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PARFMETRIC FEATURES AND CRITERIA OF THE DEVELOPMENT
OF THE MARKET FOR LINEAR TRANSPORTATION

Abstract. The need to develop scientific regulations is determined by the basic conditions
and new trends in the global market for linear technologies, the problems of functioning of maritime
transport enterprises on the market of transportation services.

The experience of the development of the global maritime market confirms the influence of
the number of operators on the economic balance of the subsystem. As the number of shipping and
carrier companies increases, the degree of satisfaction of the need for goods transportation
according to urgency criteria increases. At the same time, with an increase in the number of
shipping companies, competition in the main segments of the freight market intensifies, which
ultimately leads to a slowdown in the growth of tariff and charter rates at development stages.
Therefore, a relatively low rate of return on capital, especially for vessels with a high level of
innovative technologies, remains. The key players in the container market are the state business and
diversified business.

The conditions of operation of shipping companies within the maritime trade market system
are analyzed. An assessment of the development prospects of linear shipping companies in the light
of new trends. The process of consolidation of the container technology market is considered and
evaluated, and the factors that are not conducive to cartel agreements are highlighted. Criteria
features of the positioning of marine transport enterprises are identified.

The specifics of competitive positioning of container terminals in the Black Sea-Azov
region are noted. The analysis of the working conditions of national stevedoring container operators
is conducted and the problems of their competitive positioning on the regional market of linear
transportation are revealed. For example, a graphical model showing monthly dynamics of
container turnover of Ukrainian ports in 2017 is represented.

The parametric features of the functioning of container lines passing through the ports of
Ukraine are substantiated. The conditions for achieving the adequacy of the technical and economic
level of the national sea trading ports with respect to the requirements of the external system are
noted. Thus, an information and logistic model is suggested. It reflects the interconnection between
the system parameters affecting the sustainable development of the maritime business in the sector
of container technologies. As a result, the conditions for making rational decisions regarding
investments of maritime transport enterprises have been substantiated.

Keywords: container technologies, consolidation influence, monopoly in commercial
shipping, investment quality, sea transport enterprises, world container carriers, Black Sea-Azov
region, Ukraine container turnover.
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MNAPAMETPUYHI OCOBJIMBOCTI TA KPUTEPIAJIBHI YMOBHU PO3BUTKY PUHKY
JIHIMHUX MEPEBE3EHb

AHoTtanisa. HeoOximHicTh poO3pOOJICHHS HAyKOBUX TIOJIOKEHb JTUKTYETHCS OCHOBHUMH
YyMOBaMH 1 HOBHMH TEHJICHIIIMH B CHCTEeM1 TJIOOQJIBHOTO PHHKY JIHIHHUX TEXHOJOTIH,
npobseMamMu (DYHKITIOHYBaHHSI MOPCBHKUX TPAaHCTIOPTHUX MIANPUEMCTB Ha PUHKY TPaHCIIOPTHUX
TIOCITYT.

JloCcBig pO3BUTKY CBITOBOTO PUHKY MOPCBHKOT TOPTiBJIl MIATBEPKYE 3aKOHOMIPHICTh BIUIHBY
Yyucjia OIepaTopiB Ha EKOHOMIYHY 30aJlaHCOBaHICTh mijacucTteMu. IIpu 3pocraHHi yucna
CYJHOIUTABHHUX 1 OTIEPATOPCHKUX KOMITaHIi 3pOCTa€ CTYIiHb 33JJOBOJICHHS MTOTPEOU B TIEPEBE3CHHSIX
BAaHTAXIB 3a KPUTEPIIMU TepMiHOBOCTL. Pazom 3 TuM 31 30UIBIICHHSIM 4YHCIA CYTHOIUIABHUX
KOMIIaHI{ MMOCHITIOETHCSI KOHKYPEHIliSi B OCHOBHUX CETMEHTaxX ()paxTOBOTO PHHKY, IO MPH3BOIUTH
y KIHIICBOMY IIJICYMKY JIO YIOBUIbHEHHSI 3POCTaHHs Tapu(HUX 1 YapTepHUX CTABOK Ha eTamax
pO3BUTKY. TOMY 3aJHMIIAETHCS MOPIBHSIHO HU3bKa HOPMa MPUOYTKY Ha KamiTall, 0COOJIMBO y CYACH
13 BUCOKMM pIBHEM IHHOBAIIMHUX TeXHOJIOTiH. KirouoBUMHU TpaBIsIMM KOHTEHHEPHOTO PHHKY €
JeprkaBa 1 quBepcudikoBaHui Oi3HEC.

[IpoananizoBaHO yMOBU (YHKIIOHYBaHHS CYJHOIUIABHUX KOMIIaHIH Yy CHCTeMi PHHKY
MOpPCbKOi TOpriBii. JlaHO OIIIHKY MEepCrleKTHBaM PO3BUTKY JIHIMHMX KOMMaHIM 3 ypaxyBaHHAM
HOBUX TeHJEHIIH. PO3risHyTOo 1 JaHO OIHKY NIPOIECOBI KOHCOMiAAlii PUHKY KOHTEHHEpHUX
TEXHOJIOTIH 1 Bil3BHaYeHO (aKTOpH, K1 He CIIPHUSIIOTh KapTelIbHUM yrojam. BussieHo kputepialibHi
0COOJIMBOCTI MO3UIIOHYBAHHS MOPCHKUX TPAHCIIOPTHUX MIATIPHEMCTB.

BigzHauaroTeCcst 0COOIUBOCTI KOHKYPEHTHOTO MO3UIIIOHYBAaHHS KOHTeﬁHepHI/IX TepMiHaJIiB y
YopHOMOPCHKO- ABOBCLKOMy perioHi. [IpoananizoBaHo yMOBH pOOOTH HaIllOHAJIBHUX CTI/IB],I[OpHI/IX
KOHTCI/IHepHI/IX onepaTopua 1 BUSBJIEHO NpoOJeMU iXHBOTO KOHKYPEHTHOTO IO3UI[IOHYBaHHS B
perioHaJbHOMY PHUHKY JIHIMHMX nepeBe3eHb. Hampukman, mpezacraBieHa rpadiuHa Mojesb, IO
BiZloOpaxkae AMHAMIKY KOHTeHHepooOiry noptiB Ykpainu no micsusax 3a 2017 pik.

OOrpyHTOBaHO MapaMeTpU4HI OCOOIMBOCTI (PYHKLIOHYBAaHHS KOHTEHHEpPHMX JIiHIH, 10
OpOXOAATh uepe3 MopTh YKpaiHu. BigzHaueHO yMOBHM JOCSATHEHHS aJleKBaTHOCTI TEXHIKO-
€KOHOMIYHOTO PIBHS HaIlIOHAJIbHUX MOPCHKUX TOPTOBEIBHUX MOPTIB BHUMOIaM 30BHILIHBO]
cucreMd. TakuM YMHOM, MpeICTaBIeHO iH(GOPMALIHHO-IOTICTUYHY MOJENb, sKa BigoOpaxae
B3a€MO3B’SI30K CUCTEMHUX MapaMeTpiB, Kl BIUIMBAIOTh Ha CTAJUIl PO3BUTOK MOPCHKOTO Oi3Hecy y
cdepi KOHTEHHEPHUX TEXHOJIOTIH. Y pe3ynabTari OOIPYHTOBAaHO YMOBM YXBAJCHHS DPaLliOHAIBHHX
pillieHb IHBECTUIIHHOT ISTBHOCTI MiIPUEMCTB MOPCHKOTO TPAHCIIOPTY.
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CYIHOIUIABCTBI, SKICTh IHBECTHUIIH, MOPCBHKI TPAaHCHOPTHI MiJIPUEMCTBA, CBITOBI KOHTEHHEpHI
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INAPAMETPUYECKHUE OCOBEHHOCTHU U KPUTEPUAJIBHBIE YCJIOBUS
PA3BUTHSI PBIHKA JIMHEMHBIX TIEPEBO30OK

AnHoTanus. HeoOXoauMocTh pa3pabOTKH HAYYHBIX TOJIOKCHUH JUKTYETCS OCHOBHBIMHU
YCIIOBUSIMH M HOBBIMH TCHJCHIIUSAMH B CHCTEME TJIOOQJIBHOTO PHIHKA JIMHEHHBIX TEXHOJOTHH,
npobieMaMu PYHKIIMOHUPOBAHUS MOPCKHUX TPAHCIIOPTHBIX MPEIANPHUITHIA HAa PhIHKE TPAHCIIOPTHBIX
YCIIYT.

OneIT pa3BUTUS MHPOBOTO PBIHKA MOPCKOW TOPTOBJH IOATBEPXIAEeT 3aKOHOMEPHOCTH
BIUSHUSA YHUCIIa OIEPaTOPOB Ha DKOHOMHUYECKYI0 COaJaHCHPOBAHHOCTH MOJCHUCTeMBI. [Ipu
BO3pACTaHHMH YHUCIIA CYJO0XOIHBIX M ONEPATOPCKUX KOMITAHUH BO3PAcTaeT CTCICHb YJOBJICTBOPCHHUS
MOTPEOHOCTH B IIEPEBO3KaX I'PY30B 110 KPUTEPHUAM CPOYHOCTH. BMecTe ¢ TeM ¢ yBeTMYCHHEM YHuClia
CYIOXOJHBIX KOMITAHUH YCHUJIMBACTCS KOHKYPEHIMS B OCHOBHBIX CEIMEHTaX ()paxTOBOTO PHIHKA,
YTO BEJET, B KOHCYHOM CYeTe, K 3aMEJICHUIO pocTa Tapu(HBIX M YapTEPHBIX CTABOK Ha JTamax
pasButus. [loaTOMy OcTaeTcs CpaBHHTENBHO HU3Kas HOpMa NPUOBUIM Ha KamuTall, 0COOCHHO Yy
CYJIOB C BBICOKUM YPOBHEM MHHOBAIIMOHHBIX TEXHOJIOTHH. KIIFOUeBBIMU MIpOKaMH KOHTEHHEPHOTO
PBIHKA SIBJISIFOTCS TOCYJAPCTBO U IMBEPCU(DUIIMPOBAHHBII OU3HEC.

[IpencraBieHa MHPOPMAIMOHHO-IOTUCTHYECKAsT MOJICNb, KOTOpas OTPakaeT B3aMMOCBS3b
CHUCTeMHBIX TapaMeTpOB, BIMSIIONIMX Ha YCTOWYMBOE pa3BUTHE MOPCKOTOo Om3Heca B cdepe
KOHTEHHEPHBIX TEXHOJOTHl. B pe3ynbrare 000CHOBaHBI YCIOBHUS MPUHATHUS pPaIlMOHATBHBIX
pelieHnii B 06J1aCTH NHBECTUIITMOHHOMN AESITeTbHOCTH MPEIIPUITUI MOPCKOTO TPAHCIIOPTA.

Knrouesvie cnosa: xOHTEHHEpPHBbIE TEXHOJOTHH, BIMSHHE KOHCOJIHMIAIUH, MOHOMOJIHUS B
TOPrOBOM CYIOXOJICTBE, KAUECTBO MHBECTHUIMI, MOPCKHE TPAHCIIOPTHBIE MPEINPHUSITHS, MUPOBBIC
KOHTEHHEPHbIE MepeBO3YHKHU, YepHOMOPCKO-A30BCKHIT perHOH, KOHTEHHEPOOOOPOT YKpauHBbI.

®opmymn: 0; puc.: 10; Tabmn.: 0; 6ubmn.: 28.

Introduction. Containerization in the global maritime trade market holds a ponderable
position and is of strategic importance for the global economy. Nowadays, the global market of
liner transportation has a low rate of return, the value of shares has decreased by $ 100 billion over
the past 20 years [1]. For the past five years, the average return on invested capital is lower than the
weighted average cost of capital, which leads to a reduction and restriction of investment flows [2].
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Negative factors affecting container shipping include:

- slow growth of global trade;

- the excess of supply over demand, which leads to an excess of carrying capacity and
subsequent losses;

- the economic crisis in several countries with transition economies, which reduces the
purchasing power of the population;

- an optimistic forecast of global GDP growth of 4—5% per year and a pessimistic 2—3%
per year [3]. For sustainable global economic growth, GDP should be at least 7%. One of the main
problems is the inability of many developed countries to ensure normal growth dynamics due to the
unstable economic development and low global economic activity.

At the beginning of 2018 the consolidation process intensified. In conditions of growth rate
of trade in goods lagging behind the growth rate of global GDP and the emergence of ultra-compact
container ships and mega-maxes on the market for linear transportation, as well as the oversupply of
container tonnage facilities, the container sector is to use consolidation as one of the tools to reduce
shipping costs and traffic. Monopolies in merchant shipping use the exclusive right to realize the
carrying capacity under the conditions chosen by them. By their nature, monopoly in shipping is the
exact opposite to the free competition in the freight market [4].

It is worth emphasizing that the national container market is attractive for world liner
carriers. Many large World shipping companies participate in linear transportations through the
ports of Ukraine. The beginning of 2018 was characterized by revitalization at the national
container market. The positive trends include the reduction of time for processing container ships.

Analysis of research and problem statement. The results of research conducted by
domestic and foreign scientists in the field of transport economics, and the legislative, normative
and regulatory provisions are also taken into account form the theoretical and methodological basis
of the study.

The following tasks are set: competitive functioning of enterprises in the conditions of
uncertainty and risk, of competitive positioning of marine transport enterprises in the globalization
and integration market system, the selection of criteria-based approaches that ensure scale effect
and substantiate the quality of investment in the maritime trade market system. A lot of attention is
paid to the development of these problems in foreign and domestic scientific research:

- sustainable functioning and development of the global economy — Atkinson A. [5], C.
Ilchenko [6];

- effective management of investment flows — Body Z. [7];

- competitive positioning of enterprises in the conditions of the global trade market — Huley
Gley, Saunders John, Piercy Nigel [8];

- building an optimal pricing system for transport — Borger B. Coureelle C., Swysen D. [9];

- the quality of information flow management in transport [10];

- ensuring the economic sustainability of shipping companies in the maritime trade market
system — M. V. Miyusov, L. V. Mezin, N. T. Primachev, N. N. Primacheva, I. N. Parkhomenko
[11;12].

Unsolved aspect of the problem. In order to ensure the competitive development of
maritime transport enterprises in the system of the global maritime trade market, it is necessary to
substantiate scientific provisions that take into account the peculiarities and patterns of development
of shipping companies in the specific conditions of the container shipping market.

However, in the conditions of uncontrolled cyclical nature of the maritime trade market and
taking into account the specifics of national economy, the new trends do not allow to make
complete recommendations.

The article used methods: grouping and economic analysis — in the study of the dynamics
and factors causing the development of the market for linear transportation; system analysis and
logistics — to systematize the parameters affecting the competitive positioning of maritime
transport enterprises in the system of container technologies; expert evaluation and forecasting — to
justify the criteria for the development of linear companies.

The purpose of the article is to analyze and to clarify the new trends in the linear
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transportation market system, to justify the criteria of the functioning of shipping companies in the
structure of the container transportation market, to systematize the parameters and factors affecting
the competitive positioning of the maritime trade market in the sector of container technologies.

Research results. The profit of container shipping lines depends not only on increase in
price, but also on the economy of expenditures that is achieved both via rationalizing container
routes and using integrated container carriers [13]. Oligopolistic tariffs of some sectors of the linear
transportation market are characterized by evident inflexibility. Their change is determined by both
external parameters and the internal strategy of shipping companies [11]. The barrier to entry into
the oligopolistic sector of the market of linear transportation is the effect of scale. It is determined
by such parameters of production potential and sales volume, at which a stable financial result is
achieved. If prices rise for any reason, the number of shipping companies wishing to increase
profits is expanding. At the same time, the expansion of supply leads to a subsequent decrease in
prices if the market of maritime trade is competitive [14].

The last five years, there has been a slowdown in the growth rate of the global fleet, but
nevertheless, the growth rate of supply is 2.6% higher than the growth rate of demand, which
preserves an excess of world tonnage. In 2017 the share of the world fleet of container ships in the
structure of the world fleet amounted to 13.5% and reached 245,609 thousand deadweights, which
is 1,270 thousand tons more than in 2016. In 2017, the deadweight of the world fleet reached
1,861,852 thousand tons of deadweight [15].

Germany, Greece and China own about 39% of the global container fleet. In 2017, 21.46%
of the global container fleet belonged to the Germans, the size of the largest vessel was 14,036
TEU, the average size of the vessel was 2,277 TEU, the total number of vessels was 2106. China
owns 9.39% of the container market, the size of the largest vessel is 19,224 TEU, and the average
size of the vessel is 2,409 TEU, the total number is 871. In third place Greece, it covers 8.13% of
the container market.

Achieving economy of scale by increasing the productivity of container carriers has led to
the emergence of ultra-large container ships (vessels over 10,000 TEU) and mega-cam (over 18,000
TEU). At the beginning of 2018, there were 451 ultra-large container carriers in the world container
fleet [16]. Fig. 1 presents the largest owners of u ultra-large container carriers as at the beginning of

2018.
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Fig. 1. Belonging to the world container fleet as at the beginning of 2018
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Megamax is owned by China, Denmark, Hong Kong, Kuwait. ULCS ultra-large container
robots are owned by container carriers such as:

- the Swiss company MSC with a total fleet of container carriers — 469 ships, of which 90
are ULCS (data as on the end of 2017). This company covers 14.6% of the container shipping
market;

- Maersk Line — the largest liner carrier, which occupied 16% of market in 2017, the total
fleet of container carriers consisted of 621 vessels and 86 of them ULCS;

- CMA CGM French container carrier owned 441 vessels in 2017, of which 74 are ultra-
large, the share of the container market of this company is 11.1%;

- The state-owned Chinese container carrier Cosco Shipping Line consisted of 277 vessels in
2017, 67 of them ULCS and additional 29 ULCS are planned for 2020, this company’s market
share — 8%.

Fig. 2 shows the number of fleets of the world’s largest linear carriers.
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Fig. 2. The world’s largest container carriers, 2017

The emergence of ultra-large container carriers and mega-maxs, as well as an increase in the
share of vessels not equipped with cargo devices, dictate new conditions for the port infrastructure
for receiving and processing container flows. The scale effect for the container sector leads to
additional costs for the sea trading ports; it is necessary to adapt the technical and economic level to
the requirements of the external system.

The age structure of the container fleet reflects the dynamics of growth in the size of ships.
Container fleet is ahead of other groups of ships in terms of the average size of the ship-on. In 2017
the average age of container ships was 11.55 years (0.45% higher than in 2016) (Fig. 3). The
youngest fleet is a group of bulk carrier ships; their average age was 8.8 years, respectively. The
oldest fleet of container carriers belongs to countries with economies in transition [17]. Global
linear companies supplement their fleets unevenly: two main factors have a significant impact on
this process: the growth rate of the world economy and the cyclical nature of production
development by region.

100%
B l
-~ 1l
0-4 Years 5-9 years 10-14 years  15-19 years
B Percentage of total ships Percentage of total deadweight

Fig. 3. Age structure of the world container fleet, 2017

Almost half of the global container turnover of the largest container ports falls on the ports
of China. Over the past three years, container ports of North America have shown stable growth of
container processing [18]. Fig. 4 presents the dynamics of container turnover of the largest
container ports in the World.
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Fig. 4. The largest container ports of the World and their cargo turnover
(2014—2017)
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In 2017, container transportation in the Black Sea-Azov region grew up and reached 2,859.8
thousand TEU, which is 12% more than in 2016 [19]. Over the past 5 years, container turnover in
this region exceeded the maximum of 2013 (Fig. 5) by 4.99%.
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Fig. 5. Dynamics of containers processing in the ports
of the Black Sea-Azov region (2013—2017, thousands TEU)

Only Moldova reduced container recycling in 2017 compared to 2016 by 18.62%. Ukraine
occupies a leading position among the ports of the Black Sea-Azov region in processing containers with
container turnover of 723.7 thousand TEU in 2017, which is 6.43% more than in 2016 [20]. Although it
should be noted that Ukraine, unfortunately, has not yet reached the 2013 figures. In Fig. 6 the dynamics
of container processing at the container terminals of the Black Sea-Azov region is represented.
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Fig. 6. Dynamics of container processing at container terminals
of the Black Sea-Azov region (2013—2016, thousands TEU)

A positive trend is observed in the ports of Romania (6.41% growth in 2017 compared to
2016 and 21.44% growth as compared to 2013), Bulgaria (10.21% growth in 2017 compared to
2016 and 25% growth as compared to 2013), Turkey (19.58% growth in 2017 compared to 2016
and 36.05% growth as compared to 2013) [21].

Fig. 7 presents the dynamics of container handling in the ports of the Black Sea-Azov basin [22].

An analysis of the dynamics of container turnover at individual container terminals in the
Black Sea-Azov region shows that the port of Novorossiysk has showed the greatest growth (20%
to 2016). This is the largest port in Russia, which in 2017 occupied the first position among the
seaports of Russia, and the share of cargo handling at this port is about 57% of the total cargo
turnover of all ports of Russia [23].
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Fig. 7. The dynamics of container handling in the ports
of the Black Sea-Azov region (2016—2017, TEU)

The second position is occupied by the Romanian port of Constanta, although it should be
noted that the container turnover at this port decreased by 2.09% in 2017 compared to 2016.

Among the Ukrainian sea trading ports, a worthy third position in the ranking is occupied by
Odessa Commercial Sea Port, which increased container processing at its terminals by 8.05% in
2017 [24].

In the Ukrainian sea trading ports, container cargo handling is carried out by private
stevedoring companies at four terminals: “Container Terminal Odessa” (“KTO”), “Brooklyn —
Kiev Port”, “TIS-KT” and at the terminal of the Black Sea Fishing Port (Fig. 8) [25].
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Fig. 8. The dynamics of container turnover in the seaports of Ukraine in 2017

The largest national stevedoring operator is KTO, with a share of 40.4% at the national
container market in 2017; container recycling amounted to 291.8 thousand TEU in 2017, which is
9.872 thousands TEU more than in 2016 (+3.5%). Another stevedoring container operator of the
Odessa Commercial Sea Port, Brooklyn — Kiev Port, is at the second place with a market share of
31.3% and a container recycling volume of 227.6 thousand TEU (an increase of 29.193 thousands
TEU).

In 2017, the Black Sea Fishing Port reached the volume of container processing of 133.5
thousand TEU, which is 32.424 thousands TEU more than the same period. In 2017 the container
market coverage was 18.5%.

The stevedore operator of the South Sea Trade Port TIS-KT occupies 9.8% of the market
share with container recycling of 70.8 thousands TEU in 2017 (an increase of 13.68% compared to
2016).

It should be noted that there is an excess of container capacities in the national sea trade
ports, which gives linear operators a possibility to choose the best option in terms of technical and
economic level and operating conditions of the terminals. For example, since April 2018, Maersk
Line decided to transfer ship calls from the Odessa Container Terminal to TIS-KT, operating in the
South Port and Railway Infrastructure [25].
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The Danish company Maersk Line, the French company CMA CGM and the Swiss
company MSC cover almost 60% of the Ukrainian container market (Fig. 9). From 2011 to 2017,
the workload of the Maersk company increased by 72% and in 2017 it amounted to 201,752 TEU (-
5.4% as compared to 2016). In 2017, Maersk controlled 27.2% of the national linear market and the
largest volumes were processed at the Black Sea Fishing Port (in 2017, the transshipment volume
was 88,056 TEU, which is 14.49% more than in 2016).
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Fig. 9. Dynamics of container turnover of the largest container lines
passing through the ports of Ukraine, 2017

The second position in the Ukrainian container market in terms of transshipment volume is
taken by CMA CGM and is processing in the Odessa Commercial Sea Port at the Brooklyn Kiev
terminal — in 2017 the national market share was 15.7% with a container turnover of 117,904 TEU
(0.9% higher than in 2016).

In 2017, MSC reached 109,594 TEU with a 22.8% increase in container processing
compared to 2016, with a share of national linear market coverage of 14.6%.

With a severe shortage of investment resources needed for the development of national maritime
transport enterprises, the maximization of the final parameters of functioning should be considered as a
positioning criterion.

Conclusions. In the commercial shipping, its linear segment, three sources of market power
are manifested: differentiation of fleet quality parameters, barriers to entry into the segment of
specialization, and the share of the freight market segment. At the same time, the principle of
alliance is used to strengthen the barriers to entering the segment of specialization, especially of
container technologies. This makes it possible, with a relatively soft differentiation of technologies,
to maintain positions in the system of tariff rate regulation above marginal costs. Cost savings are
one of the most important factors driving the creation of alliances of container carriers [11; 26; 27].
It is necessary to distinguish factors that in certain spheres do not contribute to cartel-pricing
agreements:

- the difference in demand and costs. In this case, each marine transport enterprise has
individual tariffs, on the basis of which it is possible to maximize profit. Therefore, a single price
does not ensure the achievement of equal efficiency;

- the number of shipping companies. A large number of ship owners in the market of
transport services with a significant concentration of capital, which limits the possibility of total
tariff agreements;

- the tendency to implement a hidden tariff reduction. Beneficiation provides attraction of
additional freight traffic. The main concern is possible opposition from the side of other cargo
OWners;

- economic recession. The reduction in the sales of bandwidth or carrying capacity leads to
an increase in costs. Therefore, the way out is to expand operator activity on the basis of reducing
tariffs and crowding out competitors.

In Fig. 10 the information and logistic model are presented that determines the interrelation
of factors and parameters affecting the competitive development of maritime transport enterprises in
the linear transportation market system.
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Fig. 10. Factors and parameters contributing to the sustainable development of the market of linear transportation

In the current conditions of development of the most important factors and conditions for
optimizing the parameters of the functional activity of a company are the processes associated with
structuring, integration, pricing and globalization. Therefore, predictive forecasting should be based
on information, commodity and cash flows. In this respect, functional activity and development
should be considered in the system of continuity of changes in material goods, labor, capital assets,
production relations and final results and costs.
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