.
The availability of the data will determine the aggregation or dis-aggregation of the
model.

In order to model the freight flows in Indonesia, the country should be divided
at least to the provincial level. Therefore, the provinces will be the zones in the
network. The links that connect the zones should also be specified. And within a
zone, a point should be specified as the 'gravity point’, to be used as the origin and
destination node.

Indonesia is divided into four level of administrative borders, which are provinces,
cities or districts, sub-districts, and villages. More data is available on the first
administrative level, the province level. In order to obtain higher accuracy of the
model, due to the data availability and to build an aggregated model of Indonesia,
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the model covers the freight flows between the provinces in Indonesia. The province
acts as a zone, with the capital city as the centroid. Therefore, the network consists
of 33 zones. Each port and rail terminal that are used for transshipment activities
or as a multimodal hub, have a separate centroid as an origin and destination for
intra-islands and inter-islands trade.

The network of the model is divided into three network layers, namely road, rail
and maritime network. The layers connect all seaports, dry ports, terminals and
centroids in the network. For model aggregation reason, the road links are limited to
national roads and toll roads. This assumption is also based on the fact that trucks
are directed on the national roads and toll roads to minimize the congestion inside
the cities. The loading and unloading activities in a terminal are integrated to the
links that connect the ports or the terminal to the respective origin or destination
centroid.

4.2.4 Data Collection

The data collection process was done by the means of desk research and correspon-
dences with other researchers and employees in the related companies. The following
table summarize the list of data needed and the sources of the data.

Table 4.1: Data list and sources

Data Source
Coordinates Open Government Indonesia (n.d.)
Port list Indonesian Ministry of National Develop-

ment Planning (2014)

Trucking cost
Truck speed

Rail cost

Rail speed
Maritime cost
Vessel speed
Transshipment Cost
Transshipment time
Road Distances
Rail Distances
Maritime Distances

OD Matrix

The Asia Foundation (2008)

The Asia Foundation (2008)
Wijaya et al. (2014)

Wijaya et al. (2014)

de Baat et al. (2015)

Yamada (2013)

(Bahagia et al., 2013)

de Baat et al. (2015)

Open Government Indonesia (n.d.)
Open Government Indonesia (n.d.)
Open Government Indonesia (n.d.)
Ministry of Transportation (2014)

The coordinates data are retrieved from Indonesia GIS data from the Ministry
of National Development Planning. The GIS data contains the position of every
province's capital city which acts as a node within the model. The GIS also contains
the infrastructure data such as port location, road network along with the road
length data. The RPJMN listed the list of ports in Indonesia that will be focused
on for the maritime highway policy. The ports mentioned on the list are integrated
to the model.

The transport mode data are collected from different researches and documents.
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The truck cost and speed are processed from the research article by The Asia Foun-
dation (2008). The article presented the research on trucking cost in several locations
in Indonesia. The rail cost and speed are obtained from the research by Wijaya et
al. (2014) that performed a research on railway cost structure in West Sumatra.
The maritime costs used in the research by de Baat et al. (2015) that presented the
multimodal transportation system optimization in Java island. The transshipment
costs are compiled from the IPC data on different port‘s transshipment costs.

4.2.5 Scenarios

The model should be robust to support decision making process in which future
scenarios will be applied to the model. Therefore, several scenarios were defined
to be analyzed. To develop scenarios for the freight transport model, the degrees
of freedom should be based on the expected growth or changes of the Indonesian
future. Within MP3EI, the Indonesian government planned to increase the national
connectivity by 2025. (Coordinating Ministry for Economic Affairs and Ministry of
National Development Planning, 2011). In order to increase the national connectiv-
ity, MP3EI made these following plans on transportation:

1. Optimizing the current transport and logistics network

2. Improving multimodal connectivity

3. Improving the existing network facilities and infrastructures

4. Building new infrastructures on road, rail and shipping network.

The plans based on the MP3EI therefore will be used as the base for the sce-
nario development. Aligning with the plans mentioned, the following scenarios are
developed.

1. Base case scenario optimization. Within MP3EI, the first target is to optimize
the current transportation network in Indonesia. Improving multimodality
and reducing the total transport cost is also part of the network optimization
objective. Therefore, in the first scenario, the current freight transport network
will be optimized. The multimodal network will be built and the design year
OD data will be used for the optimization of the existing network.

2. Cutting diesel subsidy. As mentioned in previous chapter, fuel subsidy on
trucks is the reason why trucks are more favorable even though it is less efficient
and less reliable compared to maritime transport. Using the scenario of cutting
the fuel subsidy from road transportations, the effect of the flow, the cost and
the modal share within the network will be analyzed.

3. Finding optimum subsidy level. The third scenario is to find a balance in sub-
sidy in all the transport modes. By giving subsidy to all the transport modes
and adjusting the total subsidy to optimize the modal share, the network effi-
ciency could be increased. This option could reduce the total logistics cost for
the shippers and lower operational cost for the modal operators. However, it
might increase the spending of the government on the fuel subsidy.
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4. Future transport network infrastructure development. The Indonesian gov-
ernment has planned several infrastructure construction such as new railway
network construction in Sumatra, Java, Kalimantan, Sulawesi, and Papua.
Within this scenario, the investment plan regarding the new facility construc-
tion will be analyzed in terms of the benefit and cost ratio. Therefore, the
result would be a policy recommendation regarding the plan and the effects
on the network.

5. Future improvement prioritizing based on BCR. Instead of performing all of
the improvement all at once, the government could prioritize the improvement
actions based on the benefit to cost ratio of certain set of improvement actions.
The result of this scenario will be compared with the result of the fourth
scenario. In the end, policy recommendation will be explored based on the
comparison of the two scenarios.

4.3 Network Data

The network data is required in order to build the network visualization. The
network consists of the physical network of maritime and inland transportation
services. The network was build using province node with the capital city as the
centroids, port nodes and rail terminal nodes. Links are created to connect the
nodes based on the real physical network.

4.3.1 Zone and Centroid Data

Based on the spatial resolution of the model, the zones are defined from the provin-
cial data. Therefore a province is a zone with supply and demand information
based on the OD matrix. The centroid of the zone is the capital city of the re-
spective province. The complete list is shown in Table 2.1. The location of each
centroid is added based on the respective centroid‘s coordinate. The coordinates
are extracted from GIS data of Indonesia‘s ports. Figure 4.1 below illustrated the
location of every centroid nodes based on their coordinates.
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Figure 4.1: Zones and centroid nodes (Self Illustration from Open Government
Indonesia (n.d.))

4.3.2 Road Network

The road network data is obtained from the national road network GIS data of
Indonesia. Within the model, the aggregated version of the road network was made.
The aggregated network is illustrated in Figure 4.2 below.

Figure 4.2: National Road Network (Self Illustration from Open Government In-
donesia (n.d.))

4.3.3 Maritime Ports and Network

The maritime ports incorporated into the model are based on the ports associated
with the Indonesian maritime highway policy in the RPJMN. There are 6 main or
hub ports and 26 feeder ports as illustrated in table 4.2 below.
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Table 4.2: Hub and feeder ports in Indonesia (Indonesian Ministry of National
Development Planning, 2014)

Hub Hub Ports Cover- Affiliated Feeder Feeder Ports Cov-
Ports age Regions Ports (Spokes) erage Area
Malahayati Nanggroe Aceh
Belawan/ Darussalam (NAD)
Kuala North Sumatera Province
Tanjung Batu Ampar Riau Islands,
Bangka-Belitung,
Riau
Jambi Jambi
Teluk Bayur West Sumatera,
north part of
Bengkulu
West part of Java Palembang South Sumatera
Tanjung Islands (DKI and  south part of
Priok Jakarta, Banten, ) Bengkulu
and West Java) Panqang Lampung
Tanjung Emas Central Java
Pontianak West Kalimantan
Tanjung Emas Central Java
Sampit Central Kalimantan
Banjarmasin South Kalimantan
Tanjung East Java, Bali, and  pyjaran Part of East Kali-
Perak West Nusa Tenggara mantan (Samarinda)
Kariangau Part of East Kali-
mantan  (Balikpa-
pan)
Tenau Kupang Fast Nusa Tenggara
Pantoloan Central Sulawesi,
West Sulawesi
) Kendari South East Sulawesi
Makassar South Sulawesi Palaran Part of Bast Kali-
mantan (Samarinda)
Kariangau Part of East Kali-
mantan  (Balikpa-
pan)
Tenau Kupang East Nusa Tenggara
Ternate North Maluku
. North Sulawesi, Ambon Maluku
Bitung G tal Sorong West Papua
oronta,
Jayapura Papua
Ternate North Maluku
Sorong Papua Ambon Maluku
Jayapura Papua
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The hub ports are connected by the main route of maritime highway network
that connects the regions in Indonesian from West to East as illustrated in Figure
1.1 . The distance between ports in Indonesia are obtained from nautical distance
calculator database, ports.com. The matrix shown by Table 4.3 below shows the
distance between the hub ports in Indonesia.

Table 4.3: Distance matrix of main ports in Indonesia [km]

Belawan Tj. Priok Tj. Perak Makassar Bitung

Belawan - 1535 2046 2662 3502
Tj. Priok 1535 - 713 1452 2543
Tj. Perak 2046 713 - 827 1946
Makassar 2662 1452 827 - 1284
Bitung 3502 2543 1946 1284 -

Then, the distance data between the main ports and their feeder ports are gath-
ered and combined into one maritime distance matrix. The maritime network model
is illustrated in Figure 4.3 below.

Port_Kupeng
Wiipang

Figure 4.3: Indonesia Maritime Network (Self Illustration from Open Government
Indonesia (n.d.))

4.3.4 Rail Terminal and Network

The intercity rail network in Indonesia only exist in Java island. Within the model,
the main rail freight route is added to the network model. Most rail connections,
connect the capital cities, while some provinces have rail access to the maritime port
as well. Figure 4.4 below illustrated the rail network connections in Java island. And
the following Table 4.4 listed the rail terminal names and the respective terminal

type.
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Figure 4.4: Java rail network (Self Illustration from Open Government Indonesia

(n.d.))

Table 4.4: Rail terminals in Indonesia (PT Kereta Api Indonesia, 2016)

Province Rail Terminal Name Type
Banten Merak Port Rail Terminal
Serang Intercity Terminal
DKI Jakarta Jakarta Gudang Port Rail Terminal
Jakartakota Intercity Terminal
West Java Gedebage Intercity Rail Terminal
Central Java Semarang Tawang Intercity Rail Terminal
Yogyakarta  Lempuyangan Intercity Rail Terminal
East Java Pasar Turi Intercity Rail Terminal
Kalimas Port Rail Terminal

4.3.5 Supernetwork

In 3 previous sections, the uni-modal transport network of road, rail and maritime
network have been modeled. In order to model the transport supernetwork, all 3
uni-modal networks are combined by adding transshipment links. The resulting
network is shown by Figure 4.5 below.
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Figure 4.5: Integrated transportation network in Indonesia

The three unimodal network of trucks, maritime and railways are integrated into
one multimodal transport network within the supernetwork. The different modal-
ities are connected using transshipment links that contains the transshipment cost
and time data. Therefore, the extra cost and time are only applied if the shipper
choses to use the transshipment link to change the transport mode.

4.4 Network Parameters

4.4.1 Operational Costs

The operational cost is the distance cost of the available transport modes. The
operational cost for all the 3 modes are listed in Table 4.5 below.

Table 4.5: Mode Operational Cost [€/km]

Truck Rail Sea Shipping
0.32 0.27 0.3

The trucking cost is based on the research by The Asia Foundation (2008) that
analyzed the trucking cost in several routes in Indonesia. Based on the research,
the average operational cost of truck in 9 routes is 0.32 €/km/ton. The research by
The Asia Foundation (2008) also found that fuel contributes to the total trucking
cost by 39%.

The maritime operational cost is obtained from the inter-island logistics per-
formance research by Ministry of Trade (2014). The maritime operational cost in
Indonesia varies in every routes. However, there are only route data from port of
Makassar and port of Tanjung Perak available. Thus, the average maritime opera-
tional cost is used for the whole network. Therefore, the average of 0.3 €/km/ton
is obtained

The rail operational cost is obtained from the research of railway cost compo-
nent by Wijaya et al. (2014). The research broke down the cost component of freight
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transportation using railway mode in West Sumatra. Based on the research calcula-
tion, the freight transporting cost using railway in West Sumatra is 0.27 €/km/ton.
Since, there is no data found on the railway cost in Java, the value is assumed the
same in other rail network.

4.4.2 Value of Time

The value of time is the cost for the time spent on the network. In this research, the
freight is treated as a multi commodity freight. Based on the research by de Baat
et al. (2015), there are different value of time for different freight categories. This
research treated the commodity as a single multi commodity freight. Therefore, the
average of the commodity value of time of all the commodity groups is used.

Table 4.6: Value of time of different commodities (de Baat et al., 2015)

NSTR 1-digit Commodity VoT [€/hr/TEU]|
0 Agricultural products and live animals 0.23
1 Foodstuff and fodder 0.21
2 Solid mineral fuels 0.04
3 Crude oil 0.03
4 Ores and metal waste 0.2
5 Metal products 0.42
6 Crude and manufactured building materials 0.09
7 Fertilizers 0.14
8 Chemicals 0.2
9 Machinery, transport equipment, manufac- 0.49

tured articles and miscelllaneous articles
Average 0.205

4.4.3 Mode Speed

The mode speed is derived from the average speed of the mode on the whole network.
The average vehicle speed data used in the research by Russ et al. (2005) was used.
For the truck, the average speed is set to 60 km/h, 26 km/h for maritime network
and 65 km/h for rail network.

Table 4.7: Mode Speed (Russ et al., 2005)

Speed per Mode (km/h)
Truck Rail Sea Shipping

60 65 26

4.4.4 Terminal Handling Cost and Time

The terminal handling time represents the total time spent for the transshipment
processes (i.e. roll on, roll off, queueing). Not much data are available in Indonesia

o7



regarding the transshipment time. The dwell time at Gedebage rail terminal is 1 day
(Ferdian, 2005). And the only port dwell time known is the dwell time in Tanjung
Priok, which is 4.8 days (Bahagia et al., 2013). For the reason of simplicity, the
dwell time data in Gedebage will be used for the transshipment time between rail
and road mode. While, the transshipment time from both rail and road network to
the maritime network will use the Tanjung Priok‘s data. Table 4.8 below summarize
the transshipment time between the available modes.

Table 4.8: Transshipment time between modes (de Baat et al., 2015)

From mode To Mode Time (days)

Road Rail 1
Road Maritime 4.8
Rail Road 1
Rail Maritime 1
Maritime Road 4.8
Maritime Rail 1

4.4.5 Origin Destination Matrix

The input data for the model on freight flows were obtained from the OD Matrix
data by Coordinating Ministry for Economic Affairs and Ministry of National De-
velopment Planning (2011) . The OD matrix is the aggregated flow between each
origin to the destination. The data does not specify the specific flow of different
goods or the flow using different means of transportation mode between the origin
and the destination.

4.4.6 Growth Factor Method for Future OD Data Calcula-
tion

The calculation of the OD matrix for the design year was done using the 'growth
rate’ calculation. The following equation is used for the design year OD Matrix
calculation (Ortuuzar & Willumsen, 2011).

Tij = Tij - Lij (4.1)

where T;; is the flow from 7 to j on the design year, 7;; is the growth factor and ¢;;
is the freight flow at the base year.

For the calculation of the growth factor, the available real growth factor data
from 2013-2015 was used. While for the year 2016-2019,the target growth factor
that is stated in RPJMN is used. And for the years ahead after 2019, it is assumed
that the government would at least try to maintain the growth rate from 2019. For
2016, a complete official GDRP growth data is not yet available. Therefore, the
projected growth based on the target in RPJMN is used.

After all the growth factor of every provinces have been listed, then the growth
factor in 2030 will be calculated as the sum-product from year 2012-2030. The
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growth factor of a region determines the change (either increasing or decreasing) in
its supply. Therefore, the growth factor of North Sumatra for instance, will affect
the number of freight flows from North Sumatra.

Table 4.9: Initial OD matrix sample for Sumut, Jabar, and Sulsel Province in year
2011 (Ministry of Transportation, 2014)

Destination

Origin  Sumut Jabar Sulsel

Sumut 291,943,329 74,086,960 7,832,272
Jabar 73,210,120 1,961,544,047 17,907,477
Sulsel 4,365,642 6,002,047 156,634,718

Table 4.10: Growth factor calculation for period 2012-2030 (Faisal, 2015)

GDRP Growth (1+Growth)

Year
Sumut Jabar Sulsel
2012 1.062 1.063 1.084
2013 1.06 1.061 1.076
2014 1.061 1.058 1.075
2015 1.061 1.055 1.074
2016  1.067 1.066 1.074
2017  1.072 1.071 1.083
2018 1.076 1.078 1.091
2019 1.081 1.077 1.091
2020 1.081 1.077 1.091
2021  1.081 1.077 1.091
2022 1.081 1.077 1.091
2023 1.081 1.077 1.091
2024 1.081 1.077 1.091
2025 1.081 1.077 1.091
2026  1.081 1.077 1.091
2027 1.081 1.077 1.091
2028 1.081 1.077 1.091
2029 1.081 1.077 1.091
2030  1.081 1.077 1.091
Total Growth 3.971 3.77 4.863

Factor 2030
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Table 4.11: Estimation of OD matrix sample for Sumut, Jabar, and Sulsel Province
in year 2030

Destination
Origin North Sumatera West Java South Sulawesi
North Sumatera 1,159,306,959 294,199,319 31,101,953
West Java 276,002,153 7,395,021,057 67,511,189
South Sulawesi 21,230,116 29,187,953 761,714,635

4.5 Future Development Data

For the future scenario, as stated within the RPJMN, the Indonesian government
plans to improve the freight transport network infrastructures and connectivity in
Indonesia. Several improvement plans were made for the infrastructure of each
transport mode (i.e. rail, truck and maritime). The most significant improvements
are for the rail mode.

The Indonesian government plans to build new railway networks in all the big
islands in Indonesia, which are in Sumatra, Kalimantan, Sulawesi and Papua, where
railway network was not exist, unless in Sumatra, where some areas have small
railway networks for earth resources.

Within this research, only the railway network improvement will be taken into
account. This is because the capacity constraints is not taken into account do to
the data availability regarding the capacity constraints of each mode. The road and
maritime networks are mostly focused on the improvement of the existing infras-
tructures, which means, increasing the capacity of the respective links.

The new railway links to be built are listed in Table 7.11 below along with the
links’ respective length and investment costs.

Table 4.12: New Railway Network in Indonesia‘s Islands (Ministry of Transportation
and Infrastructure and Australian Aid, 2014)

Island Origin Destination Length [km] | Investment Cost
[x10'2 IDR]
Sumatra Aceh Medan 577 14.50
Medan Dumai 527 7.53
Dumai Pekanbaru 152 4.56
Pekanbaru Padang 374 11.23
Padang Jambi 518 15.56
Jambi Palembang 260 7.81
Palembang Lampung 386 11.59
Padang Palembang 1175 35.29
Pekanbaru Jambi 465 13.99
Kalimantan | Pontianak Palangkaraya 984 29.55
Palangkaraya Banjarmasin 260 4.14
Banjarmasin ~ Samarinda 500 15.27
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Table 4.12: New Railway Network in Indonesia‘s Islands (Ministry of Transportation
and Infrastructure and Australian Aid, 2014)

Island Origin Destination Length [km] | Investment Cost
[x10'2 IDR]
Sulawesi Bitung Manado 48 1.44
Manado Gorontalo 427 12.82
Gorontalo Palu 583 17.51
Palu Mamuju 395 11.86
Mamuju Makassar 350 10.51
Papua Sorong Manokwari 382 11.47
Manokwari Jayapura 1230 36.94

The railway network constructions mentioned in Table 7.11 above will be in-
tegrated in the upper level problem within the bilevel optimization problem. The
bilevel optimization program will find the good combination of the improvements in
order to maximize the benefit to cost ratio.

4.6 Summary of Model Requirement and Specifi-
cation

This chapter has elaborated the model specification. The specifications that were
defined are, the model objectives, scope, data, the model resolutions, and the sce-
narios that will be performed on the model. The problem has two main objectives.
Hence, it was modeled as a bi-level optimization problem. In the lower level prob-
lem, the objective is to minimize the generalized logistics cost of the network. On
the upper level, the objective is to integrate the improvement plan by the central
government and maximizing the total benefit to the investment cost ratio.

This chapter also presented the model illustration on Indonesia‘s unimodal net-
work for each mode (i.e. trucks, railway, and maritime). The network representa-
tions are the aggregated version of the real network. For road network, only national
roads was added to the model. For maritime network, the network based on the
maritime highway plan was used. While for the railway network, the data from
the Indonesian Railway Company (PT KAI) was used. Further, the parameters
that were used in the network were presented in this chapter. Lastly, the network
improvement plans data were discussed and presented.
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Chapter 5

Model Framework

After the model specifications and parameters were explained in the previous chap-
ter, this chapter focuses on the model building. The model framework along with its
building blocks were explained in this chapter. The components of the framework
were build based on literature studies on freight transportation modeling methods.

5.1 Network Representation

The basis of a transportation network model is the graph model (Cascetta, 2001).
The graph consists of a set of nodes, N and a set of links that connect the nodes,
L. Thus, the graph G can be represented as G(N, L).

The nodes corresponds to a point with certain position within the network where
a particular event happens. Important nodes in the transportation networks are
called centroid nodes, which represent the beginning or the end of individual trips.
As mentioned in the previous chapter, the centroid nodes within the models are the
capital province of each provinces in Indonesia.

The nodes are connected with each other by links. The links have a direction
which indicate the starting node and the end node of a link. A link can be repre-
sented by a single index (i.e. ), that represents its position in the list of the link set
or by the pair of node indices (i, 7) that it connects. Another way is representing
the links using a so-called node-link incidence matrix indicating with zero-one vari-
ables whether a particular link directly connects to a particular node. The later is
used in the model. Links contain several network attributes such as distances [km],
link cost [EUR/km], transshipment cost [EUR/ton], transshipment time [hour] and
freight flow on the respective link [ton].

Between an origin and the destination, there might exist one link or more that
connect the origin and destination point. The collection of these links are called
path, k. These paths are sequences of phases allowing travel from a given origin to
a given destination and therefore represent possible trips. Each path is associated
with one and only one OD pair. While there might exist more than one paths that
connect one origin and destination(OD) pair. Similar to the definition of path, a
route is a collection of links and nodes between an OD pair. In this research both
term are used as a synonym.

62



5.2 Multimodal Transport Super Network

Transport supernetwork model is a transport network model that allows simulta-
neous choice of transport modes and route, including transshipment points (Sheffi,
1984). It combines several uni-modal networks into a single integrated multi-modal
network. The different modes are connected through the transshipment links that
represent the possibilities of modal change. The transport supernetwork model com-
bines the problems of multimodal transport network into single user equilibrium
model. Within model, virtual (dummy) links are added to represent several choice
dimensions such as the transshipment links. These transshipment links contain the
informations regarding the costs and times required for the transshipment between
different modalities. The integrated supernetwork is illustrated in Figure 5.1 below.

. Road Network

i o | é I l Rail Network
oi °

4 . Maritime Network

Transhipment Link
Node
Link

Figure 5.1: Integrated supernetwork illustration

Compared to an uni-modal transport network, the following process should be
followed for a supernetwork traffic assignment.

1. the supernetwork building process,
2. the choice set generation,

3. the route choice modeling,

4. the traffic assignment

The transport supernetwork building process consist of addition of transfer links
between modes at certain multimodal terminals. Therefore, the transfer links unite
several uni-modal networks into one multimodal network. Such supernetwork has
an interesting property which, the mode choice is now part of the route choice
model. Therefore, in a transport supernetwork, the multi dimensional travel choice
situation faced by traveler is transformed into a one dimensional choice situation of
alternative routes within the network.
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The terminals play important role for the freight movements. L. A. Tavasszy
(1996) proposed a simple transhipment link with fixed values of cost and delay
time, while Gulat, Florian, and Crainic (1990) used a more specific representation
of transfer link that creates more links in the multimodal terminal. Southworth and
Peterson (2000) created a more detailed representation of multimodal terminal by
separating transshipment link into terminal access link and transfer link inside the
terminal. However, the application is mainly intended for database and routing pur-
poses only. The transshipment link within the integrated supernetwork is illustrated
below.

Terminal Node

Mode 1

Mode 2
Transshipment
Link

Mode 3

Figure 5.2: Transshipment Links Representation (adapted from L. Tavasszy et al.
(2011))

At the terminal, it is possible to change from one mode to the other through the
transshipment link. By using the transshipment links, the transshipment time is
added to the total travel time and the transshipment cost is also added to the total
logistics costs.

5.3 Framework

The figure 5.3 in the following page shows the framework used in the model. A
bilevel optimization approach is used in the model. Firstly, using the OD trade flow
data along with the additional data on the different modalities are added to the
generated integrated multimodal network. Secondly, the lower level optimization is
performed by executing a route choice set generation to generate several alternative
least cost route based on different route choice behavior. The choice behavior added
to the model are least distance route choice and least cost route choice. Thirdly,
the route choice probability is calculated using path size logit model and lastly, the
freight assignment and modal split calculation are performed. The results (Freight
flow data and total transport cost) of the lower level problem are used in the upper
level problem to calculate the cost difference and later for the BCR calculation.
The upper level problem used the improvement action list data. The data are
defined based on the central government‘s network improvement plans. The action
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combination are defined later in the model. There are three combinations used,
which are; implementing all action, calculation of each improvement‘s BCR by only
adding one improvement action; and finding a good improvement combination and
priority using random search method. After defining the improvement action com-
bination, the chosen combination are added to the transport network. Lower level
optimization of the improved network is performed taking into account the link ad-
dition. Afterwards, the cost difference is calculated and finally the BCR value is
obtained.

The result of the model execution were analyzed further. The analysis performed
are the KPIs analysis and recommendation analysis for the network design. In the
scenario analysis, this model framework is used as the base framework. Several
modification will be added based on the scenario analysis requirements.

Indonesia OD trade

flow data, transport Improvement
modes informations Action List
A Upper Level
‘ . . .
- / Defme Cqmblnatlon of Optimization Problem
Generation of Integrated | Action (all improvement, |
Multimodal Network | single improvementor |
v random combination)
Route Choice Set
Generation Model
+ Compare Logistics Cost
Route Choice Probability > (Improved Network vs
using Path Size Logit Existing Network)
Model No
+ \4
Freight Assignment and Calculate BCR value of
Modal Split Calculation improvement action
Lower Level Optimization Problem
Convergence Criteria

Satisfied?

Yes
A4
BCR Value of
Improvement Plan
I
y v
Modal Share Analysis Total Transpc_)rt Cost
Analysis

v v

Alternative Network
Design Recommendation

Throughput Analysis

Figure 5.3: General framework of the model
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5.4 Generalized Cost

The cost from node ¢ to node j using mode m is expressed as a generalized cost
composed of a fare component and a time cost component. The fare cost component
consists of distance cost (fuel consumption) and transshipment cost. While the time
cost component is the product of the total time on links and the transshipment
waiting time. The generalized cost formula is shown in equation 5.1 below, adapted
from (Russ et al., 2005) .

dn .
Ol = dijp™ + Cyj + oy’ <S—;+QU> (5.1)

Cr" = General cost from i to j using mode m [Euro/tonnages]
d* = distance from i to j using mode m [km]

p" = operational cost of mode m per km [Euro/(km-Tonnage)]
C;; = Transshipment cost from i to j [Euro/tonnage]

o = Value of time [Euro/hr]

= average speed of mode m from ¢ to j [km/h]

= The transshipment time from i to j using mode m [h]

The only variable that dependent on the freight volume is the transshipment
cost. The generalized cost is modeled as a deterministic function because there is
limited data to make the stochastic model.

5.5 Freight Flow Modeling

In order to model the freight flow in the network, four step modeling approach was
used. The four step modeling provides a mechanism to estimate direct demand func-
tions together with link performance function (Mcnally, 2007). With the availability
of the OD Matrix data, the modeling was started from the trip distribution phase.
Then, the flow in the network is calculated using all or nothing (AON) assignment
and considering the Wardrop‘s equilibrium.

5.5.1 Trip Distribution

Trip distribution represents the the number of trips that occur between each origin
zone and each destination zone. The calculation of the OD matrix for the base year
and the design year are using the Growth Factor method (Ortuuzar & Willumsen,
2011). This method is chosen because there is only the OD matrix data for 2011
available. Therefore, the OD matrix for 2016 and for the future scenario should be
constructed. The growth factor data is compiled from the Gross Domestic Regional
Product (GDRP) data by Indonesian Central Statistics Bureau and from the Min-
istry of Development Planning. It consists of the real GDRP growth value for year
2012-2013 and government projection for the growth target for 2015-2019. The years
following 2019 uses the same growth rate as the growth rate in 2019 as projected in
RPJMN.
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Figure 5.4: Four Step Modeling (Mcnally, 2007)

With the availability of only the GDRP data, this makes the use of singly con-
strained growth factor methods in order to calculate the design year OD matrix
feasible. In this case, the GDRP and the projected growth is an origin-based growth
factor (7;) that can be applied to the corresponding rows in the trip matrix (Ortuuzar
& Willumsen, 2011). This can be written as:

T;; = 7; - t;; for origin-specific factors (5.2)

w N

T;; = 7; - t;; for destination-specific factors (5.3)

Ti; = Design year OD Matrix flow from origin 7 to destination j
7;; = Origin(i) and destination(j) growth factor
t;7 = Base year OD Matrix flow from origin ¢ to destination j

5.5.2 Route Choice Model

” All-or-nothing” (AON) assignment is the simplest route choice and assignment
method (Ortuuzar & Willumsen, 2011). This method do not include congestion
effects. It is also assumed that all transport actors aims to minimize their own
cost, thus they select the minimum route between the origin and the destination.
Therefore, all users consider the same attributes for route choice, thus every route
has same weight.

The mathematical formulation below is used for the AON assignment. The
objective is to select the combination of paths that leads to the least cost route from
origin o to destination d.
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min Z C’Z‘yff (5.4)

iym
—1 if i = orig
Syi— > y=140 ifiel (5.5)
J J 1 if i = dest

The result of the AON mathematical program is a combination of path from
origin o to destination d. However, there are two limits of AON algorithm. AON
assignment assumed that there is no capacity constraint on the candidate route and
it does not take into account the route choice heterogeneity of the users (Zhang,
Wiegmans, & Tavasszy, 2013).

In order to cope with the algorithm‘s limitation, two approaches are taken.
Firstly, to introduce the capacity constraint, deterministic user equilibrium algo-
rithm was employed. Secondly, to take into account the route choice heterogeneity,
the set of route choice is generated. The alternative routes is the k-shortest path
of the network (Yen, 1971). Therefore, this model adopts the route based approach
on flow assignment. Both approaches are elaborated further in the following sub-
sections.

5.5.3 Choice Set Generation and Choice Function

The route choice set are generated using shortest path algorithm for every origin and
destination combination. In order to introduce route choice to the model, another
route alternative is defined using k-shortest path (Yen, 1971).The k-shortest path
uses AON as initial shortest routes. Then it removes one link in every iterations
and find the k-shortest path.

The AON will define the initial shortest path without flow on it. Then after
the flow is assigned, the flow will be updated through iteration until it reaches
convergence and resulted with the optimum shortest path given the flow on the
network

The route choice is modeled using Logit model (Ortuuzar & Willumsen, 2011)
as follows.

_exp(—=ACy)
P. = Zexp(—)\Cr) (5.7)

P, = Choice probability of route r
C, = Total cost of route r [€/Tonnage]
A = Parameter to be calibrated

However, the logit model does not take into account the path overlap between
the alternative routes. An overlapping path would be a bottleneck on the route,
therefore, it should be taken into account while choosing the best route. In order
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to cope with the overlapping path, a path size (PS) logit model is employed. The
model used is as follows (Ben-Akiva & Bierlaire, 1999).

P exp(—AC, — InS,)
' Z exp(—AC, — InS,.)

reR

(5.8)

The degree of path overlap, S, is defined as

Za\ 1
S, = ; (z) N (5.9)
S, = Degree of path overlap r
I', = set of links in route r
z, = length of the overlapping link a [km)]
2z, = length of route r [km]|
N, = the number of times link a is found in the other route

PS Logit adds correction term to the utility of the alternative routes. A route
with no overlapping links does not need correction, thus has a size of one. The size
of partially overlapping links is weighted based on the respective link‘s contribution
or its length compared to the whole route length.

5.6 Bilevel Optimization Problem

5.6.1 Lower Level Problem

The lower level problem is the network optimization problem. For the bilevel opti-
mization problem, a link improvement variable which is the result of the upper level
problem solution is added into the generalized cost function. The generalized cost
function then becomes a function of network improvement.

e
Cl* = di*p™ + Cij + o (s—jn + Qij) (5.10)

"* = General cost from ¢ to j using mode m with the improved network [Euro/tonnages|
d* = distance from i to j using mode m with the new links added [km]

p™ = operational cost of mode m per km [Euro/(km*Tonnage)]
C;; = Transshipment cost from ¢ to j [Euro/tonnage]

ayt = Value of time [Euro/hr]

s™ = average speed of mode m from i to j [km/h]

Q7" = The transshipment time from ¢ to j using mode m [h]

Within the cost function, it can be distinguished that there is d}*. It is the dis-
tance data, where the new link distances are added to the distance data. Therefore,
using this new dataset, the optimization model will take into account the new links
within the network when finding the least cost routes.
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Solution Technique

The lower level program is solved using the mathematical program to find the route
set. Then, using the path size logit, the route choice probability is calculated and
then the route cost are calculated by multiplying the freight cost with the route
probability and the total freight between the origin and destination. The approach
illustrated in figure 5.5 below shows the steps for the freight assignment at the lower
level problem.

Road Network Railway Network

Maritime Network

Network

Integration and
Schematization Shortest Path Path-Sized Freight Assignment
Algorithm Logit Model and Modal Split
m Calculation
Multimodal Transport
Supernetwork
Network Cost,
Legend Modal Split,
Network Freight Flow
O Data
<> Process
l:l Result

Figure 5.5: Lower Level Modeling Aproach

5.6.2 Upper Level Problem

The upper level of the model is to solve the investment planning problem. This
investment planning can be considered as a combinatorial optimization problem.
The objective is to determine the best combination of infrastructure development
and improvement to improve the existing transport network.

For the upper level problem, three subset is added to the set of links, L =
LyULyU Ls. Ly can be defined as the set of existing links that will not be modified,
Loy as the set of existing links with possible actions to be implemented, and Lj as
the updated version of subset Ly or the links that will be improved.

A set of possible combinations of action Y that is associated with L3 is then
defined. And action implementation variable y, with binary value of 1 if the action
related to link [ on the set of Ly or Ls is implemented. The BCR calculation formula
by Russ et al. (2005) was adopted in this research and showed below.

Go - Z (Z an(xgl)xgl + Z an(le’ya)x:zn>

meM \a€Aq a€As

max z(y) =

5.11
yey EaGAQ baVa ( )

z(y) = Benefit to cost ratio
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G, = initial transport cost without improvement [€/tonnages|
Ay = set of links without improvement

A, = set of improved links

CI" = Transport cost on link a using mode m [€/tonnages]

z!" = flows on link a by mode m [tonnages]

Y. = action implementation indicator

b. = investment cost on link improvement if implemented [€]

Solution Technique: Simulated Annealing with Tabu Search Constraint

In order to solve the upper level problem, a local search heuristic method called
simulated annealing (SA) was used. Simulated annealing method was inspired by
physical process in solids when they are heated and cooled in a heat bath Metropolis,
Rosenbluth, Rosenbluth, Teller, and Teller (1953). In an annealing process, the
heated solid will have high entropy and by the time the temperature cools down,
the entropy will get lower and more stable.

Simulated annealing works like a standard local search heuristics, but sometimes
it accepts worse solution (Kirkpatrick, Gelatt, & Vecchi, 1983). Within simulated
annealing, if a neighboring solution is better than the current solution, it will be
accepted. On the other hand, if the neighbor solution is worse than the current
solution, the solution could be accepted with certain probability based on Boltzman
distribution (Kirkpatrick et al., 1983). The probability is calculated through the
equation 5.12 below.

P=eT >r (5.12)

AE = Fpew — Eoa (5.13)
> 1 accept

P >r accept (5.14)
<r reject

P = Probability the new solution will be accepted
AFE = Energy Difference [kJ]

T = Current Temperature [°C]

r = random number between 0 and 1

Erew = Energy from new temperature [kJ]
E,q = Energy from previous temperature [kJ]

The lower the temperature gets, the less likely the worse solution to be accepted.
Therefore, when the temperature gets low, the calculation moves toward the con-
vergence. In every iteration, the temperature drops with the function stated in
equation 5.15 below. The cooling rate determines how fast the temperature drops.
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Usually, the cooling rate is set between 0.8 to 0.99. In this research, every time the
temperature drop, one iteration is performed.

Thew = OéTprev (515)

Thew = New temperature [°C]
Tprev = Previous temperature [°C|
a = Cooling rate

Additionally, to increase the efficiency of the program, the tabu search constraint
was added to the simulated annealing program. Tabu search is another type of local
search heuristics. Tabu search is a local search method that has short term memory
to escape local minima and to avoid cycles (Glover & Laguna, 1997). Cycle means
using the solution that has been tested in the previous calculation. Within tabu
search, there is a parameter that is called " Tabu list”. The tabu list contains the set
of solutions that have been evaluated in the previous iterations. Using the tabu list,
the program can be prevented from going back to the used moves. In the program,
the tabu list is updated after each iteration.

To perform the simulated annealing, the following steps were taken.

1. Initialize initial temperature, final temperature and initial random upper level
solution. In this research, the initial temperature was set to 1000 °C and
cooled until 0.01 °C' with the cooling rate of 0.95/iteration.

2. Perform lower level optimization with the initial upper level solution and cal-
culate the BCR value.

3. Generate a random neighboring solution. In this research, 2-opt method was
used to change two values of the initial solution to obtain the neighboring
solution.

4. Calculate the BCR value, given the neighbor solution on the upper level.

5. Compare the BCR value between the two solutions. If the neighbor solu-
tion has higher BCR value, move to it. Otherwise, calculate the acceptance
probability of the neighboring solution.

6. Repeat step 3-5 until the target temperature is achieved.

5.7 Multimodal Freight Accessibility Measurement

Accessibility is a significant factor in transportation planning on expressing the mo-
bility of passenger, freight or information (Rodrigue, Comtois, & Slack, 2006). The
higher one country‘s transportation system efficiency, the higher the accessibility
level of many locations in the country. This applies vice versa. Burns (1979) em-
phasized accessibility as the freedom of individual to decide whether to participate
or not in different activities.
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In order to measure the accessibility level, the potential accessibility measures
or the gravity-based measures concept is used to describe the accessibility to oppor-
tunities. This measure is used in the form of market potential in location analysis
(Geurs & Eck, 2001). For the accessibility measure in a multimodal transportation
system, Lim and Thill (2008) developed the accessibility measures for intermodal
freight accessibility using the potential accessibility measures. The potential acces-
sibility measurement takes into account the accessibility of a zone as a sum of the
generalized logistics costs between the origin and the destination point. The zones
are weighted in terms of the zones® opportunities. The weights W are considered
the agglomeration effects on the zone j, while the impedance function f(c;;) takes
into account the assumption that the attraction of a destination zone decreases
with distances, travel time, or costs. The basic potential accessibility measurement
equation used is as follow.

A; = measure of accessibility at location 7

W, = weight representing the opportunities at potential location j
f(ci;) = the impedance function

¢;j = the generalized logistics costs from i to j [€]

The weight W; is calculated by considering two type of opportunities of the
location, which are the economic opportunities of location j (W,g) and the logistics
opportunities of location j (W;). Hence, the weight W is the sum of the two
opportunities as stated in equation 5.17 below.

Wj = WjE—I-WjL (5.17)

W, = weight representing the opportunities at potential location j
W,k = the measure of economic activities/ opportunities in location j
W, = the measure of logistics activities/ opportunities in location j

The economic opportunities of location j (W,g) is measured using equation 5.18
below. The equation takes into account the zones® consumption expenditure on man-
ufactured goods, the employment in different industrial sectors and the purchases
of the industries from other manufacturing industries.

FE.
Wie=X;+Y =2V (5.18)
p Eik

>

W;g = the measure of economic activities/ opportunities in location j

X, = the personal consumption expenditure on manufactured goods in j
Ej; = the number of employees in industrial sector k in j
Y. = purchases of industry k& from manufacturing industry
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While the logistics opportunities of location j (WW;.) is as follows.

E.
Wir=>Y =Y (5.19)

W;1, = the measure of logistics activities/opportunities in j
E; = the number of employees in industrial sector [ in j
Y, = the purchases of industry [ from logistics industry

The impedance function represents the disincentive to travel as the logistics costs
increase. In this study, the exponential function is used. The exponential function
was formulated as follows based on Ortuuzar and Willumsen (2011).

f(eij) = exp(=Pcyj) (5.20)
f(ci;) = the measure of logistics activities/opportunities in j
B = parameter indicating the sensitivity to travel cost
¢;; = the generalized cost between i and j [€]

The value of g is crucial for the model. The generalized costs will have no effect
on the function if the 8 is 0. And the bigger the g value, the more sensitive the
function to the generalized costs. In this research, the value of 8 used in the research
by Martalia (2016) is adopted.

5.8 Net Present Value (NPV)

Several methods exist to conduct an investment evaluation, such as payback period,
internal rate of return (IRR), net present value (NPV), and profitability index (PI)
(Ross, Westerfield, & Jaffe, 2005). Payback period method calculates the time re-
quired until the break even point of the project finance is achieved. The period
is calculated by simply adding up future cash flow without discounting the value.
Therefore, this method is not robust for financial evaluation. Overcoming the lim-
itation, the NPV method takes into account the discount rate into the calculation.
In addition, payback period evaluation also ignores cash flows beyond the cut off
point, which might lead to misinterpretations. Some projects might be profitable
when viewed as a long-term investment. IRR is closely related to NPV. The IRR on
an investment is the required return, that results in zero NPV when its used as the
discount rate. could be associated with the Expected Return from the project. If the
result of IRR is more than the Expected Return, then an investment is acceptable.
It should be rejected if the value is less than Expected Rate of Return.

In this research, the NPV method will be used as an additional evaluation for
the investment plans. Net Present Value (NPV) analysis is used to measure whether
a project would be beneficial to the project owner by calculating the cash flows of
the project, taking into account the discount rate that occurs every year. The value
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of money in the future will be less that its value today. The future value of the
present money is quantified using the equation 5.21 below.

FV

PV =
(I+r)t

(5.21)

PV = Present value of money [€]
FV = Future value of money [€]
r = the discount rate [%]
t = the number of years

In NPV analysis, the decision whether the project is acceptable or not is based
on the final NPV value. If the NPV is bigger or equal to 0, then the project is
acceptable. On the other hand, if the NPV is less than 0, then the project is not
beneficial for the project owners.

5.9 Conclusion

This chapter discussed the model frameworks that will be used as a basis to build
the model. The methodologies and the methods were elaborated. The methods are
explained based on the literature reviews. The model framework cover the steps
taken for the model to work. Firstly, the data discussed from the previous chapter
were added to the model. Secondly, for the lower level optimization problem, the
k-shortest path algorithm was employed to find the & number of optimum (least
cost, least distance, shortest time, shortest free running time) routes between each
origin and destination in the OD data. Thirdly, using the path size algorithm, the
probability of the network user on choosing each route was calculated for then the
freight flow was assigned based on the route choice probability. Lastly, this chapter
explained the benefit to cost ratio calculation which is the objective variable of the
upper level problem. The upper level optimization problem then will be solved
using the random search method that generates random combination of the decision
variable until the best solution was found.
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Chapter 6

Model Building, Verification and
Validation

This chapter proceeded the modeling process after the model structures were defined
in the previous chapter. The model components are integrated into a working model
with several codes that translate the model framework into several programs. After
the programs were made, the model was first verified and validated in order to ensure
that it works properly and gives the right result.

6.1 AIMMS Model

AIMMS is a mathematical modeling tool with its own language. It is a mathematical
modeling tool with full graphic user interface for advanced mathematical modeling.
AIMMS includes many different solvers for linear, mixed-integer and non-linear pro-
gramming such as baron, cplex, canopt, gurobi, knitro, path, snopt and xa (Bisschop
& Roelofs, 2006).

The sets, parameters and variables used in the main model are as follows.

Indices

n index of nodes

0 index of origin nodes

d index of destination nodes

1 index of start point within shortest path
J index of end point within shortest path
m index of modes

Parameters

pm operational cost per km for mode m [IDR/km)]

VoT™ wvalue of time for mode m [IDR/h]

™ velocity of mode m [km/h]

dii distance between origin i to destination j using mode m [km)]
7 flow between origin i to destination j using mode m [ton]

G Growth Rate of node n in year ¢ [ton)]

BCR  flow between origin i to destination j using mode m [ton]
Variables
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cr Transport cost between origin i to destination j using mode m [IDR]
Yij binary variable if link from ¢ to j is within the shortest route
A binary variable if new link from ¢ to j is added to the network

6.2 Program Codes

After declaring the sets, parameters, variables and mathematical programs in AIMMS,
then a program should be made in order to run the execution of the model. Within
the model, three programs exists.

6.2.1 Path Finding Model
The following code is used for the path finding model.

for (o,d) in ODMatrix(o,d) do
origin = 0;
destination = d;

Solve PathFindingModel;
Route(o,d,i,j)

RouteCost(o,d)
endfor

ArcSelected (i,j);
TotalCost ;

The first line defines all of the origin-destination (OD) pair that should be in-
cluded in the program. The program will find the least cost route between each
OD pair. The PathFindingModel contains the mathematical equation for the path
finding algorithm.

The equation in the software is modeled based on equation 5.4. By solving the
mathematical equation, two results are obtained. Firstly, the variables ArcSelected(i, j)
which is a matrix that contains the selected path between the OD pair that gives the
least cost route. Secondly, the totalcost variable returns the final objective value.
The variable Route(o,d, i, j) stores the least cost path for every OD pair and the
variable RouteCost(o,d) stores the route cost for every OD pair.

6.2.2 BCR Calculation

The BCR calculation program is used for scenario analysis, specifically in the fourth
scenario of performing all the improvement actions. The BCR calculation is based
on Equation 5.11.

AllDistances (m,i,j) := Initial_Distances(m,i,j) +
NewLink_Distance (m,i,]);
for (o,d)in ODMatrix(o,d) do
origin = 0;
destination := d;

3

Solve PathFindingModel;
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Solve New_PathFindingModel;

Route(o,d,m,i,j) := ArcSelected (m,i,j);

RouteCost(o0,d) = TotalCost;

Route2(o,d,m,i,j) := New_ArcSelected (m,i,j);

RouteCost2(o0,d) := New_TotalCost;

CostDifference(o,d) := TotalCost(o,d) —
New_TotalCost (o0,d);

BCR  := sum((o,d),CostDifference(o,d)) /

sum ((m,i,j)|Imp-ArcSelected (m,i,j),
ImprovementCost (m,i,j));
endfor

6.2.3 Upper Level Solution Technique

The upper level random search program is derived based on the solution technique
described in subsection 5.6.2. The program created a random combination of im-
provement actions added the chosen new links to the network and recalculates the
lower level optimization problem. In the end, the BCR value of the combination is
obtained. The program code is as follows.

Solve PathFindingModel;
!Tnitiate temperature and iteration count

iteration = 1

Temp := 10000;

Distances ((m,i,j)|ImprovementList (m,i,j)) := 1000000000000;
'Tnitaite first solution

InitialSolution ((m,i,j)|ImprovementList (m,i,])) := binomial (0.5,1);
CombinationMemory (it ,m,i,]) := InitialSolution (m,i,j);

I'Calculate BCR
Distances ((m,i,j)|InitialSolution (m,i,j)) := AllDistance (m,i,]);

il solve LowerLevelProblem ;

BCR := [sum((o,d,x,m,i,j),FlowLink(o,d,m,i,j)*RouteSetCost(o,d,m,i,j))
— sum((o,d,m,i,j),New_FlowLink(o,d,m,i,j)*New_RouteSetCost(o,d,m,i
7)) ] /sum((m,i,j)|InitialSolution (m,i,j),ImprovementCost(m,i,j));

BCR_memory (it ) := BCR;
Temperature_memory (it ) := Temp;

Temp *= 0.95;

LAA 4= 1;
il while Temp > 0.1 DO
Distances ((m,i,j)|ImprovementList (m,i,j)) :== 1000000000000;
repeat
Neighbor ((m,i,j)|ImprovementList (m,i,j)) := binomial (0.5,1);
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Sumneigbor := sum((m,i,j),Neigbor (m,i,j));

32 Sumprevious := sum((m,i,j),Copy_Combinationbaru (m,i,j));
break when Abs(sumneighbor—sumprevious) = 2;
31| endrepeat ;
36| if sumneigbor = 0 then
repeat
ss|  Neighbor ((m,i,])|ImprovementList (m,i,j)) := binomial (0.5,1);
Sumneigbor := sum((m,i,j),Neigbor(m,i,j));
0| Sumprevious := sum((m,i,j),Copy-Combinationbaru(m,i,j));
break when sumneigbor >0;
12| endrepeat ;
endif;
14
Distances ((m,i,j)|Neighbor(m,i,j)) := AllDistance (m,i,]);
16
solve LowerLevelProblem;
48
BCR := [sum((o,d,x,m,i,j),FlowLink(o,d,m,i,j)+*RouteSetCost(o,d,m,i,j))

50

w

o

60
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— sum((o,d,m,i,j),New_FlowLink(o,d,m,i,j)*New_RouteSetCost(o,d,m,i
,3))]/sum((m,i,j)|InitialSolution (m,i,j),ImprovementCost(m,i,j));

if BCR > Solusi_.BCR (LAA—1) then

BCR_memory (it ) := BCR;
Tempt_memory (it ) := Temp;
CombinationMemory (it ,m,i,j) := Neighbor (m,i,j);

i| elseif BCR < Solusi_BCR(LAA—1) then

IF exp ((BCR-SOlusi_-BCR (LAA—1))/Temp) > uniform (0,1) THEN
BCR_memory (it ) := BCR;

Temp_memory (it ) := Temp;

CombinationMemory (it ,m,i,]j) := Neighbor (m,i,j);

else

BCR_memory (it ) := BCR._memory (it —1);

Temp_memory (it ) := Temp;

CombinationMemory (it ,m,i,j) := CombinationMemory (it —1,m,i,j);
endif;

endif;

it += 1;
Temp *x= 0.95;
endwhile ;

The simulated annealing program starts by solving the lower level problem (line
1) with the existing network design in order to obtain the initial cost data. Then, it
generates the initial solution and evaluate the solution by performing the BCR cal-
culation. Then, the program generates the random neighboring solution by changing
2 values of the initial solution (line 37-44).

In this program, the variable ProgramDistance(m,i,j) is used as the distance
variable for the mathematical equation. This variable is the sum of the initial
network distance data and the improvement link distance data. Line 8 is used
to set the link penalty on the link distance in the improvement list. The variable
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Initial Solution(m, i, j) generate a random combination of the improvement actions.
The combination of improvement actions of every iterations are stored within the
variable CombinationMemory(it, m,1, j). Using this variable, the user could check
which combination of actions that gives the highest BCR value. After the combi-
nation of actions are selected, then the distance of the chosen links are returned to
the real value by the code in line 15.

Having all the parameters ready, then the lower level calculation is performed
again in line 16 This code recalculates the least cost path for every OD pair. There-
fore, the new network cost is obtained and the cost difference between the initial
network and the network with improvements and the BCR is calculated in line 24.
It divides the cost difference with the total improvement cost of the new links that
are chosen in that one single iteration. Then, the process are repeated again until
the stopping criteria is satisfied. Line 52-67 are the probability calculation if the
new solution is worse than the previous solution.

After the program has been executed, the highest BCR value is selected from
the variable BC'R,,emory(it). Using max function the BCR value is obtained, and
using ArgMax function, the iteration number can be identified. By knowing the
iteration number, the combination of action can be identified from the variable
IterationCombination(it, m,1, j).

6.3 Model Verification Using Test Network

In order to ensure that the model works as how it should be, the model should be
verified first. To verify the model, the model is used to solve optimization prob-
lem using simple test networks. The model result will be compared with manual
calculation.

The verification process consists of three part. Firstly, the test network is gen-
erated. Three test networks with different complexity were made for the validation
process. Secondly, the lower level optimization problem which is shortest path find-
ing model is validated by finding the shortest path between two points within the
test network. Thirdly, the bilevel optimization model is verified. Some possible
improvement actions are added to each network. The model will calculate if the
improvement(s), or which improvement(s) give the highest benefit to cost ratio.

6.3.1 Test Network Generation

Three test networks were made. The three networks are (1) a square network (4
nodes and 4 links), (2) a hexagonal network (6 nodes, 6 links), and (3) two hexagonal
network (12 nodes, 13 link) with maritime connection between the two networks.
The networks structure along with the distance data are illustrated in Figure 6.1
below.

These network will be used further to validate both the lower level optimization
and the bilevel optimization. The straight lines indicate the existing links and the
dashed lines indicate the links that could be added as improvement to the network.
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Figure 6.1: Test Network Illustration. (a) Square Network, (b) Hexagonal Network,
and (c¢) Two Hexagonal Network

6.3.2 Initial Lower Level Problem Optimization

The lower level problem consists of shortest or least cost path finding problem. For
all network, a shipment of 200 TEU is assigned. For the first network, the trip starts
in node 1 and ended in node 4. For the second network; from node 5 to node 6.
And lastly, for the third network; from node 5 to node 12.

Only one mode is available within this network. The related parameters such as
the vehicle speed and the value of time, are based on the real data. For trucks, the
velocity is 60 km/h and the value of time is 0.2 €/hr/TEU. Manual calculation was
done on paper and then compared with the computational result in the following
Table 6.1.

Table 6.1: Comparison of lower level optimization using manual calculation and
AIMMS program

Manual Calculation AIMMS Model Calculation
Network | poth Dist [km] Cost [€] | Path  Distlkm] Cost [€]
1 1-3-4 1600 405.3 1-3-4 2500 405.3
2 5-3-4-6 2600 658.67 5-3-4-6 2000 658.67
3 5-3-4-6- 4800 1216 5-3-4-6- 4800 1216
7-10-11- 7-10-11-
12 12

The result shows that for the lower level optimization, the AIMMS program

81



that is showed in subsection 6.2.1 gives the same result as the manual calculation.
Therefore, it can be concluded that the code works as how it should be.

6.3.3 Bilevel Optimization

For the bilevel optimization model validation, improvement plans were added to the
test network. The improvement plan is indicated by the dashed line in Figure 6.1.
The benefit and cost ratio (BCR) will be calculated for each improvement and also
the possible combinations of several improvements. Table 6.2, 6.3, and 6.4 below
shows the comparison of BCR calculation by manual calculation and by AIMMS
model.

Based on the table, the calculation of upper level optimization using the upper
level solution techniques gives the result as the manual calculation. Therefore, the
upper level program works as how it should be.

6.3.4 Model Verification Conclusion

Both the lower level and the upper level program has been tested by comparing the
program result with manual calculation. Three test network with different network
size was created in order to be used for the model verification process. Using the
program that is written as the code presented in subchapter 6.2.1, 6.2.2, and 6.2.3.

The program result represented in subchapter 6.3.2 and 6.3.3 showed that the
program works as how it expected to be. Therefore, based on the result, it can be
concluded that the program can be used further for the real network optimization
problem. The following chapter presents the result of the real network optimization
in different scenarios using the programs.
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6.4 Model Validation

In order to validate the model, the OD Matrix in 2011 is used and the result will
be compared with the real data based on the KPIs. However, only the modal share
data in 2011 is available to be compared. Therefore, the modal share calculated
by the optimization program will be compared with the real modal share data of
Indonesia. As stated before in table 2.4, the modal share in Indonesia for truck is
90.3%, 0.62% for railways, and 7% for maritime transportation.

The model was executed using the initial data with the given modal costs, time
value, transshipment cost, transshipment time, and the existing network. The initial
result of the lower level optimization is illustrated in figure 6.3 below. The result
gives the modal split of every modalities. The modal share of trucks/ rail/maritime
based on the base year model in percent is 83.6/2/14.2. The optimization of the
current network design, yields to the following freight flow within the network.

Figure 6.2: Route Choice from Aceh to Manokwari

The model generated 3 different routes between each origin and destination pair.
The freight flow result of the whole network is showed in figure below.

Figure 6.3: Network Freight Flow
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The difference is mainly due to the aggregation of the road networks. Whereas
in the real network, there are more alternative and choices for the truck mode to
choose the route. Within the model, only the national roads are included. This
aggregation leads to deviation between the model and the real world. Therefore,
these deviation should be considered when understanding the result of the model.
The deviation is showed in table 6.5 below.

Table 6.5: Modal share deviation of model result compared to real data

Road Maritime Rail

Real data [%)] 90.3 0.62 7
Model Result [%]  83.6 2 142
Deviation [%)] -7 223 103

6.5 Chapter Summary

This chapter has discussed the modeling in AIMMS. The main program codes for
the lower and upper level optimization problem were presented. Before using the
programs to perform the scenario analysis, the model should first tested in order to
make sure that it works as how it should be and represents the real world condition.
Therefore, model verification and validation were performed.

In order to verify the model, three test network were generated. These test net-
works were be added to the model and the optimization programs were executed for
these networks. The model verification was done by comparing the model calculation
and manual calculation on paper. In the end, it was found that the results given
by the model and the results obtained through manual calculation are the same.
Therefore, it was concluded that the model works as how it should be. Hence, it
was verified.

To validate the model, the integrated freight network of Indonesia that was
modeled earlier was used. The network parameter was added, and the OD data on
2011 was used. The result of the model was be compared with the real data from
the government in order to check if the model would give the same result with the
real data. However, the real data is limited. The only data that could be compared
is the modal share data on 2011. Therefore, the modal share data was used as a
comparison. The model result shows that the optimize network has a modal share of
trucks/rail/maritime of 83.6/2/14.2 all in percent. It is slightly different compared
to the real data where the modal share of trucks/rail/maritime are 90.3/0.62/7 in
percent. However, this difference might be caused by the aggregation of the network
in the model, especially on the road network. Not all road networks covered by the
model. Therefore, when using the model and understanding the model result, the
deviation in the calculation as stated in table 6.5 should be considered.
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Chapter 7

Scenario Analysis and Policy
Recommendation

In this chapter, the model that has been validated and verified is used to analyze
different scenarios. The model parameters were modified based on the scenario that
will be analyzed. Later on, based on the findings of the scenario analysis, several
policy recommendations were given to support the decision making process of the
Indonesian government.

7.1 Scenario Analysis

The Indonesian government has planned several policies for Indonesia‘s freight trans-
portation. In order to analyze how the policies would affect the transportation
system, the policies were turned into several scenarios. Through the scenario anal-
ysis, the prediction of how the policies will affect the system in the future could be
obtained based on the model result.

The first scenario is the base case scenario where the future OD data was opti-
mized with existing network. The second scenario is implementation of fuel subsidy
reform policy, where the fuel subsidy for trucks are cut. The third scenario is giving
subsidy all modes to balance the modal share. The fourth scenario is adding new
links to the network. And the last scenario is finding good prioritization for the
improvement actions.

7.1.1 Scenario 1: Base Case Scenario

The base case scenario is the network design optimization of the existing network.
Thus, no network modification or improved are added to the network. The future
OD data of 2030 is used in order to see how the transport network would perform
in the future if the network is in status quo.

This scenario similar to the scenario used for the model validation. Only that in
the model validation, the OD data in 2011 was used to compare the model result
with the existing data on modal share. Therefore, the result of the model validation
was used as a comparison with the result of the base case scenario analysis using
the defined KPlIs.
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In order to obtain the future OD data in 2030, the growth factor method was
used. The growth factor data used is based on the Indonesia‘s future growth rate
calculation by (Faisal, 2015) that can be seen in Appendix A. Performing the future
OD calculation with the growth rate data, the 2030 OD data in Appendix C was
obtained.

Within the base case scenario, the network is optimized by firstly finding the
optimum route between each origin and destination within the OD data. Then,
using the path-logit, the freight was assigned. The optimization result of the base
case scenario yields the freight flow in the network as illustrated in Figure 7.1 and
the modal split stated in Table 7.1 below.

1,220 Hiles |
|

Figure 7.1: Base Case Freight Flow in 2030

Table 7.1: Base Case Scenario Modal Split [%]

Truck Railway Maritime

83.6 2 14.2

The total generalized logistics cost of this scenario is 2.54*¥10%€. The railway
freight traffic is in the route between Jakarta and Surabaya, with 0.5% of the total
freight flow. For the maritime transportation, the link with the most flow is between
Lampung and Banten , with 0.9% of the total flow. While, in the road transport,
the freight flow is mostly concentrated between Semarang and Surabaya, with 2%
of the total flow. For the railway freights, the flow concentration between Jakarta
and Surabaya is mainly because that is the only route that covers a relatively long
distance shipment. The other routes in Java are not that long that the economies
of scale are not achieved. Therefore, the transshipment cost are relatively big for
the given distances.

Compared with the flow in 2011, the changes are not significant. This is due
to the fact that the demand is exogenous in this model. With the growth factor
method, the increase in the OD demand is linear depending on each region‘s growth
rate. Therefore, since there is no improvement or new links added to the network and
shortest path algorithm was used for the route set generation, the concentration of
the freight flow is similar. These reasons are also applied to the modal share. Which
is the reason why the modal share in 2030 is the same compared to the modal share
in 2011.
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Figure 7.2: Network accessibility in base case scenario

Performing the accessibility measurement on the base case scenario, the calcula-
tion result was illustrated in Figure 7.2 above. The network accessibility illustration
in Indonesia in the base case scenario proved the imbalance between the Western
and Eastern part of Indonesia. Java has the highest overall accessibility level. North
Sumatera and North Sulawesi also have relatively high accessibility level since both
provinces are international hub.

Based on this result, with no change in the current network, the freight flow,
the modal share and the generalized transport cost of the network does not change
significantly. Therefore, in order to improve the network in terms of the general-
ized logistics cost, the modal share and the freight flow, other scenarios should be
explored.

7.1.2 Scenario 2: Cutting Truck Fuel Subsidy

This scenario explores and analyzes the possible effect of the government‘s plan on
fuel subsidy reform that was discussed in section 3.3. The fuel subsidy for trucks
has been the reason why road transport is cheap in Indonesia. Making the the
competition between the transport become low, hence slowing down innovation in
the sector.

Based on The Asia Foundation (2008), the fuel accounts to 39% of the total
operational cost for trucks. The cost component of truck‘s operational cost is listed
in table 7.2 below. By cutting the fuel subsidy, the trucking cost would increase,
thus the other modalities could be cheaper alternatives on freight transportation.
Beside increasing the modal share of other modes, this policy might also benefit the
central government by cutting their spending on fuel subsidy. Therefore, the cost
difference could be saved.

Currently, the operational cost for trucks is 0.3 €/km/TEU, in which the fuel
cost is 0.12€/km. Therefore, by cutting the subsidy, which is 40% of the fuel cost
would increase the operational cost to 0.5€/km/TEU. This scenario analysis was
executed with the model by changing the operational cost parameter for trucks.

By cutting the subsidy, the central government could decrease the national
spending for up to 119 M€. Yearly, the Indonesian government spent 2,768M€on
fuel subsidy expenditure. Therefore, this saving would reduce the spending by 2%.
Beside the saving, the model result also showed that there is a small shift in the
modal share from trucks to train due to the policy. Based on Table 7.3, the signifi-
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Table 7.2: Truck Transport Cost Component in Indonesia (The Asia Foundation,
2008)

Cost Component ~ Cost [IDR]  Cost Percentage [%
Cost/Total Cost]

Fuel Cost 1,370 39
Lubricant Cost 457 13
Tire Cost 457 13
Maintenance Cost 141 4
Mechanic Cost 105 3
Driver Cost 387 11
Depreciation Cost 176 5)
Interest 351 10
Total 3,514 100

Table 7.3: Modal Share with and without Subsidy on Truck Fuel

With Subsidy Without Subsidy

Truck 83.6 80
Train 2 6
Ship 14.2 14

cant changes in modal share happened to trucks and trains. The increase in truck‘s
operational costs leads to the decrease in the mode‘s modal share by 3.6%. The
freight flows that was from trucks are shifted towards railways. This is shown by
the increase by 4% in railways’ modal share. Maritime‘s modal share is slightly de-
creased by 0.2%. The decrease happens because maritime transports are dependent
on the truck shipments from the hinterlands. Since most railway stations are located
in the city, the shipment from the hinterland to the stations that are closer to the
hinterland in some locations caused the shift from maritime transports to railway
transports. Even though, the change in the modal share is relatively small, the 4%
increase in railway‘s modal share means 173.3% gain in the railway‘s fright flow.
Moreover, this policy is also really good for shifting the modal share from trucks,
which would lead to better efficiency, economies of scale, and lower carbon emission.

7.1.3 Scenario 3: Finding Balanced Subsidy for All Modes

Cutting the fuel subsidy for trucks might also yields to higher total logistics cost in
the network. It might also leads to opposition by the truck associations that might
lose their modal share. Therefore, instead of cutting the whole subsidy, distributing
the subsidy across all the modalities might be an alternative to the problem.
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Maritime Transportation Cost Component

Based on the research by Muslihati (2012) on the cost component for liner shipping
in Indonesia, the fuel cost account to 41.43% of the total operational cost of a ship.

Table 7.4: Maritime Transport Cost Component in Indonesia (Muslihati, 2012)

Cost Component  Cost [IDR] Cost Percentage [%
Cost/Total Cost]

Depreciation Cost 34,180,375 1.68
Interest Cost 51,450,459 2.53
Insurance Cost 10,793,803 0.53
Sailor Cost 442,938,527 21.80
Fuel Cost 841,883,798 41.43
Lubricant Cost 79,590,915 3.92
Grease Cost 6,000,000 0.30
Fresh water Cost 27,912,180 1.37
Port Cost 49,160,411 2.42
Sailing Cost 7,889,444 0.39
Maintenance Cost 480,329,862 23.64
Total 2,032,129,774 100.00

Rail Transport Cost Component

The research by Wijaya et al. (2014) analyzed the cost component on railways in
West Sumatra. Based on the research, the fuel accounts to 48.37% of the total
operational cost for railway transports. The cost components are listed in table 7.5
below.

Table 7.5: Railway Transport Cost Component in Indonesia (Wijaya et al., 2014)

Cost Component Cost [IDR]  Cost Percentage [%
Cost/Total Cost]

Fuel Cost 1,673,438 48.37
Lubricant Cost 318,750 9.21
Locomotive Maintenance 318,750 9.21
Wagon Maintenance 395,117 11.42
Depreciation Cost 318,750 9.21
Crew Cost 375,000 10.84
Station Cost 60,000 1.73
Total 3,459,805 100
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Solution Technique

In order to find the best subsidy rate on each modality, an optimum level of subsidy
should be found. Therefore, another variable of subsidy level is added to the upper
level problem for this scenario. The subsidy level variable has a value between 0%to
40%. The program shall performed the optimization with all possible combination
of subsidy level on the three modalities. An increment of 5% is used. Therefore,
there are 93(729) possible combination of the subsidy level. For this scenario, the
following program is used.

solve lowerlevelproblem

Subsidy ("truck’) := 0;
Subsidy ('maritime’) := 0;
Subsidy ('rail 7) = 0;

iteration := 1;
while subsidy (’truck’) < 0.41 do

while subsidy ('maritime’) < 0.41 do
while subsidy(’'rail’) < 0.41 do

subsidylIteration (iteration , ’truck’) := subsidy(’ truck’);
subsidylIteration (iteration , maritime’) := subsidy( maritime’);
subsidylIteration (iteration ,’rail’) := subsidy(’rail’);
SubCost ( "truck’) := (BasicCost( 'truck’) % (1 — 0.4 % Subsidy(’
truck 7)) ;

SubCost ( 'maritime’) := (BasicCost( maritime’) % (1 — 0.41 % Subsidy

("maritime ’) ) ;

SubCost(’rail’ ) := (BasicCost(’rail’) % (1 — 0.48 * Subsidy(’rail
)

SubCostiter (iteration ,m) := SubCost(m);

solve lowerlevelwithsubsidy ;

TotalPerMode (m) := sum((i,j),Copy-PathFlow(m,i,j));

TotalMode  := sum(m, Copy_TotalPerMode (m) ) ;

ModalSplit (m) := Copy-TotalPerMode (m)/Copy_TotalMode;

Moldatsplititeration (iteration ,m) := ModalSplit (m);

CostDifferece := [sum((o,d,x,m,i,j),FlowLink(o,d,x,m,i,j)x
RouteSetCost (o,d,x,m,i,j)) — sum((o,d,x,m,i,j),Copy_FlowLink(o,d,x
,m,i,j)*Copy-RouteSetCost(o,d,x,m,i,j))]/1000;

CostDiffIteration (iteration) := CostDifference;

ModeUsage (iteration ,m) := sum((o,d,x,i,]j),Copy-FlowLink(o,d,x,m,i
3D

iteration 4= 1;
subsidy (’rail’) 4= 0.05;
endwhile;

92




40

Subsidy (’rail ) = 0;
subsidy (’maritime’) 4= 0.05;
iteration 4= 1;

endwhile ;;

subsidy ("truck’) 4= 0.05;

j| Subsidy ('maritime ’) := 0;

iteration 4= 1;
endwhile ;

Program Result

The program result of the modal share, new generalized logistics cost, modal flow
is listed in Appendix D. Based on the program result, several characteristic of
the transportation in Indonesia based on its fuel price can be deducted. Firstly,
the scenario analysis found that the maritime transportation is not sensitive to the
change on its operational cost. The maritime transport‘s modal share only change
slightly and stays around 14% even though the subsidy on fuel was added. This
happens mainly because within maritime transportation, the transshipment costs
have bigger influence in the total generalized cost of maritime shipment. Therefore,
giving subsidy on its fuel is not a robust solution on introducing higher modal share
on maritime transportation. Instead, in the future, the reduction in transshipment
cost with several means such as increasing the port efficiency and reducing the
dwelling time at port could be explored to reduce the total logistics cost when using
maritime transportation.

Secondly, on the contrary, railway transportation and road transportation using
trucks are more sensitive to the changes in their operational cost. Introducing the
fuel subsidy to both modes affect their modal share to certain extent. Several
interesting findings in the model result are as follows.

1. By keeping the subsidy for trucks and giving 40% fuel subsidy on railway trans-
port‘s fuel cost yields to a 2% increase in railway transport‘s modal share from
2% to 4%. This scenario would also increase the freight flow using railway net-
works by 176%. However this option would not be a robust alternative as the
government would need to increase their spending on fuel subsidy. However,
this alternative would be contrary to the fuel subsidy reform policy since this
would increase the fuel subsidy expenditure. This alternative would require
24M<€for the railway fuel subsidy.

2. By removing fuel subsidy from road transport and giving 40% subsidy on
railway transport, the modal share for railway will increase by 5%. The modal
share of trucks/maritime/rail become 79%/14.2%/7%. This result shows that
the change in the operational cost in the case the road transport price increase
and price decrease in railway transport, the freight flows are absorbed by the
railways. This scenario yields to an increase by 210% in railway freight flow,
0.03% decrease in maritime freight flow, and 5.8% decrease in road freight
flow. This is the scenario that benefit railway transport the most. In terms of
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the saving, the government would need to allocate 48M<€to railway‘s subsidy.
Therefore, taking into account the saving from removing the truck's subsidy,
the central government would still save 70M<€.

3. By giving 40% subsidy for railways, 20% for maritime, and 20% for trucks,
the flow decrease on maritime transportation is minimized to zero and the
flow decrease in road transportation is reduced to 4.3%. Yielding a modal
share of truck/maritime/railways of 80%/14.2%/6.2%. However, the model
result shows that this alternative would lead to higher expenditure on the fuel
subsidy.

Based on the program result, by cutting the fuel subsidy from road transporta-
tions to other modes, the central government would still gain benefits from the
savings. The main reason of this argument is that the amount of money given to
the road transportations are relatively big because the amount of the fuel consumed
by road transportations. Meanwhile, the low usage of fuel in railway transporta-
tions requires a relatively smaller spending on the fuel subsidy compared to road
transportation. Therefore, even though the central government is to give 40% fuel
subsidy on railway transportation, there would still be savings from cutting the fuel
subsidy from road transportation.

7.1.4 Scenario 4: Implementing All Network Improvement
Actions

As mentioned in subchapter 3.2, the Indonesian central government plans to per-
form several improvement actions on the existing network. One of the significant
improvement is the railway network expansion with the total of addition 17 new
railway connections. The central government intends to build new railway networks
in all of the big islands in Indonesia (i.e. Sumatra, Kalimantan, Sulawesi, Papua).

This scenario assumes that all of the railway network development will be im-
plemented. Therefore, all of the railway network improvement are added into the
network model as new links. The BCR of this scenario will be analyzed along with
the other KPIs. In order to calculate the BCR, the new network was built by
adding all the new links into the existing network. Further, the optimization will be
performed to the new model and then compared with the existing network.

The flowchart illustrated in Figure 7.3 below was used on the model to calculate
the BCR of this scenario. The lower level problem consist of the freight assignment
of the network with no improvement. On the upper level, the chosen improvement
actions, which are all actions in this scenario, was added to the network and the
freight assignment was performed. Then, the difference between both optimized
network was calculated. Given the difference of the generalized logistics cost, the
BCR is then calculated.
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Figure 7.3: Flowchart for BCR Calculation of All Improvement

BCR Calculation

Adding the new connections to the network, the model showed that there are changes
in the transport modal share and the total logistics costs. The modal share of the

improved network is showed in Table 7.6 below.
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Figure 7.4: Freight Flow on the Improved Network

Table 7.6 shows that there are significant changes in the modal share between
the existing and the improved network. The modal share of trucks significantly
decreased by 19.6%, followed by significant increase of railways’ modal share by
20%. Maritime transport‘s modal share also decreased slightly by 1.2%. Based on
Figure 7.4, the freight flow in Sumatra and Sulawesi are concentrated on the railway
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Table 7.6: Modal Share of Existing and Improved Network

Existing Network Improved Network

Truck 83.6 64
Train 2 22
Ship 14.2 13

transportation. Compared to Java, the rail tracks in Sumatra and Sulawesi are
much longer. Therefore, long distance shipment using railways in those two islands
would have bigger economies of scale effects. The significant change might draw
certain opposition especially from the actors that are related to road transportation.
Therefore, implementing all improvement at once might not be a good policy for all
the actors.

By performing all the improvement actions, the BCR obtained is 1.21. It is a
relatively low BCR. In order to understand the improvement actions effect on the
total BCR, the BCR value of each improvement in the case they are implemented
individually were calculated. The Table 7.7 below shows the BCR value of every
improvement action in the case that they are implemented individually.

BCR Calculation on Individual Action Implementation

The flowchart illustrated in Figure 7.5 below was used on the model to calculate the
BCR of each improvement action. Compared to the previous scenario that added
the whole improvement actions, the flowchart was modified. One improvement ac-
tion was added in each iteration from the improvement actions set. The added
improvement action then excluded from the set on the next iteration. In the end,
the list of BCR if only one new link is added to the link was obtained.

96



Road Network

O

Railway Network

Maritime Network

O

Network
Integration and
Schematization Shortest Path Path-Sized Freight Assignment
Algorithm Logit Model and Modal Split
D Calculation
Multimodal Transport
Supernetwork
Calculate Cost
Difference and Total
Legend Improvement Cost
O Dpata Add one Calculate BCR
Improvement
<> Process Action
All

D Result

<

Improvement
Action Tested?

Improvement Actions’s
BCR List

Figure 7.5: Flowchart for BCR Calculation of Single Improvement

Table 7.7: BCR of each action in case it is individually implemented.

No Origin Destination ~ Investment Cost [x10'2 IDR] BCR
1 Aceh Medan 14.5  1.99
2 Pekanbaru Medan 12.06  2.38
3 Padang Pekanbaru 11.23  2.57
4 Jambi Pekanbaru 13.99  2.06
5 Jambi Padang 15.56 1.8
6 Jambi Palembang 7.81  3.69
7 Lampung Palembang 11.59  2.49
8 Palangkaraya Pontianak 29.55  0.98
9 Banjarmasin Pakangkaraya 4.14  6.96

10 Samarinda Banjarmasin 15.27  1.89

11 Manado Bitung 1.44  20.01

12 Manado Gorontalo 12.82  2.25

13 Palu Gorontalo 1751  1.65

14  Mamuju Palu 11.86  2.43

15 Makassar Mamuju 10.51  2.74

16 Sorong Manokwari 11.47  2.51

17 Jayapura Manokwari 36.94  0.78

The computational result shows a range of different BCR values from 0.78 to
20.01. The Figure 7.6 below shows the relation between the total investment cost on
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the improvement action and the BCR value of each action. Based on the figure 7.6,
and reflecting to the BCR formulation in equation 5.11, there is an inverse relation
between the BCR value and the total investment cost. The bigger the investment
cost, the smaller the BCR value tends to be. On the other hand, the smaller the
investment cost, the higher the BCR tends to be. The significant value between
the highest and the lowest BCR value can be explained with the difference between
the two improvement actions’ investment cost. The new railway link form Manado
to Bitung only require 1.44 Trillion IDR investment, while the railway link from
Jayapura to Manokwari requires 36.94 Trillion IDR. Therefore, based on the single
improvement calculation, it would be better to perform the improvement based on
the total investment cost, starting from the improvement actions that require the
least cost.
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Figure 7.6: BCR and Investment Cost Relation

Performing all of the improvement action at once gives a positive BCR value
of 1.21. However, reflecting to the BCR value of the one action at a time strategy,
there are improvement actions with very high BCR value and there are improvement
action with relatively small BCR value. The action with small BCR value reduces
the combined BCR value because they require more investments. Therefore, even
though it also gives high benefit, the high investment costs made the cost difference
between the existing and the improved network become insignificant.

Network Accessibility Measurement after Improvement

In order to check the benefit of the improvement plan, the accessibility measurement
was performed on the new network. The economic data on 2030 was calculated
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using the growth factor method and the transport cost between the zones after
the new links have been added were used. In terms of the change in the network
accessibility, this scenario proved to increase the accessibility of all the places in
Indonesia. As illustrated in Figure 7.7 below, the most significant increase can be
seen in the Eastern part of Indonesia. The highest increase is in the Papua province
with 22.9% increase in its accessibility.

1,800
Kilometers

Figure 7.7: Accessibility increase after network improvement

Based on the network accessibility calculation, the improvement actions found to
have positive effect on the overall network accessibility. The construction of new rail
networks in the Eastern part of Indonesia also could decrease the economic growth
gap between the East and the West. Therefore, based on this measurement, the
plan to build new rail networks could partly solve the economic growth imbalance
in Indonesia.

NPV Analysis

Additionally, to ensure the investment plan is financially beneficial for the central
government, an NPV analysis was performed. In the NPV analysis, several assump-
tions were made.

1. It is assumed that the project will be going on for 10 years from 2020 and the
investment will be made on 2020.

2. The latest net revenue of PT KAI in 2015 was 2,700,000 million IDR (PT
Kereta Api Indonesia, 2016). In the calculation, it was assumed that the
revenue on 2020 will stay the same. Even though in reality, the revenue might
increase, the calculation used this value to give pessimistic calculation on the
NPV analysis. Therefore, if the NPV is positive, in practice the payback
period could even be earlier that the calculation.

3. The income from the railway network in the other islands after the construc-
tions have been completed, will be calculated using the ratio of the rail freight
flow on the respective island to Java island. The ratio is then multiplied with
the net revenue made by the railways in Java. Based on the model calculation,
the rail flow in every islands are listed in table 7.8 below.
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Table 7.8: Rail freight flow ratio compared to Java

Java Sumatera Kalimantan Sulawesi Papua

Freight flow ratio 1 4.98 0.28 1.1 0.03
Net Revenue [x10'? IDR] 2.7 13.45 0.76 297 0.08

4. Based on the annual report by PT KAI, every year, there is an increase in
the net revenue made by the company. Therefore, beside the discount rate
applied to the cash flow every year, a revenue growth factor was also added
to the calculation. The revenue from 2011 - 2015 were stated in Table 7.14
below. For the calculation, the average of the revenue growth, which is 23%
was used for the future revenue calculation.

Table 7.9: Operational revenue of PT KAI

Year
2011 2012 2013 2014 2015

Revenue [x10° IDR] 6094 6966 8600 10478 13938
Increase [%)] 14 23 22 33

5. The discount rate of 5% was used. This number was obtained from Indonesia‘s
interest rate forecast on 2020 by Trading Economics (n.d.)

Using the aforementioned assumptions, the NPV calculation was performed and
showed in Table 7.10 below.

Table 7.10: NPV calculation on rail investment

Period Year Cash Out Cash In Total PV

[x1012 [x1012 Income  [x10™IDR]

IDR] IDR] [x1012

IDR]

1 2020 238.25 0.00 0
2 2021 0 0.00 0.00 -238.25
3 2022 0 0.00 0.00 -238.25
4 2023 0 0.00 0.00 -238.25
5 2024 0 0.00 0.00 -238.25
6 2025 0 0.00 0.00 -238.25
7 2026 0 0.00 0.00 -238.25
8 2027 0 0.00 0.00 -238.25
9 2028 0 0.00 0.00 -238.25
10 2029 0 0.00 0.00 -238.25
11 2030 0 10.59 10.59 -227.66
12 2031 0 15.26 25.85 -212.40
13 2032 0 17.88 43.73 -194.52
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Table 7.10 Continued: NPV calculation on rail investment

Period Year Cash Out Cash In Total PV
[x10'2 [x 10" Income  [x10"IDR]
IDR] IDR] [x10'2
IDR]
14 2033 0 20.94 64.67 -173.58
15 2034 0 24.53 89.21 -149.04
16 2035 0 28.74 117.94 -120.31
17 2036 0 33.66 151.61 -86.64
18 2037 0 39.44 191.04 -47.21
19 2038 0 46.20 237.24 -1.01
20 2039 0 54.12 291.35 53.10

The NPV calculation shows that the project will have positive NPV after 19
years since the investment was made, or 9 years after the construction projects have
been completed. Given the fact that in the assumptions, the average revenue growth
was used and the revenue on 2020 was assumed to be the same as 2015, the project
could turn to have higher NPV and even have faster payback period in the real
practice,.

Based on the accessibility measurement and NPV analysis of the improvement
plan, the actions would benefit both the user and the decision maker as the investor.
Firstly, the accessibility measurement showed that the network improvement would
increase the accessibility of the Eastern part of Indonesia. Hence, it might decrease
the economic growth imbalance. Secondly, the NPV analysis showed a positive
NPV. Based on the positive NPV, this project would be financially beneficial to the
investors.

However, reflecting on the significant change in the modal share and in order
to find the good combination of improvement actions, another scenario analysis
using the fifth scenario was performed. In the following scenario analysis, the good
combination of improvement actions are searched through using heuristic approach.

7.1.5 Scenario 5: Adding Improvement Actions Based on
the BCR

In this scenario, instead of implementing all improvement all at once, priorities are
given to the combination of improvements that yields high BCR value. Therefore,
based on the result of this scenario, policy advices can be given to the central
government as the main decision maker on the improvement priorities.

The simulated annealing with tabu search constraint in subsection 6.2.3 is used
for this scenario. The combinations of improvements are chosen randomly. The
starting temperature of the simulated annealing was set to 1000 °C' with the cooling
rate of 0.95/iteration. Each time the program is executed, one priority was found.
The chosen actions are then excluded form the possible improvement action set on
the next execution. The first priority from the first execution result is shown in
table 7.11 below and figure 7.8 shows the iterations in the program execution.
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Table 7.11: Chosen Improvement

Island Route Length [km] Investment Cost
[x10' IDR]
Sumatera  Medan Pekanbaru 679 12.09
Pekanbaru Jambi 465 13.99
Padang Jambi 518 15.56
Jambi Pelambang 260 7.81
Kalimantan Palangkaraya Banjarmasin 260 4.14
Sulawesi Bitung Manado 48 1.44

0
1000 558.7 3585 2146 1285 769 461 276 165 5.9 5.4 3.5 21 13 0.8 0.5 03 0.2

Temperature [2C]

——BCR ——Maximum Value

Figure 7.8: Upper Level Iteration Process

As shown by figure 7.8, at the beginning of the simulated annealing program, as
the temperature is still high, the program still accept the worse solutions. However,
as the temperature decrease, the result goes into a convergence. Further, these
improvements from the first execution were added to the existing network as the
first improvement priority. Then, the program was executed again until all the
improvements are added to the network. The following Table 7.12 below shows the
improvement priority based on the model iterations result.

Contrasting to the choice of implementing all the improvement actions all at
once, by prioritizing the actions, the change in the modal share can be controlled in
an incremental manner. The result in Table 7.12 shows that in the implementation
of the first priority, the modal share for railways is 4% and dramatically increase to
22.9% after the last improvement action is performed.

The model search the actions based on the BCR of the combination in every
iteration. Therefore, every level of priority will give positive BCR when added to
the network. The BCR values do not have a linear pattern in the model result. This
is because the calculation of the BCR is relative to the previous action(s) chosen.
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Table 7.12: Improvement Action Priority Based on Model Iterations

Modal Split

Priority Route BCR Cost Difference [IDR]
Rail  Maritime Maritime

1 Medan Pekanbaru 7.65 0.163 0.133 0.704 301,027,944,000
Pekanbaru Jambi
Padang Jambi
Jambi Pelambang
Palangkaraya Banjarmasin
Bitung Manado

2 Palembang Lampung 154 0.214 0.128 0.658 374,736,620,500
Palu Mamuju
Mamuju Makassar

3 Padang Pekanbaru 23.2  0.217 0.128 0.656  376,947,241,300
Sorong Manokwari

4 Aceh Medan 10.41 0.247 0.127 0.625 447,120,886,400
Samarinda Banjarmasin
Manado Gorontalo
Gorontalo Palu

5 Pontianak Palangkaraya 9.7 0.252 0.126 0.622 460,973,887,700
Manokwari Jayarpura

For instance, the addition of link from Pekanbaru to Padang in the second priority
yields a BCR value of 25.6. It is relative to the cost difference between the network
with the link between Pekanbaru and Padang added and the network with the links
in priority 1.

This result could be used by the decision maker to help the implementation pro-
cess. Firstly, the decision maker could adjust the priority based on the progress of
the current development. For example, if in the process, there is certain event such
as fuel subsidy reform that would affect the network, by performing the priority
calculation again, the priority list could be adjusted to adapt with the changes. Sec-
ondly, the incremental approach of this scenario would let the decision maker to cope
with the disturbances in every phase of the network improvement before proceeding
with the next priority. Shall there be some disturbances such as opposition after the
first phase (implementation of priority 1), the decision maker could try to solve the
problem and perform an evaluation for the future implementations. By choosing the
incremental approach, the decision maker could also adjust the network to adapt
with the changes given the new links. This would also give benefit to other actors
such as shippers or third party logistics actors to adjust their shipment route based
on the new links.

NPV Analysis for Prioritization Approach

To ensure the prioritization approach would also be financially beneficial to the de-
cision maker, another NPV calculation and analysis should be performed. The NPV
analysis used the same assumption as the NPV analysis in section 7.1.4. Additional
assumptions were added in this NPV analysis. They are as follows.

1. The first priority will start in 2020
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2. The following priorities will be started two years after the previous one.

3. Each priority project will be completed within 5 years. In the fourth scenario,
if the government managed to finish all the constructions within 10 years,
it means roughly, the construction speed would be 841.8 km/year given the
total new links length is 8418 km. The assumption of 5 years was taken by
considering that the project might be delayed.

The table 7.13 below shows the change in the rail flow ratio between the islands
in Indonesia and Java island. Same with the first NPV analysis, the net revenue in
the islands other than Java will be the product of the net revenue by PT KAI in
Java and the rail flow ratio.

Table 7.13: Rail flow ratio in Indonesia in each project phase

Priority Year Java Sumatera Kalimantan Sulawesi Papua
1 2020 1 3.16 0.1
2 2022 1 4.52 0.1 0.455
3 2024 1 4.63 0.1 0.455
4 2026 1 4.98 0.14 1.1
5 2028 1 4.98 0.28 1.1 0.03

As mentioned before, the net revenue of PT KAI in Java is 2.7 x 10'2 and every
year, the net revenue increase by an average of 23%. Therefore, by applying the
revenue growth and multiplying the net revenue with the freight flow ratio, the net
revenue that will be obtained by PT KAI after each priority action is shown in table
7.14 below.

Table 7.14: Net Revenue of PT KAI in every islands [x10'? IDR]

Priority Year Java Sumatra Kalimantan Sulawesi Papua

1 2020 2.70 8.53 0.27

2 2022 4.08 18.46 0.41 1.86

3 2024 6.18 28.61 0.62 2.81

4 2026 9.35 46.56 1.31 10.28

5 2028 14.15 70.44 3.96 15.56 0.42

Further, the NPV calculation was performed. The result of the NPV calculation
is shown by table 7.15 below. The cash out is the total investment cost of each
priority. Discount rate of 5% was used in this calculation baed on the interest rate
forecast by Trading Economics (n.d.).

Table 7.15: NPV calculation on rail investment with prioritization

Period  Year Cash Out Cash In [x 1012 Total Income PV [x10'2 Description
[x10'2 IDR] IDR] [x10'2 IDR] IDR]
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Continued: NPV calculation on rail investment with prioritization

Period  Year Cash Out Cash In [x10'2 Total Income PV Description
[x10'2 IDR] IDR] [x10'2 IDR] [x10'21DR]

1 2020 55.03 Start Priority 1

2 2021 -55.03

3 2022 33.96 -88.99  Start Priority 2

4 2023 -88.99

5 2024 22.7 -111.69  Start Priority 3

6 2025 6.90 6.90 -104.79  Priority 1 Completed
7 2026 60.1 8.08 14.98 -156.81  Start Priority 4

8 2027 14.73 29.71 -142.08  Priority 2 Completed
9 2028 66.49 17.26 46.97 -191.31  Start Priority 5
10 2029 20.66 67.62 -170.66  Priority 3 Completed
11 2030 24.20 91.82 -146.46
12 2031 34.00 125.82 -112.46  Priority 4 Completed
13 2032 23.29 149.11 -89.17
14 2033 47.93 197.04 -41.24  Priority 5 Completed
15 2034 56.15 253.19 14.91

The NPV calculation performed on the fifth scenario shows positive value after
15 years. Compared to the fourth scenario, the payback period is 5 years faster.
Based on this NPV calculation, this approach would be more beneficial for the
central government. The only drawback is that they might not be able to finish the
whole new link constructions before 2030.

Comparing the priority approach with the choice to perform all improvement
actions at once, the priority approach is more robust to changes in the process.
This method could also give the decision maker a room to evaluate the process
and tackle the problems faced during the process and use it as a reflection for the
next phases. The incremental changes is another benefit of this method. In the
implementation of all actions at once, the change, especially in the modal share
is really significant. The significant change could turn to be an opposition by the
impacted actors such as the truck operators and the shippers. In terms of financial
aspect, the prioritization approach would also have positive NPV and would give
faster payback period to the investors.

7.2 Policy Recommendation and Policy Barriers
Analysis

Based on the scenario analysis, three policy recommendations can be given to the
central government of Indonesia, especially to the Ministry of National Development
Planning as the main decision maker. The first policy recommendation is to perform
the fuel subsidy reform policy and introducing subsidy to railway transportation.
And the second policy is to perform the improvement action based with priorities
based on the benefit to cost ratio of the actions.

In this section, the aforementioned policy recommendations were elaborated fur-
ther and the possible barriers that might appear from certain actors are elaborated
and discussed.
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7.2.1 Fuel Subsidy Reform

Based on the scenario analysis, the fuel subsidy reform would benefit the central
government by cutting the fuel subsidy spending that accounts to 4.1% of Indonesia‘s
total spending (Asian Development Bank, 2015). Firstly, by implementing the fuel
subsidy reform, the central government will be able to relocate the spending to
another vital sectors of the nation or to the infrastructure development.

Secondly, by cutting the fuel subsidy, the modal share of trucks would be reduced
and shifted to railways. Shifting the freight to railways would also reduce the total
carbon emission as railway transportation emit lower emission compared to trucks.
By using railways, the total logistics cost would also be reduced especially in long
distance shipment. This is reasonable because railways could carry more freights
compared to trucks, leading to higher economies of scale. Even further, by adding
additional subsidy to the railway transportation, the modal share for railways could
be increased even more to 7%.

Thirdly, this alternative would be a way to introduce competition in freight
transportation sector. The decrease in truck's modal share that is followed by the
increase in railway‘s modal share that absorbed the freight flows from trucks would
trigger the truck operators to bring innovation. In order to compensate the policy
impact, they would have to increase the efficiency of the mode. Therefore, this
policy might give a benefit to the whole transportation network‘s efficiency.

However, there would be several barriers on the policy implementation. Firstly,
there might be opposition especially from shippers and truck operators. For many
years, the truck operators and the shippers have enjoyed the relatively cheaper cost
of using trucks for freight transportation. The increase in the operational cost due
to increasing fuel cost might force the shipper to find a new alternative for a cheap
shipment and the truck operators to win their market share again. These impacts
that they might suffer could be a cause for them to oppose this alternative.

Secondly, the railway capacities might not be able to fulfill the whole shipment.
The railway networks have limitation in terms of the number of available locomotives
for freight transportation, the wagon capacities and the journey frequency. Further
analysis on the railway capacity should be performed. Otherwise, this policy would
not be robust in the future and instead, would lead to a higher logistics cost in the
country.

Thirdly, this alternative would be most beneficial in the area with railway con-
nections. However, not all areas are connected with other modes than trucks in
Indonesia. The low accessibilities of many areas are the reason that the road trans-
portation have the highest modal share in the country. Therefore, the implementa-
tion might cause higher goods prices in certain areas due to higher transport cost.

These policy barriers could be tackled in several ways. The change in the modal
share is not significant but the effect might be felt by the actors at the lower level such
as the truck operators and the drivers. Operating with subsidy for a long time, the
innovation in transportation in Indonesia especially in road modes is relatively slow.
Therefore, in order to increase the efficiency of the network, the central government
should be able to help the transportation sectors with researches for innovations and
implementing them to the network.

Step by step improvement should also encouraged. Firstly, the network should
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be adapting to the fuel subsidy reform policy. The freight transport network would
need time to adjust the shift in the freight flow and the change in the generalized
logistics costs. Oppositions from the actors should be discussed and handled. Then,
by increasing the capacity of railway networks and building the new networks, the
central government could begin to shift the flow to railway transportation that is
more efficient in terms of the speed, capacity and the emission. Therefore, the
following policy recommendation should also be encouraged.

7.2.2 Performing Improvement Action Based on Priority
List

The analysis performed on scenario 4 which is implementing all the improvement
actions at once gives a significant change in the freight network. It would increase
the overall accessibility of the network and would give positive net present value for
the investors. In terms of the transport modal share, the modal share of trucks fell
by almost 20%, the flow shifted mostly to railway transportation. This is a relatively
drastic change in the modal share.

On the other hand, the result from the fifth scenario analysis shows that by
implementing prioritization on the improvement actions, results in a more gradual
change in the freight flow. The modal share also gradually shifted from trucks to
railways. In the fifth scenario, the actions’ priority are defined based on the actions’
or the combinations’ BCR value relative to the previous improvement. In this policy,
an incremental approach was taken.

By adopting the incremental approach on the infrastructure development, firstly,
the government would have more time to response shall there are some obstacles on
the process. The obstacles would not affect the whole construction of the new links
because the constructions are not started at the same time. Therefore, the central
government would have the time to avoid the problem from happening again for the
construction of the next priorities.

This alternative would also gives some room for evaluation from the ongoing
or the past projects of the network improvement. By performing evaluation on
the plans, the future projects could be executed more efficiently. The incremental
characteristic of this policy also gives flexibility on the decision. The priority can
be adjusted in the process. For instance, if there are some unforeseen changes on
the network, the changes could be added to the model, therefore, the priority list
will be updated, ensuring the highest BCR possible is obtained. This benefit would
favor the Ministry of Transportation because it would prepare them for a better
preparation on every islands since the new railway system in the different islands
would require new planning. Through evaluation on the development of the previous
priority, the Ministry of Transportation could evaluate the issues that existed and
adjust the planning.

The barriers for this alternative would be the longer process time for the whole
plan completion. Compared to the implementation of all improvement actions at
once, this approach would require longer time. This might pose an issue for the
government itself. For the Ministry of Investment, the longer duration might lead
to higher project cost and to be flexible to the change on the priorities means extra
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cost on the delay and change o planning. Therefore, a good planning and further
cost and benefit analysis would be required in order to ensure that this planning is
robust for the government.

7.3 Summary of Scenario Analysis and Policy Rec-
ommendations

After the model has been verified and validated, the scenario analysis using the
model was performed. Five scenarios were tested using the model. The first scenario
is the base case scenario, in which there is no change nor improvement on the
network. The future OD data on 2030 that was calculated using the growth factor
method was used in the model to analyze the freight flow, the logistics cost and the
modal share in the future if there is no improvement on the network. The result
showed that in the base case scenario, there was no change in the flow concentration
nor in the modal share. This is because the only change is in the OD data. Therefore,
given the same network configuration, the route choice on this scenario was the same
as the model with the 2011 OD data in the model validation section.

In the second and third scenario, the fuel subsidy reform policy was explored.
Firstly in the second scenario, the future effect by removing the fuel subsidy from
trucks was tested. It was found that this action would let the central government
to save approximately 62.5M€on the transportation sector. Further in the third
scenario, the possibilities to give subsidy to the other modes were explored. It
was found that the maritime transportation‘s modal share is not really sensitive
to the change in the fuel price. On the other hand, by giving subsidy to railways
transportation, the modal share of railways could increase up to 7%.

In the fourth and fifth scenario, the central government‘s plan to construct new
railway links on the network was tested. It was found that by performing all im-
provement actions, the benefit to cost ratio (BCR) was 1.21. This action will also
affect the modal share significantly. By building new railway connections in all the
islands in Indonesia, the railway‘s share would increase from 2% to 22%, absorbing
the freight flow from trucks. Hence, the trucks’ modal share reduced from 83.6% to
64%. This option would give a significant impact on the network. However, it might
rose some oppositions especially from truck operators and shippers that use trucks.
Thus, the fifth scenario was explored, where instead of performing all actions at
once, prioritization was used. The priority list listed the combination of improve-
ment actions based on their BCR relative to the previous improvement. With this
alternative, the network would have some period to adjust and the flexibility when
the project is facing certain obstacles. From the financial point of view, both sce-
narios appear to have positive NPV. However, comparing the NPV calculation, the
fifth scenario has faster payback period compared to the fourth scenario, with 5
years difference.

Based on the result of the scenario analysis that was performed, two policy rec-
ommendations were presented. Firstly, this research would recommend the central
government to perform the fuel subsidy reform. The removal of truck‘s fuel subsidy
would let the government to cut their spending and relocate the funds to other im-
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portant sectors. It was found that the impact of this policy is relatively small. It
will only reduce the modal share of trucks slightly.

Secondly, this research encourages the use of prioritization on the network im-
provement actions. Compared to the construction of all links at once, the option
to build new links based on their priority level would give incremental effect on
the network especially on the modal share. This option would also give the central
government a room to adjust the project based on the obstacles that might appear
on the process.
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Chapter 8

Conclusions, Reflections and
Recommendations

This chapter concludes the study performed in this report. The first section pro-
vides answers on the research questions posted at the start of the report. The second
section shows the recommendation for further study related with multimodal trans-
portation in Indonesia. The third section reflects the difficulties faced and what
improvement that should be done by author.

8.1 Conclusions

The research question as defined in the Chapter 1 is: What are the recommendations
of optimized multimodal transport network design in Indonesia by considering the
future infrastructure developments?. To answer the main research question, the four
sub-research questions were answered first in this research. Below the answers for
the sub-research questions are stated.

1. Which factors should be incorporated into the model? From the findings on
chapter 2, 3, and 4 the factors that need to be incorporated into the model were
analyzed. Firstly, chapter 2 discussed the problems in freight transportation in
Indonesia. The problems are the high logistics cost and the imbalance between
the Western and the Eastern part of Indonesia. Based on these problems, the
objectives of the model were defined. Then, in chapter 3, the future plans of
the Indonesian central government were elaborated. These policies and plans
were added to the model as the future scenarios, which are the future network
improvement and the fuel subsidy reform. Chapter 4 studied further the model
specification on the technical perspective. The network parameters, variables,
and the required data were discussed.

2. How can an optimization model be implemented to design multimodal trans-
port network in Indonesia with taking into account the aforementioned factors?
Based on the discussion on chapter 4, the model requirements and specifica-
tions were defined. The model framework defined how the model should work.
Based on the model framework, firstly, the data and the model parameters
should be prepared. Then, after the parameters and the data were added
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to the model, the lower level optimization was performed. The lower level
optimization consists of route-set generation using k-shortest path with dif-
ferent objectives, route-choice modeling using path-size logit algorithm, and
the freight assignment. Then, the upper level optimization using local search

heuristics found the global optimum of the improvement actions that yields
the highest BCR.

. What is the good design of multimodal transportation in Indonesia? The sce-
nario analysis analyzed the possible scenario in the future on Indonesia‘s freight
transport network. Based on the scenario analysis, it was found that a status-
quo option would lead to no change in the network. On the second scenario,
it was found that by removing the fuel subsidy through the fuel subsidy re-
form the government could save on the transport expenditure that accounts to
4.1% of the national GDP. Scenario 4 founds that by constructing new railway
connections in all the islands would lead to a better freight transport net-
work with the benefit to cost ratio of 1.21. Even better, the scenario 5 which
analyzed the improvement prioritization presented a priority list that yields
better result on the network improvement BCR. The implementation of the
improvement plans was also found to be able to increase the overall transport
network accessibility in Indonesia, especially in the Eastern part of Indonesia.

. How the policies should be performed based on the model result? Based on
the result of the scenario analysis, two policy recommendations were given.
The first one is to implement the fuel subsidy reform. By performing the fuel
subsidy reform on trucks in the freight transportation system, the government
could save up to 119M<€. On the modal share aspect, the policy would only
reduce the modal share of trucks slightly by 3.6%. The freight flow shifted
mostly to railway transportations, increasing the railway modal share to 6%.
The second policy is to build new railway links in all the islands with a priori-
tization based on the actions’ BCR on the network. Performing all the actions
at once would significantly change the modal share of trucks/railway/maritime
from 83.6%/2%/14.2% to 64%/22%/13%. By using prioritization, the change
could be done incrementally. This would avoid oppositions by the impacted
actors such as the truck operators and shippers. By adopting this approach,
the government would also have the flexibility to adapt with the uncertainties
and other obstacles in the process and adjust the planning based on the situ-
ations. The NPV analysis shows that both the choice to implement all of the
improvement actions at once and by prioritization would give positive NPV.
However, the prioritization approach would have faster payback period by 5
years compared to the all at once approach. Even so, the whole project will
require 3 more years if the prioritization approach was taken.

Based on the answers for the sub-research question, the main research questions

can be answered. This research would recommend the decision maker, which in
this issue is the Ministry of National Development Planning to implement the fuel
subsidy reform to reduce the usage of trucks in freight transportation and to allocate
the funds to other important matters within the scope of the national planning. By
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increasing the railway usage in the network, a higher economies of scale and lower
emission could be achieved. This could also trigger the truck operators to innovate
to make their business more efficient with the increasing operational cost. Adding
the new railway connections on the network would also increase the share of railways
in Indonesia.

8.2 Recommendations

Due to limitation of time in this research, not all of the contents related to logistics
hub can be captured. On the other way around, in order to successfully developing
the multimodal transportation network in Indonesia, attention needs to be paid to
several details, for which further studies may be needed.

Network capacity data. This research does not incorporate network capacity
data into the model. The reason is due to the data limitation issue and the
time scope. The unconstrained network capacity might lead to overestimat-
ing the capacity of certain links and nodes. For instance, the railway network
might be unable to satisfy the whole freight flow as showed in the model, which
leads to higher modal share in the result.

Stochasticity. Deterministic model was used in this research. In the deterministic
model, all of the parameters are assumed to be known and the output of the
model is highly determined by the model parameters. Therefore, the dynamic
in the real world can’t be captured by the model. Within the stochastic
model, randomness could be integrated in the model. For instance, in the
deterministic model, the delay due to congestions could not be added to the
model. By using the stochastic model, the congestion can be modeled as the
ratio of the freight flow and the link capacity.

Integration with other network improvement. Within the network improve-
ment scenario, only the development of new railway connections were consid-
ered. Within the national development plan, there are also several planning
on port development, addition of new ships and road construction. However,
since this model do not consider the port and maritime capacity, the maritime
improvement was not added to the model. And the road transport devel-
opments are on regional level, hence it is not within the spatial resolution
of the model. By improving the spatial resolution of the model and adding
the network capacity constraints, it is possible to integrate the other network
improvement plans to the model.

Modeling the network improvement effect on freight flow. In this research,
the demand was assumed to be exogenous. There is no causal relation within
the model that would affect the demand in the future. Therefore this model
could not project the effect of the scenarios to the demand change in the fu-
ture. By modeling the demand based on the actions taken on the network,
the model could be extended to give recommendations with the objective to
solve the demand imbalance problem.
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8.3 Reflections

Working on this research I learned a lot working in a field that I am really new into
it. I started with few technical knowledges in transport and logistics. This posed
a big challenge for myself. In order to deliver a good quality research I have to
catch up with the required knowledge. I took classes on transportation modeling
and advanced transportation modeling. I read many research articles to understand
the techniques, I asked many people for guidance and helps.

Before the kickoff meeting, the challenge is to write a good research proposal. The
main problem for me is to understand the aspects and techniques in freight transport
network design and optimization. I also need to gain understanding on the practical
problems in Indonesia. With the help of my supervisors and my colleagues, I could
obtains good references on research articles and able to deliver a good research
proposal.

Later on during the research period, I found that data collection posed the
biggest challenge. Not all data are available freely on the web. And sometimes, the
data need to be calibrated and some data are not that extensive. The unavailability
of several data also required me to adjust the research framework. For instance,
the unavailability of the network capacity data made be unable to use a stochastic
model that can calculate the delays in the network. In the end, several assumptions
were made to cope with the data limitations.

I also faced hard time programming the model. I found the AIMMS software to
be a really good software for working with multidimensional data. Inputting and
checking the calculation result was really easy. However, the problem came on the
programming phase. With my lack of knowledge on programming, I struggled to
make the model work. Fortunately, the software comes with a good documentation
and program examples. Hence, learning from all of them, I could make the program
work.

In the end of the research process, I felt that there are still many rooms for
improvement. The result of this thesis is not perfect. But I feel satisfied that I
could finish this research even though the process was delayed. 1 faced one big
challenge of doing something that I am really new into it. I started from zero and
now I can deliver this result. With the result from this research I hope that my work
could benefit my country and the people as a whole through a better transportation
and logistics system. In the future I would strive to learn more about transport and
logistics, honing my knowledge and implementing it for the good purpose of making
a better nation for its people.

113



References

Asian Development Bank. (2015). Fossil fuel subsidies in indonesia: Trends,
impacts, and reforms.

Askolani. (2010). Increasing the momentum of fossil-fuel subsidy reform : Devel-
opments and opportunities. I1ISD.

Bahagia, S., Sandee, H., & Meeuws, R. (2013). State of logistics indonesia 2013.
Collaboration Center of Logistics and Supply Chain Studies.

Banomyong, R., & Beresford, A. K. (2001). Multimodal transport: the case
of laotian garment exporters. International Journal of Physical Distribution &
Logistics Management Int Jnl Phys Dist € Log Manage, 31(9), 663685. doi:
10.1108/09600030110408161

BAPPENAS. (2015). Inter-island maritime highway development for long term
planning 2015-2019 and its implementation in 2014. Badan Pembangunan Indone-
s1a.

Ben-Akiva, M., & Bierlaire, M. (1999). Discrete choice methods and their appli-
cations to short term travel decisions. International Series in Operations Research
and Management Science Handbook of Transportation Science, 533.

Indoneia Infrastructure Inititatives. (2010, Aug). Future indonesian railways: An
interface report towards the national railway masterplan. Australia Indonesia Part-
nership.

Indonesia Investment Coordinating Board. (2015). Infrastructure projects and
special economic zones in indonesia. Deputy Chairman for Investment Planning.

Indonesian  Central  Statistics  Bureau. (2015,  Sep). Kepa-
datan  penduduk  menurut  provinsi,  2000-2014. Retrieved  from
https://www.bps.go.id/linkTableDinamis/view/id/842

Indonesian  Central  Statistics DBureau. (2016a,  Feb). Jumlah
penduduk — miskin  menurut  provinsi,  2013-2016. Retrieved  from

https://www.bps.go.id/linkTableDinamis/view/id/1119

Indonesian Central Statistics Bureau. (2016b, Oct). Produk domestik regional bruto
atas dasar harga berlaku menurut provinsi, 2010-2015 (miliar rupiah). Retrieved
from https://www.bps.go.id/linkTableDinamis/view/id/955

114



Indonesian Ministry of National Development Planning. (2014). Rencana pemban-
guna jangka menegah nasional (rpjmn) 2015-2019.

Ministry of Transportation and Infrastructure and Australian Aid. (2014). Pengem-
bangan perkeretaapian dalam renstra perhubungan dan rpjm 2015 - 2019.

Open Government Indonesia. (n.d.). Indonesia geospatial database. Retrieved from
http://tanahair.indonesia.go.id/home/

PT Kereta Api Indonesia. (2016). Annual report 2015.

Trading Economics. (n.d.). Indonesia inter-
est rate: Forecast 2016-2020. Retrieved from
http://www.tradingeconomics.com/indonesia/interest-rate/forecast

Bisschop, J., & Roelofs, M. (2006). Aimms optimization modeling. Paragon Deci-
sion Technology.

Burns, L. D. (1979). Transportation, temporal, and spatial components of accessi-
bility. Lexington Books.

Cascetta, E. (2001). Transportation systems engineering: theory and methods.
Kluwer Academic.

Christiansen, M., Fagerholt, K., Nygreen, B., & Ronen, D. (2007). Chapter 4
maritime transportation. Transportation Handbooks in Operations Research and
Management Science, 189284. doi: 10.1016/s0927-0507(06)14004-9

Coordinating Ministry for Economic Affairs and Ministry of National Development
Planning. (2011). Master plan acceleration and expansion of indonesia, economic
development 2011/2025.

Crainic, T., & Laporte, G. (1997). Planning models for freight transportation.
European Journal of Operational Research, 97(3), 409-438. doi: 10.1016/S0377-
2217(96)00298-6

Crainic, T. G., & Bektas, T. (2007). Brief overview of intermodal transportation.
Logistics Engineering Handbook. doi: 10.1201/9781420004588.ch28

Crainic, T. G., & Kim, K. H. (2007). Chapter 8 intermodal transportation. Trans-
portation Handbooks in Operations Research and Management Science, 467537.
doi: 10.1016/s0927-0507(06)14008-6

de Baat, M., den Hertog, V., de Jong, S., de Regt, K., & Wijgergangs, K. (2015).

Setting up a freight transportation model for java in indonesia.

Dikun, S. (2010). Future indonesian railways. an interface report towards the
national railway master plan. Indonesia Infrastructure Initiative.

Direktorat Jenderal Perhubungan Darat, . (2005). Masterplan transportasi darat.
Departemen Perhubungan.

115



Enserink, B., Hermans, L., Kwakkel, J., Koppenjan, J., & Bots, P. (2010). Policy
analysis of multi-actor systems. Lemma.

Faisal, A. (2015). Designing national freight maritime network in indonesia: A
supporting study for maritime highway policy (kebijakan tol laut) in some future
scenarios (Unpublished doctoral dissertation).

Ferdian, A. (2005). Ewaluasi sistem dry port gedebage (Unpublished doctoral
dissertation).

Friesz, T. L., Cho, H.-J., Mehta, N. J., Tobin, R. L., & Anandalingam, G.
(1992). A simulated annealing approach to the network design problem with
variational inequality constraints. Transportation Science, 26(1), 1826. doi:
10.1287/trsc.26.1.18

Geurs, K., & Eck, J. R. v. (2001). Accessibility measures: review and applications:
evaluation of accessibility impacts of land-use transport scenarios, and related social
and economic impacts. Rijksinstituut voor Volksgezondheid en Milieu.

Glover, F., & Laguna, M. (1997). Tabu search principles. Tabu Search, 125151.

Gulat, J., Florian, M., & Crainic, T. G. (1990). A multimode multiproduct network
assignment model for strategic planning of freight flows. Transportation Science,
24 (1), 2539. doi: 10.1287/trsc.24.1.25

Hermans, L. M., & Thissen, W. A. (2009). Actor analysis methods and their
use for public policy analysts. Furopean Journal of Operational Research, 196(2),
808818. doi: 10.1016/j.ejor.2008.03.040

Indonesian Ministry of National Development Planning. (2014). Pengembangan tol
laut dalam rpjmn 2015-2019 dan implementasi 2015. Directorate of Transportation.

Indonesia Port Corporation II. (2012). Annual report of indonesia port corporation
ii 2011. Indonesia Port Corporation II.

Janic, M. (2007). Modelling the full costs of an intermodal and road freight
transport network. Transportation Research Part D: Transport and Environment,
12(1), 3344. doi: 10.1016/j.trd.2006.10.004

Johnson, D. S., Lenstra, J. K., & Kan, A. H. G. R. (1978). The complexity of the
network design problem. Networks, 8(4), 279285. doi: 10.1002/net.3230080402

Kamar Dagang Indonesia. (2013, Jan). Subsidi energi dan bbm, pengaruhnya
terhadap industri. Policy Paper, 13.

Kawaguchi, H., Wachi, T., & Yagi, S. (2010). Freight flow analysis and estimation
of pavement cost reduction by overloaded trucks utilising weight bridge survey in
the central java region. 12th WCTR 11 15 July 2010.

Kirkpatrick, S., Gelatt, C. D., & Vecchi, M. P. (1983). Optimization by simulated
annealing. Science, 220(4598), 671680.

116



Leblanc, L. J. (1975). An algorithm for the discrete network design problem.
Transportation Science, 9(3), 183199. doi: 10.1287/trsc.9.3.183

Liao, C.-H., Tseng, P.-H., & Lu, C.-S. (2009). Comparing carbon dioxide
emissions of trucking and intermodal container transport in taiwan. Trans-
portation Research Part D: Transport and Environment, 14(7), 493496. doi:
10.1016/j.trd.2009.05.002

Lim, H., & Thill, J.-C. (2008). Intermodal freight transportation and regional
accessibility in the united states. Environment and Planning A, 40(8), 20062025.
doi: 10.1068/a38336

Lino, R. J. (2013, Oct). From serving to driving indonesia’s growth: Delivering
lasting transformation at ipc. World Bank.

Lubis, H., Isnaeni, M., Sjafruddin, A., & Dharmowijoyo, D. (2005). Multimodal
transport in indonesia: Recent profile and strategy development. Proceedings of
the Eastern Asia Society for Transportation Studies, 5.

Magnanti, T. L., & Wong, R. T. (1984). Network design and transportation
planning: Models and algorithms. Transportation Science, 18(1), 155. doi:
10.1287/trsc.18.1.1

Martalia, L. (2016). The opportunities for establishment of logistics clusters in
indonesia.

Menally, M. G. (2007). The four-step model. Handbook of Transport Modelling
Handbooks in Transport, 3553. doi: 10.1108/9780857245670-003

Metropolis, N., Rosenbluth, A. W., Rosenbluth, M. N., Teller, A. H., & Teller, E.
(1953). Equation of state calculations by fast computing machines. The Journal
of Chemical Physics, 21(6), 10871092.

Ministry of Economic Affair. (2011). Acceleration and expansion of indonesia
economic development and nationan connectivity enhancement. MPSEI.

Ministry of National Development Planning. (2015). Infrastructure development
priority 2016.

Ministry of Trade. (2014). Analysis of inter-island logistics performance.

Ministry of Transportation. (2014). Penelitian asal tujuan transportasi national:
Tabel asal dan tujuan barang antar provinsi. Research and Development Agency.

Murray-Webster, R., & Simon, P. (2006, Nov). Making sense of stakeholder map-
ping. PM World Today, 8(11).

Muslihati. (2012, Oct). Analisis biaya operasional kapal pada berbagai load faktor
angkutan perintis. ILTEK, 7(14), 10131018.

117



Mutohar, I., Tomonori, S., & Sutomo, H. (2010). The implementation and impacts
of pso, imp and tac schemes on national railways reform in indonesia. Journal of
the Fastern Asia Society for Transport Studies, 8.

Nugroho, H. (2009). Apakah persoalannya pada subsidi bbm? tinjauan terhadap
masalah subsidi bbm, ketergantungan pada minyak bumi, manajemen energi na-
sional, dan pembangunan infrastruktur energi. National Development Agency of
Indonesia.

of Connectiviy, T. I. M. (2010). Rencana strategis kementerian perhubungan 2010-
2014. Directorate General of Railway.

Ortuuzar, J. D., & Willumsen, L. G. (2011). Modelling transport (4th ed.). John
Wiley and Sons.

Pearman, A. (1979). The structure of the solution set to network optimisation
problems. Transportation Research Part B: Methodological, 13(1), 8190. doi:
10.1016/0191-2615(79)90008-0

Poorzahedy, H., & Turnquist, M. A. (1982). Approximate algorithms for the
discrete network design problem. Transportation Research Part B: Methodological,
16(1), 4555. doi: 10.1016/0191-2615(82)90040-6

Rodrigue, J.-P., Comtois, C., & Slack, B. (2006). The geography of transport
systems. Routledge.

Ross, S. A., Westerfield, R., & Jaffe, J. F. (2005). Corporate finance. McGraw-
Hill /Trwin.

Russ, B. F., Yamada, T., Castro, J., & Yasukawa, H. (2005). Optimising the design
of multimodal freight transport network in indonesia. Journal of the Eastern Asia
Society for Transportation Studies, 6, 28942907.

Sheffi, Y. (1984). Urban transportation networks: equilibrium analysis with math-
ematical programming methods. Prentice-Hall.

Southworth, F., & Peterson, B. E. (2000). Intermodal and international freight
network modeling. Transportation Research Part C: Emerging Technologies, 8(1-
6), 147166. doi: 10.1016/s0968-090x(00)00004-8

Steadieseifi, M., Dellaert, N., Nuijten, W., Woensel, T. V., & Raoufi, R. (2014).
Multimodal freight transportation planning: A literature review. Furopean Journal
of Operational Research, 233(1), 115. doi: 10.1016/j.ejor.2013.06.055

Steenbrink, P. A. (1974). Optimization of transport networks. Wiley.

Sun, Y., Lang, M., & Wang, D. (2015). Optimization models and solution al-
gorithms for freight routing planning problem in the multi-modal transportation
networks: A review of the state-of-the-art. TOCIEJ The Open Civil Engineering
Journal, 9(1), 714723. doi: 10.2174/1874149501509010714

118



Tavasszy, L., Minderhoud, M., Perrin, J.-F., & Notteboom, T. (2011). A strategic
network choice model for global container flows: specification, estimation and ap-
plication. Journal of Transport Geography, 19(6), 1163-1172. Retrieved from
http://linkinghub.elsevier.com/retrieve/pii/S0966692311000524 doi:
10.1016/j.jtrangeo.2011.05.005

Tavasszy, L. A. (1996). Modeling european transport flows (Unpublished doctoral
dissertation).

The Asia Foundation. (2008, Apr). The cost of moving goods: Road transportation,
regulations and charges in indonesia. The Cost of Moving Goods Road Transporta-
tion, Regulations and Charges in Indonesia.

Trading Economics. (n.d.). Indonesia gdp annual growth rate. Retrieved from
http://www.tradingeconomics.com/indonesia/gdp-growth-annual/forecast

UNCTAD. (2015). Key satistics and trends in international
trade 2015: The trade slowdown. Retrieved 9 May 2016, from
http://unctad.org/en/PublicationsLibrary/ditctab2015d1_en.pdf

Wijaya, H., Purnawan, & Gunawan, H. (2014). Penentuan tarif angkutan barang
moda kereta api jalur padang-solok (Unpublished doctoral dissertation).

World Bank. (2013). State of logistics indonesia 2013. center of Logistics and Supply
Chain Studies, Asosiasi Logistik Indonesia, Panteia, STC-Group, TheWorld Bank
Office Jakartas.

World Economic Forum. (2015). Global competitiveness report 2015-2016. World
Economic Forum.

Xiong, Y., & Schneider, J. (1992). transportation network design using a cumula-
tive genetic algorithm and neural network. Transportation Research Record, 1364,
3744.

Yamada, T. (2013). Network design for freight transport and supply chain. Urban
Transportation and Logistics Health, Safety, and Security Concerns, 167188. doi:
10.1201/b16346-8

Yang, H., & Bell, M. G. H. (1998). Models and algorithms for road network
design: a review and some new developments. Transport Reviews, 18(3), 257278.
doi: 10.1080/01441649808717016

Yen, J. Y. (1971). Finding the k shortest loopless paths in a network. Management
Science, 17(11), 712716. doi: 10.1287/mnsc.17.11.712

Zhang, M., Wiegmans, B., & Tavasszy, L. (2013). Optimization of
multimodal networks including environmental costs: A model and find-
ings for transport policy. Computers in Industry, 64(2), 136-145.  Re-
trieved from http://dx.doi.org/10.1016/j.compind.2012.11.008 doi:
10.1016/j.compind.2012.11.008

119



99869 60T°1Z8 €8T°98¢ TLLOL £Ve LY 981°G¥ 8TL'O6T 659°08 ZI0°11e 0TT'€0T [453 668°LLT ¥.2'0EY ¥66°09T Teqng

61667 609°0%< T8RS TV 9€T19 L9T°T¥ 8T1'9¢ 88T 69T 6L9°G9 768°TLT 79968 6TL'PST 708991 SOV I8¢ 6€£0°€9T o[ejuoIon
896‘FST  ¥66'069°T  L68'TGT‘T T8GVLT 299201 TI7°66 8TT €TV $68°0LT 08¢2‘T8Y $28'0€T 6£9TOV T86°L0¥ TLT'T66 T€L'TLE eiyng
TGE'9GL  TES'8EF'8  L¥0'T00‘9 70°LE6 STIT'E6¥ 8T LLY 28€200'T 9€6°L08  0€8‘81Z‘C  006'890°T  8TI‘€T8'T  S8IT'098‘T  TF9'G9e'y  L60°€L9‘T os[ns
12C'GTT  T88'€9E‘T  €LG'8V0'T TL8L81T L0LG6 8TEL8 SI8‘ELE PRI‘8Y T TEL'QTY 086702 0£L'€9¢ 085°09¢ 089°288 €0 IVE 3ueqng

TLLSS 011686 LT TLL 766921 8T9°8L 99299 0SL€LT WY V1T 81602€ 066691 $01‘%8C 18L°06T G95°90L 8G1°08¢T mng
PE6°GST  €LGPILT  990°8LE°T $00°922 €20°9¢1 TT0‘8TT TLY LY T18°88T 18%'8€S 082292 779691 8T6'GSY  9TL'880°T $9Z°60¥% wiresy
9L9°8GC  €€L°9LT'9  989°0VI‘¥V 17€269 |1€1TE 08¢‘8¢€€ £08°6£€‘T 86G‘70S  L90'6LY°T GT0'L69  TOS'IFI‘T  TLE'OPI'T  0S8'€09°C 019696 esres
L9V'8TE  SP9'6ILE  T19C'WT9C L60°19€ 9Z6°L1T 602°1¥T 129°LL8 LOT'GTE  L8O'TOO'T €L6°CSY 00G°€TL 8LE'V69  69%'TO9'T 90%‘€LS Buagesy
676°06€  980°TL8‘C  LLLTHV'E P9°91¢ 99L°LLY 68T LLY L99°6LET 098'GeS  $EE'8LO°T G9L°098  66G'8VE‘T  €LE'6%C'T  TITLILT TLI‘€L6 Teqresy
TPS192  TLLPIV'C  9L0°8TL'T £€96°07¢ T99°LET L0721 TTe'8LS 120°0%C €e1°9%9 €15°60¢ $69°C2S 9TT'€€S  166'C9C'T 9¥8°L09 LLN
98%L8¢  86E9LT'V  THR'FIST L99°L¥€ $09°991 €76°L91 898908 PL1°G0€ 865998 TE8‘L6E 0£6°€L9 $€5°099  696T6VT 8ET'099 d4LN
€LE°GEY  ¥P9'099°F  91C°L99°C a8 adei 2 0TG‘9ST 2T L91 £68°TLL 92V 18¢ 066108 9TGeTLE T8G°18¢ TLO'W6S  €88°GPE‘T 689°609 eg

€€0'799°0T €6STHFR'0CT 679°89L°96 0£0°996°0TT  0€SI8F'T  8SE'G66'C  0L6°959°9T 6£€°C09'T  09LF6S°€C  6£0°06C°C  S6LTLO'C TLOTFTCFT 8EE'68%'0C T88‘€0L‘EE usjueqg
S60°'879‘78 0TT'098°69L 9¥T'C00°0TC S¥L'P8T'TE  669°9¥6'C  TI8TLTI'L 02682981 099°98¢°L ¥8€'LL6°€E G66'6TT'0T 66T'G9L'TT FI9°668°0¢ <TEE'€V9'TS TI6°€9¢'7E wirjer
6S0°'7EV'T8 €6£CVS 99T 867'E8T'9¥  TOT'008°'S L0T'G9%  T9L°C90°'T ¥02°L00°'€ 076‘760°T  9TS'P9T'C  8TE'FPPS'T  PLG'89L'T  8T6'€6T'F  S0E'€T0'L  080°L0LF% A1
LY6°8T7'0LDI0¥88'ILY'T TRY'V6SG'ETY 8IT'T69'LY  888°€E6'C  910°GC0‘8 6£9°686°TT FIE'8GL L 866'098°LE G0L'€8G'0T 0SP'6€L'TT The's0T'ze 99¥°€9T'1G gGeT‘e8e'Te Suejer
L9G°60C°GE TLY'TIV'0ERVO' TIPS TI6'T LVP LES' TVE  8FYC'0€9°€ GLTI'086'CT 909°0TL‘%S PI6°LE0'PT 06T'99T'TL €89°TTL'LT 9LL'88T'0C SGTH'¥9T'6% 0TI0TIT'EL ¥TH'eecT'on Teqer
L9206y 699°LT9°6F T8L'689'88¢ GT6°T1SE'TST  €8%'960°T  0€9'681°'C  VOT'GE6G'GT 6L5°66T°C  69T'09%'8T  SIT'99T'F  60T°909‘% 808'GET'IT 8LL‘6L9°9T 0€¥'2€90T B>1a
6T8°LTE  89L°0TE'E  0%9°99S¢‘'V  €PL99T'T  8¥LIL8‘E 8€9°6.LE TIT' V19 €98'T9¢  0€L4'000°C  TEP'6TO'T  ¥8E'L88‘T  ¥HT'I89‘C  991°GTT'y  8€6°880°T radoyg
VL9'PEY  6LV'OTL'Y  99T'P9E’L  8L0°1T8‘T 786‘81¢T TT9°8G. 069°GEL €98°LLT  TL6'€91‘T Sov0Te TEE'0TS  80L'980°T  098°%LG‘T LT6'VL8 Pqeq
€12°290'C 988'8.9'CC 006'899°0¢ ¥#99‘TL8GT THL'8E9  69LTLT'T TE0°9E8'%T €OT'EVL'Y €PETL9°6T  OST'9LL'Y  L96°TEL'V 60L°6GL°TT 8T0‘6T9°9T  889'€6£'6 Sundwe]
TTG'08Y  LIE'WIS'Y  €TL'PEE'8  8SGTPY6T Tes'19e 1L9°€0€ 108°LL6'T €0T'88€‘C  190°'GSE'9  €9.TG8‘T  00T'08€‘T  T9F'I¥C'y  T80'080‘F  90L'G0€‘T nin33usg
9%6'6£2'C 80L'6TS 1T TT6'€TS'I¥ TSL1TT'0T  86I'61C'T  0£6'CIT'CT  6EG'GS8‘LI 096°00€'9  L8L'TOS'VY  TI99'PLY'S  OFPF'€T0'V 89L‘F60°0T 9LG'8G8‘IT  T96°L99°9 [eswung
12€099  069'PTLO9 €8L'€IG0T  €61'V0S'T 778°969 TEV LSS 966°C1T‘E LE8'TI8R'T  TO8'LTL'C  9LG'LG€'€  0L9'ThE'€  FTI'T99'L  THR'PIL'9  SEI‘80¥‘E qurep
TET'9LTT T6Z'TI0'ET 6VC'1€0'6T  ¥IT'SVT'V  LE6'TLET 709168 0L TL6Y ThTierT'c  T9T‘T69‘9  S1T‘TITS 06T LITE€T 8IV'GTL'GT TT8'TESTE 88T LTSTI nery
8GTFZ8‘T 0008970 T99°GTI6°6C  ¢06'00L'9  TV0'698°T  2OOVOT‘T €V LI6 L G6TTLE'Y 08LGG9°0T  68C'9LL'L LLV'E90'LT 9L6°8L6°'GS TV0CTR9'IT €80°0¥S‘0T Jequing
LGTLO'G 986‘FP8ICS 096°980°FL 9L0°L¥P8'9T  OVI‘IZSF  8I8‘TE9T 19€°98€°9T 12€°G80°L 816°C99°0C¢ 069°T0L‘0T ¥80°€6S°CE 67V SIL'PE 6CZEE€V6°16C €0S°LL]98 nung
8EC LLLT 60L°0€9°LT FIE‘TO0'PC _ 2TT'SO¥'S  S20°T0C'L 922808 0gg'see’s 96L.°620'C__ OTI‘'P86‘C  8¥S‘€68'C  ¥98'9€6‘9  S€0°9I6'8  LO8'OVO‘LY  188°GRY‘8E ya0y

AIA Suajer Jeqer >MAa 1adeyy °eqeg Sundurery nnySuag [oswng qurep nery Jequing nung Yooy

IT0Z XLI¥RIN dO TV 9l98L

IT0¢ XN AdO

VvV xXipuaddy

120



10

jeaeqg endedg

endeg

eaeln nnreA

nynren

Teqng

¢ qred 170z XIRN O €'V 21qBL

G6T'TTR'LT  9FT'GLR'T9 9TT'69€'PEE  98L°980°CY 8SH6SGH'TY €SG'€IT99 TST68€'8TT  TTO'E8E'VS TE6'GI6'90T 608795 08 LESG'ROT'8GT THH'8YE'90T L0S ST TOR6E LI 120'E pa
099‘%81 9sL'ce P12 1€9 $96°8C GLELLE 110'7S 16€°GVT 1,666 L9601 £6£6TT 901921 1€7°60T zo1‘ey 16€°10€ jeaeqg endeq
S0T° 162 L6S°CS  0L9°GR0°T L69°97 209'veg L22°96 790°CLT TGT'8T LGLGL L0'VET €86°1€T 881°80¥% 692°€0T LOT'TT9 endeq
T06°8%9 I7e‘CL  T68'E€6T'T L8L°TL  T9L'9LE'T 670°€TT 798°L9¢T TIg'8T 8TV'TL 82V 90T £¥9°C1T 00L°G9¢ 0€8°€L 6L8°9Tg vaRl() NN
0€8°0e¥ geT'L8  99¥'00S°T €TIL LY F¥8°66L 697'8TT zev'ere 11102 PGL6L £€90°91¢E 022692 101°2S¥ 188°G8 £69°8€9 nnremn
T90°L9g 09€FFT  TOL'OVI'S 60G°G8T 81°CTH9 9€0°67¢  €8€'€00°T 910°6¥% 006171 6VL°LEE 84G°T09 6L9°6€8 TGL'8TT  81T‘€0C'T Ieqng

2906907 LEG'TOT  886°G6E°T TOP'61C  LSSPSTIT LL9°LTT ST6'G9Y 162°0€ 068°C€TT [l geplelerd 606°80€ 660°61S 8€0°€0T 6L6°L9L o[ejuoI0D)
PEV'0TT  6LT°9€€'T ¢8€‘T98‘TI z99‘9ge  0TT'7ER‘T €0g'I8Y  TE6LIV'T 886°C8 99€'6LT  9L¥'F0E'T  06%'9PT'T  089°0T6°T 87,208  080°095‘T eiyng
L70°€60'7  TE9'TOL'LT STL'PE9°9GT  TSI'STO'T  8TR'GLG'9  967°L69'C  T60°966°L PPY'ELY  99L°69€'T  8TEPE9'T  TTHIFR'9 099°06£°0T  0€LLEE'T SPTLYTET esins
100°¢¥e €€0°0TE 090996 TTI'LL8  FIV'GLET 02699  099'99¢‘T 0T%°08 S0L'992 98.769 ¥0e'79L  €TTioge'T TTSLYT  €6T°L06°T Susyng
STT'6E'c  €88'FPIL'T  S6V'LET'V  €T6'99C'C €01°69¢'0T £€6°89¢ 060°8€L 865°8Y 699761 GET'E9Y 12€°0¥7S T6E168 €7T'G8T  TI¥06T'T mng
T8 L8T 6V¥'VLE  €6TTEV'T LTIV'€8G ¥.6°G0€  0L8'GET'L  00%°'699‘C 0L0‘791 669°'6T¥ L08'06% L0€°GT8  T80°GEST g69'9ge  LL6'G9E'E wiyresy
TLT'T8L  TVC'0G6'T  €T6°LOV'8  TCEW6I'T  8IV'9ST'T  TLI'W8LY €69°620°1C G68°GT6  €08'6ET'T  86%'06C'T  SISTIL'T  €£LT9T‘G TI0'€96  €L8'79€6 esres
L68°LY 6L5TTT €6T VST €TeeTt 8GT9L TSO'I1E PP6'716  €0G'TIT'T 920988 102669 OV6'G6TT  €GG°€8S‘T 689°609  L¥0‘86L'V Susyrey
£€98'701 LTL'VET 01£'928 S00°65C 8GT‘8LT 1L0°89¥ 206904 69€°9¥G  L99°T9¢‘E [efeleplclelel 009666  STHLE0T 09€'798  TTSOVI‘'Y aeqresy
L8Y°9€T  €EF'00T'T  €90°L88°C IO TGS T0L‘80¥ T99°LE9 LT1°L9L GT9‘Tee 60%°09¢  €91°20T°'¢  €69'09¢‘C  TG9'L9T‘E 0SV'ITF  T86°GR9‘E LLN
6L1°867  ¥6%'601°T  $96'10€'V 959 LV L €86°T1S 6£9°906  €TEL99°T L88'6GL  TTS'GE0'T  068°G9L‘T 99LF89‘LT 06T€0T‘9T LLL°089  ¥EL'LEG'S d4LN
$99°0T¢  S06‘T8L‘T  TES'00L'9  ¥T6'€Te’l 076048  €9%‘TLL'T  L9.TTS'e  8E€9'9G9°T  L8V'61C'C  88L'ITV'E 6T8'69T'LT 0€T'0VS'GE 800°‘€T9 L¥0°G86°TT neg
81L°€TV  G89‘€0T'T  LL8'608'C  8TS'T00‘T 880'89L  FSO0'ITS'T  ¥90°L6%'C  OVZ'8ES‘T  8¥6'096'€  OTT'LILT  T€9°16C'€  TOS'€9€'C 981°96L°C8T  €¥0°T8I'VS usjueqg
$L0°GLE'E  OTL'GLL'6 0€8'€0G'LE  CSP'6€€'8  L6V'6V9'C TTP'8TG'TT  9L0°8L€°9T 089°COE'ET GLV'8ST'6T TSL'PLI'LT LL9°L90'TY 66L°099'V9 T1¥0°626'CEEE 0166991 wiyer
LETOTS  99S°08€‘T  9€9'696'F  ¥I9'96C'T 990°L98  8ST‘E€E8'T  9T6'VIP'E  €80°LT0'C  €99'P09°€  L9G'088°C  GL9'6C¥F  ¥S8'O6F'F 99€'8S¥FI TLL0E9°0TT Ald
TTL'BST'E  TI0°G9E'8 <TER'GIL'0E  FIT'€LLL  P08°60€'S G6FISETT LOT'GRS'TC FIV'V8Y'ET 0T0'€68CC €VCFIS'VT 88S'PLT 9T 167°920°9T 0£8°600°00T 9€8°GRL V0L Suajer
PLI'OP0'C  8E0'PLT'G LAV LOG'LT  T09'6E8'F  109°99G°€  TO9'WLO'L 9TL'OPE'TT  TIP'98LL 98€'GF9'9T  €8F'L8L'® g88‘FFE'ET 68T IVI‘CTI T09°€60°6€C €89°126°CTT Ieqer
L8GVTIE T96°0¥8  88C'E¥8T LYP 69L 008°T€S  LPSIST'T  896°9F6'T  €61°GTT'T  670°€08C  T09°L9T'T  €FE'ST0'C  GOLTI8L'T €ET9L8°LOT TEL'6LL'EE »1ia
YLTT9 ¥89°LYT TE8‘V8¥ ¥26°9%1 $ZO'TTT 0¥9°61¢ yeL'0Te €8%°L0T 887 0G4 86€V1T 8LE°TLT 1€L°92C  TOT'G8I‘T  TT9‘8LI‘E radayg
L06°LS T9g°LET LLG°€8Y ¢TT'9eT L¥8°90T 0.0°2TT €TI'rge T19°LET 869°8T8 67£'0TT 0T6'76T 986'89C  8.9°.LT0'T  9£0°1L6'c  Sunijeg eSueg
T59°82T $0L°6LS  T8¥'E88‘T 981°8C¢ 279907 POV II®  LE€LTET 0¥¢'628  009°061°C 669'CC6  G09'6LT'T  PTHOTT'T GESLT9'CT TTO‘LLE'LT Sunduwrey
¥1€°99 1TLTIT y.e'.69 908651 809°¢TT 960°92T LLEVVE S90'71T 126°109 182°0LT 9gL0v¢E ¥9T'T0€  €66°999'C  €8C'VEC'V ninxSusg
T86'78T €Iv'eeL  IPI9TV'C 9.T°9GL LIT'TES  689°8€0°T  908°609°T  LIS'8E0'T  TIL0TT'E  €V6PST'T  COT'GTS'T  €TETWEE'T 9PG'LTLTT 9€9°0LV 6T [eswng
z0T‘90T 6L5°67C TLG'8T8 99¢°9%¢ 089°861 T6G°69€ 9L0°199 €90°T¥E  OFL'€LO‘T 9Z2'06€ 0L9°109 TS6TYY  676'666'C  ¥8€'8T0‘9 quepr
L0T°LET 8TG'09¢  T08'098‘T 8T8 799 V6V LYY 627868  ¥90°0VT‘T OST‘ITL  GI8‘€LTT TTH'698  ¥69TOT‘T L1€°016  G€T'I8T'S TEV'00€'CT nery
1L0°GSE 009T¥8  T96°L8LT GLS'VT8 689°0T9  9T9TIT'T  88F'088‘T  €TT'GE0'T  606'8ST'€  ¥8LEVE'T  ¥60°T99°'T  9TL'88E'T  T00°9GT'8 OTT'EV8‘8I Tequing
TLG'0CTT  TI9'60G°C  TLT'TES'L  ¥6T'8TET  989'G86'T  9E€T1°TY¥'€  86V'00LF  ¥ISTIS0'E  9GG°06S‘8  ¥69°766°'€  LI0°T68F  TS6V00F €87'866°8T LIT'TRE‘TS nwng
$99'€1V TEV'EE6  612°008'C 920°888 79696 991‘TOE'T  TIB'6EL'T  ¥EE'WZO'T  I8L'TI8'C  698'06%'L  TL6'FPO'T  TIGT'09€'T  $S0'8Y.L'0T_ TLY'STY'LI Yooy,
orejuoion) eajng esins Sueyng mnng wiryres] osres1 Susyrest Teqresy LILN dLN eq usjueg wirjer
¢ 1ed 170 XIRIN O gV 21qRL
TTS GLR LORIS VIV CIE ®66°675°995°E 161618 T98 SGPITO9TE 9I8°696°6F L9V G88°96C  €9E€'6LI'EL LY8'LS6'GEE TVS 0TS 86 99T €8G'TST GL9 16 E1E TIR'0€9'6L9 9V, 9TT EVE pa
$0€'02 626122 TI6°9LT 916°GT 12L°9T 9GT'GT 16€°L9 ¥6S°LT 029°GL 92828 6€0°L9 60€°L9 880691 I 0L jeaeqg endeq
8€6'0¥ 66087 L12°69¢€ 796'7S 2g99'9¢e €20°6T L09°9€T G9L'GQ TLG'GST 89€°08 LTS LET 607'€VT P¥e'eee jataisial endeq
Jefe} g 2] 867°98¢ 2g90°10¢e LIT'CY 192°0€ €L0°6T €Ie'eIt 6TT LY eV L8079 679°GTT 0€v 60T 0TV'vLT 0LL'ETT vaRl() NN
0cv'ey 0LT TLY ¥¥0°29¢ S67°'09 Ie1'vE £€€°6T LV6°621 £€6'7S TTI'OVT S0T'GL P¥6°8C1T €16°0€T 9%0'9z2¢ 098°1€T nnren
AId Suojer Jeqer Ma 1ade>y °qeg Sundurery ninySusg [eswung quer nery Jequng nwung yoovy

110z X1eN O :penuIjuo)

121



STZSE6TTLST TIG'LG9'L TI8'988'LT 8YC'VLL'GT VLR'6LORT €¥S099°'GE rPa
Z9L'STO‘V 618°89¢T SPO'VLT 0Z8°1g 969°L8 6%2 10T jeaeqg endeq
£€89°G80°‘8 TT6'EET  8T8TIE'T ¥92°89 898711 02T‘6LT endeq
LYT€66°L 006‘8¥ SET'79 866079 98¢‘sTT €90°2TT eIel) NIN[RIN
Z0S‘T1Z‘8 698°L. L08‘7CT €98°TTT 199°89¢ [d A 424 njnremn

06€‘c0g‘0T L6701 68€£°CTT L19'79C €1L28C  L66°L66'T Teqng
ggg‘61Z‘9T GTTOLT 6L7°L0€ 122°99G ST9'%Ty €e1'eTs o[ejuoIoD)
zov‘eLvise ¥91'TE 89%°€9 €L0°8L GgT'00T 909°¢¥T eiyng
00€‘0TT‘88T £VE‘676  666°€98°T TV0°T0T‘C  TVO'0LP'C 888'GETTT eosins
7E€8°16€‘ST 121°92 L17°2G PE- VL 879°€. 119°09T Sueyng
TEI‘V8LEY ST IVE T98°TLS GEgL6ET 052908 S0L‘989 mng
TG9‘LT0°‘8T 8LT TV £70°'€6 966°L6 78T 70T 9.0°19T wiyresy
0ST‘LG0°L8 101°012 £€92°05¥ 675 Shy 098209  S0S‘€0¥‘T esres
L89‘ETL LT TO¥‘€T 8%6°0¢ 18V'6C SS0'PE TGSTL Busyresy
8L€°L0L‘SE S09'%E z€808 72669 8T9‘LL GLOLTT Teqresy
gzg‘zLo‘ee gg0'g0T 868°€TT GLT'E6T L90°eTe 68€°68¢T LLN
69€°066°TL GL2'60T 199°6%C 6¥2'80T 626°18¢T 8LG'VS¥ dLN
00T‘900°90T SOV L8T 10677V ge0'v9¢e 099°18¥% €TL'GGL neg
889‘62Z‘Z88 0€8°09T Ge8'€6E I7.°00€ S9T'T6E S66° 167 usjueqg
0%0‘908‘v0¢€‘e €€9°¢0T'T  0T0°69LT ¥8L'cee'e  9TIE'eE6'c  FIOV8L'Y wiyer
698‘TT6°889 TEG 88T €LL'6TY 9¥L'99¢ €99°GLY 0T¥299 AlQ
091‘989°‘9€¢€‘e 09T‘OLT'T  8%0°008‘T €09°'9T'c  6£8°.98'C  ¥8I0TI'® Susyer
1TG‘9L6°CTL'E 9€€cgL  T16T968°T TT9TISH'T  CTO0'86L'T  0VC'GEV'T Teqer
6L8'6Z8‘T76 912'%TT TT1'66T 9.9°8TT 09.°88¢T S79°€6€ B1a
166‘762°9¢€ ¥€9°€T 66699 677 LY €TLTS 699°TL radeyg
TL9°129°'CE 16€°CT S¥6°cg G8TT¥ 80719 1.6°09  Sunjieg exSueg
6€6°9LL°TST T6LL8 €L1°LTT 672891 7$8'80T 9€¥°€9T Sunduwey
8T1‘TET‘TS 01‘LT LLVL9 L7009 8IH'€9 TTH gL nin33ueg
LTG°L99'PET 1€8°CTIT £2€08¢T S06‘81T 0.8'992 861°CEE [eswung
869°TG8‘TL 9L9°T¥ TLT'E0T 1€6'6L $€9°'66 060°STT qurep
69G9‘899°TLT S61°96 zeeoee L9L°9LT 170°91¢ 11€792 nery
920‘V8V‘ETT 6TT LV ¥8c¢'9ge 088°G9¢T zvi'oce T€6'0LE Jequing
9TE€‘969°6LL 9G6PSY  FSTLS0‘T LE9'LV]  €L6'GTIO'T  GESOVI‘T nwng
929°180°922 SPI'GLT 6£8°1¢¥ T99'61¢ £€92°0LE 6LV 1CY ys0ovy

10 jeaeqg endeg endeg 'aIR)) NIN[EIA n3nren Jeqing

¢ 3red 10z X19RIY (O :ponuUIiuo)

122



€997 | 680°T  680°T 680°'T  680°T  680°T 680°T 680°T 680°'T 680°T 680°T 680°T 680°T 980T  ¥80‘T  TLO'T  L90°T  TLOT  8LO'T  LLO‘T O[BIUOIOD
6TL'G | €0T‘T  €0I'T  €0T‘T  €0T‘T  €O0T‘T  €O0TT  €O0I'T  €0I‘T  €0T‘T  €O0T‘T  €O0T‘T  €OT'T  TOI'T  g80‘T 080T  8L0T  GLOT  €L0'T  ¥%OT‘T enng
€98'% | 160°T  160°'T  160‘T  160°T  160°T  160°T 160°T  160°T  160‘T  T160°T T160°T 160°T T60'T  €80‘T  ¥.0‘T  ¥L0T  GLOT  9L0'T  ¥80°T [es[ng
€68'F | 680°T  680°'T  680°T  680°T 680°T 680°T 680°'T 680°T  680°T  680°T 680°T  680°T €80T  TI80‘T  LL0‘T  9.0°T  G80T  ¥60'T  T60°T Busyng
8TE'Y | €80°T €80T  €80°T €80T €80T €80T €80T  €80°T  €80°T €80T €80T €80T  8L0‘T  8L0‘T  TLO‘T  TLO0T  €L0T  ¥LO'T  6L0°T mng
6€0‘¢ | 0L0°T  0LOT  0L0'T  0L0‘T 00T  0LO0‘T  0LOT  0LO'T  0L0‘T  0L0‘T  OLO‘T  0LOT  ¥90°'T  9S0°T  9S0‘T  S¥PO‘T  0€0‘T  910°T  OFO0‘T wijres
0€0°'¥ 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 9L0°T 890°T 2901 090°T 160°T T80T L80°T 1os1ey
€6€'7 | LS0T  L80T  LA80'T  L80°T 180T  L8O‘T  L8OT  L80‘T  L80°T 180T 80T  L80T  280‘T  GL0‘T  0L0‘T  T90°T 90T  ¥LO'T  L90°T Suegres]
98.°‘¢ | 6L0°T  6L0T  6L0°T  6L0°T  6L0°T  6L0°T  6L0°T  6L0°T  6L0°T  6L0°T  6L0°T  6L0°T  2LO'T 90T 090°T  6SO0°T  090°T  T90°T  8SO°T Teqresy
47 S60°T G60°T S60°T S60°T S60°'T S60°T S60°T S60°T S60°'T S60°T S60°T S60°T 9L0°T 890°T 2901 090°T 850°T 980T ¥G0°T LLN
290'¥ 060°'T 060°T 060°'T 060°T 060°'T 060°T 060°'T 060°T 060°'T 060°T 060°'T 060°T L80°T €80°T 180°T LEO'T LY0°T LG0T 686°0 dIN
LLE'% | 980°T 980T 980T  980°T  980°T  980°T 980T 980T  980°T  980°T  980°T  980°T €80T  8L0'T  €L0°T  GLO'T  890°T  090°T  L90'T edq
T€9°€ | LLO'T  LL0°T  LL0'T  LLOT  LLO'T  LLO'T  LLO'T  LL0'T  LLO'T  LLO'T  LLO'T  LLO'T  890‘T  %90°T  9S0°T 6¥0'T  ¥S0'T  690°T 90T uagueg
6£6'c | 6L0°T 6L0°T  6L0°T 6L0°T  6L0°T 6L0°T  6L0°T  6L0°T  6L0°T  6L0°T  6L0°T 6L0°T  €LO'T TLOT 990°T 90T  ¥90°'T  S90°T €L0°T wiyepr
yeT'e G90°T 90T G90°T 90T G90°T  990°T G90°T  G90°T 90T  G90°T G90°T G90°T  ¥90°T T90°T  6S0°T  €90°T  ¥»SO'T  ¥S0'T €50°T Ald
€9L'¢ | LL0'T  LLO'T  LLO0'T  LLO'T  LLOT  LLO'T  LLO'T  LLO'T  LL0'T  LLO'T  LLOT  LLO'T  GLO'T TLO'T  L90°T LG0T 8G0‘T  8S0'T €90°T Suager
0LL'€ | LL0°T  LLO‘T  LL0'T  LLO'T  LLOT  LLO'T  LLO'T  LLO'T  LL0‘T  LLO'T  LLOT  LLO'T 8L0°T TLOT 990°T  GSO‘T 8G0°T T90°T €90°T reqer
P8¢ | 6L0°T  6L0°T  6L0°T  6L0°T  6.0°T  6L0°T 6L0°T  6L0°T  6L0°T  6L0°T 6L0°T  6L0°T  €L0°T  TLO'T  G90°T  ¥SO'T  8SOT  190°'T  990°T 31a
88.'¢ | GLOT  GLO'T  GL0'T  GLO0'T  GL0°T  GLOT  GLO'T  GLO'T  GLO‘T  GL0'T  GLOT  GLOT  GLO'T  0LO‘T  ¥%0°T  L90°T  %90°T  190°'T  890°T R radoyy

unjreg
8.6'¢ | GLO'T  GL0‘T  GL0'T  G20°T  GLOT  GLO'T  GL0'T  GLO0‘T  GL0'T  GLO'T  GLOT  GLO'T  TZ0‘T  890‘T  T90‘T  GSOT %S0T  €S0°T  LSO°T eysueyg
L€0'% | 280'T  280‘T T80T T80T T80T  Z80‘T  280'T  ©80‘T 80T 80T T80T  €80‘T  LLO'T  TLO‘T  890°T 90T  190°T  090'T  §90‘T  Sunduwerp
LZT'% | ¥80‘T  ¥80‘T  ¥80‘T  ¥80‘T  ¥80‘T %80T  ¥80‘'T  ¥80‘T  ¥80‘T  ¥80‘T  ¥80T  ¥80'T  LLO'T  €L0°T  L90°T  6S0°T  T90°T  290'T  990°T nnSueg
$09‘¢ | SLOT  GL0‘T  GL0‘T  GL0°T  GLOT  GLOT  GLO'T  GLO0‘T  GLO'T  GLO0°T  GLOT  GLO'T  L90°T 90T  T90‘T  8SO‘T  6S0°T  090°'T  090°T [eswng
TLG'Y 680°T 680°T 680°T 680°T 680°T 680°T 680°T 680°T 680°T 680°T 680°'T 680°T 180°T L0'T 0L0°'T 9901 TLO'T 6L0°T PLOT quepr
L96°C 890°T 890°T 890°T 890°T 890°T 890°T 890°T 890°T 890°T 890°T 890°T 890°T 850°T TS0°T 670°'T 9701 9€0°T 9201 Ge0°'T nery
evL'e 8L0°T 8L0°T 8L0°T 8L0°T 8L0°T 8L0°T 8L0°T 8L0°T 8L0°T 8L0°T 8L0°T 8L0°T 0L0°T 790°T 090°'T 90T 8G0°'T 2901 ¥90°T Tequng
1L6°€ 180°T T80°T 180°T 180°T 180°T 180°T T80°T 180°T T80°T 180°T T80°T 180°T 9L0°T TLOT L90°T T90°T 190°T 090°T Z90°T mung
¥.6'C | 90T 290'T 290l 2901 T90'T__ T90‘I T90'T__ T90‘I T90'T__ T90‘I T90'T__ T90‘I Z90‘T__ 090‘T 8G0‘T__ 990°T 670°'T__ TFO'I 1S0°T U2y

0£0T 10398 [1MOID) [e10], 0€02 620T 820T 1202 920T 5z0T 20T £20¢ [4dit4 1202 020 610T 810T L10T 910% S10T 10T €102 2102

10300, YIMOIr) T°¢ 9[qR],

uorje[nofe ) I0jdeq Yrmolax)

q xipuaddy

123



jered
TL6TT 99T°T  99T‘T  99T°T  99T°T  99T‘T  99T‘T  99T‘T  99T‘T  99T‘T  99T‘T  99T‘T  99T‘T  ¥9T‘T  LPI'T  €OT‘T 60T PIT'T  8¥PI‘T T10°T endeq
0TO'8T | LLT'T  LLT'T  LLT'T  LLT'T  LLT'T  LAT'T LLT'T LLT'T LLT'T LLT'T LLT'T LLT'T 9LT'T  L9TT  0ST'T IPT'T  LIT'T €60°T  6ST°T endeq
eIl
Lg8‘¢ | 8L0‘T  8L0°T 80T  8L0‘T 80T  8L0°T 80T  8L0°T 80T 840°T 8L0°T 840°T  GA0°T  0L0°T  €90°T 60T 090°T  T190°T  L90°T nnrenN
[lefels 2 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 980°T 80T €80°T €L0°T 690°T 090°'T 160°T 8L0°T n)ne
ge6°S YOT'T OT'T YOT'T POT'T YOT'T POT'T FOT'T YOT'T FOT'T YOT'T FOT'T YOT'T COT'T 10T°T 860°T 180°T 9.0°'T TLO'T 060°T Teqng
0£0% 10308, Y3MOID [BI0L | 0£0T 620T 820C L202 920¢ §20T 20T €202 220T 1202 020z  610T 8102 2102 9102 S10T 10T €102 210T

1030%] [}MOIK)

‘penurjuo)

124



€'LIGLTTOC  €LBVCEIET 9 TVI60S6L 6°99T69VIT C'CTLEGGT GL'6986E6T 9 TI8VVG6SGT CTI'GLILYVES 9C66%V0T LT°G9L0€GE 98'88CSTYIC T1'9GG8SGICT 6C°6CG998L €'L8GEVIIE T'8LEGSVETL Suednyy

9°C899869¢  £9L0EES0T 8VVEIVSOT V'EVITLEIT VL'TG8G6ET SE€LELTITCT L'EITIVLIT 8TV69V6E0T 8'8T668ECT S0'999GL0Y TV'6EIBILT T OELVEVET G9'C8C8G68 8 ISTEVLEE GGLEIEET urerejeiN
T9VS9€6€  €069E8LTT  TV8Y8TI0T L'LIGLESST TL'6STLITC SE€'66LV86T ¥'0600690C ¥9'1990CL6 G'6990891T 98'€09LL8E LE'88EIE9C 8'0T69GICT  L6°0T6896L T'VSE6S0SE €65L90611 resedua(g
6°GE6TIVITT  9°98€EV6689 1'8CV666CY  L'SOT6669 V8 6EL6VET SV VLEVEET LB'GI6VVC6 6L°8T0TE6V I8°6VIETE9 ST L6GS8IC 89°60CVLET 80°LLEYY0L  SG1°696960S 6°00€1CT60T LE'EISVI6L rpulreweg
9VS'G68V0C TV'90TSSET 8E6°CO80VL T90°S8I8ITT TV8E’LI01IT €EE0TYC6T TEVET6VI L6VT 0V06L 6T€E'88G96 VLIS VI0€EE €9V9°C990C LLT6T8TIT T98°€0¥89 988'6C0T8C 6TL V6EVOT uiseuefueg
L'LY6608LT TOSPLYSIT ¥ SOVITIV89 9'€899.901 9T'979L80C 6L°9V6CT8T T'IL6VISET €6°66998TL Y€ 0IVPC16 67'8L9966C ¥9'€LLOSST ¥ 0L¥VS606 €°0EV8YCY €°9GETETIBIT €8'86L6668 elereysue[ed
T'CEVV6TLE  9V6SVEELT  €98BE09CT €°€89VCTIT 66°T067LC9 98'€69C899 T1°LLGIT66T G'TIVI8GIT 9°0070€9€C T1'8SE0ET8 9T'9VLLGSY C'T19C616EC G ECELITLI 121€6099 20806C1¢ feuenuod
9°CTG8IBGT  G'0TE€9VRG6 L'9T66CV09 TI'0ELSEI6 CLE8TILSET 8L'¥91T69T 8'6109¥9T1 S YYTTy99 €T°CYreor8 97 1L9648C 9°LEVPI8T 90°60S7S96  8T'6CSTTVI L'VETGSLRT 09256901 Lrepua3|
T'8LIVEERY  98V8TT66C €TIVITVLI 8'FIVESILT 8G'99CE0LY LI TIVGILY 9°CI8VSOLE €'EELS8TIEST 6°LBEG6VET €97G898G08 €°L6792CS 6TLSTILT T'7680008T T'6L99L19L T'E€E6VETLT TERSSERIN
80°0T6C98L  ¥'08990687 €'L6TI068C 6V G9STLIV ¥0€°c0C06L S60°01V678 TT'8LG6EVS 8V 'LB6ITIE 9€'88T1EV6E 9SG ETLIOVT 986°19CS968  S'896C0FF  TI'S89ELETE 8'GSIBESET L6°VS6C00S nfnurey
8'968LL9CT 8°069L909L L'6VE09E€LY T16°9086CSL 860€EET VT VOLLEVT T16°9960086 LG TEVBITS 8CIT6EL 89°6E£60TI¥VC €L°698E€9GT GE'68C6908  T8'80VLTSS C89V8LTC 10°€3T0698 nredq
L6°67L906Y TEVTBSV6T TCIT806T 86°GEBEE6T TS6°IV00¥S L6LVIV66S €T LETT96E  S'80¥CEIC YT CYLLGOT LIL'LOS686 SVO'9TI609 TI'V6EITEE  €6°19CTICC G IPPOSYOT TV LELLERE o[ejuoIon
YS9€6CVIV  T'9LLI68YC G 969099ST 99°860S1SC TC6'VILLYY 697 'STC6SY S8 ELERIVE 9V 9TI6IST Y6 VEVYYCET L09'TV6TES  L99°0LETSS LV €690¥8C  TT'LILIS8T 80'¥TCI6V88 TS 60¥Cvce uoqury
GTC6CE096 0T8TOETSSS 9TOLLTIGLT  ¥CLITTI99C L7LT8EVTIE €'98TIV0ST 8ETSEBLOEY  TOTI689ET €L968EEST T TII9I6VLY T'6L9LGEEEC TTO9VVSYT G08T0696 80T68LYO¥ G98SGTVOVI eleqeing
€9698T890T  999€690CC 9'9L¥€5C8T TG'6€9VTLT  8'€E8VS0T LGTTY899 G'88TLY6TT 6°0866£07T 6£°0688€T¥ LS'CI6TTI0E TTREEVIT L0'98L866L T1'968¥6L1E GTLEETTT ejreeAS0x
L¥0T1TETHT 1950996€T¢  9VLITYELE €9901979€ €'IV8IT6¥VC TIETIV606  96TI8I0LT 989CE0TIT 8'LIOOTH0G G'L¥PSTETIE  SOTCVOVST 9'C86CC6L6  LOTYVLT6E LILBVITET Suerewoag
TLGETT8YE 906€098TTE 0$69966C6C G'V8Y9CEGS 8'LTOVTYVE €T99ETEY8LT  €09EV0T8E VLE060€TE T'9T6ELT6L T'0IBEVRTY ¥60V995TT ST9G6VEVT  T89GT989S  SPVLLEO8T Sunpueg
G'E8TT6SYY  900LE999¢ €686E£LSTIT L'G¥¥000¥T 6€£°CT66968 6€8901E€S8  0LT8TOTTT V'CT8Y8GRBL €'8ETTST6T  T'E668V6VT S'9E€G9TGTS  8'10TLEITE  8TE0TS6CT €'SPESSSTY ejreser
VY LTTG09L  €°9T0LCVLSG €°CETI88C6 €'€LTVT8LT LT°9899TLC C'¥8L06S8C 9S'0TL00T6 LTLGEBGT 90°8G9€0CY LT'TLOELIT S¥'LEVGSTO8  CI9'8TE08E9 L'LS8TEE8BT €S'TI9E8LS Sueurd [eqsued
G€'CG96C9E  8VLETISTICT 1°69LC0SLT 88'8G690€8 70°0206591 L'890%CCTT 98'T116E8Y 6G°LV99€C6 TL'68CT6LTS 686545061 G986STVT C'0L69V6VT 6°LGTCSTVE T1€°E€VS9016 ureyedq
T99966V0T  €8ETLTITL LTLLETIELT V.LVIGEESL C'VLTYTLYT 12°0129098 [Siciciga 08 9 IVVLTVT6 L'6C9S8LIT ¥'980S6T6T V' I888CTE6S  9'6CTITILE  TVGI96LET  LIETLIOSGT Sueisg
T'791082¥C TG0989G8T 9EVEELIVY  ¥E00998C1T Y0'GS16€6S CTE'6VI6Y6Y 6LEVTTSIT CTIG9TVVT L'0ELIVEST L'TILCVYOPC €°0T8ET6E9 S VESIVIOVP 08VE0ETET 8'9868LOEV Sundurery
9'CEVGTTLE  1666C8TLT  T06996C1S  9€9686CET G'TI6L6SST T1°6SCICVPPT  0€0TLO0LT  CTPOTILBEIC 9'88698C1IY €'0TCLO8SY 1°C989089L 9'90TLET8Y  OTEVE68VT 6°T9IVECTETY Suequaed
8'GEEICIVI  ¥'00VLLLIO6 0E€99G6T9T €'C86V608€ GV'98GRGLY GV LTIEIV6 6 VITCLESY T 88EELIEV 6°¢1€09009 6°€991V691 L'68E90TTL  T'V6ILII8Y 8'1SCI98L6 9°C098SY9C qurer
86°LEILEO6  T'OTILEOVO GV6898SGTT L'TTLVETLT TV'86€E€6CT 6£°066V66C L'E0LLBGLE 6900S16€ €°LE0800CS €'C89TESST G'9T68809¢  9'T0I89T8T ¥ LETTBYVS 6°9€6EGLIT nsusg
6°GVLG6ETE  681680TIVC €TI8TILY8IE CT'I9CITIVR 8°960S€T8 9'G6LTLO0OC 9STIET990T G'08IEE088 T'0€V699SL T LG98GELSG CTGLSTGLIE 9LV08GC6T 6V86LB6ST LEVSVLI9 Buepedq
TIVEGSVOT  ¥'90TTIVESGL €T8LBG6IT L'6ITIVCLT 9C'V0I8T0E T'686T9TIT 8'S66TVSEE L EG8VB6LT 8'ICIV6LET L'TSG8IL6T 99'T0SCI18 COVETI600T TOSSSLT6T 8 TVIIVTOTY nrequedsdq
9°0606LLSS T€8092907 VLLVEVIBS 96L0LYVCET L TPSLOSCT T°C6TI9SGEE  €TEITLTIT  ¥99L90TET 601808176 VLVETIVS 9'€TOVOVTE  6LLBGITLI €6101609C 680869€LE uaepaN
8 TTLL66LT  L8S8YTIT6T LO9TIOVVLC T ¥69IVTE9 76 ¥90¥0CS 1°C200STHTIT  T890L¥00T S LS9EL8SS 6SG1096E€ € ¥8IGTLCOT ¥ 9EEVILET 11726929 G LOETISYL 88ELVLITG Ua2Vv
ejreei3ox Buerewog Sunpueg elIRYR[ Sueurg ‘g urejeq Sueiag Sundurery SuequoreJ qurer ninySueg SuepeJ nrequeoJ uepaN Yooy

T wed g0z XN O 1D °19®L,

0€0¢ XN dO
N Xipuaddy

125



69796¢ 9€€Ee18 €6T0891T nrequedad
T062¥ET T0666.LT EVaET199 wepaN
¥T881¥ 819698 C8€9991 YooV,

eindeker LIRMOURIAL opeuRIy

¢ red 0g0z XIRIN O ‘€D °IqBL

0LETOLT Z8078LE £609€6¢€ 6L7CSL9 VETE’VL 0T8LIGL 90L28¥ 9G¥9¥C1 9VG8aTT 6CES61VE 68108L¢E 0L8076 129LV€9 v6¥¥708¢ 9689CVEY eandeder
659€991 §0L92€9 9029.L79 LELOVSTT €E9ETVT TT86LITT 208208 08L960¢ G9€9791 LETTSESY V9L8ILS V0L6SET 6009.6L 86V.LETE G8689GTL LreMOUeIN
L0L688IT 175609€ €999C¥¥ [A4A%4VA €6€TV9T 752L866 £€62099 COTTVST 6€T0V8ST 87888L99 L68SGYSS TLOV1S0T 8GL90981 cSv.L069 €29068L8Y opeueN
€998LYT 8E6E6ST VCEIBLT 09008 2EeT01Ive vivece 6860€¢ L9GL6S G9€T18091 08€520¢ 6LLTLS 6S€LGTY 861948 9CTSE8LT yyos
CT9LLIBT G9LL9T0%C cy€0960€ €T80VV Y 6CVILITT V8CLIESG 78€800¢ S68C08TT 6C89€61Y 99649¢0€ ¢T918€S €0611€T 1G9698C VSITC66ST Suednyy
80GLTLT ¥LS0LLOT T69L8V6€T 9ggeT99 €L€820CT LTIBSTLE LGT8808  ¥9E8TIIOT T0L6LSSS 0997.L07 S0T6029 6L5605C LYVTL8TIC 908LGLIVE urereyey
OVE€T0TE  8TI6TLLT  00T8960¥T 69509€ET 79669097 12¥919¢C 9T9G€E8LT 09.21891 69€TTOT6 €990¢€L ELLVVITT [4eandgcid 889LG6E  L60€9699¢S Tesedus(g
OTTL89 9¥8LITE 0SS0TSS 8TOELLOT G618L06C GLS068T LE6TVT8T T9€9T6T 6LES6€9T j444%9%4 VT8LI0V 6T8€E8ET LS00TL 6VLLYTOL rpulrewreg
TLO9T 8209¥% 6€000T 99¢11C 791091 L68¥S vivey 9,048 99L6.L¥ €0209 £€6618 996.C 90881 G89T8ST ursewaefueg
Tv9T9t 091860¢ £€9€9L99 GeTeesvI CTSIVvl 670,708 96£008% 0€16TL GLIBSTY 0990€¥ 787904 181592 9699LT  6VELLBITT eleresuered
vevevs 969.L91¥ ¥L6078L §965089T LT6CT5C¢E 68490€98 79€60.L9 GL0480¢T TOLTLEOT 897V.LOT €67610C £LETI8 668€09 TL6LI90STVT feuenuoq
8L88T8  ¥9.L809TT G89TTILTT 8T48TV0T vEV06CT €L8SVETT 7€668C1 T09689¢C TIVETSE0T 08074991 69€099E 607€9TT 7749666 C800TOTTT 1repussy
96€¥89CT ¥Lv6L08T 2060781V GLE6ITSGY I870€6€T TOPGLLIS GeV8IVY T699€08 8996605CT 8699€T6L TLT98E6 6LE€0€ET 1TGE6SVT  99TTILYIE TesseyeN
7689€9C 160gEve 9V8G6ES LT€0L68 9L.2086¢C 80965991 VIE6T8 9L968€1 YVE8CTLT  T66TSOVVI TS79061 TTLLETY 6L0868¢C GVT98L9G nfnwep
16CC1L €30T68S G9991¢€L 91695601 €3€60LG GTIELVICT 01¥92T1 YTovese 06L782¢ CT9T908ST €689T8T L90LV1CT 6€9299 £0660918 nred
906119 ¥.Lv<02e 0T808LT TGPTILY YPOTGLT GGVS6TL 68997¥ GG8LLE LITETTT LGLTLISE 9T€88TS £0699¢¢C £981C6¢ 6E6S9LV1E o[ejuoI0D
V112601 V16€18¢C €0958¥T VLIS61Y G1€806 09veeHv 81996C 9€19L9 CTYETLY G90v1IgG1CT TE€VTIVT LLVIVY 76£869¢€ GLI6V9ST uoqury
119690%  €918€06C TLT09TL9 661962C0T 88EBEVIT 989L69€L T1066.LLE C6E€1C9CE  6CS6800C ¥6LI9EVOL 8V68.LV6 6987C0ST 8€T10S09 1291€0¢ eleqeing
820912 8€E6E9T 09.L82¥¢T 0T68TLT 96€LL6 T8L10GE L809661 06€¥7.L0T LEETLE S080¥%.LY 616LET 88878L T68T1E LSTITLT 89TVLS0ES ejreeASox
T8TLO6T  89GELISI ELGTEVIE ¥¥L000S€ LLT08ZET £6098797 8V0V66.LC SG6LEET6C  61¥9TLTI 96£805€9 9996LT9  €LS¥9201 GT9890¥% 8LLIVSE TI0896E6LS Suerewag
€€6690C ¥69620€T 0T68€E6T CI80T10T 0%906€0T GLLOTCIE 9689861 TV98964C cV89¥ V6 €EVEeTsy 9€0€TVV Y¥2906L 4ace6cee 6086CLC 9996€88S991 Sunpueg
66L€T€ 9VV6V8T L98TLIT 8¥<499C €TGLELT G1.LTTES TET669C 9G61.L6€ 081cveET 066€0CL §cc06¢ 6SEVIVL LT00LY 90288¢  €T1S0T8¥T ejrexe
TCV6LT TL8L8S 00810CT 9L996T1 1414472 188TCVT ¢609CLT 67091VE 69.289 806L17¢€ TeeeTe T48¥C9 7.,L989¢C £0660C €92Vv001¢S Sueuid [eqsued
T18162¢C ¥26TvoT T6129C1 G6LG8TT €190€0T LOEVEVT 600TS9T €9S619€ 9I8VI8 TY8GELE €L98¢¢ 9L0STL 8.L8TTE 9LG8GC 8EYETETT wrejed
TL6EES £08.L86¢ 66LEV6T T99TST¥ 0SEV¥vC TLLOT69 7E€89CV ¥ T1869L29 LI8VETT 86STV1L6 9667€6 V8966.LT G9T8VL 999€T9  8690LETRE Suerag
418906 6860L97 0S971S9 €EVLETI 786G.LLE 89GLTIR0OT S0TS80L TEV6ETTT 7T98LGE TETLITIT L6T88ST C8I8TI0E £6098CT 06T670T  T0O660¥70ST Sundurery
882968 9TELGIY [Uagtigd] Tv.L08LS TLETI8RE STT1990T 9€8GTTL GEVL60TT VLTILYVE 0€E€E66ST LL60TST C1Z810¢ 0229vet 672ES0T  €86806¥7T Suequared
L0098¢ G8T0EVT V9LLEIE £€99907¢ L8T86ET T0S€LEY 6861V1Y V6E6.LLL L99011C GTOvLL6 6€8CV6 6€ETVL8T 12Te8L 8L9.89 £E€TLEST6 tquef
TT688E LETIS6T 0T6814C 988CTET 8V¥8EGT G9679TY £68009¢ 9062CV¥ T9G0TVT 9048999 T9LG599 viieeet ST1CVS 61VEST 692€V109 nSusg
061618 706066¢ GQLYV6Y EICLYVY LLOETVE TVLI8SS VI1861¢ £0805¢6 ceIvs0e 986678€T GGLTIEET T108669T TEBELTT LTO086 TISVICIET Sueped
676€89 712160€ TT9986¢ ELYVBETVE CT661V.LT LT9TGL9 8LLBLTY 9T9GL6L GT908€T 6L618L0T 6017801 COTISIT 600516 9LGT9L 8EVVEVSGL nrequessd
SYV6LIT TGT1966 T80LGSTT 20068901 0999798 8LL6L90T 90892.L21 €0L6LGTT GT9088L LTOTILIVE 6€TLIVE TS6670L TT1620¢ LGV68SC  6€€E6081Y uepsN
¥0L9L9 999020¢ 6691€EE 2E91E0¢E 1IEVEVT IVVEVLS 62V607E €6€16.LG ¥00L122 08S1566 2686156 1.¥820C £€L2016 1vcv8L 8¥896€V0C Usov

yyog Suednyy welIrjeN resedus epulreweg uiseunreueg elereSueed jeueljuod epuayf IesseeIN nlnure nred o[RjUOION) uoquiy rAeqeing

¢ 3red 0£0g X13RIN 4O 2D OlqBL

GE'T0606L9 T°0LTS9ETY 6'991660LC €6°9SCTVLVY LLV'760S08 LSV TOETS8 SO'FOTE6LS €9°C9TTI1E €0°C9T¥90¥ 96°CITTOST TEL'98TIL6 G6°60T66TS  69°69679FE 8'GTSLBEIT TO'LOLBOEI eandeder
7°00TL99TT T°LETEEITL L'8LLEBIGY TI'LETESLL G 88EELET 86°T9G8LYT 8'16091C0T 99°098768S 9V E€LGTLTL S6°6988L9C 9T TSE0SLT 99°'8L091C6  ¥E'6VVPOET9 8'GLLO0TRT 9°€0STV60T LreMOUeN
I8°€ESTOVL 697998GY 8'808VILOE VL 9TIT6ST 8VL'TELTC6 CTT'€088S6 €8'LOTEE99 TTTILITSE TS'79€00SY 6T°0V6VILT 86°€E¥88G0T LI'FPOELTS  LO'69SV98E G98EVVILI 8E'89609€9 opeueN
9¥°0CV66LC S '90ETTTILT ¥ 6C90TITIT 6L LIS6VLT LYV TETSTE €6E TLIEIE 99 VL8T0ET G9°08LL8TT 6S°COGGLIT €8S VO6LIT9 9LT LTEI98E SGSG'CV0SE0T  8I'GL6TSET  8°GIBLEY9 TG E€T199¥¥T jygos

elIeeL30x Buerewag Sunpueg rlIRY R Sueurg [exsued wreyeq Suersg Sundurery Suequeled quer nnyjs8usg Sueped nrequedsd uepaN Yooy

T 1ed g0z XN O :panuruo)

126



098€T8Y  8EES0ETT eandeder
TELVICY T80VE’YT Lremsjoue
TT06S2E 99%0€SY opeuey
62996€ TSG6STY  9€L9690T yyos
09S¥ETT TO6LTTT 6VET6TY Suednyy
€€T8001 6297881 1LG68€Y wereye
PPE|6LT T8TELEE THTE08L resedus(]
6LT8TE 16L8LS T6SI8IT epuLrewes
£TL8 TE91 S8THY ursewrelueg
696€8 9L¥6S1T 8169C1 elereduered
$60L0€ 8TIELS TEOVLYT Jeuerpuoq
9TEGLE TS9T09  6TI67961 rrepuasy
981619 €TT6SC0T  SLTIFTOV Tesse eI
1681021 9€€.218 8817969 nfnwep
RETE]T 1869SF  €9¥9.0TT nreq
9€TTTLT 08LSTLT  LTI9PISTC o[ejuoIoD
£E8EIL T0S000T 0¥¥TTOL uoquiy
PPOVLET 86TYI8Y  €£9T99T0T edeqeing
G9T.LTT 20995¢ 9T¥94¢ epreedsox
¥€T0LIT €6£TLEE GE6ETVL Suereuwrag
£16€€€T G68E8LT 7SOV 18S Sunpueg
72661 S9G2Ty 1€€9.6 'L E[
987801 689,02 €L6997  Sueuld [eqsued
GL9921 LLOLLT £T9968 wreyeg
1V.LS0€ G986¥ L geTerel Sueisg
LITVPG 6962011 §6T012T Sundurery
9908V¢ G9€1TIT L09€TET Suequoed
FEEIVE £88VEL €I8LICT quep
LG2222 182097 665716 nysusg
GL8E0S 0956201 9819L1% Suepedq
eindeler LIRMIOURIA opeuRA

¢ 3red (g0z XIYRIN (IO :POnNUIIU0)

127



Appendix D

Distance Matrix

Table D.1: Origin and Destination Distance Table

Origin Destination Distance [km] Origin Destination Distance [km)]
Aceh Port_Aceh 33.5 Makassar Sul-2 514
Aceh Medan 603 Kendari Port_Kendari 17
Aceh Padang 1247 Kendari Palu 826
Medan Port_Medan 26 Kendari Sul-2 507
Medan Aceh 603 Pontianak Port_Pontianak 3
Medan Pekanbaru 661 Pontianak Palangkaraya 1077
Medan Padang 752 Pontianak Samarinda 1315
Pekanbaru Medan 661 Palangkaraya Pontianak 1077
Pekanbaru Padang 311 Palangkaraya Banjarmasin 192
Pekanbaru Jambi 452 Banjarmasin Port_Banjarmasin 5
Padang Port_Padang 9 Banjarmasin Palangkaraya 192
Padang Aceh 1247 Banjarmasin Samarinda 603
Padang Medan 752 Samarinda Port_Samarinda 23
Padang Pekanbaru 311 Samarinda Pontianak 1315
Padang Bengkulu 538 Samarinda Banjarmasin 603
Bengkulu Padang 538 Samarinda Tanjung Selor 616
Bengkulu Jambi 426 Tanjung Selor Samarinda 616
Bengkulu Palembang 436 Denpasar Port_Denpasar 10.5
Bengkulu Lampung 581 Mataram Port_Mataram 24
Bengkulu Port_Bengkulu 20 Kupang Port_Kupang 13
Jambi Port_Jambi 9 Sofifi Port_Sofifi 4
Jambi Pekanbaru 452 Manado Port_Manado 3
Jambi Bengkulu 426 Manado Gorontalo 470
Jambi Palembang 276 Manokwari Port_Sorong 468
Palembang Port_Palembang 3 Manokwari Jayapura 1230
Palembang Bengkulu 436 Jayapura Port_Jayapura 12
Palembang Jambi 276 Jayapura Manokwari 1230
Palembang Lampung 370 Port_Bengkulu Bengkulu 20
Lampung Port_Lampung 138 Port_Palembang Palembang 3
Lampung Bengkulu 581 Term_Serang Serang 2
Lampung Palembang 370 Term_Jakarta Jakarta 10
Serang Port_Banten 36 Term_Port_Jakarta Jakarta 16.5
Serang Jakarta 85 Term_Port_Serang Serang 36
Serang Bandung 238 Term_Bandung Bandung 12
Serang Term_Serang 2 Term_Cirebon Cirebon 4
Serang Term_Port_Serang 36 Term_Semarang Semarang 5.5
Batam Port_Batam 17 Term_Yogyakarta Yogyakarta 1
Pangkal Pinang Port_PangkalPinang 5 Term_Surabaya Surabaya 3
Jakarta Port_Jakarta 16.5 Term_Port_Surabaya Surabaya 6
Jakarta Serang 85 Port_Aceh Aceh 33.5
Jakarta Bandung 160 Port_-Medan Medan 26
Jakarta Cirebon 193 Port_Batam Batam 17
Jakarta Term_Jakarta 10.3 Port_Padang Padang 9
Jakarta Term_Port_Jakarta 16.5 Port_Jambi Jambi 9
Bandung Serang 238 Port_PangkalPinang Pangkal Pinang 5
Bandung Jakarta 160 Port_Lampung Lampung 138
Bandung Cirebon 125 Port_Banten Serang 36
Bandung Yogyakarta 369 Port_Jakarta Jakarta 16.5
Bandung Term_Bandung 12 Port_Semarang Semarang 8
Cirebon Jakarta 193 Port_Surabaya Surabaya 8.5
Cirebon Bandung 125 Port_Pontianak Pontianak 3
Cirebon Semarang 223 Port_Banjarmasin Banjarmasin 5
Cirebon Yogyakarta 364 Port_Samarinda Samarinda 23
Cirebon Term_Cirebon 4 Port_Manado Manado 3
Semarang Port_Semarang 8 Port_Makassar Makassar 10
Semarang Cirebon 223 Port_Kendari Kendari 17
Semarang Yogyakarta 105 Port_Denpasar Denpasar 10.5
Semarang Surabaya 309 Port_Mataram Mataram 24
Semarang Term_Semarang 5.5 Port_Kupang Kupang 13
Yogyakarta Bandung 369 Port_Sofifi Sofifi 4
Yogyakarta Cirebon 364 Port_Ambon Ambon 8
Yogyakarta Semarang 105 Port_Sorong Manokwari 468
Yogyakarta Surabaya 312 Port_Jayapura Jayapura 12
Yogyakarta Term_Yogyakarta 1 Port_Aceh Aceh 33.5
Surabaya Port_Surabaya 8.5 Port_Medan Medan 26
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Continued:

Origin and Destination Distance Table

Origin Destination Distance [km] Origin Destination Distance [km]
Surabaya Semarang 309 Port_Batam Batam 17
Surabaya, Yogyakarta 312 Port_Padang Padang 9
Surabaya Term_Surabaya 3 Port_Jambi Jambi 9
Surabaya Term_Port_Surabaya 6 Port_P.Pinang Pangkal Pinang 5
Ambon Port_Ambon 8 Port_Lampung Lampung 138
Gorontalo Sul-1 440 Port_Banten Serang 36
Gorontalo Manado 470 Port_Jakarta Jakarta 16.5
Sul-1 Gorontalo 440 Port_Semarang Semarang 8
Sul-1 Palu 212 Port_Surabaya Surabaya 8.5
Palu Sul-1 212 Port_Pontianak Pontianak 3
Palu Mamuju 399 Port_Banjarmasin Banjarmasin 5
Palu Sul-2 437 Port_Samarinda Samarinda 23
Palu Kendari 826 Port_Manado Manado 3
Mamuju Palu 399 Port_Makassar Makassar 10
Mamuju Sul-2 413 Port_Kendari Kendari 17
Mamuju Makassar 440 Port_Denpasar Denpasar 10.5
Sul-2 Palu 437 Port_Mataram Mataram 24
Sul-2 Mamuju 413 Port_Kupang Kupang 13
Sul-2 Makassar 514 Port_Sofifi Sofifi 4
Sul-2 Kendari 507 Port_Ambon Ambon 8
Makassar Port_Makassar 10 Port_Sorong Manokwari 468
Makassar Mamuju 440 Port_Sorong Manokwari 468
Table D.2: Origin and Destination Distance Table : Maritime
Origin Destination Distance [km] Origin Destination Distance [km]
Port_Aceh Port_Medan 580 Port_Pontianak Port_Jakarta 909
Port_Aceh Sum-1 200 Port_Banjarmasin Port_Surabaya 607
Port_Medan Port_Aceh 580 Port_Banjarmasin Port_Samarinda 669
Port_Medan Port_Batam 895 Port_Samarinda Port_Banjarmasin 669
Port_Batam Port_Medan 895 Port_Manado Port_Kendari 848
Port_Batam Port_Jambi 250 Port_Manado Port_Sofifi 393
Port_Batam Port_PangkalPinang 785 Port_Manado Port_Ambon 1020
Port_Batam Port_Pontianak 726 Port_Makassar Port_Surabaya 963
Port_Batam Sum-3 455 Port_Makassar Port_Kendari 615
Port_Padang Sum-1 1245 Port_Makassar Port_Denpasar 613
Port_Jambi Port_Batam 250 Port_Makassar Port_Mataram 550
Port_PangkalPinang Port_Batam 785 Port_Makassar Port_Kupang 1176
Port_PangkalPinang Port_Jambi 535 Port_Kendari Port_-Manado 848
Port_PangkalPinang Port_Palembang 472 Port_Kendari Port_Makassar 615
Port_PangkalPinang Port_Jakarta 535 Port_Kendari Port_Ambon 854
Port_Lampung Port_Banten 137 Port_Denpasar Port_Surabaya 545
Port_Lampung Port_Jakarta 396 Port_Denpasar Port_Makassar 613
Port_Banten Port_Lampung 137 Port_Mataram Port_Surabaya 495
Port_Banten Port_Jakarta 330 Port_Mataram Port_Makassar 550
Port_Jakarta Port_PangkalPinang 535 Port_Kupang Port_Makassar 1176
Port_Jakarta Port_Lampung 396 Port_Sofifi Port_Manado 393
Port_Jakarta Port_Banten 330 Port_Sofifi Port_Ambon 695
Port_Jakarta Port_Semarang 389 Port_Sofifi Port_Sorong 892
Port_Jakarta Port_Surabaya 811 Port_Ambon Port_Manado 1020
Port_Jakarta Port_Pontianak 909 Port_Ambon Port_Kendari 854
Port_Jakarta Sum-3 455 Port_Ambon Port_Sofifi 695
Port_Semarang Port_Jakarta 389 Port_Ambon Port_Sorong 915
Port_Semarang Port_Surabaya 526 Port_Sorong Port_Sofifi 892
Port_Surabaya Port_Jakarta 811 Port_Sorong Port_Ambon 915
Port_Surabaya Port_Semarang 526 Port_Sorong Port_Jayapura 1330
Port_Surabaya Port_Banjarmasin 607 Port_Jayapura Port_Sorong 1330
Port_Surabaya Port_Makassar 963 Sum-1 Port_Aceh 200
Port_Surabaya Port_Denpasar 545 Sum-1 Port_Padang 1245
Port_Surabaya Port_-Mataram 495 Sum-3 Port_-Batam 455
Port_Pontianak Port_Batam 726 Sum-3 Port_Jakarta 455

Table D.3: Origin and Destination Distance Table : Railway

Origin Destination Distance [km] Origin Destination Distance [km)]
Port_Aceh Port_Medan 580 Port_Pontianak Port_Jakarta 909
Port_Aceh Sum-1 200 Port_Banjarmasin Port_Surabaya 607
Port_Medan Port_Aceh 580 Port_Banjarmasin Port_Samarinda 669
Port_Medan Port_Batam 895 Port_Samarinda Port_Banjarmasin 669
Port_Batam Port_Medan 895 Port_Manado Port_Kendari 848
Port_Batam Port_Jambi 250 Port_Manado Port_Sofifi 393
Port_Batam Port_PangkalPinang 785 Port_Manado Port_Ambon 1020
Port_Batam Port_Pontianak 726 Port_Makassar Port_Surabaya 963
Port_Batam Sum-3 455 Port_Makassar Port_Kendari 615
Port_Padang Sum-1 1245 Port_-Makassar Port_Denpasar 613
Port_Jambi Port_Batam 250 Port_Makassar Port_Mataram 550
Port_PangkalPinang Port_Batam 785 Port_-Makassar Port_-Kupang 1176
Port_PangkalPinang Port_-Jambi 535 Port_Kendari Port-Manado 848
Port_-PangkalPinang Port_Palembang 472 Port_Kendari Port-Makassar 615
Port_PangkalPinang Port_Jakarta 535 Port_Kendari Port_Ambon 854
Port_Lampung Port_Banten 137 Port_Denpasar Port_Surabaya 545
Port_Lampung Port_Jakarta 396 Port_Denpasar Port_Makassar 613
Port_Banten Port_Lampung 137 Port_Mataram Port_Surabaya 495
Port_Banten Port_Jakarta 330 Port_Mataram Port_Makassar 550
Port_Jakarta Port_PangkalPinang 535 Port_Kupang Port_Makassar 1176
Port_Jakarta Port_Lampung 396 Port_Sofifi Port_Manado 393
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Continued: Origin and Destination Distance Table : Railway

Origin Destination Distance [km] Origin Destination Distance [km)]
Port_Jakarta Port_Banten 330 Port_Sofifi Port_Ambon 695
Port_Jakarta Port_Semarang 389 Port_Sofifi Port_Sorong 892
Port_Jakarta Port_Surabaya 811 Port_Ambon Port_Manado 1020
Port_Jakarta Port_Pontianak 909 Port_Ambon Port_Kendari 854
Port_Jakarta Sum-3 455 Port_Ambon Port_Sofifi 695
Port_Semarang Port_Jakarta 389 Port_Ambon Port_Sorong 915
Port_Semarang Port_Surabaya 526 Port_Sorong Port_Sofifi 892
Port_Surabaya Port_Jakarta 811 Port_Sorong Port_Ambon 915
Port_Surabaya Port_-Semarang 526 Port_Sorong Port_Jayapura 1330
Port_Surabaya Port-Banjarmasin 607 Port_Jayapura Port_Sorong 1330
Port_Surabaya Port_Makassar 963 Sum-1 Port_Aceh 200
Port_Surabaya Port_Denpasar 545 Sum-1 Port_Padang 1245
Port_Surabaya Port_Mataram 495 Sum-3 Port_Batam 455
Port_Pontianak Port_Batam 726 Sum-3 Port_Jakarta 455
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Appendix E

Transshipment Cost Matrix

Table E.1: Transshipment Cost between Trucks and Maritime Mode

Origin Destination Cost [€] Origin Destination Cost [€]
Port_Banten Serang 96.93 Mataram Port_Mataram 96.93
Port_Jakarta Jakarta 96.93 Kupang Port_Kupang 96.93
Port_Surabaya Surabaya 96.93 Sofifi Port_Sofifi 125.17
Term_Port_Jakarta Jakarta 96.93 Manokwari Port_Sorong 125.17
Term_Port_Serang Serang 96.93 Jayapura Port_Jayapura 125.17
Aceh Port_Aceh 69.71 Port_Aceh Aceh 69.71
Medan Port_Medan 69.71 Port_Medan Medan 69.71
Padang Port_-Padang 69.71 Port_-Batam Batam 69.71
Bengkulu Port_Bengkulu 69.71 Port_Padang Padang 69.71
Jambi Port_Jambi 69.71 Port_Bengkulu Bengkulu 69.71
Palembang Port_Palembang 69.71 Port_Jambi Jambi 69.71
Lampung Port_Lampung 69.71 Port_Palembang Palembang 69.71
Serang Port_Banten 96.93 Port_PangkalPinang Pangkal Pinang 69.71
Serang Term_Port_Serang 96.93 Port_Lampung Lampung 69.71
Serang Term_Serang 96.93 Port_Semarang Semarang 96.93
Batam Port_Batam 69.71 Port_Pontianak Pontianak 48.93
Pangkal Pinang Port_PangkalPinang 69.71 Port_Banjarmasin Banjarmasin 48.93
Jakarta Port_Jakarta 96.93 Port_Samarinda Samarinda 48.93
Jakarta Term_Port_Jakarta 96.93 Port_Manado Manado 125.17
Jakarta Term_Jakarta 96.93 Port_Makassar Makassar 75.00
Bandung Term_Bandung 96.93 Port_Kendari Kendari 75.00
Cirebon Term_Cirebon 96.93 Port_Denpasar Denpasar 96.93
Semarang Port_Semarang 96.93 Port_-Mataram Mataram 96.93
Semarang Term_Semarang 96.93 Port_-Kupang Kupang 96.93
Yogyakarta Term_-Yogyakarta 96.93 Port_Sofifi Sofifi 125.17
Surabaya Port_Surabaya 96.93 Port_-Sorong Manokwari 125.17
Surabaya Term_Port_Surabaya 96.93 Port_Jayapura Jayapura 125.17
Surabaya Term_Surabaya 96.93 Term_Serang Serang 96.93
Ambon Port_Ambon 125.17 Term_Jakarta Jakarta 96.93
Makassar Port_Makassar 75.00 Term_Bandung Bandung 96.93
Kendari Port_Kendari 75.00 Term_Cirebon Cirebon 96.93
Pontianak Port_Pontianak 48.93 Term_Semarang Semarang 96.93
Banjarmasin Port_Banjarmasin 48.93 Term_Yogyakarta Yogyakarta 96.93
Samarinda Port_Samarinda 48.93 Term_Surabaya Surabaya 96.93
Denpasar Port_Denpasar 96.93

Table E.2: Transshipment Cost between Railway and Maritime Mode

Origin Destination Cost [€] Origin Destination Cost [€]
Port_Banten Term_Port_Serang 96.93 Term_Port_Jakarta Port_Jakarta 96.93
Port_Jakarta Term_Port_Jakarta 96.93 Term_Port_Serang Port_-Banten 96.93
Port_Surabaya Term_Port_Surabaya 96.93 Term_Port_Surabaya Port_Surabaya 96.93
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Appendix F

Fuel Subsidy Iteration

Table F.1: Subsidy Heuristic Iteration

Subsidy Rate Modal Share Logistics Cost Difference [%)] Flow Difference [%]
n R M T R M T R M R M T

1 0 0 0 0.060  0.143  0.797 91.03 9.55 14.83 173.27  -0.03  -5.35

2 0.05 0 0 0.060 0.143 0.797 90.12 9.53 14.79 173.27 -0.03 -5.35
3 0.1 0 0 0.060 0.143 0.797 89.20 9.51 14.76 173.27 -0.03 -5.35
4 0.15 0 0 0.060 0.143 0.797 88.29 9.49 14.72 173.28 -0.03 -5.35

5 0.2 0 0 0.063 0.143 0.794 95.24 9.47 14.50 185.68 -0.03 -5.48
6 0.25 0 0 0.063 0.143 0.794 94.27 9.45 14.47 185.68 -0.03 -5.48

7 0.3 0 0 0.063 0.143 0.794 93.29 9.43 14.43 185.69 -0.03 -5.48
8 0.35 0 0 0.063 0.143 0.794 92.31 9.41 14.39 185.70 -0.03 -5.48
9 0.4 0 0 0.068 0.142 0.789 103.96 9.38 14.04 210.86 -0.03 -5.76
10 0 0.05 0 0.060 0.143 0.797 86.38 5.72 12.01 173.27 -0.03 -5.35
11 0.05 0.05 0 0.060 0.143 0.797 85.47 5.70 11.97 173.27 -0.03 -5.35
12 0.1 0.05 0 0.063 0.143 0.794 92.23 5.68 11.76 185.67 -0.03 -5.48
13 0.15 0.05 0 0.063 0.143 0.794 91.25 5.66 11.72 185.68 -0.03 -5.48
14 0.2 0.05 0 0.063 0.143 0.794 90.27 5.64 11.68 185.68 -0.03 -5.48
15 0.25 0.05 0 0.063 0.143 0.794 89.29 5.61 11.65 185.69 -0.03 -5.48
16 0.3  0.05 0 0.063  0.143  0.794 88.32 5.59 11.61 185.70  -0.03  -5.48
17 0.35  0.05 0 0.063  0.143  0.794 87.34 5.57 11.58 185.70  -0.03  -5.48
18 0.4 0.05 0 0.068  0.142  0.789 98.89 5.55 11.22 210.87  -0.02  -5.76
19 0 0.1 0 0.063 0.143 0.794 89.21 1.89 9.01 185.67 -0.02 -5.48
20 0.05 0.1 0 0.063 0.143 0.794 88.23 1.87 8.97 185.67 -0.02 -5.48
21 0.1 0.1 0 0.063 0.143 0.794 87.25 1.85 8.94 185.68 -0.02 -5.48
22 0.15 0.1 0 0.063 0.143 0.794 86.27 1.82 8.90 185.68 -0.02 -5.48
23 0.2 0.1 0 0.063 0.143 0.794 85.30 1.80 8.87 185.69 -0.02 -5.48
24 0.25 0.1 0 0.063 0.143 0.794 84.32 1.78 8.83 185.70 -0.02 -5.48
25 0.3 0.1 0 0.063 0.143 0.794 83.34 1.76 8.79 185.70 -0.02 -5.48
26 0.35 0.1 0 0.063 0.143 0.794 82.37 1.74 8.76 185.71 -0.02 -5.48
27 0.4 0.1 0 0.068 0.142 0.789 93.83 1.71 8.41 210.88 -0.02 -5.76
28 0 0.15 0 0.063 0.143 0.794 84.24 -1.95 6.19 185.67 -0.02 -5.47
29 0.05 0.15 0 0.063 0.143 0.794 83.26 -1.97 6.16 185.68 -0.02 -5.47
30 0.1 0.15 0 0.063 0.143 0.794 82.28 -1.99 6.12 185.68 -0.02 -5.47
31 0.15 0.15 0 0.063 0.143 0.794 81.30 -2.01 6.08 185.69 -0.02 -5.47
32 0.2 0.15 0 0.063 0.143 0.794 80.32 -2.03 6.05 185.69 -0.02 -5.47
33 0.25 0.15 0 0.063 0.143 0.794 79.35 -2.05 6.01 185.70 -0.02 -5.47
34 0.3 0.15 0 0.063  0.143  0.794 78.37 -2.07 5.98 185.71  -0.02  -5.47
35 0.35  0.15 0 0.063  0.143  0.794 77.39 -2.10 5.94 185.72  -0.02  -5.47
36 0.4 0.15 0 0.068  0.142  0.789 88.76 -2.12 5.59 210.89  -0.02  -5.76
37 0 0.2 0 0.063 0.143 0.794 79.26 -5.77 3.37 185.68 -0.01 -5.47
38 0.05 0.2 0 0.063 0.143 0.794 78.28 -5.80 3.33 185.68 -0.01 -5.47
39 0.1 0.2 0 0.063 0.143 0.794 77.31 -5.82 3.30 185.69 -0.01 -5.47
40 0.15 0.2 0 0.063 0.143 0.794 76.33 -5.84 3.26 185.69 -0.01 -5.47
41 0.2 0.2 0 0.063 0.143 0.794 75.35 -5.86 3.23 185.70 -0.01 -5.47
42 0.25 0.2 0 0.063 0.143 0.794 74.37 -5.88 3.19 185.71 -0.01 -5.47
43 0.3 0.2 0 0.063 0.143 0.794 73.40 -5.90 3.15 185.72 -0.01 -5.47
44 0.35 0.2 0 0.063 0.143 0.794 72.42 -5.92 3.12 185.73 -0.01 -5.47
45 0.4 0.2 0 0.068 0.142 0.789 83.70 -5.95 2.77 210.90 -0.01 -5.76
46 0 0.25 0 0.063 0.143 0.794 74.29 -9.61 0.55 185.68 0.00 -5.47
47 0.05 0.25 0 0.063 0.143 0.794 73.31 -9.63 0.52 185.69 0.00 -5.47
48 0.1 0.25 0 0.063 0.143 0.794 72.33 -9.65 0.48 185.70 0.00 -5.47
49 0.15 0.25 0 0.063 0.143 0.794 71.36 -9.67 0.44 185.70 0.00 -5.47
50 0.2 0.25 0 0.063 0.143 0.794 70.38 -9.69 0.41 185.71 0.00 -5.47
51 0.25  0.25 0 0.063  0.143  0.794 69.40 -9.71 0.37 185.72 0.00  -5.47
52 0.3  0.25 0 0.063  0.143  0.794 68.43 -9.74 0.34 185.73 0.00  -5.47
53 0.35  0.25 0 0.063  0.143  0.794 67.45 -9.76 0.30 185.74 0.00  -5.47
54 0.4 0.25 0 0.068 0.142 0.789 78.63 -9.78 -0.04 210.91 0.00 -5.76
55 0 0.3 0 0.063 0.143 0.794 69.32 -13.42 -2.30 185.69 0.03 -5.49
56 0.05 0.3 0 0.063 0.143 0.794 68.34 -13.44 -2.34 185.70 0.03 -5.49
57 0.1 0.3 0 0.063 0.143 0.794 67.36 -13.46 -2.37 185.70 0.03 -5.49
58 0.15 0.3 0 0.063 0.143 0.794 66.39 -13.48 -2.41 185.71 0.03 -5.49
59 0.2 0.3 0 0.063 0.143 0.794 65.41 -13.51 -2.44 185.72 0.03 -5.49
60 0.25 0.3 0 0.063 0.143 0.794 64.43 -13.53 -2.48 185.73 0.03 -5.49
61 0.3 0.3 0 0.063 0.143 0.794 63.46 -13.55 -2.52 185.74 0.03 -5.49
62 0.35 0.3 0 0.063 0.143 0.794 62.48 -13.57 -2.55 185.75 0.03 -5.49
63 0.4 0.3 0 0.068 0.142 0.789 73.57 -13.59 -2.89 210.93 0.03 -5.77
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Continued: Subsidy Heuristic Iteration

Subsidy Rate Modal Share Logistics Cost Difference [%] Flow Difference [%]
n R M T R M T R M T R M T
64 0 0.35 0 0.063  0.143  0.794 64.35  -17.26 -5.12 185.70 0.04  -5.49
65 0.05  0.35 0 0.063  0.143  0.794 63.37  -17.28 -5.15 185.71 0.04  -5.49
66 0.1 0.35 0 0.063 0.143 0.794 62.39 -17.30 -5.19 185.71 0.04 -5.49
67 0.15 0.35 0 0.063 0.143 0.794 61.42 -17.32 -5.22 185.72 0.04 -5.49
68 0.2 0.35 0 0.063 0.143 0.794 60.44 -17.34 -5.26 185.73 0.04 -5.49
69 0.25 0.35 0 0.063 0.143 0.794 59.46 -17.36 -5.30 185.74 0.04 -5.49
70 0.3 0.35 0 0.063 0.143 0.794 58.49 -17.38 -5.33 185.75 0.04 -5.49
71 0.35 0.35 0 0.063 0.143 0.794 57.52 -17.41 -5.37 185.77 0.04 -5.49
72 0.4 0.35 0 0.068 0.142 0.789 68.51 -17.43 -5.71 210.94 0.04 -5.77
73 0 0.4 0 0.063 0.143 0.794 59.38 -21.09 -7.92 185.71 0.04 -5.47
74 0.05 0.4 0 0.063 0.143 0.794 58.40 -21.11 -7.95 185.72 0.04 -5.47
75 0.1 0.4 0 0.063 0.143 0.794 57.42 -21.13 -7.99 185.73 0.04 -5.47
76 0.15 0.4 0 0.063 0.143 0.794 56.45 -21.16 -8.02 185.74 0.04 -5.47
77 0.2 0.4 0 0.063 0.143 0.794 55.47 -21.18 -8.06 185.75 0.04 -5.47
78 0.25 0.4 0 0.063 0.143 0.794 54.50 -21.20 -8.09 185.76 0.04 -5.47
79 0.3 0.4 0 0.063 0.143 0.794 53.52 -21.22 -8.13 185.77 0.04 -5.47
80 0.35 0.4 0 0.063  0.143  0.794 52.55  -21.24 -8.17 185.79 0.05  -5.47
81 0.4 0.4 0 0.068  0.142  0.789 63.45  -21.26 -8.50 210.96 0.05  -5.75
82 0 0 0.05 0.060  0.142  0.797 88.03 8.28 12.53 173.27  -0.03  -5.08
83 0.05 0 0.05 0.060  0.142  0.797 87.12 8.26 12.50 173.27  -0.03  -5.08
84 0.1 0 0.05 0.060 0.142 0.797 86.20 8.24 12.46 173.28 -0.03 -5.08
85 0.15 0 0.05 0.060 0.142 0.797 85.29 8.22 12.43 173.28 -0.03 -5.08
86 0.2 0 0.05 0.060 0.142 0.797 84.37 8.20 12.39 173.29 -0.03 -5.08
87 0.25 0 0.05 0.060 0.142 0.797 83.46 8.18 12.36 173.29 -0.03 -5.08
88 0.3 0 0.05 0.063 0.142 0.795 90.32 8.16 12.14 185.69 -0.03 -5.21
89 0.35 0 0.05 0.063 0.142 0.795 89.34 8.14 12.10 185.70 -0.03 -5.21
90 0.4 0 0.05 0.063 0.142 0.795 88.36 8.12 12.07 185.71 -0.03 -5.21
91 0 0.05 0.05 0.060 0.142 0.797 83.38 4.45 9.71 173.27 -0.02 -5.08
92 0.05 0.05 0.05 0.060 0.142 0.797 82.47 4.43 9.67 173.28 -0.02 -5.08
93 0.1 0.05 0.05 0.060 0.142 0.797 81.55 4.41 9.64 173.28 -0.02 -5.08
94 0.15 0.05 0.05 0.060 0.142 0.797 80.64 4.39 9.61 173.29 -0.02 -5.08
95 0.2 0.05 0.05 0.063 0.142 0.795 87.30 4.37 9.39 185.69 -0.02 -5.21
96 0.25 0.05 0.05 0.063 0.142 0.795 86.32 4.35 9.36 185.69 -0.02 -5.21
97 0.3 0.05 0.05 0.063 0.142 0.795 85.34 4.33 9.32 185.70 -0.02 -5.21
98 0.35  0.05  0.05 0.063  0.142  0.795 84.37 4.30 9.29 185.71  -0.02  -5.21
99 0.4 0.05 0.05 0.063  0.142  0.795 83.39 4.28 9.25 185.72  -0.02  -5.21
100 0 0.1 0.05 0.060  0.142  0.797 78.74 0.62 6.89 173.28  -0.02  -5.07
101 0.05 0.1 0.05 0.060 0.142 0.797 77.82 0.60 6.85 173.28 -0.02 -5.07
102 0.1 0.1 0.05 0.063 0.142 0.795 84.28 0.58 6.65 185.68 -0.02 -5.20
103 0.15 0.1 0.05 0.063 0.142 0.795 83.30 0.56 6.61 185.69 -0.02 -5.20
104 0.2 0.1 0.05 0.063 0.142 0.795 82.33 0.53 6.58 185.69 -0.02 -5.20
105 0.25 0.1 0.05 0.063 0.142 0.795 81.35 0.51 6.54 185.70 -0.02 -5.20
106 0.3 0.1 0.05 0.063 0.142 0.795 80.37 0.49 6.50 185.71 -0.02 -5.20
107 0.35 0.1 0.05 0.063 0.142 0.795 79.40 6.47 185.72 -0.02 -5.20
108 0.4 0.1 0.05 0.063 0.142 0.795 78.42 6.43 185.73 -0.02 -5.20
109 0 0.15 0.05 0.060 0.142 0.797 74.09 4.07 173.28 -0.02 -5.07
110 0.05 0.15 0.05 0.063 0.142 0.795 80.29 3.87 185.68 -0.02 -5.20
111 0.1 0.15 0.05 0.063 0.142 0.795 79.31 3.83 185.69 -0.02 -5.20
112 0.15 0.15 0.05 0.063 0.142 0.795 78.33 3.79 185.69 -0.02 -5.20
113 0.2 0.15 0.05 0.063 0.142 0.795 77.35 3.76 185.70 -0.02 -5.20
114 0.25 0.15 0.05 0.063 0.142 0.795 76.38 3.72 185.71 -0.02 -5.20
115 0.3 0.15 0.05 0.063  0.142  0.795 75.40 3.69 185.71  -0.02  -5.20
116 0.35 0.15  0.05 0.063  0.142  0.795 74.42 3.65 185.72  -0.01  -5.20
117 0.4 0.15 0.05 0.063  0.142  0.795 73.45 3.62 185.73  -0.01  -5.20
118 0 0.2 0.05 0.063 0.142 0.795 76.29 1.08 185.68 -0.01 -5.20
119 0.05 0.2 0.05 0.063 0.142 0.795 75.31 1.04 185.69 0.00 -5.20
120 0.1 0.2 0.05 0.063 0.142 0.795 74.34 -7.08 1.01 185.69 0.00 -5.20
121 0.15 0.2 0.05 0.063 0.142 0.795 73.36 -7.10 0.97 185.70 0.00 -5.20
122 0.2 0.2 0.05 0.063 0.142 0.795 72.38 -7.13 0.94 185.71 0.00 -5.20
123 0.25 0.2 0.05 0.063 0.142 0.795 71.40 -7.15 0.90 185.71 0.00 -5.20
124 0.3 0.2 0.05 0.063 0.142 0.795 70.43 -7.17 0.86 185.72 0.00 -5.20
125 0.35 0.2 0.05 0.063 0.142 0.795 69.45 -7.19 0.83 185.73 0.00 -5.20
126 0.4 0.2 0.05 0.063 0.142 0.795 68.48 -7.21 0.79 185.75 0.00 -5.20
127 0 0.25 0.05 0.063 0.142 0.795 71.32 -10.87 -1.74 185.69 0.00 -5.20
128 0.05 0.25 0.05 0.063 0.142 0.795 70.34 -10.90 -1.77 185.69 0.00 -5.20
129 0.1 0.25 0.05 0.063 0.142 0.795 69.36 -10.92 -1.81 185.70 0.00 -5.20
130 0.15 0.25 0.05 0.063 0.142 0.795 68.39 -10.94 -1.84 185.71 0.00 -5.20
131 0.2 0.25 0.05 0.063 0.142 0.795 67.41 -10.96 -1.88 185.71 0.00 -5.20
132 0.25 0.25 0.05 0.063  0.142  0.795 66.43  -10.98 -1.92 185.72 0.00  -5.20
133 0.3 0.25 0.05 0.063  0.142  0.795 65.46  -11.00 -1.95 185.73 0.00  -5.20
134 0.35 0.25 0.05 0.063  0.142  0.795 64.48  -11.02 -1.99 185.74 0.00  -5.20
135 0.4 0.25 0.05 0.063 0.142 0.795 63.51 -11.05 -2.02 185.76 0.00 -5.20
136 0 0.3 0.05 0.063 0.142 0.795 66.35 -14.71 -4.55 185.69 0.01 -5.20
137 0.05 0.3 0.05 0.063 0.142 0.795 65.37 -14.73 -4.59 185.70 0.01 -5.20
138 0.1 0.3 0.05 0.063 0.142 0.795 64.39 -14.75 -4.63 185.71 0.01 -5.20
139 0.15 0.3 0.05 0.063 0.142 0.795 63.42 -14.77 -4.66 185.72 0.01 -5.20
140 0.2 0.3 0.05 0.063 0.142 0.795 62.44 -14.79 -4.70 185.72 0.01 -5.20
141 0.25 0.3 0.05 0.063 0.142 0.795 61.46 -14.81 -4.73 185.73 0.01 -5.20
142 0.3 0.3 0.05 0.063 0.142 0.795 60.49 -14.84 -4.77 185.75 0.01 -5.20
143 0.35 0.3 0.05 0.063 0.142 0.795 59.51 -14.86 -4.80 185.76 0.01 -5.20
144 0.4 0.3 0.05 0.063 0.142 0.795 58.54 -14.88 -4.84 185.77 0.01 -5.20
145 0 0.35 0.05 0.063 0.142 0.795 61.38 -18.52 -7.40 185.70 0.04 -5.21
146 0.05 0.35 0.05 0.063 0.142 0.795 60.40 -18.54 -7.44 185.71 0.04 -5.21
147 0.1 0.35 0.05 0.063 0.142 0.795 59.42 -18.56 -7.47 185.72 0.04 -5.21
148 0.15 0.35 0.05 0.063 0.142 0.795 58.45 -18.59 -7.51 185.73 0.04 -5.21
149 0.2 0.35 0.05 0.063 0.142 0.795 57.47 -18.61 -7.55 185.74 0.04 -5.21
150 0.25 0.35 0.05 0.063  0.142  0.795 56.49  -18.63 -7.58 185.75 0.04 -5.21
151 0.3 0.35 0.05 0.063  0.142  0.795 55.52  -18.65 -7.62 185.76 0.04 -5.21
152 0.35 0.35  0.05 0.063  0.142  0.795 54.55  -18.67 -7.65 185.77 0.04 -5.21
153 0.4 0.35 0.05 0.063 0.142 0.795 53.57 -18.69 -7.69 185.79 0.04 -5.21
154 0 0.4 0.05 0.063 0.142 0.795 56.41 -22.36 -10.22 185.72 0.05 -5.21
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Continued: Subsidy Heuristic Iteration

Subsidy Rate Modal Share Logistics Cost Difference [%] Flow Difference [%]
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155 0.05 0.4  0.05 0.063  0.142  0.795 55.43  -22.38 -10.25 185.72 0.05  -5.21
156 0.1 0.4  0.05 0.063  0.142  0.795 54.45  -22.40 -10.29 185.73 0.05  -5.21
157 0.15 0.4 0.05 0.063 0.142 0.795 53.48 -22.42 -10.33 185.74 0.05 -5.21
158 0.2 0.4 0.05 0.063 0.142 0.795 52.50 -22.44 -10.36 185.75 0.05 -5.21
159 0.25 0.4 0.05 0.063 0.142 0.795 51.53 -22.46 -10.40 185.76 0.05 -5.21
160 0.3 0.4 0.05 0.063 0.142 0.795 50.55 -22.48 -10.43 185.78 0.05 -5.21
161 0.35 0.4 0.05 0.063 0.142 0.795 49.58 -22.51 -10.47 185.79 0.05 -5.21
162 0.4 0.4 0.05 0.063 0.142 0.795 48.61 -22.53 -10.50 185.81 0.05 -5.21
163 0 0 0.1 0.060 0.142 0.798 85.03 7.01 10.23 173.27 -0.02 -4.79
164 0.05 0 0.1 0.060 0.142 0.798 84.12 6.99 10.20 173.27 -0.02 -4.79
165 0.1 0 0.1 0.060 0.142 0.798 83.20 6.97 10.16 173.28 -0.02 -4.79
166 0.15 0 0.1 0.060 0.142 0.798 82.29 6.95 10.13 173.28 -0.02 -4.79
167 0.2 0 0.1 0.060 0.142 0.798 81.37 6.93 10.09 173.29 -0.02 -4.79
168 0.25 0 0.1 0.060 0.142 0.798 80.46 6.91 10.06 173.29 -0.02 -4.79
169 0.3 0 0.1 0.060 0.142 0.798 79.54 6.89 10.02 173.30 -0.02 -4.79
170 0.35 0 0.1 0.060 0.142 0.798 78.63 6.87 9.99 173.31 -0.02 -4.79
171 0.4 0 0.1 0.060 0.142 0.798 T7.72 6.85 9.95 173.32 -0.02 -4.79
172 0 0.05 0.1 0.060  0.142  0.798 80.38 3.18 7.41 173.27  -0.02  -4.78
173 0.05  0.05 0.1 0.060  0.142  0.798 79.47 3.16 7.38 173.28  -0.02  -4.78
174 0.1 0.05 0.1 0.060  0.142  0.798 78.55 3.14 7.34 173.28  -0.02  -4.78
175 0.15 0.05 0.1 0.060 0.142 0.798 77.64 3.12 7.31 173.29 -0.02 -4.78
176 0.2 0.05 0.1 0.060 0.142 0.798 76.72 3.10 7.27 173.29 -0.02 -4.78
177 0.25 0.05 0.1 0.060 0.142 0.798 75.81 3.08 7.24 173.30 -0.02 -4.78
178 0.3 0.05 0.1 0.060 0.142 0.798 74.90 3.06 7.20 173.31 -0.02 -4.78
179 0.35 0.05 0.1 0.063 0.142 0.795 81.40 3.04 7.00 185.71 -0.02 -4.91
180 0.4 0.05 0.1 0.063 0.142 0.795 80.42 3.02 6.96 185.72 -0.02 -4.91
181 0 0.1 0.1 0.060 0.142 0.798 75.74 -0.65 4.59 173.28 -0.02 -4.78
182 0.05 0.1 0.1 0.060 0.142 0.798 74.82 -0.67 4.56 173.28 -0.02 -4.78
183 0.1 0.1 0.1 0.060 0.142 0.798 73.91 -0.69 4.52 173.29 -0.02 -4.78
184 0.15 0.1 0.1 0.060 0.142 0.798 72.99 -0.71 4.49 173.29 -0.02 -4.78
185 0.2 0.1 0.1 0.060 0.142 0.798 72.08 -0.73 4.45 173.30 -0.02 -4.78
186 0.25 0.1 0.1 0.063 0.142 0.795 78.38 -0.75 4.25 185.70 -0.02 -4.91
187 0.3 0.1 0.1 0.063 0.142 0.795 77.40 -0.78 4.21 185.71 -0.02 -4.91
188 0.35 0.1 0.1 0.063 0.142 0.795 76.43 -0.80 4.18 185.72 -0.02 -4.91
189 0.4 0.1 0.1 0.063 0.142 0.795 75.45 -0.82 4.14 185.73 -0.02 -4.91
190 0 0.15 0.1 0.060  0.142  0.798 71.09 -4.48 1.77 173.28  -0.01  -4.78
191 0.05  0.15 0.1 0.060  0.142  0.798 70.17 -4.50 1.74 173.29  -0.01  -4.78
192 0.1 0.15 0.1 0.060 0.142 0.798 69.26 -4.52 1.70 173.29 -0.01 -4.78
193 0.15 0.15 0.1 0.063 0.142 0.795 75.36 -4.54 1.50 185.69 -0.01 -4.91
194 0.2 0.15 0.1 0.063 0.142 0.795 74.38 -4.57 1.47 185.70 -0.01 -4.91
195 0.25 0.15 0.1 0.063 0.142 0.795 73.41 -4.59 1.43 185.71 -0.01 -4.91
196 0.3 0.15 0.1 0.063 0.142 0.795 72.43 -4.61 1.40 185.72 -0.01 -4.91
197 0.35 0.15 0.1 0.063 0.142 0.795 71.45 -4.63 1.36 185.73 -0.01 -4.91
198 0.4 0.15 0.1 0.063 0.142 0.795 70.48 -4.65 1.32 185.74 -0.01 -4.91
199 0 0.2 0.1 0.060 0.142 0.798 66.44 -8.31 -1.05 173.29 -0.01 -4.78
200 0.05 0.2 0.1 0.063 0.142 0.795 72.34 -8.33 -1.24 185.69 -0.01 -4.91
201 0.1 0.2 0.1 0.063 0.142 0.795 71.36 -8.36 -1.28 185.69 -0.01 -4.91
202 0.15 0.2 0.1 0.063 0.142 0.795 70.39 -8.38 -1.31 185.70 -0.01 -4.91
203 0.2 0.2 0.1 0.063 0.142 0.795 69.41 -8.40 -1.35 185.71 -0.01 -4.91
204 0.25 0.2 0.1 0.063 0.142 0.795 68.43 -8.42 -1.38 185.72 -0.01 -4.91
205 0.3 0.2 0.1 0.063 0.142 0.795 67.46 -8.44 -1.42 185.73 -0.01 -4.91
206 0.35 0.2 0.1 0.063  0.142  0.795 66.48 -8.46 -1.46 185.74  -0.01  -4.91
207 0.4 0.2 0.1 0.063  0.142  0.795 65.51 -8.48 -1.49 185.75  -0.01  -4.91
208 0 0.25 0.1 0.063  0.142  0.795 68.35  -12.14 -4.03 185.69 0.00 -4.91
209 0.05 0.25 0.1 0.063 0.142 0.795 67.37 -12.16 -4.06 185.70 0.00 -4.91
210 0.1 0.25 0.1 0.063 0.142 0.795 66.39 -12.18 -4.10 185.70 0.00 -4.91
211 0.15 0.25 0.1 0.063 0.142 0.795 65.42 -12.20 -4.13 185.71 0.00 -4.91
212 0.2 0.25 0.1 0.063 0.142 0.795 64.44 -12.23 -4.17 185.72 0.01 -4.91
213 0.25 0.25 0.1 0.063 0.142 0.795 63.46 -12.25 -4.21 185.73 0.01 -4.91
214 0.3 0.25 0.1 0.063 0.142 0.795 62.49 -12.27 -4.24 185.74 0.01 -4.91
215 0.35 0.25 0.1 0.063 0.142 0.795 61.51 -12.29 -4.28 185.75 0.01 -4.91
216 0.4 0.25 0.1 0.063 0.142 0.795 60.54 -12.31 -4.31 185.77 0.01 -4.91
217 0 0.3 0.1 0.063 0.142 0.795 63.38 -15.97 -6.84 185.70 0.01 -4.90
218 0.05 0.3 0.1 0.063 0.142 0.795 62.40 -16.00 -6.88 185.70 0.01 -4.90
219 0.1 0.3 0.1 0.063 0.142 0.795 61.42 -16.02 -6.91 185.71 0.01 -4.90
220 0.15 0.3 0.1 0.063 0.142 0.795 60.44 -16.04 -6.95 185.72 0.01 -4.90
221 0.2 0.3 0.1 0.063 0.142 0.795 59.47 -16.06 -6.99 185.73 0.01 -4.90
222 0.25 0.3 0.1 0.063 0.142 0.795 58.49 -16.08 -7.02 185.74 0.01 -4.90
223 0.3 0.3 0.1 0.063  0.142  0.795 57.52  -16.10 -7.06 185.75 0.01  -4.90
224 0.35 0.3 0.1 0.063  0.142  0.795 56.55  -16.12 -7.09 185.77 0.01  -4.90
225 0.4 0.3 0.1 0.063  0.142  0.795 55.57  -16.14 -7.13 185.78 0.01  -4.90
226 0 0.35 0.1 0.063 0.142 0.795 58.41 -19.81 -9.66 185.71 0.02 -4.90
227 0.05 0.35 0.1 0.063 0.142 0.795 57.43 -19.83 -9.69 185.71 0.02 -4.90
228 0.1 0.35 0.1 0.063 0.142 0.795 56.45 -19.85 -9.73 185.72 0.02 -4.90
229 0.15 0.35 0.1 0.063 0.142 0.795 55.48 -19.87 -9.77 185.73 0.02 -4.90
230 0.2 0.35 0.1 0.063 0.142 0.795 54.50 -19.89 -9.80 185.74 0.02 -4.90
231 0.25 0.35 0.1 0.063 0.142 0.795 53.53 -19.91 -9.84 185.75 0.02 -4.90
232 0.3 0.35 0.1 0.063 0.142 0.795 52.55 -19.93 -9.87 185.77 0.02 -4.90
233 0.35 0.35 0.1 0.063 0.142 0.795 51.58 -19.95 -9.91 185.78 0.02 -4.90
234 0.4 0.35 0.1 0.063 0.142 0.795 50.61 -19.98 -9.94 185.80 0.02 -4.90
235 0 0.4 0.1 0.063 0.142 0.795 53.44 -23.62 -12.51 185.72 0.05 -4.92
236 0.05 0.4 0.1 0.063 0.142 0.795 52.46 -23.64 -12.54 185.73 0.05 -4.92
237 0.1 0.4 0.1 0.063 0.142 0.795 51.48 -23.66 -12.58 185.74 0.06 -4.92
238 0.15 0.4 0.1 0.063 0.142 0.795 50.51 -23.69 -12.61 185.75 0.06 -4.92
239 0.2 0.4 0.1 0.063 0.142 0.795 49.53 -23.71 -12.65 185.76 0.06 -4.92
240 0.25 0.4 0.1 0.063 0.142 0.795 48.56 -23.73 -12.68 185.77 0.06 -4.92
241 0.3 0.4 0.1 0.063 0.142 0.795 47.59 -23.75 -12.72 185.79 0.06 -4.92
242 0.35 0.4 0.1 0.063 0.142 0.795 46.61 -23.77 -12.76 185.80 0.06 -4.92
243 0.4 0.4 0.1 0.063 0.142 0.795 45.64 -23.79 -12.79 185.82 0.06 -4.92
244 0 0 0.15 0.060 0.142 0.798 82.03 5.74 7.93 173.27 -0.02 -4.47
245 0.05 0 0.15 0.060 0.142 0.798 81.12 5.72 7.90 173.28 -0.02 -4.47
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246 0.1 0 0.15 0.060  0.142  0.798 80.20 5.70 7.86 173.28  -0.02  -4.47
247 0.15 0 0.15 0.060  0.142  0.798 79.29 5.68 7.83 173.29  -0.02  -4.47
248 0.2 0 0.15 0.060 0.142 0.798 78.37 5.66 7.79 173.29 -0.02 -4.47
249 0.25 0 0.15 0.060 0.142 0.798 77.46 5.64 7.76 173.30 -0.02 -4.47
250 0.3 0 0.15 0.060 0.142 0.798 76.54 5.62 7.72 173.31 -0.02 -4.47
251 0.35 0 0.15 0.060 0.142 0.798 75.63 5.60 7.69 173.31 -0.02 -4.47
252 0.4 0 0.15 0.060 0.142 0.798 74.72 5.58 7.66 173.32 -0.02 -4.47
253 0 0.05 0.15 0.060 0.142 0.798 77.38 1.91 5.11 173.28 -0.02 -4.47
254 0.05 0.05 0.15 0.060 0.142 0.798 76.47 1.89 5.08 173.28 -0.02 -4.47
255 0.1 0.05 0.15 0.060 0.142 0.798 75.55 1.87 5.04 173.29 -0.02 -4.47
256 0.15 0.05 0.15 0.060 0.142 0.798 74.64 1.85 5.01 173.29 -0.02 -4.47
257 0.2 0.05 0.15 0.060 0.142 0.798 73.73 1.83 4.97 173.30 -0.02 -4.47
258 0.25 0.05 0.15 0.060 0.142 0.798 72.81 1.81 4.94 173.30 -0.02 -4.47
259 0.3 0.05 0.15 0.060 0.142 0.798 71.90 1.79 4.90 173.31 -0.02 -4.47
260 0.35 0.05 0.15 0.060 0.142 0.798 70.99 1.77 4.87 173.32 -0.02 -4.47
261 0.4 0.05 0.15 0.060 0.142 0.798 70.07 1.75 4.84 173.33 -0.02 -4.47
262 0 0.1 0.15 0.060 0.142 0.798 72.74 -1.93 2.29 173.28 -0.01 -4.47
263 0.05 0.1 0.15 0.060  0.142  0.798 71.82 -1.95 2.26 173.29  -0.01  -4.47
264 0.1 0.1 0.15 0.060 0.142 0.798 70.91 -1.97 2.22 173.29 -0.01 -4.47
265 0.15 0.1 0.15 0.060 0.142 0.798 69.99 -1.99 2.19 173.30 -0.01 -4.47
266 0.2 0.1 0.15 0.060 0.142 0.798 69.08 -2.00 2.15 173.30 -0.01 -4.47
267 0.25 0.1 0.15 0.060 0.142 0.798 68.17 -2.02 2.12 173.31 -0.01 -4.47
268 0.3 0.1 0.15 0.060 0.142 0.798 67.25 -2.04 2.08 173.32 -0.01 -4.47
269 0.35 0.1 0.15 0.060 0.142 0.798 66.34 -2.06 2.05 173.33 -0.01 -4.47
270 0.4 0.1 0.15 0.063 0.142 0.796 72.48 -2.08 1.85 185.74 -0.01 -4.60
271 0 0.15 0.15 0.060 0.142 0.798 68.09 -5.76 -0.53 173.29 -0.01 -4.47
272 0.05 0.15 0.15 0.060 0.142 0.798 67.17 -5.78 -0.56 173.29 -0.01 -4.47
273 0.1 0.15 0.15 0.060 0.142 0.798 66.26 -5.80 -0.60 173.30 -0.01 -4.47
274 0.15 0.15 0.15 0.060 0.142 0.798 65.35 -5.82 -0.63 173.30 -0.01 -4.47
275 0.2 0.15 0.15 0.060 0.142 0.798 64.43 -5.84 -0.67 173.31 -0.01 -4.47
276 0.25 0.15 0.15 0.060 0.142 0.798 63.52 -5.85 -0.70 173.32 -0.01 -4.47
277 0.3 0.15 0.15 0.063 0.142 0.796 69.46 -5.88 -0.90 185.72 -0.01 -4.60
278 0.35 0.15 0.15 0.063 0.142 0.796 68.48 -5.90 -0.93 185.74 -0.01 -4.60
279 0.4 0.15 0.15 0.063 0.142 0.796 67.51 -5.92 -0.97 185.75 -0.01 -4.60
280 0 0.2 0.15 0.060  0.142  0.798 63.44 -9.59 -3.35 173.29 0.00  -4.46
281 0.05 0.2 0.15 0.060  0.142  0.798 62.53 -9.61 -3.38 173.30 0.00  -4.46
282 0.1 0.2  0.15 0.060  0.142  0.798 61.61 -9.63 -3.42 173.30 0.00  -4.46
283 0.15 0.2 0.15 0.060 0.142 0.798 60.70 -9.65 -3.45 173.31 0.00 -4.46
284 0.2 0.2 0.15 0.063 0.142 0.796 66.44 -9.67 -3.64 185.71 0.00 -4.59
285 0.25 0.2 0.15 0.063 0.142 0.796 65.46 -9.69 -3.68 185.72 0.00 -4.59
286 0.3 0.2 0.15 0.063 0.142 0.796 64.49 -9.71 -3.71 185.73 0.00 -4.59
287 0.35 0.2 0.15 0.063 0.142 0.796 63.51 -9.73 -3.75 185.75 0.00 -4.59
288 0.4 0.2 0.15 0.063 0.142 0.796 62.54 -9.75 -3.78 185.76 0.00 -4.59
289 0 0.25 0.15 0.060 0.142 0.798 58.80 -13.42 -6.16 173.30 0.00 -4.46
290 0.05 0.25 0.15 0.060 0.142 0.798 57.88 -13.44 -6.20 173.30 0.00 -4.46
291 0.1 0.25 0.15 0.063 0.142 0.796 63.42 -13.46 -6.39 185.71 0.00 -4.59
292 0.15 0.25 0.15 0.063 0.142 0.796 62.45 -13.48 -6.42 185.71 0.00 -4.59
293 0.2 0.25 0.15 0.063 0.142 0.796 61.47 -13.50 -6.46 185.72 0.00 -4.59
294 0.25 0.25 0.15 0.063 0.142 0.796 60.49 -13.52 -6.49 185.73 0.00 -4.59
295 0.3 0.25 0.15 0.063 0.142 0.796 59.52 -13.54 -6.53 185.75 0.00 -4.59
296 0.35 0.25 0.15 0.063 0.142 0.796 58.55 -13.56 -6.56 185.76 0.00 -4.59
297 0.4 025 0.15 0.063  0.142  0.796 57.57  -13.58 -6.60 185.77 0.00  -4.59
298 0 0.3  0.15 0.063  0.142  0.796 60.41  -17.24 -9.13 185.70 0.02  -4.59
299 0.05 0.3  0.15 0.063  0.142  0.796 59.43  -17.26 -9.17 185.71 0.02  -4.59
300 0.1 0.3 0.15 0.063 0.142 0.796 58.45 -17.28 -9.21 185.72 0.02 -4.59
301 0.15 0.3 0.15 0.063 0.142 0.796 57.48 -17.30 -9.24 185.72 0.02 -4.59
302 0.2 0.3 0.15 0.063 0.142 0.796 56.50 -17.33 -9.28 185.73 0.02 -4.59
303 0.25 0.3 0.15 0.063 0.142 0.796 55.52 -17.35 -9.31 185.75 0.02 -4.59
304 0.3 0.3 0.15 0.063 0.142 0.796 54.55 -17.37 -9.35 185.76 0.02 -4.59
305 0.35 0.3 0.15 0.063 0.142 0.796 53.58 -17.39 -9.38 185.77 0.02 -4.59
306 0.4 0.3 0.15 0.063 0.142 0.796 52.61 -17.41 -9.42 185.79 0.02 -4.59
307 0 0.35 0.15 0.063 0.142 0.796 55.44 -21.07 -11.95 185.71 0.02 -4.59
308 0.05 0.35 0.15 0.063 0.142 0.796 54.46 -21.09 -11.99 185.72 0.02 -4.59
309 0.1 0.35 0.15 0.063 0.142 0.796 53.48 -21.12 -12.02 185.73 0.02 -4.59
310 0.15 0.35 0.15 0.063 0.142 0.796 52.51 -21.14 -12.06 185.74 0.02 -4.59
311 0.2 0.35 0.15 0.063 0.142 0.796 51.53 -21.16 -12.09 185.75 0.02 -4.59
312 0.25 0.35 0.15 0.063 0.142 0.796 50.56 -21.18 -12.13 185.76 0.02 -4.59
313 0.3 0.35 0.15 0.063 0.142 0.796 49.58 -21.20 -12.16 185.78 0.03 -4.59
314 0.35 0.35 0.15 0.063 0.142 0.796 48.61 -21.22 -12.20 185.79 0.03 -4.59
315 0.4 0.35 0.15 0.063 0.142 0.796 47.64 -21.24 -12.24 185.81 0.03 -4.59
316 0 0.4 0.15 0.063  0.142  0.796 50.47  -24.89 -14.79 185.72 0.06  -4.60
317 0.05 0.4 0.15 0.063  0.142  0.796 49.49  -24.91 -14.83 185.73 0.06  -4.60
318 0.1 0.4 0.15 0.063 0.142 0.796 48.52 -24.93 -14.87 185.74 0.06 -4.60
319 0.15 0.4 0.15 0.063 0.142 0.796 47.54 -24.95 -14.90 185.75 0.06 -4.60
320 0.2 0.4 0.15 0.063 0.142 0.796 46.57 -24.97 -14.94 185.77 0.06 -4.60
321 0.25 0.4 0.15 0.063 0.142 0.796 45.59 -24.99 -14.97 185.78 0.06 -4.60
322 0.3 0.4 0.15 0.063 0.142 0.796 44.62 -25.01 -15.01 185.80 0.06 -4.60
323 0.35 0.4 0.15 0.063 0.142 0.796 43.65 -25.03 -15.05 185.81 0.06 -4.60
324 0.4 0.4 0.15 0.063 0.142 0.796 42.68 -25.06 -15.08 185.83 0.06 -4.60
325 0 0 0.2 0.060 0.141 0.799 79.33 4.46 5.63 173.74 -0.02 -4.14
326 0.05 0 0.2 0.060 0.141 0.799 78.41 4.44 5.59 173.75 -0.02 -4.14
327 0.1 0 0.2 0.060 0.141 0.799 77.50 4.42 5.56 173.75 -0.02 -4.14
328 0.15 0 0.2 0.060 0.141 0.799 76.59 4.40 5.52 173.76 -0.02 -4.14
329 0.2 0 0.2 0.060 0.141 0.799 75.67 4.38 5.49 173.76 -0.02 -4.14
330 0.25 0 0.2 0.060 0.141 0.799 74.76 4.36 5.46 173.77 -0.02 -4.14
331 0.3 0 0.2 0.060 0.141 0.799 73.84 4.34 5.42 173.78 -0.02 -4.14
332 0.35 0 0.2 0.060  0.141 0.799 72.93 4.32 5.39 173.79  -0.02  -4.14
333 0.4 0 0.2 0.060  0.141 0.799 72.02 4.30 5.35 173.80  -0.02  -4.14
334 0 0.05 0.2 0.060  0.141 0.799 74.38 0.63 2.81 173.28  -0.01  -4.13
335 0.05 0.05 0.2 0.060 0.141 0.799 73.47 0.61 2.78 173.28 -0.01 -4.13
336 0.1 0.05 0.2 0.060 0.141 0.799 72.55 0.59 2.74 173.29 -0.01 -4.13
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337 0.15  0.05 0.2 0.060  0.141 0.799 71.64 0.57 2.71 173.29  -0.01  -4.13
338 0.2  0.05 0.2 0.060  0.141 0.799 70.73 0.55 2.67 173.30  -0.01  -4.13
339 0.25 0.05 0.2 0.060 0.141 0.799 69.81 0.53 2.64 173.31 -0.01 -4.13
340 0.3 0.05 0.2 0.060 0.141 0.799 68.90 0.51 2.60 173.32 -0.01 -4.13
341 0.35 0.05 0.2 0.060 0.141 0.799 67.99 0.49 2.57 173.33 -0.01 -4.13
342 0.4 0.05 0.2 0.060 0.141 0.799 67.08 0.48 2.53 173.34 -0.01 -4.13
343 0 0.1 0.2 0.060 0.141 0.799 69.74 -3.20 -0.01 173.28 -0.01 -4.13
344 0.05 0.1 0.2 0.060 0.141 0.799 68.82 -3.22 -0.04 173.29 -0.01 -4.13
345 0.1 0.1 0.2 0.060 0.141 0.799 67.91 -3.24 -0.08 173.29 -0.01 -4.13
346 0.15 0.1 0.2 0.060 0.141 0.799 66.99 -3.26 -0.11 173.30 -0.01 -4.13
347 0.2 0.1 0.2 0.060 0.141 0.799 66.08 -3.28 -0.15 173.31 -0.01 -4.13
348 0.25 0.1 0.2 0.060 0.141 0.799 65.17 -3.30 -0.18 173.32 -0.01 -4.13
349 0.3 0.1 0.2 0.060 0.141 0.799 64.25 -3.32 -0.22 173.33 -0.01 -4.13
350 0.35 0.1 0.2 0.060 0.141 0.799 63.34 -3.34 -0.25 173.34 -0.01 -4.13
351 0.4 0.1 0.2 0.060 0.141 0.799 62.43 -3.36 -0.29 173.35 -0.01 -4.13
352 0 0.15 0.2 0.060 0.141 0.799 65.09 -7.03 -2.83 173.29 0.00 -4.13
353 0.05  0.15 0.2 0.060  0.141 0.799 64.17 -7.05 -2.86 173.29 0.00 -4.13
354 0.1 0.15 0.2 0.060  0.141 0.799 63.26 -7.07 -2.90 173.30 0.00  -4.13
355 0.15  0.15 0.2 0.060  0.141 0.799 62.35 -7.09 -2.93 173.31 0.00  -4.13
356 0.2 0.15 0.2 0.060 0.141 0.799 61.43 -7.11 -2.97 173.31 0.00 -4.13
357 0.25 0.15 0.2 0.060 0.141 0.799 60.52 -7.13 -3.00 173.32 0.00 -4.13
358 0.3 0.15 0.2 0.060 0.141 0.799 59.61 -7.15 -3.04 173.33 0.00 -4.13
359 0.35 0.15 0.2 0.060 0.141 0.799 58.70 -7.17 -3.07 173.35 0.00 -4.13
360 0.4 0.15 0.2 0.060 0.141 0.799 57.79 -7.19 -3.11 173.36 0.00 -4.13
361 0 0.2 0.2 0.060 0.141 0.799 60.44 -10.86 -5.65 173.29 0.00 -4.13
362 0.05 0.2 0.2 0.060 0.141 0.799 59.53 -10.88 -5.68 173.30 0.00 -4.13
363 0.1 0.2 0.2 0.060 0.141 0.799 58.61 -10.90 -5.72 173.31 0.00 -4.13
364 0.15 0.2 0.2 0.060 0.141 0.799 57.70 -10.92 -5.75 173.31 0.00 -4.13
365 0.2 0.2 0.2 0.060 0.141 0.799 56.79 -10.94 -5.79 173.32 0.00 -4.13
366 0.25 0.2 0.2 0.060 0.141 0.799 55.88 -10.96 -5.82 173.33 0.00 -4.13
367 0.3 0.2 0.2 0.060 0.141 0.799 54.97 -10.98 -5.85 173.34 0.00 -4.13
368 0.35 0.2 0.2 0.062 0.141 0.796 60.55 -11.00 -6.04 185.75 0.00 -4.26
369 0.4 0.2 0.2 0.062 0.141 0.796 59.57 -11.02 -6.08 185.77 0.00 -4.26
370 0 0.25 0.2 0.060 0.141 0.799 55.80 -14.69 -8.47 173.30 0.01 -4.12
371 0.05 0.25 0.2 0.060 0.141 0.799 54.88 -14.71 -8.50 173.31 0.01 -4.12
372 0.1 0.25 0.2 0.060  0.141 0.799 53.97  -14.73 -8.54 173.31 0.01  -4.12
373 0.15  0.25 0.2 0.060  0.141 0.799 53.06  -14.75 -8.57 173.32 0.01  -4.12
374 0.2 0.25 0.2 0.060 0.141 0.799 52.15 -14.77 -8.60 173.33 0.01 -4.12
375 0.25 0.25 0.2 0.062 0.141 0.796 57.52 -14.79 -8.79 185.74 0.01 -4.25
376 0.3 0.25 0.2 0.062 0.141 0.796 56.55 -14.81 -8.82 185.75 0.01 -4.25
377 0.35 0.25 0.2 0.062 0.141 0.796 55.58 -14.83 -8.86 185.77 0.01 -4.25
378 0.4 0.25 0.2 0.062 0.141 0.796 54.61 -14.85 -8.89 185.78 0.01 -4.25
379 0 0.3 0.2 0.060 0.141 0.799 51.15 -18.51 -11.28 173.31 0.02 -4.12
380 0.05 0.3 0.2 0.060 0.141 0.799 50.24 -18.53 -11.32 173.32 0.02 -4.12
381 0.1 0.3 0.2 0.060 0.141 0.799 49.33 -18.55 -11.35 173.33 0.02 -4.12
382 0.15 0.3 0.2 0.062 0.141 0.796 54.51 -18.57 -11.53 185.73 0.02 -4.25
383 0.2 0.3 0.2 0.062 0.141 0.796 53.53 -18.60 -11.57 185.74 0.02 -4.25
384 0.25 0.3 0.2 0.062 0.141 0.796 52.56 -18.62 -11.60 185.75 0.02 -4.25
385 0.3 0.3 0.2 0.062 0.141 0.796 51.58 -18.64 -11.64 185.77 0.02 -4.25
386 0.35 0.3 0.2 0.062 0.141 0.796 50.61 -18.66 -11.67 185.78 0.02 -4.25
387 0.4 0.3 0.2 0.062 0.141 0.796 49.64 -18.68 -11.71 185.80 0.02 -4.25
388 0 0.35 0.2 0.060 0.141 0.799 46.51 -22.34 -14.11 173.32 0.03 -4.12
389 0.05  0.35 0.2 0.062  0.141 0.796 51.49  -22.36 -14.28 185.72 0.03  -4.25
390 0.1 0.35 0.2 0.062  0.141 0.796 50.51  -22.38 -14.31 185.73 0.03  -4.25
391 0.15 0.35 0.2 0.062 0.141 0.796 49.54 -22.40 -14.35 185.74 0.03 -4.25
392 0.2 0.35 0.2 0.062 0.141 0.796 48.56 -22.42 -14.39 185.76 0.03 -4.25
393 0.25 0.35 0.2 0.062 0.141 0.796 47.59 -22.44 -14.42 185.77 0.03 -4.25
394 0.3 0.35 0.2 0.062 0.141 0.796 46.62 -22.47 -14.46 185.78 0.03 -4.25
395 0.35 0.35 0.2 0.062 0.141 0.796 45.64 -22.49 -14.49 185.80 0.03 -4.25
396 0.4 0.35 0.2 0.062 0.141 0.796 44.67 -22.51 -14.53 185.82 0.03 -4.25
397 0 0.4 0.2 0.062 0.141 0.796 47.50 -26.17 -17.06 185.73 0.04 -4.24
398 0.05 0.4 0.2 0.062 0.141 0.796 46.52 -26.19 -17.09 185.74 0.04 -4.24
399 0.1 0.4 0.2 0.062 0.141 0.796 45.55 -26.21 -17.13 185.75 0.04 -4.24
400 0.15 0.4 0.2 0.062 0.141 0.796 44.57 -26.23 -17.16 185.76 0.04 -4.24
401 0.2 0.4 0.2 0.062 0.141 0.796 43.60 -26.25 -17.20 185.77 0.04 -4.24
402 0.25 0.4 0.2 0.062 0.141 0.796 42.62 -26.28 -17.24 185.79 0.04 -4.24
403 0.3 0.4 0.2 0.062 0.141 0.796 41.65 -26.30 -17.27 185.81 0.04 -4.24
404 0.35 0.4 0.2 0.062 0.141 0.796 40.68 -26.32 -17.31 185.82 0.04 -4.24
405 0.4 0.4 0.2 0.062 0.141 0.796 39.71 -26.34 -17.34 185.85 0.04 -4.24
406 0 0 0.25 0.060  0.141 0.799 78.17 3.19 3.44 176.71  -0.01  -3.68
407 0.05 0 0.25 0.060  0.141 0.799 77.26 3.17 3.41 176.71  -0.01  -3.68
408 0.1 0 0.25 0.060  0.141 0.799 76.34 3.15 3.37 176.72  -0.01  -3.68
409 0.15 0 0.25 0.060 0.141 0.799 75.43 3.13 3.34 176.72 -0.01 -3.68
410 0.2 0 0.25 0.060 0.141 0.799 74.51 3.11 3.31 176.73 -0.01 -3.68
411 0.25 0 0.25 0.060 0.141 0.799 73.60 3.09 3.27 176.74 -0.01 -3.68
412 0.3 0 0.25 0.060 0.141 0.799 72.69 3.07 3.24 176.74 -0.01 -3.68
413 0.35 0 0.25 0.060 0.141 0.799 71.78 3.05 3.20 176.75 -0.01 -3.68
414 0.4 0 0.25 0.060 0.141 0.799 70.86 3.03 3.17 176.76 -0.01 -3.68
415 0 0.05 0.25 0.060 0.141 0.799 71.67 -0.64 0.50 173.75 -0.01 -3.77
416 0.05 0.05 0.25 0.060 0.141 0.799 70.75 -0.66 0.47 173.75 -0.01 -3.77
417 0.1 0.05 0.25 0.060 0.141 0.799 69.84 -0.68 0.43 173.76 -0.01 -3.77
418 0.15 0.05 0.25 0.060 0.141 0.799 68.92 -0.70 0.40 173.76 -0.01 -3.77
419 0.2 0.05 0.25 0.060 0.141 0.799 68.01 -0.72 0.36 173.77 -0.01 -3.77
420 0.25 0.05 0.25 0.060 0.141 0.799 67.10 -0.74 0.33 173.78 -0.01 -3.77
421 0.3 0.05 0.25 0.060 0.141 0.799 66.19 -0.76 0.30 173.79 -0.01 -3.77
422 0.35 0.05 0.25 0.060 0.141 0.799 65.27 -0.78 0.26 173.80 -0.01 -3.77
423 0.4 0.05 0.25 0.060  0.141 0.799 64.36 -0.80 0.23 173.81  -0.01  -3.77
424 0 0.1  0.25 0.060  0.141 0.799 67.01 -4.47 -2.31 173.75 0.00  -3.77
425 0.05 0.1 0.25 0.060  0.141 0.799 66.10 -4.49 -2.35 173.76 0.00  -3.77
426 0.1 0.1 0.25 0.060 0.141 0.799 65.18 -4.51 -2.38 173.76 0.00 -3.77
427 0.15 0.1 0.25 0.060 0.141 0.799 64.27 -4.53 -2.42 173.77 0.00 -3.77
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428 0.2 0.1  0.25 0.060  0.141 0.799 63.36 -4.55 -2.45 173.78 0.00  -3.77
429 0.25 0.1  0.25 0.060  0.141 0.799 62.45 -4.57 -2.49 173.79 0.00  -3.77
430 0.3 0.1 0.25 0.060 0.141 0.799 61.53 -4.59 -2.52 173.80 0.00 -3.77
431 0.35 0.1 0.25 0.060 0.141 0.799 60.62 -4.61 -2.56 173.81 0.00 -3.77
432 0.4 0.1 0.25 0.060 0.141 0.799 59.71 -4.63 -2.59 173.82 0.00 -3.77
433 0 0.15 0.25 0.060 0.141 0.799 62.09 -8.30 -5.13 173.29 0.00 -3.77
434 0.05 0.15 0.25 0.060 0.141 0.799 61.18 -8.32 -5.17 173.30 0.00 -3.77
435 0.1 0.15 0.25 0.060 0.141 0.799 60.26 -8.34 -5.20 173.30 0.00 -3.77
436 0.15 0.15 0.25 0.060 0.141 0.799 59.35 -8.36 -5.24 173.31 0.00 -3.77
437 0.2 0.15 0.25 0.060 0.141 0.799 58.44 -8.38 -5.27 173.32 0.00 -3.77
438 0.25 0.15 0.25 0.060 0.141 0.799 57.52 -8.40 -5.31 173.33 0.00 -3.77
439 0.3 0.15 0.25 0.060 0.141 0.799 56.61 -8.42 -5.34 173.34 0.00 -3.77
440 0.35 0.15 0.25 0.060 0.141 0.799 55.70 -8.44 -5.38 173.35 0.00 -3.77
441 0.4 0.15 0.25 0.060 0.141 0.799 54.79 -8.46 -5.41 173.37 0.00 -3.77
442 0 0.2 0.25 0.060 0.141 0.799 57.44 -12.13 -7.95 173.30 0.01 -3.76
443 0.05 0.2 0.25 0.060 0.141 0.799 56.53 -12.15 -7.99 173.30 0.01 -3.76
444 0.1 0.2 0.25 0.060 0.141 0.799 55.62 -12.17 -8.02 173.31 0.01 -3.76
445 0.15 0.2  0.25 0.060  0.141 0.799 54.70  -12.19 -8.06 173.32 0.01  -3.76
446 0.2 0.2  0.25 0.060  0.141 0.799 53.79  -12.21 -8.09 173.33 0.01  -3.76
447 0.25 0.2 0.25 0.060 0.141 0.799 52.88 -12.23 -8.12 173.34 0.01 -3.76
448 0.3 0.2 0.25 0.060 0.141 0.799 51.97 -12.25 -8.16 173.35 0.01 -3.76
449 0.35 0.2 0.25 0.060 0.141 0.799 51.06 -12.27 -8.19 173.37 0.01 -3.76
450 0.4 0.2 0.25 0.060 0.141 0.799 50.15 -12.28 -8.23 173.38 0.01 -3.76
451 0 0.25 0.25 0.060 0.141 0.799 52.80 -15.96 -10.77 173.30 0.02 -3.76
452 0.05 0.25 0.25 0.060 0.141 0.799 51.88 -15.98 -10.80 173.31 0.02 -3.76
453 0.1 0.25 0.25 0.060 0.141 0.799 50.97 -16.00 -10.84 173.32 0.02 -3.76
454 0.15 0.25 0.25 0.060 0.141 0.799 50.06 -16.02 -10.87 173.33 0.02 -3.76
455 0.2 0.25 0.25 0.060 0.141 0.799 49.15 -16.04 -10.91 173.34 0.02 -3.76
456 0.25 0.25 0.25 0.060 0.141 0.799 48.24 -16.05 -10.94 173.35 0.02 -3.76
457 0.3 0.25 0.25 0.060 0.141 0.799 47.33 -16.07 -10.98 173.37 0.02 -3.76
458 0.35 0.25 0.25 0.060 0.141 0.799 46.42 -16.09 -11.01 173.38 0.02 -3.76
459 0.4 0.25 0.25 0.062 0.141 0.797 51.64 -16.12 -11.19 185.79 0.02 -3.89
460 0 0.3 0.25 0.060 0.141 0.799 48.15 -19.78 -13.59 173.31 0.02 -3.76
461 0.05 0.3 0.25 0.060 0.141 0.799 47.24 -19.80 -13.62 173.32 0.02 -3.76
462 0.1 0.3  0.25 0.060  0.141 0.799 46.33  -19.82 -13.66 173.33 0.02  -3.76
463 0.15 0.3  0.25 0.060  0.141 0.799 45.42  -19.84 -13.69 173.34 0.02  -3.76
464 0.2 0.3  0.25 0.060  0.141 0.799 44.51  -19.86 -13.73 173.35 0.02  -3.76
465 0.25 0.3 0.25 0.060 0.141 0.799 43.60 -19.88 -13.76 173.37 0.02 -3.76
466 0.3 0.3 0.25 0.062 0.141 0.797 48.62 -19.90 -13.93 185.78 0.02 -3.89
467 0.35 0.3 0.25 0.062 0.141 0.797 47.64 -19.93 -13.97 185.79 0.03 -3.89
468 0.4 0.3 0.25 0.062 0.141 0.797 46.67 -19.95 -14.01 185.81 0.03 -3.89
469 0 0.35 0.25 0.060 0.141 0.799 43.51 -23.61 -16.40 173.33 0.03 -3.75
470 0.05 0.35 0.25 0.060 0.141 0.799 42.60 -23.63 -16.44 173.33 0.03 -3.75
471 0.1 0.35 0.25 0.060 0.141 0.799 41.69 -23.65 -16.47 173.34 0.03 -3.75
472 0.15 0.35 0.25 0.060 0.141 0.799 40.78 -23.67 -16.51 173.36 0.03 -3.75
473 0.2 0.35 0.25 0.062 0.141 0.797 45.60 -23.69 -16.68 185.76 0.03 -3.88
474 0.25 0.35 0.25 0.062 0.141 0.797 44.62 -23.71 -16.71 185.78 0.03 -3.88
475 0.3 0.35 0.25 0.062 0.141 0.797 43.65 -23.74 -16.75 185.79 0.03 -3.88
476 0.35 0.35 0.25 0.062 0.141 0.797 42.68 -23.76 -16.79 185.81 0.03 -3.88
477 0.4 0.35 0.25 0.062 0.141 0.797 41.71 -23.78 -16.82 185.83 0.03 -3.88
478 0 0.4 0.25 0.060 0.141 0.799 38.87 -27.44 -19.22 173.34 0.05 -3.75
479 0.05 0.4 0.25 0.060  0.141 0.799 37.96  -27.46 -19.26 173.35 0.05  -3.75
480 0.1 0.4 0.25 0.062 0.141 0.797 42.58 -27.48 -19.42 185.76 0.05 -3.88
481 0.15 0.4  0.25 0.062  0.141 0.797 41.60  -27.50 -19.46 185.77 0.05  -3.88
482 0.2 0.4 0.25 0.062 0.141 0.797 40.63 -27.52 -19.50 185.78 0.05 -3.88
483 0.25 0.4 0.25 0.062 0.141 0.797 39.66 -27.54 -19.53 185.80 0.05 -3.88
484 0.3 0.4 0.25 0.062 0.141 0.797 38.69 -27.56 -19.57 185.82 0.05 -3.88
485 0.35 0.4 0.25 0.062 0.141 0.797 37.72 -27.58 -19.60 185.84 0.05 -3.88
486 0.4 0.4 0.25 0.062 0.141 0.797 36.75 -27.60 -19.64 185.86 0.05 -3.88
487 0 0 0.3 0.060 0.140 0.800 75.12 1.91 1.12 176.71 -0.01 -3.30
488 0.05 0 0.3 0.060 0.140 0.800 74.21 1.89 1.09 176.71 -0.01 -3.30
489 0.1 0 0.3 0.060 0.140 0.800 73.29 1.87 1.05 176.72 -0.01 -3.30
490 0.15 0 0.3 0.060 0.140 0.800 72.38 1.85 1.02 176.73 -0.01 -3.30
491 0.2 0 0.3 0.060 0.140 0.800 71.46 1.83 0.98 176.73 -0.01 -3.30
492 0.25 0 0.3 0.060 0.140 0.800 70.55 1.81 0.95 176.74 -0.01 -3.30
493 0.3 0 0.3 0.060 0.140 0.800 69.64 1.79 0.91 176.75 -0.01 -3.30
494 0.35 0 0.3 0.060 0.140 0.800 68.73 1.77 0.88 176.76 -0.01 -3.30
495 0.4 0 0.3 0.060 0.140 0.800 67.82 1.75 0.84 176.77 -0.01 -3.30
496 0 0.05 0.3 0.060  0.140  0.800 70.42 -1.91 -1.69 176.71 0.00  -3.29
497 0.05  0.05 0.3 0.060  0.140  0.800 69.50 -1.93 -1.73 176.72 0.00  -3.29
498 0.1 0.05 0.3 0.060  0.140  0.800 68.59 -1.95 -1.76 176.72 0.00  -3.29
499 0.15  0.05 0.3 0.060  0.140  0.800 67.67 -1.97 -1.80 176.73 0.00  -3.29
500 0.2 0.05 0.3 0.060 0.140 0.800 66.76 -1.99 -1.83 176.74 0.00 -3.29
501 0.25 0.05 0.3 0.060 0.140 0.800 65.85 -2.01 -1.87 176.75 0.00 -3.29
502 0.3 0.05 0.3 0.060 0.140 0.800 64.94 -2.03 -1.90 176.76 0.00 -3.29
503 0.35 0.05 0.3 0.060 0.140 0.800 64.03 -2.05 -1.94 176.77 0.00 -3.29
504 0.4 0.05 0.3 0.060 0.140 0.800 63.12 -2.07 -1.97 176.78 0.00 -3.29
505 0 0.1 0.3 0.060 0.140 0.800 64.01 -5.74 -4.63 173.76 0.00 -3.38
506 0.05 0.1 0.3 0.060 0.140 0.800 63.09 -5.76 -4.66 173.76 0.00 -3.38
507 0.1 0.1 0.3 0.060 0.140 0.800 62.18 -5.78 -4.69 173.77 0.00 -3.38
508 0.15 0.1 0.3 0.060 0.140 0.800 61.27 -5.80 -4.73 173.78 0.00 -3.38
509 0.2 0.1 0.3 0.060 0.140 0.800 60.35 -5.82 -4.76 173.78 0.00 -3.38
510 0.25 0.1 0.3 0.060 0.140 0.800 59.44 -5.84 -4.80 173.79 0.00 -3.38
511 0.3 0.1 0.3 0.060 0.140 0.800 58.53 -5.86 -4.83 173.80 0.00 -3.38
512 0.35 0.1 0.3 0.060 0.140 0.800 57.62 -5.88 -4.87 173.82 0.00 -3.38
513 0.4 0.1 0.3 0.060 0.140 0.800 56.71 -5.90 -4.90 173.83 0.00 -3.38
514 0 0.15 0.3 0.060  0.140  0.800 59.35 -9.57 -7.44 173.76 0.01  -3.38
515 0.05  0.15 0.3 0.060  0.140  0.800 58.44 -9.59 -7.48 173.77 0.01  -3.38
516 0.1 0.15 0.3 0.060  0.140  0.800 57.53 -9.61 -7.51 173.77 0.01  -3.38
517 0.15 0.15 0.3 0.060 0.140 0.800 56.61 -9.63 -7.55 173.78 0.01 -3.38
518 0.2 0.15 0.3 0.060 0.140 0.800 55.70 -9.65 -7.58 173.79 0.01 -3.38
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519 0.25  0.15 0.3 0.060  0.140  0.800 54.79 -9.67 -7.62 173.80 0.01  -3.38
520 0.3 0.15 0.3 0.060  0.140  0.800 53.88 -9.69 -7.65 173.82 0.01  -3.38
521 0.35 0.15 0.3 0.060 0.140 0.800 52.97 -9.71 -7.69 173.83 0.01 -3.38
522 0.4 0.15 0.3 0.060 0.140 0.800 52.06 -9.73 -7.72 173.84 0.01 -3.38
523 0 0.2 0.3 0.059 0.141 0.800 54.44 -13.40 -10.26 173.30 0.02 -3.38
524 0.05 0.2 0.3 0.059 0.141 0.800 53.53 -13.42 -10.29 173.31 0.02 -3.38
525 0.1 0.2 0.3 0.059 0.141 0.800 52.62 -13.44 -10.33 173.32 0.02 -3.38
526 0.15 0.2 0.3 0.059 0.141 0.800 51.71 -13.46 -10.36 173.33 0.02 -3.37
527 0.2 0.2 0.3 0.059 0.141 0.800 50.79 -13.48 -10.40 173.34 0.02 -3.37
528 0.25 0.2 0.3 0.059 0.140 0.800 49.88 -13.50 -10.43 173.35 0.02 -3.37
529 0.3 0.2 0.3 0.059 0.140 0.800 48.97 -13.52 -10.47 173.36 0.02 -3.37
530 0.35 0.2 0.3 0.060 0.140 0.800 48.06 -13.53 -10.50 173.38 0.02 -3.37
531 0.4 0.2 0.3 0.060 0.140 0.800 47.16 -13.55 -10.54 173.39 0.02 -3.37
532 0 0.25 0.3 0.059 0.141 0.800 49.80 -17.23 -13.08 173.31 0.02 -3.37
533 0.05 0.25 0.3 0.059 0.141 0.800 48.89 -17.25 -13.11 173.32 0.02 -3.37
534 0.1 0.25 0.3 0.059 0.141 0.800 47.97 -17.26 -13.15 173.33 0.02 -3.37
535 0.15  0.25 0.3 0.059  0.141 0.800 47.06  -17.28 -13.18 173.34 0.02  -3.37
536 0.2 0.25 0.3 0.059  0.141 0.800 46.15  -17.30 -13.22 173.35 0.02  -3.37
537 0.25  0.25 0.3 0.059  0.141 0.800 45.24  -17.32 -13.25 173.36 0.02  -3.37
538 0.3 0.25 0.3 0.059 0.141 0.800 44.33 -17.34 -13.29 173.37 0.02 -3.37
539 0.35 0.25 0.3 0.060 0.141 0.800 43.42 -17.36 -13.32 173.39 0.02 -3.37
540 0.4 0.25 0.3 0.060 0.141 0.800 42.52 -17.38 -13.35 173.41 0.03 -3.37
541 0 0.3 0.3 0.059 0.141 0.800 45.16 -21.05 -15.90 173.32 0.03 -3.37
542 0.05 0.3 0.3 0.059 0.141 0.800 44.24 -21.07 -15.93 173.33 0.03 -3.37
543 0.1 0.3 0.3 0.059 0.141 0.800 43.33 -21.09 -15.96 173.34 0.03 -3.37
544 0.15 0.3 0.3 0.059 0.141 0.800 42.42 -21.11 -16.00 173.35 0.03 -3.37
545 0.2 0.3 0.3 0.059 0.141 0.800 41.51 -21.13 -16.03 173.36 0.03 -3.37
546 0.25 0.3 0.3 0.059 0.141 0.800 40.60 -21.15 -16.07 173.37 0.03 -3.37
547 0.3 0.3 0.3 0.059 0.141 0.800 39.69 -21.17 -16.10 173.39 0.03 -3.37
548 0.35 0.3 0.3 0.060 0.141 0.800 38.78 -21.19 -16.14 173.41 0.03 -3.37
549 0.4 0.3 0.3 0.060 0.141 0.800 37.88 -21.21 -16.17 173.43 0.03 -3.37
550 0 0.35 0.3 0.059 0.141 0.800 40.51 -24.88 -18.71 173.33 0.04 -3.36
551 0.05 0.35 0.3 0.059 0.141 0.800 39.60 -24.90 -18.75 173.34 0.04 -3.36
552 0.1 0.35 0.3 0.059 0.141 0.800 38.69 -24.92 -18.78 173.35 0.04 -3.36
553 0.15  0.35 0.3 0.059  0.141 0.800 37.78  -24.94 -18.82 173.36 0.04  -3.36
554 0.2 0.35 0.3 0.059  0.141 0.800 36.87  -24.96 -18.85 173.38 0.04  -3.36
555 0.25  0.35 0.3 0.059  0.141 0.800 35.96  -24.98 -18.88 173.39 0.04  -3.36
556 0.3 0.35 0.3 0.059 0.141 0.800 35.05 -25.00 -18.92 173.41 0.04 -3.36
557 0.35 0.35 0.3 0.062 0.140 0.798 39.71 -25.02 -19.09 185.83 0.04 -3.49
558 0.4 0.35 0.3 0.062 0.140 0.798 38.75 -25.04 -19.12 185.85 0.04 -3.49
559 0 0.4 0.3 0.059 0.141 0.800 35.87 -28.71 -21.53 173.35 0.05 -3.36
560 0.05 0.4 0.3 0.059 0.141 0.800 34.96 -28.73 -21.56 173.36 0.05 -3.36
561 0.1 0.4 0.3 0.059 0.141 0.800 34.05 -28.75 -21.60 173.37 0.05 -3.36
562 0.15 0.4 0.3 0.059 0.141 0.800 33.14 -28.77 -21.63 173.38 0.05 -3.36
563 0.2 0.4 0.3 0.059 0.141 0.800 32.23 -28.79 -21.67 173.40 0.05 -3.36
564 0.25 0.4 0.3 0.062 0.140 0.798 36.69 -28.81 -21.83 185.81 0.05 -3.49
565 0.3 0.4 0.3 0.062 0.140 0.798 35.72 -28.83 -21.86 185.83 0.05 -3.49
566 0.35 0.4 0.3 0.062 0.140 0.798 34.75 -28.85 -21.90 185.85 0.06 -3.49
567 0.4 0.4 0.3 0.062 0.140 0.798 33.78 -28.87 -21.93 185.88 0.06 -3.48
568 0 0 0.35 0.060 0.140 0.800 72.07 0.64 -1.19 176.71 0.00 -2.86
569 0.05 0 0.35 0.060 0.140 0.800 71.16 0.62 -1.23 176.72 0.00 -2.86
570 0.1 0 0.35 0.060  0.140  0.800 70.24 0.60 -1.26 176.72 0.00 -2.86
571 0.15 0 0.35 0.060  0.140  0.800 69.33 0.58 -1.30 176.73 0.00 -2.86
572 0.2 0 0.35 0.060  0.140  0.800 68.42 0.56 -1.33 176.74 0.00 -2.86
573 0.25 0 0.35 0.060 0.140 0.800 67.50 0.54 -1.36 176.75 0.00 -2.86
574 0.3 0 0.35 0.060 0.140 0.800 66.59 0.52 -1.40 176.76 0.00 -2.86
575 0.35 0 0.35 0.060 0.140 0.800 65.68 0.50 -1.43 176.77 0.00 -2.86
576 0.4 0 0.35 0.060 0.140 0.800 64.77 0.48 -1.47 176.78 0.00 -2.86
577 0 0.05 0.35 0.060 0.140 0.800 67.37 -3.19 -4.02 176.72 0.00 -2.88
578 0.05 0.05 0.35 0.060 0.140 0.800 66.45 -3.21 -4.06 176.72 0.00 -2.88
579 0.1 0.05 0.35 0.060 0.140 0.800 65.54 -3.23 -4.09 176.73 0.00 -2.88
580 0.15 0.05 0.35 0.060 0.140 0.800 64.63 -3.25 -4.13 176.74 0.00 -2.88
581 0.2 0.05 0.35 0.060 0.140 0.800 63.71 -3.27 -4.16 176.74 0.00 -2.88
582 0.25 0.05 0.35 0.060 0.140 0.800 62.80 -3.29 -4.20 176.75 0.00 -2.88
583 0.3 0.05 0.35 0.060 0.140 0.800 61.89 -3.31 -4.23 176.77 0.00 -2.88
584 0.35 0.05 0.35 0.060 0.140 0.800 60.98 -3.33 -4.26 176.78 0.00 -2.88
585 0.4 0.05 0.35 0.060 0.140 0.800 60.07 -3.35 -4.30 176.79 0.00 -2.87
586 0 0.1 0.35 0.060 0.140 0.800 62.66 -7.01 -6.84 176.72 0.01 -2.87
587 0.05 0.1  0.35 0.060  0.140  0.800 61.75 -7.03 -6.87 176.73 0.01  -2.87
588 0.1 0.1  0.35 0.060  0.140  0.800 60.84 -7.05 -6.91 176.74 0.01  -2.87
589 0.15 0.1 0.35 0.060  0.140  0.800 59.92 -7.07 -6.94 176.74 0.01  -2.87
590 0.2 0.1 0.35 0.060 0.140 0.800 59.01 -7.09 -6.98 176.75 0.01 -2.87
591 0.25 0.1 0.35 0.060 0.140 0.800 58.10 -7.11 -7.01 176.76 0.01 -2.87
592 0.3 0.1 0.35 0.060 0.140 0.800 57.19 -7.13 -7.04 176.78 0.01 -2.87
593 0.35 0.1 0.35 0.060 0.140 0.800 56.28 -7.15 -7.08 176.79 0.01 -2.87
594 0.4 0.1 0.35 0.060 0.140 0.800 55.37 -7.17 -7.11 176.80 0.01 -2.87
595 0 0.15 0.35 0.059 0.140 0.801 56.35 -10.84 -9.76 173.77 0.02 -2.96
596 0.05 0.15 0.35 0.059 0.140 0.801 55.43 -10.86 -9.79 173.77 0.02 -2.96
597 0.1 0.15 0.35 0.059 0.140 0.801 54.52 -10.88 -9.83 173.78 0.02 -2.96
598 0.15 0.15 0.35 0.059 0.140 0.801 53.61 -10.90 -9.86 173.79 0.02 -2.96
599 0.2 0.15 0.35 0.059 0.140 0.801 52.70 -10.92 -9.90 173.80 0.02 -2.96
600 0.25 0.15 0.35 0.059 0.140 0.801 51.79 -10.94 -9.93 173.81 0.02 -2.96
601 0.3 0.15 0.35 0.059 0.140 0.801 50.88 -10.96 -9.97 173.82 0.02 -2.96
602 0.35 0.15 0.35 0.059 0.140 0.801 49.97 -10.98 -10.00 173.84 0.02 -2.96
603 0.4 0.15 0.35 0.059 0.140 0.801 49.06 -11.00 -10.04 173.86 0.02 -2.96
604 0 0.2 0.35 0.059 0.140 0.801 51.69 -14.67 -12.58 173.77 0.02 -2.96
605 0.05 0.2  0.35 0.059  0.140  0.801 50.78  -14.69 -12.61 173.78 0.02  -2.96
606 0.1 0.2  0.35 0.059  0.140  0.801 49.87  -14.71 -12.64 173.79 0.02  -2.96
607 0.15 0.2  0.35 0.059  0.140  0.801 48.96  -14.73 -12.68 173.80 0.02  -2.96
608 0.2 0.2 0.35 0.059 0.140 0.801 48.05 -14.75 -12.71 173.81 0.02 -2.96
609 0.25 0.2 0.35 0.059 0.140 0.801 47.14 -14.77 -12.75 173.82 0.02 -2.96
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610 0.3 0.2  0.35 0.059  0.140  0.801 46.23  -14.78 -12.78 173.84 0.02  -2.95
611 0.35 0.2  0.35 0.059  0.140  0.801 45.32  -14.80 -12.82 173.85 0.02  -2.95
612 0.4 0.2 0.35 0.059 0.140 0.801 44.41 -14.82 -12.85 173.87 0.03 -2.95
613 0 0.25 0.35 0.059 0.140 0.801 46.80 -18.49 -15.39 173.31 0.03 -2.95
614 0.05 0.25 0.35 0.059 0.140 0.801 45.89 -18.51 -15.43 173.32 0.03 -2.95
615 0.1 0.25 0.35 0.059 0.140 0.801 44.98 -18.53 -15.46 173.33 0.03 -2.95
616 0.15 0.25 0.35 0.059 0.140 0.801 44.07 -18.55 -15.50 173.34 0.03 -2.95
617 0.2 0.25 0.35 0.059 0.140 0.801 43.16 -18.57 -15.53 173.36 0.03 -2.95
618 0.25 0.25 0.35 0.059 0.140 0.801 42.25 -18.59 -15.56 173.37 0.03 -2.95
619 0.3 0.25 0.35 0.059 0.140 0.801 41.34 -18.61 -15.60 173.39 0.03 -2.95
620 0.35 0.25 0.35 0.059 0.140 0.801 40.43 -18.63 -15.63 173.40 0.03 -2.95
621 0.4 0.25 0.35 0.059 0.140 0.801 39.52 -18.65 -15.67 173.42 0.03 -2.95
622 0 0.3 0.35 0.059 0.140 0.801 42.16 -22.32 -18.21 173.32 0.04 -2.95
623 0.05 0.3 0.35 0.059 0.140 0.801 41.25 -22.34 -18.24 173.33 0.04 -2.95
624 0.1 0.3 0.35 0.059 0.140 0.801 40.34 -22.36 -18.28 173.34 0.04 -2.95
625 0.15 0.3 0.35 0.059 0.140 0.801 39.42 -22.38 -18.31 173.36 0.04 -2.95
626 0.2 0.3  0.35 0.059  0.140  0.801 38.51  -22.40 -18.35 173.37 0.04 -2.95
627 0.25 0.3  0.35 0.059  0.140  0.801 37.61  -22.42 -18.38 173.39 0.04 -2.95
628 0.3 0.3  0.35 0.059  0.140  0.801 36.70  -22.44 -18.42 173.40 0.04  -2.95
629 0.35 0.3 0.35 0.059 0.140 0.801 35.79 -22.46 -18.45 173.42 0.04 -2.95
630 0.4 0.3 0.35 0.059 0.140 0.801 34.89 -22.48 -18.48 173.45 0.04 -2.94
631 0 0.35 0.35 0.059 0.140 0.801 37.52 -26.15 -21.02 173.34 0.05 -2.94
632 0.05 0.35 0.35 0.059 0.140 0.801 36.61 -26.17 -21.06 173.35 0.05 -2.94
633 0.1 0.35 0.35 0.059 0.140 0.801 35.69 -26.19 -21.09 173.36 0.05 -2.94
634 0.15 0.35 0.35 0.059 0.140 0.801 34.78 -26.21 -21.13 173.37 0.05 -2.94
635 0.2 0.35 0.35 0.059 0.140 0.801 33.88 -26.23 -21.16 173.39 0.05 -2.94
636 0.25 0.35 0.35 0.059 0.140 0.801 32.97 -26.25 -21.20 173.40 0.05 -2.94
637 0.3 0.35 0.35 0.059 0.140 0.801 32.06 -26.27 -21.23 173.42 0.05 -2.94
638 0.35 0.35 0.35 0.059 0.140 0.801 31.15 -26.29 -21.27 173.45 0.05 -2.94
639 0.4 0.35 0.35 0.059 0.140 0.801 30.25 -26.31 -21.30 173.47 0.06 -2.94
640 0 0.4 0.35 0.059 0.140 0.801 32.88 -29.98 -23.84 173.35 0.06 -2.93
641 0.05 0.4 0.35 0.059 0.140 0.801 31.97 -30.00 -23.87 173.36 0.07 -2.93
642 0.1 0.4 0.35 0.059 0.140 0.801 31.06 -30.02 -23.91 173.38 0.07 -2.93
643 0.15 0.4 0.35 0.059 0.140 0.801 30.15 -30.04 -23.94 173.39 0.07 -2.93
644 0.2 0.4  0.35 0.059  0.140  0.801 29.24  -30.06 -23.98 173.41 0.07  -2.93
645 0.25 0.4 0.35 0.059  0.140  0.801 28.33  -30.08 -24.01 173.43 0.07  -2.93
646 0.3 0.4  0.35 0.059  0.140  0.801 27.43  -30.10 -24.05 173.45 0.07  -2.93
647 0.35 0.4 0.35 0.059 0.140 0.801 26.52 -30.11 -24.08 173.47 0.07 -2.93
648 0.4 0.4 0.35 0.062 0.140 0.798 30.82 -30.14 -24.24 185.90 0.07 -3.06
649 0 0 0.4 0.020 0.142 0.838 -4.39 -0.65 -1.14 -7.56 0.00 0.34
650 0.05 0 0.4 0.022 0.142 0.836 -0.46 -0.65 -1.25 0.01 0.00 0.24
651 0.1 0 0.4 0.060 0.139 0.801 67.19 -0.68 -3.60 176.73 0.00 -2.41
652 0.15 0 0.4 0.060 0.139 0.801 66.28 -0.70 -3.63 176.73 0.00 -2.41
653 0.2 0 0.4 0.060 0.139 0.801 65.37 -0.72 -3.67 176.74 0.00 -2.41
654 0.25 0 0.4 0.060 0.139 0.801 64.46 -0.74 -3.70 176.75 0.00 -2.41
655 0.3 0 0.4 0.060 0.139 0.801 63.55 -0.76 -3.74 176.76 0.00 -2.41
656 0.35 0 0.4 0.060 0.139 0.801 62.63 -0.78 -3.77 176.78 0.00 -2.41
657 0.4 0 0.4 0.060 0.139 0.801 61.73 -0.80 -3.81 176.79 0.01 -2.41
658 0 0.05 0.4 0.020 0.142 0.838 -8.31 -4.48 -3.97 -7.56 0.01 0.34
659 0.05 0.05 0.4 0.022 0.142 0.836 -4.51 -4.48 -4.09 0.01 0.01 0.25
660 0.1 0.05 0.4 0.060 0.139 0.801 62.49 -4.51 -6.41 176.73 0.01 -2.41
661 0.15  0.05 0.4 0.060  0.139  0.801 61.58 -4.53 -6.45 176.74 0.01  -2.41
662 0.2 0.05 0.4 0.060  0.139  0.801 60.67 -4.54 -6.48 176.75 0.01  -2.41
663 0.25  0.05 0.4 0.060  0.139  0.801 59.75 -4.56 -6.52 176.76 0.01  -2.41
664 0.3 0.05 0.4 0.060 0.139 0.801 58.84 -4.58 -6.55 176.77 0.01 -2.41
665 0.35 0.05 0.4 0.060 0.139 0.801 57.93 -4.60 -6.58 176.79 0.01 -2.41
666 0.4 0.05 0.4 0.060 0.139 0.801 57.03 -4.62 -6.62 176.80 0.01 -2.41
667 0 0.1 0.4 0.020 0.142 0.838 -12.22 -8.30 -6.81 -7.56 0.02 0.35
668 0.05 0.1 0.4 0.022 0.142 0.836 -8.56 -8.30 -6.92 0.02 0.02 0.25
669 0.1 0.1 0.4 0.060 0.139 0.801 57.79 -8.33 -9.22 176.74 0.02 -2.41
670 0.15 0.1 0.4 0.060 0.139 0.801 56.88 -8.35 -9.26 176.75 0.02 -2.41
671 0.2 0.1 0.4 0.060 0.139 0.801 55.96 -8.37 -9.29 176.76 0.02 -2.41
672 0.25 0.1 0.4 0.060 0.139 0.801 55.05 -8.39 -9.33 176.77 0.02 -2.41
673 0.3 0.1 0.4 0.060 0.139 0.801 54.14 -8.41 -9.36 176.78 0.02 -2.41
674 0.35 0.1 0.4 0.060 0.139 0.801 53.23 -8.43 -9.40 176.80 0.02 -2.40
675 0.4 0.1 0.4 0.060 0.139 0.801 52.33 -8.45 -9.43 176.82 0.02 -2.40
676 0 0.15 0.4 0.020 0.142 0.838 -16.14 -12.12 -9.67 -7.55 0.02 0.34
677 0.05 0.15 0.4 0.022 0.142 0.836 -12.60 -12.13 -9.77 0.03 0.02 0.24
678 0.1 0.15 0.4 0.060 0.139 0.801 53.09 -12.15 -12.05 176.75 0.02 -2.42
679 0.15  0.15 0.4 0.060  0.139  0.801 52.17  -12.17 -12.09 176.76 0.02  -2.42
680 0.2 0.15 0.4 0.060 0.139 0.801 51.26 -12.19 -12.12 176.77 0.02 -2.42
681 0.25 0.15 0.4 0.060 0.139 0.801 50.35 -12.21 -12.16 176.78 0.03 -2.42
682 0.3 0.15 0.4 0.060 0.139 0.801 49.44 -12.23 -12.19 176.80 0.03 -2.42
683 0.35 0.15 0.4 0.060 0.139 0.801 48.54 -12.25 -12.23 176.81 0.03 -2.42
684 0.4 0.15 0.4 0.060 0.139 0.801 47.63 -12.27 -12.26 176.83 0.03 -2.42
685 0 0.2 0.4 0.020 0.142 0.838 -20.05 -15.95 -12.51 -7.55 0.03 0.34
686 0.05 0.2 0.4 0.022 0.142 0.836 -16.65 -15.95 -12.61 0.03 0.03 0.24
687 0.1 0.2 0.4 0.060 0.139 0.801 48.39 -15.98 -14.87 176.76 0.03 -2.41
688 0.15 0.2 0.4 0.060 0.139 0.801 47.47 -16.00 -14.90 176.77 0.03 -2.41
689 0.2 0.2 0.4 0.060 0.139 0.801 46.56 -16.02 -14.94 176.78 0.03 -2.41
690 0.25 0.2 0.4 0.060 0.139 0.801 45.65 -16.04 -14.97 176.79 0.03 -2.41
691 0.3 0.2 0.4 0.060 0.139 0.801 44.75 -16.06 -15.00 176.81 0.03 -2.41
692 0.35 0.2 0.4 0.060 0.139 0.801 43.84 -16.08 -15.04 176.83 0.03 -2.41
693 0.4 0.2 0.4 0.060 0.139 0.801 42.93 -16.10 -15.07 176.85 0.04 -2.41
694 0 0.25 0.4 0.020 0.142 0.838 -25.44 -19.77 -15.45 -10.51 0.04 0.26
695 0.05 0.25 0.4 0.021 0.142 0.837 -22.16 -19.78 -15.54 -2.92 0.04 0.16
696 0.1 0.25 0.4 0.059  0.140  0.801 42.21  -19.80 -17.78 173.81 0.04  -2.50
697 0.15  0.25 0.4 0.059  0.140  0.801 41.30  -19.82 -17.82 173.82 0.04  -2.50
698 0.2 0.25 0.4 0.059  0.140  0.801 40.39  -19.84 -17.85 173.83 0.04  -2.50
699 0.25 0.25 0.4 0.059 0.140 0.801 39.48 -19.86 -17.89 173.85 0.04 -2.50
700 0.3 0.25 0.4 0.059 0.140 0.801 38.58 -19.88 -17.92 173.86 0.04 -2.50
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Continued: Subsidy Heuristic Iteration

Subsidy Rate Modal Share Logistics Cost Difference [%] Flow Difference [%]

n R M T R M T R M T R M T

701 0.35  0.25 0.4 0.059  0.140  0.801 37.67  -19.90 -17.95 173.88 0.04  -2.50
702 0.4 0.25 0.4 0.059  0.140  0.801 36.76  -19.92 -17.99 173.91 0.04  -2.50
703 0 0.3 0.4 0.020 0.142 0.838 -29.53 -23.60 -18.29 -10.97 0.05 0.26
704 0.05 0.3 0.4 0.021 0.142 0.837 -26.38 -23.60 -18.38 -3.37 0.05 0.16
705 0.1 0.3 0.4 0.059 0.140 0.801 37.34 -23.63 -20.60 173.35 0.05 -2.49
706 0.15 0.3 0.4 0.059 0.140 0.801 36.43 -23.65 -20.63 173.37 0.05 -2.49
707 0.2 0.3 0.4 0.059 0.140 0.801 35.52 -23.67 -20.67 173.38 0.05 -2.49
708 0.25 0.3 0.4 0.059 0.140 0.801 34.61 -23.69 -20.70 173.40 0.05 -2.49
709 0.3 0.3 0.4 0.059 0.140 0.801 33.71 -23.71 -20.73 173.42 0.05 -2.49
710 0.35 0.3 0.4 0.059 0.140 0.801 32.80 -23.73 -20.77 173.44 0.06 -2.49
711 0.4 0.3 0.4 0.059 0.140 0.801 31.90 -23.75 -20.80 173.46 0.06 -2.49
712 0 0.35 0.4 0.020 0.142 0.838 -33.39 -27.43 -21.13 -10.97 0.07 0.27
713 0.05 0.35 0.4 0.021 0.142 0.837 -30.37 -27.43 -21.22 -3.36 0.07 0.17
714 0.1 0.35 0.4 0.059 0.140 0.801 32.70 -27.46 -23.41 173.37 0.07 -2.49
715 0.15 0.35 0.4 0.059 0.140 0.801 31.79 -27.48 -23.45 173.38 0.07 -2.49
716 0.2 0.35 0.4 0.059 0.140 0.801 30.88 -27.50 -23.48 173.40 0.07 -2.49
717 0.25 0.35 0.4 0.059 0.140 0.801 29.97 -27.52 -23.52 173.42 0.07 -2.49
718 0.3 0.35 0.4 0.059  0.140  0.801 29.07  -27.54 -23.55 173.44 0.07  -2.49
719 0.35  0.35 0.4 0.059  0.140  0.801 28.16  -27.56 -23.58 173.46 0.07  -2.48
720 0.4 0.35 0.4 0.059  0.140  0.801 27.26  -27.58 -23.62 173.49 0.07  -2.48
721 0 0.4 0.4 0.020 0.142 0.838 -37.24 -31.25 -23.97 -10.96 0.08 0.28
722 0.05 0.4 0.4 0.021 0.142 0.837 -34.35 -31.26 -24.05 -3.34 0.08 0.18
723 0.1 0.4 0.4 0.059 0.140 0.801 28.06 -31.28 -26.23 173.39 0.08 -2.48
724 0.15 0.4 0.4 0.059 0.140 0.801 27.15 -31.30 -26.26 173.40 0.08 -2.48
725 0.2 0.4 0.4 0.059 0.140 0.801 26.25 -31.32 -26.30 173.42 0.08 -2.48
726 0.25 0.4 0.4 0.059 0.140 0.801 25.34 -31.34 -26.33 173.44 0.08 -2.48
727 0.3 0.4 0.4 0.059 0.140 0.801 24.43 -31.36 -26.36 173.47 0.08 -2.48
728 0.35 0.4 0.4 0.059 0.140 0.801 23.53 -31.38 -26.40 173.49 0.08 -2.48
729 0.4 0.4 0.4 0.059 0.140 0.801 22.63 -31.40 -26.43 173.52 0.08 -2.48
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