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Introduction. In professional literature many publications are devoted to the
analysis of different approaches used for price setling in the port area and line cargo
transportations. The basis of the the construction majority of port tariffs is the
principle of providing all possible services to ensure the safety and secure of the
process of loading, transportation and discharging of cargo. Switching to container
transportations has led to the fact that this handling operations was allocated as from
normal port and from a linear tariff into a special fee for loading / discharging the
container - container service charge (CSC), and referring on it coverage of the whole
complex of container operations on the departure terminal from crossing terminal
gates before placing the container in the container cariers, and in reverse order - in the
port of destination. This fee usually is not differentiated by cargo types. In some ports
tariff directly for loading / discharging containers from the terminal to the ship / from
the ship to the terminal stands out from CSC in - terminal handling charge (THC).
Regarding tariff rates on conventional cargo, they are charged for cargo weight or
volume, depending on which calculation "in freight tonnage" gives operator large
amount of revenue. For heavyweight places can occur only calculation by weight
(score «W»), and for bulky - only on volume (grade "M"). Used as a metric (t, cu m.)
And English (1016 kg, 40 cu. Feet) units.

Very often operator of port operations uses a simple methodology only on the
first stage of feasibility study of handling complex which he creates.

More detailed calculation of the cost of provided port services is based on
more itemized calculations. At the same time are projected following aspects related
to the development of traffic, as the nomenclature of goods, their weight and volume
characteristics, and so on.

In view of the purpose of this work is to determine the basic principles and
approaches to formation of the port tariffs (as an example, container cargoes) in the
world, especially European practice and assess the feasibility of their implementation
on the liberalization of port tariff policy of Ukraine.

Results. In order for better understand the subtlety of price formation for
containers transshipment terminal, it is necessary to consider the scope, basic
principles and basic concepts. Area, as shown in Fig. 1, covers all areas «cargo
handling» of on the terminal, and storage containers.
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Major customers of container terminals today are shipping line, but some
handler can be made separately for contracts with car owners, railways inland
waterways operators of container lines and even cargo. By the way share of the lately
mentioned, customers of container terminals (except Ukraine) in the world today is
quite small. Existing approaches to price setting today, cover wage categories, all
operations starting from receipt of goods for stacking container, delivery to port,
loading on board, the following treatment in ports handling and shipping container
adjacent the recipient of transport.
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Figure. 1: Formation of port tariffs for container vessels and containers

In order to charge these steps, the terminal operator has a choice between five
main approaches as it is shown in Fig. 2. His tariffs are mainly based on various
combinations of these.

The cost approach The comparative approach
7\ Approach on a commodity price
Options / — —
pricing 2| An approach based on joint activity

An approach based on government restrictions

s
!

The approach by the need to increase of production

Fig. 2. Possible approaches of price setting in the international practice of port
activity.

For achievement of its priority tasks and, above all financial viability, the
operator of the terminal will make the option, which he considers will provide him
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stability in the strategic perspective. Due to the advantage of fixed costs in terminal
operations, the cost of loading and discharging a considerable extent is a function of
achievement bandwidth, as shown in Fig. 3, where the dotted line Q determines the
maximum throughput of the terminal. Proceeding from advantages of fixed costs
within the structure of terminal costs, the operator of the terminal is ready to offer a
lower price for larger volume of cargo. What is an important difference between
pricing in the port activity from the classical approach towards price.

For example, suppose that the bandwidth of the terminal is 250 thousand pieces
of twenty-foot equivalent (TEUs) per year. The annual fixed costs are 25,000
thousand dollars, variable costs are $ 10 per TEUs, profit incorporated also in the
amount of $ 10 TEUs. Then, with a full load of the terminal and processing cost $ 120
per TEUs, the annual income of the terminal will be 2500 thousand dollars.
According breakeven point (A in Fig. 3) when income covers the deficit of fixed costs
will take place in the processing of 227 thousand DFD year. At unit profit in 5 dollars
per container, break-even point (B in Fig. 3) has been observed during processing 238
thousand TEUs per year, and zero profit (C in Fig. 6.3) makes it possible to proceed
without prejudice to the full of potential production capacity of the terminal . For
three curves offers (P1, P2, P3 in Fig. 3.) and the pitted curve (SS in Fig. 3.) Is only
just one point (D in Fig. 3.) which causes making a profit while processing 238.6
thousand TEUs per year and breakeven point A which break-even operations. All
other options - options for obtaining damages.
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Fig. 3. An example of conditions for effective functioning of the container
terminal.

In many countries, however, the government seems unable to refrain from
interfering in container prices, or through genuine concern to avoid monopoly pricing,
or because they do not want to abandon their powers. It also leads to the introduction
of centralized imposed by tariffs which or are used as a base rate for a given standard
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conditions of processing, or becomes maximum bid. The countries where tariffs are
installed centralized provide, usually the worst conditions container handling. This is
logical because paying by final users who has no connection with real value of
handling depending on the conditions of its implementation. In addition, price
discrimination in this thriving, because although in principle each user pays for the
same rate, the demand on the structure of terminal services can they vary greatly.

Finally, the most difficult challenge for the government continues to be the
need to create the competent tariff bodies able to develop minimally substantiated
tariff rates.

Moreover, such a authority is unable to pay attention to the demands of each
user or specific circumstances at the terminal, he is unable to assess the prospects of
of cargo handling, as well as changes of the basic factors that affect it. For example,
the Indian agency on Tariffs openly acknowledged that it has no notion concerning
projections of revenues from individual operators of terminals and confronted with
great difficulties to evaluate the expenditures such as labor costs, equipment technical
maintenance and repair, and also estimate the impact of currency fluctuations and
price indices.

With increasing capacity, and therefore the size of vessels and container pricing
policy for port container terminals is becoming more complicated and ambiguous.
Growth fleet deadweight causes one side economies of scale, and the other - an
increase of the cost of construction of cargo terminals. However, with increasing
deadweight tonnage fleet grow and costs of supporting him in the parking lot. And
more ship at just brings even higher losses. So for vessels over 100 thousand
deadweight tons of capacity utilization rate, ensuring its effective operation of not less
than 80%. All of this requires the presence certain provisions overloading the capacity
of port terminals and consequently makes pricing policies more ambiguous.
Simultaneously occurring and corporate changes in the container sector, including
acquisitions, mail merge and you establishment of joint ventures that according
affects the pricing. Typically operators of container lines tend to get an increasing
influence in the administration container terminals that may condition opposition
from the national governments of several countries. Such a situation occurred in the
EU just before the onset of the financial crisis. The fact that the operators of global
container lines are usually optional with the European registration. This is the U.S.,
China, Israel and others. country are registered and linear rates of ocean lines include
terminal and ground components. This enables linear operators significantly influence
not only on the terminal, but in general the transport pricing policies in other
countries, particularly in the EU's own interests. The result its consideration in the
commission of transport regulation banning the inclusion of continuous rate terminal
and ground component for the EU, as well as on the need to spread antitrust laws to
work ocean lines. This occurred because the Commission encouraged switching
freight from road transport to more environmentally friendly forms and pricing
operators lines contributed maximum use of road transport, since more
environmentally friendly water took away the lines in ocean terminal resources
sections (coasting) transport.

In addition to concerns that in the absence of the terminal throughput is a
serious impediment to the development of containerization, operators of ocean lines
see the development of their interests in terminals as a way of participation in the
adjoining business that is perceived as very profitable. Due to the confidential nature
concluded agreements under contracts and slowness of publication of tariffs, it
hampered perception of the situation and evaluating actual impact on terminal price
formation because it has been not immediately noticed. By the way, the actual reason
for conducting mentioned investigations in the EU it is the fact that confidential
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nature agreements between the linear and terminal operators, as well as the latest
from truckers. The fact that Privacy Policy is a violation of the Convention on a code
of conduct linear Conference (Convention) and establishes legally output of a linear
operator from the application of antitrust laws in return transparency so all without
exception transactions.

The financial crisis that occurred, and caused by her to downfall market of
container transportations slightly smoothed sharpness issue, however, with their
growth, which was resumed, and the release in 2011. the volume, which in general
exceeds pre-crisis level again made the problem relevant. However, today it has a
new factor - the growth of container traffic is caused by not growing of the world
economy, but rather a decrease in the purchasing power of the population and
reorientation in this connection in more cheap, in the first place Chinese products.

To assess the possibility and expediency of centralized influence on pricing
policies in the port sector, the EU conducted a comprehensive study results are based
on the materials presented in the documents of the Commission for the transport are
discussed below.

Table 1 illustrates the differences in price flexibility of processing of containers
main ports of Continental Europe, where the results of simulations with a ten percent
reduction in load growth in prices for terminal processing, obtained on the basis of
answers of clientele to questions about their predictable reaction in the case of the
corresponding price increases.

Table 1.
Price elasticity for the selected range of Northern container ports

Port flexibility

%

Hamburg 3.1
Bremen 4.4
Rotterdam 1,5
Antwerp 4,1
Havre 1,1

First, the price elasticity of demand for container essentially the difference
between European ports, as shown in the table. Thus, price changesas a result of the
adoption of alternative pricing system will be, at least in the case of containerized
cargo, lead to a fundamentally different impact on materials handling in some ports,
even with similar price increases.

Secondly, the price elasticity is manifested differently during the growth and
reducing prices for the individual name of the cargo which is not surprising. In
particular, the price elasticity in general is much lower for liguid and bulk freight than
for containers, general cargo and ro-ro. Due to the fact that government support of
schemes for counteraction of competition is perceived as a relatively negligible factor
for cargoes with low price elasticity and detected simultaneously quite substantial for
goods whoes elasticity of modified price policy is high and could significantly affect
their redistribution in transshipment ports.

Thirdly, if the introduction of new pricing rules will assume total and complete
recovery of all costs at individual ports, the ports with a significant share of bulk
commodities and large land lease payments would be largely compensate costs
through cross-subsidization resulting growth prices for container, general and ro-ro
cargo.

From the above analysis we can conclude that in all areas of commitment to a
particular level of pricing discipline can be expected to lead to a price equal to the
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European port sector in the long term. In practice, however, short-term implications
for the the securities market and income individual ports will vary significantly,
depending on factors not only related to the size of the current level of government
support and restrictions of competition but the reaction of operators of lines on its
implementation.

Empirical research also carried out with two groups of ports that differ in
degree of reimbursement in port and financing for development. The first group
included, ports, where the principles of full cost recovery in the system to a large
extent already been implemented (three ports: two in the UK and one in Ireland -
Felykstou, Dover and Dublin). In the second group were presented ports, where
implementation of the principles of full compensation for all costs not be regarded as
decisive.

Analysis of the results of these investigations allow to formulate the following
five conclusions:

1. Although, in principle, each port seeks full reimbursement of expenses at the
level of the general financial performance and for individual shipping names and
activities, slightly different pricing principles are applied in practice, including
pricing based on attracting traffic when traffic can affect price level, through the
function of loading of capacities (Fig. 3), etc.;

2. Between the three ports of the first group there are significant differences in
pricing strategy as a result of their institutional heritage and strategic management
purposes. This suggests that even in the presence of different pricing rules, the actual
adherence taken to implement the strategies used may vary significantly from the
most probable, even if the principle of full reimbursement of expenses realized the
presence of the appropriate management authority;

3. In contrast to the widespread belief that in the ports of Great Britain and
Ireland is implemented, as usual, full reimbursement of handling, research has shown
that users do not actually pay for past capital investments from the standpoint of their
rebuilding cost;

4. The validity of the inclusion of "external costs" in the price is a very difficult
issue. All three port authorities share the view that the costs that they incur as a result
of their stay in the EU, based on national and international legislation in the field of
safety, health and environmental standards, as well as its voluntary commitments by
various kinds of certification led, to some extent, to the internationalization of
external costs, ie their social acceptance - recognizing social utility that also
determines reasonableness of their inclusion in the price of of cargo handling.

There is, however, a great difference of opinions on this matter. In particular
ports with a significant share of state or municipal property, where the principle of
full reimbursement of all costs is not predominant in port pricing, the opposite
opinion and there corresponding external costs or part subsidized by society, which
participates in management, as eclements of the corresponding budgetary costs of
these administrative formations.

5. Hypothetical input for the British government and Irish ports direct financial
support, as well as supporting the implementation of the financial and economic
mechanisms that occur for continental ports lead to very different effects on different
ports, different types of port operations, depending in part on their structure and
volume cargo, constant component share in expenditures and various stevedoring
operators of maritime sizes and types of vessels, the proportion of goods in transit. In
general, in any version of the hypothetical introduction of government support, it is
unlikely to significantly improve the competitive position of various ports and, most
likely, they will not change their marketing strategy.
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In this way, as a result of the research obtained the following four main
conclusions:

1 In general, port authorities support the adoption of general full cost recovery
in the port sector and find that it has at least some value for strategy development.
Some ports even consider that full cost recovery is essential for the development of
certain activities. Most ports support the adoption of the principle of "The user pays"
approach to pricing in ports. Surprisingly, majority of port authorities expect that the
implementation of a full cost recovery in pricing will make little impact on the price
level. At the same time, there is every reason to believe that in completely private
ports such as Port UK it could be. Whereas the this is far from true in all other EU
ports, and this conviction many leaders of ports can only be explained by an inability
to understand the concept and importance of marginal costs in the long term;

2. In general port authorities do not consider the markets for liquid and bulk
cargoes, such that they must be under the influence of government support programs.
In the markets of general cargois considered by some ports, such programs affect. At
the same time, most ports consider that the markets for container and ro-ro cargo
completely fall under the influence of such programs. The majority ports believes that
more strict attitude towards reimbursement of all expenses will benefit the port area.
Some even think the benefit of acceptance of common principles price formation
provided, however, that observation of these principles will continue to permit
flexibility to price, and the price of transportation by land transport should also be a
subject of similar regulation;

3. Port clientele says the impact will be of limited value because of the price,
and of some importance in relation to the total cost of port customers. They believe
that the market for liquid cargo is completely inelastic to price changes in the system
port client for even greater changes in price (50%). Markets bulk cargoes were
assessed as inelastic for small changes and elastic for large changes (15 to 50%).
Markets general cargo will be evaluated as elastic even at relatively small changes in
expenditures port clientele. The container market is inelastic and elastic for small to
larger changes. Finally, the market roro is more inelastic to small fluctuations
compared to container market, and more flexible to larger changes (15 to 50%)

4. The majority of clients agree regarding port insignificance of influence of
state supporting programs for the markets of liquid and bulk cargo, while all of them
consider that markets general cargo, containers and ro-ro cargo to a certain extent
fallen under the influence of government support programs. Users are dissatisfied the
existing in the ports pricing policy, and believe that more strict adherence to the
principles of compensation is likely to be useful for European ports. Adoption of
special reimbursement of expenses rules that would limit the list of expenses included
in the cost, considered as a useful act which would contribute equitable distribution of
interests between ports and their customers.

Almost all port customers, however, against the unification of prices, if it ever
will be introduced by government.

The above research suggest that the adoption of the principle of full cost
recovery basis at all generalized complex port activity under external control (not
necessarily public) with an appropriate pricing policy is regarded as a desirable act all
ports and, therefore, can be used in principle as a starting point in the construction of
future pricing policy. The external costs of security and the like should be included in
the rental, leasing, etc. revenues port administration (Fig. 1). Besides it is necessary
establishment of a clear and transparent link between cost and pricing, perceived as
the most important and even necessary principle of of pricing policy in the port area
with the establishment of the list of expenditures reimbursed in the cost of port
services.
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Also, please note that the issue of the structure of expenditures reimbursed in
the cost price for port services in pricing policy must depend on the state of the port
sector of the stock market, and specifically - volatilnosti quotations of securities port
enterprises. This is largely due to the general state of the world economy, the prices of
raw materials and energy. It is clear that port Customer base will attempt to translate
the reimbursement of expenses as Digging protection water area anchorages etc. on
foreign investments and costs associated with the environmental security, life and
health of people social development on state support in general is justified, but
realized difficult especially in the current economic conditions.

However reviewed the results represented interesting in the context of forming
approach towards liberalization of of pricing policy in the port sector in Ukraine and
in many respects it possible to formulate the conditions and principles for its effective
implementation.
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Anomayis

B ocHOBi 00y 10BH OLIBIIIOCTI TOPTOBUX TapU(]iB JEKUTH TPUHIIUIT HAJIAHHS
BCIX MOJJIMBHX TIOCIYr 13 3a0e3MEUeHHs CXOPOHHOCTI MW O€3MeKH mpolecy
HABaHTa)XEHHS, HACTYITHOTO IepeBe3¢HHs M BHBaHTaKEHHS BaHTaxy. [lepexim Ha
KOHTCIHEpH1 TepeBe3eHHs MPHBIB JI0 TOTO, MO ISl BaHTAXKHO-PO3BAHTAKYBAJIbHA
orepallist craja BUIUIATUCS SK 31 3BHUAHHOIO MTOPTOBOIO TaK 1 3 JIHIHHOIO Tapudy y
crerianpHUH 30ip 3a HaBaHTa)XEHHS/ PO3BaHTaKEHHSI KOHTEHHEpa - container service
charge (CSC), 3 BimHeceHHSM Ha Hei MOKPUTTS BCHOTO KOMIUIEKCY oIlepaliiii 3
KOHTEITHEpOM Ha TepMiHall BIANpPABIICHHS BiJl NMEPETHHAHHS BOPIT TEPMIHAILY O
PO3MIIIICHHST KOHTEHEpa B KOHTEHHEPOBO3i, 1 Y 3BOPOTHOMY TOPSIKY - Yy TOPTY
npu3HadyeHHs. Leii 30ip 3BMUaiiHO Bike HE TUQEPEHIIIIOEThCA TI0 BHJIAX BaHTaXIB. Y
JesKUX TIopTax 30ip Oe3mocepeHbo 3a HaBaHTKEHHs/ BUBAHTaKEHHS KOHTelHepa 3
TepMiHAJy Ha CYJAHO/Ha TepMiHai i3 cymHa Buausierbes 3 CSC - terminal handling
charge (THC).

Jly’)xe Yacto oreparop TMOpPTOBOI JiSUIbHOCTI KOPHCTYETBCS TPOCTOIO
METOJIONIOTIEI0 TUIBKM Ha CTaJlil MepIIoro TeXHIKO-€KOHOMIYHOrO OOTpYHTYBaHHS
MepEeBaHTaXKyBAITBHOIO KOMIUIEKCY, SIKUI BiH CTBOPIOE.

OCHOBHMMH KITIEHTAMH KOHTEHHEPHHX TEPMIHAIIIB CHOTOJHI € CYJHOIUIaBHI
JiHIl, ane Jeski TepeBalkdi MOXKYTh 3IIHCHIOBATHCS OKPEMO IO JO0roBopax 3
ABTOTPAHCIIOPTHUKAMY,  3aJI3HHISIMH,  ONEpaTOpaMd  BHYTPINIHIX  BOJHHUX
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KOHTCHHEPHHMX JIiHIH 1 HaBITh BaHTAKOBJIACHUKIB. [0 pedi yacTka OCTaHHIX, SK
KITIEHTIB KOHTEHHEPHHUX TEpMIHAIIB (32 BUHATKOM YKpaiHH) y CBIiTi ChOTOJHI 30BCIM
HeBenuKka. [CHyroui MigXoau 70 IHOYTBOPEHHS ChOT'OJHI TIOKPHBAIOTH TapHU(QHUMH
po3psiamMu, BCi ormeparlii, TOYHHAIOYM 3 OJEpIKaHHS BaHTaXy IS YKIaJaHHS B
KOHTEHHEp, IOCTABKH B [OPT, HABAHTAKCHHS Ha 6opr, HacTynmHy 0GpobKy B moprax
TePEeBANIKH i IOCTABKY KOHTCHHEPA O1ePiKyBaueBi CYMDKHIM BHIOM TPAHCIIOPTY.

JUis IOCATHEHHsI CBOIX NPIOPUTCTHHX 3aBLaHb I, Hacamrepes (hinarcoBOI
KHUTTE3NATHOCTI, onepaTop TepMiHay Oyze MpUAMAaTH TOM BapiaHT, IO, SK BiH
BBAXKae, 3a0€3MeUNTh HOMy CTAaOLIBHICT y CTpATerivHiil mepcnekrusi. V 3's3Ky 3i
3HAYHOIO TMIE€PEBArol0 MOCTIHHMX BUTpPAT y TEPMIHAIBHHUX OMEpalisx, BapTiCTh
BaHTa)KHO-PO3BAHTAXKYBATGHUX POOIT y 3HAuYHi Mipi € (QYHKIIE IOCSITHEHHS
MPOIYCKHOI 3aTHOCTI, SIK 1€ MOKa3aHo Ha pHC. 3, Jie MyHKTHpHA JiHig Q BU3HAUa€E
MaKCHMaJbHY IPOIYCKHY 31aTHICTh TepMiHaiay. Buxossuu 3 mepeBaru MmOCTIHHHMX
BATPAT B CIPYKTYPi TEPMIHAIbHMX BUTPAT, ONCPATOp TEPMiHALy TIOTOBHIL
3aMPONOHYBATH MCHILY u1Hy 3a OlmpIuii  obcsT BaHTamonepepOGKH Mo €
BAKIMBOIO BIIMIHHICTIO IIHOYTBOPEHHS Y IOPTOBIH IisTBHOCTI BiJl KIIACHYHOTO
MiAXO0Y /0 IHOBOT npono3nu11

VY Garatsox KpalHax OJIHAK, BJIaJla, CXOXKE€ HE B 3MO31 BTPHUMYBATHCS Bij
BTPYYaHHS B KOHTeI/IHele tapudu, abo depes mmpy TypOOTY, 100 YHUKHYTH
MOHOIIO/IBHOTO L{IHOYTBOPCHHSI, a00 TOMY, L0 BOHHM HE XO4YYTb BiAMOBISITUCS Bil
CBOiX TMOBHOBaeHb. lle W mOpHU3BOAMTH JO BBEACHHS IIGHTPAIi30BAaHO
BCTaHOBJIIOBaHUX TapH(]iB, siKi 00 BUKOPHCTOBYIOTHCS Y BUIUISII 0a3MCHUX CTAaBOK
JUIsl 33/IaHUX CTAaHAAPTHUX YMOB TepepoOKH, a00 cTa€ MaKCHMAJIbHUMH CTaBKaMH.
Kpainm, ne BCTaHOBIIGHI LeHTpalizoBaHi Tapudu 3a0e3neuyroTh, SK MPaBHIIO,
HAWNTripml yMOBH TepeBaliki KoHTeiHepiB. lle soriuno, ToMy, IO OIIavylO4HCh
KIHIICBUMH KOPUCTYBayaMH HE MalOTh HISKOrO 3B'S3Ky 3 pPEaibHOK BapTICTIO
00pOOKHM 3aNeKHO Bix yMOB ii 3xificHeHHs. KpiM Toro, 1iHOBa JUCKpUMIHALIIS MPH
[OMY TIPOIBITA€E, TOMY 1110, XO4Ya B MPUHIIUII KOKHUIM KOPUCTYBay IUIATHTh 110 THM
CaMHM CTaBKaX, MOMUT Ha CTPYKTYpY TEPMIHAIBHOI MOCTYTH MOXKE B HHX CHIIBHO
BiJIpI3HATHCS.

Hapemri, HalOLIbII CKIAAHOK NPOOJEMOI [UIS  YPSAIy IPOJOBKYE
3aJUIIATACS HEOOXiMHICTh CTBOPEHHS KOMIIETEHTHOr'O0 Tapu(pHOro opraHa 3JaTHOTO
PO3pOOISATH MiHIMAITBHO OOIpYHTOBaHI Tapu(Hi CTaBKH.

3 pocToM MICTKOCTI, a, OT)KE€ H PO3MIpIB Cy/leH KOHTEHHEPOBO3IB IOJNITHKA
IHOYTBOPEHHS ISl IOPTOBUX KOHTEHHEPHHUX TEPMIHATIB CTa€ yce Oiblie CKIaTHO0
i HCOJAHO3HAYHOMW. 3pOCTaHHs IEABCHTY (I0Ty OOYMOBIIOE 3 ONHOIO GOKY
CKOHOMIt0 Ha MacuITali, a 3 HIIOro - 30LIbIICHHS Oy/iBEbHO BAPTOCTI BAHTAKHHX
TepMiHaniB. OxHAK 3 POCTOM JIEABEHTY oty pocryTh i BHTpaTH Ha HOro
BTPUMYBaHHS Ha CTOSHIIL. | OUTbIlIe CyTHO MPH MPOCTOI MPHUHOCUTH i OB 30UTKH.
Tax gua cynna peaseiitom 1oHax 100 The T. KOeil[iEHT BHKOPHCTAHHS
BaHTaXKOIIAHOMHOCTI, IO 3a0e3meduye Horo eeKTUBHY eKCIUTyaTallilo CTAHOBUTH HE
meHm 80%. Bce e BuMarae HasBHOCTI TIEBHHUX pE3epBIB  IEpPEBaHTAXKHOL
CIIPOMOYKHOCT1 TIOPTOBHX TEPMIHATIB i, BIAMOBIIHO POOWUTH IIHOBY IOJIITHKY IIIE
OuTbIl HeomHO3HA4YHOK. OnHOYAcHO BiAOYBAaKOThCS W KOPIOpATHBHI 3MiHM B
KOHTCHHEPHOMY CEKTOpi, 30KpeMa, NpUI0aHHs, 3IUTTS H CTBOPSHHS CHUIBHUX
MIANPUEMCTB, IO BIANOBIAHO BIUIMBAE ¥ Ha I[IHOBY NOJITHKY. SIK mpaBUIIO
OIepaToOpd KOHTEWHEpHUX IIiHIM TparHyTh OJEpXKaTH Bce OUIBIIMIA BIUIMB B
yIpaBliHHI KOHTEHHEPHUMH TEpMiHAJIAMH IO MOXE OOYMOBHTH MPOTHIIIO 3 OOKY
HAI[IOHATTBHUX YpsAMiB psay kpaiH. Taka curyanis mana Micue B €C OyKBaibHO
Hanepe;[oz[Hi HactaHHs (iHaHcoBoi kpusu. DiHaHCcOBa Kpu3a, IO HACTymWia, i
BUKIIMKAHE {ii HaliHHs PUHKY KOHTCHHEPHUX [EPEBE3CHb TPOXH 3IUIAJIHIO TOCTPOTY
MUTAHH, OJHAK, 3 IX 3POCTaHHAM, 1110 BiAHOBHWIIOCA, 1 BuXxoaoM y 2011p. Ha o0csry,
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SKI Yy ULUIOMY TMEPEeBUIIYIOTh JIOKPU30BHH piBEHb, 3HOBY 3pOOHIN TpodieMy
akTyanpHoto. OpHaK y Hid ChOTOIHI 3'IBUBCS HOBUHM (aKTOp - 3pOCTaHHS
KOHTCHHEPHUX TEepeBe3cHb BUKIMKAHE HE POCTOM CBITOBOi €KOHOMIKH, a HABIIAKH,
3HIDKEHHSM KYITIBEIBHOI CHPOMOYKHOCTI HACEJICHHS # IEepPEOpIiEHTAIlE0 B I[LOMY
3B'SI3Ky Ha OUIBIIIE JIeNIeBi, Y TepIy Yepry, KUTalChKi TOBapH.

EmnipuyHi IOCHiIKEHHS TPOBEIM TaKOXK 13 JBOMAa TIpylaMy IOPTIB, IO
PO3PI3HSAIOTBECS 1O CTYIEHI BIANIKOAYBAaHHS BUJATKIB y MOpPTY W (iHaHCYBaHHS
posButky. [lepiia rpyna BkIo4asa, MOPTH, Ji¢ MPUHIMIIA TTOBHOTO BiIIIKOyBaHHS
BUTpAT Y CUCTEMI B 3HAUHII Mipi BxKe peanizoBaHi (Tpu MOpTH: 1Ba y BemkoOpuTanii
i onuH B Ipnangii - ®enukcroy, Jdyep 1 Jdyomin). Y apyriit rpymi Oyiiu npeacTaBieHi
MOPTH, J€ peami3aiis NPHHIUIIB ITOBHOTO BiJIIKOAYBAaHHA BCIX BHTpaT He
PO3IIISAAEThCS SIK BUPIMIATBHA.

IcHye, onHak, Benwka po30DLKHICTH y JyMKax IO [IbOMY IHTaHHIO. 30Kpema
MOPTH 3 BaroOMOK) YaCTKOKO JepKaBHOI a00 MYHILMIIAILHOI BIACHOCTI, Ji€ MPUHIIUI
MOBHOTO BIAIIKOMYBaHHS BCIX BHUTpPAT HE € TMEPEBAXKAIOYUM Yy TOPTOBOMY
IHOYTBOPEHHI, JOTPUMYIOTbCS MPOTHIICKHOI IyMKH W TaM BiJIIOBiJHI 30BHIIIHI
BUTpaTH abo iX dYacTMHa CyOCHIYIOTBCS CYCIUIBCTBOM, IO Oepe y4yacTb y
YIPaBIIiHHI, K €IEMEHTH BIMOBIIHUX OFOJKETHHX BHTPAT IUX aJMIHICTPATHBHHUX
YTBOpPECHb.

5. I'inorern4He BBENCHHs ypsAOM [Uisi OPUTAHCBKUX 1 IPIaHICBKUX IOPTIB
npsMoi - GiHAaHCOBOI MIATPMMKH, sIK 1 peanisalis MiATPUMYHROYHX (IHAHCOBO-
CKOHOMIYHMX MEXaHi3MiB, SKi 3/IHCHIOIOTBCS JJIsi KOHTHHEHTAJIBHUX TIOPTIB,
MpHU3BEJE 10 JyXe Pi3HOr0 BIUIMBY Ha Pi3HI MOPTH; Pi3HI BUJH MOPTOBUX OMEpalii y
3aJIeKHOCTi, 30KpeMa, BiJi IX CTPYKTypH W OOCATIB BaHTaXOIMEPEPOOKH, HACTKH
MOCTIHHOT CKJIaJI0BOi Yy CTHUBIZOPHHMX BHIATKaxX 1 PI3HMX OIEpaTopax MOPCHKOTO
TICPCBE3CHHS, pO3MipiB 1 THIIIB CyJeH, TMHUTOMOI Bard TPaH3HTHAX BaHTaXxiB. Y
LTOMY K, y OyZIb-KOMY BapiaHTi MilIOTETHYHOrO BBEJCHHS JCPIKABHOI MiATPHUMKH
BOHA HABPSIJ Y 3MOXKC 3HAYHO MOJIMIINTH KOHKYPCHTHI MO3HMUIT PI3HUX MOPTIB i,
IIBH/IIIIE 32 BCE, BOHHM HE 3MIHATH CBOIO MAPKETUHTOBY CTPATETIIO.

TakuM 4YHMHOM, y pE3YyJIbTaTi MPOBEACHOTO IOCTIIKEHHS OTPUMAaHO TakKi
BHCHOBKHU:

1 B minmomy mopToBi BIaad MiATPUMYIOTH MPUHHSATTS 3aralbHOTO MOBHOTO
BIJIIIKO/TyBaHHSI BUTPAT y MTOPTOBOMY CEKTOP1 i BBaXKarOTh, IO 1€ Ma€ MPUHAWMHI,
JesKe 3HA4YeHHs s 3a0e3ledeHHs crparerii po3BUTKY. Jleski MOpPTH HAaBiTh
YBaXXaloTh, IO TIOBHE BiJIIKOMYBaHHS BUTPAT Ma€ HaWBaXJIMBIle 3HAYCHHS IS
PO3BHTKY OKPEMHX BHJIB JisUIHOCTI. BUIBLIICTE IOPTIB MiATPUMYIOTh NPUIAHSTTS
npunnuny «KopucryBad IUIaTHTb» NpH UIHOYTBOPCHHI B moprax. JluBHO, aie
OLIBIIICTE TOPTOBHX BJIaJ OYiKY€, WO peai3allisi IOBHOIO BIZ[IHKOZIYBaHHSI BHTPAT y
LIHOYTBOPCHHI 3pOOMTh HE3HAYHMIl BIUIMB HA PIBCHb LiH. Y TOil Xe 4ac € BCi
MiACTaBM BBAXATH, M0 B TOBHICTIO MNPHBATHHX IIOPTAX, TAKMX SK IOPTH
BenukoOpuranii 1e mijikom Moxke 0ytu. Tofi K I1e JaleKo Bil iCTHHU y BCIX THIINUX
noprax €C, 1 Taka MepeKoOHaHICTh 0araTh0X KEPiBHUKIB MOPTIB MOXe OyTH MOsSCHEHA
TUIBKH HE3JATHICTIO YCBIMOMUTH TIOHSTTS ¥ 3HA4YeHHS TPaHUYHUX BHTPaT y
JIOBT'OCTPOKOBIH MEpCIEKTHBI,;

2. 3arajoM MOPTOBI BiaJ¥ HE BBAKAIOTh PUHKH JUISL HAJTHBHUX 1 HACUITHUX
BAHTaXIB, TAKMMU LIO MYCATb NepeOyBArOTh Ml BILIMBOM [ICPXKABHUX IIPOrpaMm
miarpuMku. Ha pubku TeHEPATTbHUX BAHTAXKIB, HA JYMKY HCSKHX IIOPTiB, TaKi
MpOrpaMy BIUIMBalOTh. Y TOH ke 4ac GinbImicTs. MOPTIB BBAXKAIOTh, IO PUHKHU IS
KOHTEHHEPHHUX 1 PO-pO BAaHTAXKIB IMOBHICTIO IMi/aIAI0Th i/l BIUIMB TAKHX MPOTrPaM.

BinbiricTs MOpTiB BBAXKA€, M0 OUIBIIE CTPOre BiHOMICHHS 0 BiIIKOyBaHHS
BCIX BHJATKIB TiJlc Ha KOPHCTh MOPTOBOI Tamy3i. Jleski HaBiTh CKJIOHSIOTBCS Ha
KOPUCTh MPUUHATTS 3araJIbHUX €JIMHUX MPUHIIMIIIB [[IHOYTBOPEHHS 32 YMOBH, OJIHAK,
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0 AOTPUMAHHS I[UX MPHUHILMUIIB Oyae AK 1 paHille M03BOJISTH 3IIHCHIOBATH I[IHOBY
THYYKICTh, a IIIHA Ha TepeBe3CHHS HAa3eMHHM TPAHCIOPTOM TMOBHUHHI CTaTH TaKOX
MPEAMETOM aHAJIOTTYHOTO PEeTyTIOBaHHS;

3. IlopToBa KIi€HTypa BBaXkae€, IO JCPKaBHHUM BILIMB Oyae MaTH OOMEKEHE
3HA4YeHHS Yy 3B'A3KY 13 IiHAMHU, 1 IEBHE 3HAYCHHS Y BIIHOIIICHHI JIO 3araJlbHUX BUTPAT
MOPTOBOI KITIEHTYpU. BOHM BBaXaroTh, MO0 PUHOK HAJTMBHHUX BaHTAXKIB € aOCONIOTHO
HECNIACTUYHUM JI0 3MIHHM I[IH Y CHCTEMI IOPT-KJIIEHT HABITh JUI OUIBIIUX 3MiH Yy IIiHI
(mo 50%). PuHky HaCMIHMX 1 HaBaJOYHMX BaHTaXIB OyJIM OI[IHEHI SK HEETaCTUYHI
JUTSL MalTuX 3MiH ¥ enacTHyHi JUIsl BenuKix 3MiH (Big 15 1o 50%). PuHku reHepaibHUX
BaHTaXiB OyiH ouiH}oeTbc;I SK eNaCTUYHI HABITh MPH BiIHOCHO HEBEIHUKHUX 3MiHaX Y
BUJaTKaxX MOPTOBOI KIi€HTYpH. KOHTCHHEpPHUH PHHOK BBaXA€TbCs HEENACTHYHUM
JUISL HeBEITMKHX 1 eACTHYHUM JUISt OLTbIIMX 3MiH. HapemTi, pHHOK po-po BBaKa€ThCs
OlIbIlle HEENACTHYHHM JIO HEBEIHMKOro KOJHMBAHHS y TMOPIBHSIHHI 3 KOHTCHHEPHUM
PUHKOM, 1 OUIBIIIE TAaCTHYHUM 10 OUIbIINX 3MiH (Big 15 10 50%)

4. ButbwicTs KITIEHTIB MOPTY 3TOAHI MO0 HE3HAYHOCTI BILTHBY JICPIKaBHHX
NPOrpaM MiATPUMKH HAa PUHKH HAJIMBHHX 1 CHIIy4MX BaHTaxiB, y TOW 4Yac BCI BOHH
BBaXAIOTh, 110 PUHKU T€HEPAIBbHUX BAaHTaXIiB, KOHTEHHEPIB 1 BAaHTAXIiB PO-PO 10
MEBHOTO CTYIEHS MiIay il BIUTUB Jiep>KaBHUX Mporpam minTpumku. Kopucrysadi
HE3aJI0BOJICHI ICHYIOUOH B nopTax IIHOBOIO MOJIITUKOIO, 1 BBa)KalOTh, IO OLIBIIE
CTpOre JOTPUMAHH: NPUHLKIIB BIJIIKOAYBAHHS, LIBUIIIC 33 BCE, 6yﬂe KOPUCHHUM
JUISL €BPOICHCHKUX HOPTIB. [IpUHHATTS CrielianbHUX [PABHII BILIKOLYBAHHS BUTPAT
SKi 0OMEXaTh IMEpeNiK BUTPAT, IO BKIIOYAIOTHCA B COOIBAPTICTH, PO3TIIAIABCS SIK
KOPUCHHU aKT, IO CIOPUATHME CIIPABEIITUBOMY PO3MOJITY iHTEpECiB MK MOpPTaMH i
X KIIiEHTaMu.

Maiike BCl IOPTOBI KIIIEHTH, OJHAK, MPOTH yHiDiKalil I[iH, SKIIO 11e KOJI1-a00
Oy/ie BBEICHO YpPSIaMHU.

HaBeneHi IOCHIIKEHHS J03BOJSIFOTH 3POOMTH BHCHOBOK TIpO T€, IO
NPUHAHATTS TPHHIUIY TIOBHOTO BIiJIIKOMYBaHHA BHTpPAaT Ha PIBHI BCHOTO
Y3arajgbHEHOr0 KOMILIEKCY IOPTOBOI ):[i;mbHOCTi Ml 30BHINIHIM KOHTpolieM (He
00OB’I3KOBO JICP)KABHIM) 3 BIJIOBIJHOK LIHOBOK MONITHKOI, PO3TIIANAETRCA K
OakaHWi akT BciMa MOpPTaMH, 1, TOMY, MOXe 6yTI/I BUKODHCTaHHiA, y MPHHLHAII, 5K
BiJIlIpaBHA Kparka y mo0yIoBi MaHGyTHLm iHOBOT MoNiTHKH. [Ipu bOMy 30BHIIIHI
BUTpaTH 3 O€3MEKH Ta aHAJIOTI4YHI MMOBHMHHI BKJIIOYATHCSA 10 PEHTHHUX, JI3UHTOBHUX,
TOIO HAJXO/UKeHb MOPTOBOI ajMiHicTparii. KpiM Toro, HeoOXigHO BCTaHOBJICHHS
YIiTKOTO ¥ PO30POro 3B'A3Ky MK BUTpaTaMHu H I[IHOYTBOPEHHS, IO CIIPUHAMAETHCS B
SIKOCTI HAMBaXJIMBIIIOTO W HaBITh HEOOXIMHOTrO MPHUHIMITY I[IHOBOI MOJITHKH B
MOPTOBi cdepi 3 BCTAHOBICHHSIM TIEPENIKy BHUTPAT, IO BiAIIKOJAOBYIOTHCS, Yy
cobiBapTrocTi MOpPTOBUX mocuyr. KpiM Toro, ciig BpaxOByBaTH, IO IHUTaHHS
CTPYKTYpPH BHUTpAT, IO BIIIIKOJAOBYIOTBCS Yy COOIBAPTOCTI MOPTOBHX TIOCIHYT Yy
MOJIITUIl IIHOYTBOPEHHS IIOBMHHI 3ajJeKaTH Bl CTaHy TIIOPTOBOIO CEKTOpa
(OHIIOBOT'O PHHKY, a KOHKPETHO - BOJATUILHOCTI KOTHPYBaHb LIHHUX nanepiB
TMOPTOBKX MMipHEMCTB. barato B HOMY II¢ TIOB 's13aHe i3 3arallbHUM CTaHOM CBITOBOT
CKOHOMIKH, LIHAMH Ha CHPOBMHY W CHEPropecypcu. 3po3ymilo, WO [OPTOBA
KITIIEHTYpa 6yz[e HaMmaraTHcs TIepeKIIacTH BiAIIKOAYBAaHHS TaKUX BUTPAT SIK YepIIaHHS,
3aXHMCT aKBaTopii SIKIPHUX CTOSHOK 1 T.I. Ha 30BHINIHI IHBECTHIil, a BHUTpaT,
MOB'SI3aHUX 3 CEKOJOTIYHOK OE3MEKOr, JKUTTSAM 1 3J0POB'SM JIIOJCH, COLIaJbHUM
PO3BHTKOM Ha JIepKaBHY MIATPUMKY, IO B IJIOMY € BHUIIPABJAHUM, OJHAK CKJIAJIHO
peaizoBaHUM OCOOJIHMBO B HUHIIIHIX EKOHOMIYHHX YMOBaX.

[Ipore po3ryIsAHYTI pe3yNbTaTH NPEACTABISIOTHCA I[IKABUMHU 3 TOTIISLY
dbopMyBaHHs MiAXOAy 10 JiOepasizallii IIHOBOI IMOJITUKH B IMOPTOBOMY CEKTOPI
VYkpaiun # GaraTo B YoMy JO3BOJSIOTH C(OpMYIOBATH YMOBU W TNPHHIUIHM il
e(ESKTUBHOTO 3/11HCHCHHSI.
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