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ïðèíöèïîâ ðàöèîíàëüíîãî ïðèðîäîïîëüçîâàíèÿ, ÷òî â ñâîþ î÷åðåäü 
áóäåò ñïîñîáñòâîâàòü óêðåïëåíèþ ýêîëîãè÷åñêîé áåçîïàñíîñòè ðåãèî-
íà. Äëÿ ýòîãî íåîáõîäèìî ïðèâëå÷åíèå ýêñïåðòîâ, ñïåöèàëèñòîâ, èí-
âåñòîðîâ, ðàçðàáîòêà íîâûõ èíâåñòèöèîííûõ ïðîåêòîâ è èõ âíåäðåíèå. 
Êðîìå òîãî, äëÿ óâåëè÷åíèÿ èíâåñòèöèîííîé ïðèâëåêàòåëüíîñòè îáú-
åêòîâ ìîðåõîçÿéñòâåííîãî êîìïëåêñà íåîáõîäèìî ïðèíÿòèå ðÿäà çà-
êîíîäàòåëüíûõ àêòîâ, êîòîðûå ïðåäóñìàòðèâàëè áû ïðåôåðåíöèè äëÿ 
èíâåñòîðîâ, óðåãóëèðîâàíèå âîïðîñîâ îòâîäà çåìåëü âîäíîãî ôîíäà, 
âîçìîæíîñòü äðóãèõ ôîðì ãîñóäàðñòâåííî-÷àñòíîãî ïàðòíåðñòâà êðîìå 
êîíöåññèè, à òàêæå óïðîùåíèå âåäåíèÿ áèçíåñà â ýòîé îòðàñëè. 
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WAYS OF SHIPPING COSTS’ REDUCTION 

Transportation costs still remain an essential component of the price paid 
by the final consumer purchasing the goods. The high cost of sea shipping of 
import goods affects the level of prices in the basket of consumer goods. In 
turn, the excessively high freight rates for shipments of export goods affect 
on trade competitiveness of the country in the world market. Taking this into 
account in countries under trade partners may need to identify approaches to 
the reduction of costs for shipping services both import and export cargo, as 
discussed below. The range of options that can be used by any single country 
to a significant reduction in freight rates is limited. Vessel operators, searching 
for goods and services necessary for the operation of their vessels, are able to 
choose from a large number of alternative suppliers worldwide, aligning in this 
way the comparative cost advantages of certain areas. 

For example, many major ports offer cheap services of refueling and even 
in their absence bunkering vessel can carry on an alternative route. In that 
case, if only any one country was able to offer goods and services at prices 
that would have been much lower than in other countries, these competitive 
advantages will not probably find a reflection in freight rates on routes to the 
country and from it (Ashar. A., Strategic Pricing in Newly Privatized Ports. 
International Journal of Maritime Economics, 3(1) /A. Ashar. — 2001. — 
P. 52–78). The presence, for example, of the competitive companies that offer 
insurance services will help the country to reduce its costs on shipping. These 
cost advantages, in all probability, will be transferred equally to freight rates 
for all routes served by a particular operator of vessels within its network of 
shipping. 
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In assessing the cost components of freight rates three basic strategic op-
tions remain from which countries can select and using them can affect on sea 
freight rates on routes to the certain country and from it. 

So, the first option would be the development of coastal shipping. The 
countries separately in restricted measure can influence the international 
maritime transport sector, functioning as an open market that is barely regu-
lated, with the exception of the relevant international rules on the liability of 
the carrier as well as the issues of security and protection. The exception in 
this case is the coastal transportation, which is entirely under the jurisdiction 
of individual states. Countries may directly affect the level of prices for these 
services through the requirements for the registration of the ships, policy mea-
sures on industry development and infrastructure investments, for example in 
the development of feeder ports network. At the market where coastal ship-
ping can only be carried out by the domestic carriers, operators of vessels just 
have to stick to the established regulatory regime in the country. Due to this 
situation improvement of rules for vessel registration will directly affect the 
operating costs. 

Another option of the policy is the access of international shipping com-
panies to the sector of coastal traffic. The emergence of new players in the 
market can lead to lower freight rates for shippers and to improvement of 
service quality and variety of services. However, most countries often allow 
coastal shipping only to the domestic carriers in the interests of protecting 
and promoting of national maritime transportation industry (Thomas B. J., 
Port charging practices. Maritime Policy & Management: The flagship journal 
of international shipping and port research, 5(2) /B. J. Thomas. — 2008. — 
P. 117–132). Another measure of coastal shipping support is the extension 
of the feeder ports’ network in the country. Due to that trading companies 
improved access to coastal traffic and they have an incentive to shift from land 
to sea transport. Increased traffic can lead to increase of indexes of vessel op-
eration and to reduce freight rates. 

Another option is to increase the port competitiveness. Countries with ac-
cess to the sea can use a wide range of policy instruments to enhance opera-
tional and administrative efficiency of its network ports. The decisions on the 
legal and institutional framework, the choice of the model of ownership and 
allocation of funds for the implementation of infrastructure investments can be 
included to its structure (BorgerDe. Private port pricing and public investment 
in port and hinterland capacity. Journal of Transport Economics and Policy, 
42(3) /De Borger, B., Proost, S., K. Van Dender. — 2008. — P. 527–561). 
These reforms should be aimed at all entities participating in the activities of 
the port, such as owners, regulatory authorities, operators, marketing compa-
nies and companies engaged in cargo handling, allowing, thus, to reduce port 
charges in each of these segments. Making a balanced concession agreement 
between the terminal operator and the competent regulatory authority serves a 
crucially -important parts of the efforts to create a business environment that 
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allows to achieve high results of port operating process. There should be pro-
vided the adequate incentives for continuous activity improvement, mecha-
nisms of competitive pricing and comprehensive system of tracking the results 
of activities. 

The third option would be the development of communication lines be-
tween the ports and internal parts of the country. The first two options men-
tioned the policy measures targeted directly at the links of the chain of mari-
time cargo improving. In contrast, the third option for the other means of 
transport, which indirectly affect the rates of chartering vessels in the mixed 
traffic. 

Internal transport arteries are linking ports with regional markets. Due to 
them ports can accumulate export goods from all over the region and to dis-
tribute imported goods and their subsequent delivery to the internal parts of 
the country. Thus, improving of the transport network for bilateral cargo traf-
fic between markets and internal parts of the country allows attracting more 
cargo to the ports. Not only economy of scale in port operations is achieved. 
Attraction of larger vessels with lower specific transportation costs or new sup-
pliers of alternative service shipping is also potential. 
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