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

Annotation. 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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HAPAMETPHUYHI OCOBJIMBOCTI TA KPUTEPIAJIbBHI YMOBHA
PO3BUTKY PUHKY JIHIHHUX IEPEBE3EHb

AHoTauis. HeoOXimHICTh po3p0OKH HAYKOBHX IMOJIOKEHb JAUKTYETHCS OCHOBHUMH YMOBaMHU
1 HOBUMH TEHJCHIISIMU B CHCTEMi TIJIOOATBHOTO PHHKY JIIHIMHUX TEXHOJOTH, mpobieMaMu
(byHKIIOHYBaHHS MOPCHKUX TPAHCIIOPTHHX IiIPUEMCTB HAa PUHKY TPAHCTIOPTHUX MOCTYT.

JlocBi1 pO3BUTKY CBITOBOTO PUHKY MOPCBHKOI TOPTiBIII MiATBEPIKY€E 3aKOHOMIPHICTH BILTUBY
quclia OIlepaTopiB Ha CKOHOMIYHY 30ajaHcoBaHiCTh TiacucTemu. Ilpm 3pocTaHHi Yucia
CYAHOIUIaBHUX 1 ONEPaTOPChKUX KOMIIaHiH 3pocTae CTyMiHb 3aJ0BOJIEHHS IOTPEOH B MEPEBE3EHHAX
BaHTaXIB MO KPHUTEpiIM TEpMIHOBOCTI. Pa3oM 3 TuM, 31 30UIBIIEHHSM YHUCIA CYIHOIUIABHUX
KOMIIaHI# TMOCHIIIOEThCSI KOHKYPEHIliE B OCHOBHUX CErMEHTaX (paxTOBOI'O PUHKY, IO Beae, B
KIHIIEBOMY DPaxyHKY, /10 YIOBUIBHEHHS 3pOCTaHHsS Tapu(HUX 1 YapTepHUX CTAaBOK Ha eTamax
po3BUTKY. TOMY 3auIIa€ThCs MOPIBHSAHO HU3bKa HOpMa NMPUOYTKY Ha KarmiTajl, 0OCOOIUBO Y CY/IEH 3
BHCOKMM pIBHEM IHHOBAIIMHUX TEXHOJOT1H. KII0OUOBMMH TpaBIsIMH KOHTEHHEPHOTO PUHKY € -
nepkaBa 1 tuBepcudikoBaHUM Oi3Hec.

[TpoananizoBaHo yMOBH (YHKLIOHYBAHHS CYJHOIUIAaBHUX KOMIIAHIM B CHCTEMI PUHKY
MopcbKoi Toprieii. JlaHa OIliHKA MEpCleKTUBaM PO3BUTKY JIHIMHMX KOMHNaHIH 3 ypaxyBaHHSAM
HOBUX TeHJEHUIH. Po3MIsHYTO 1 JaHO OWIHKY IMpoliecy KOHCOJiAamii pPUHKY KOHTEWHEPHHX
TEXHOJIOTIH 1 BiJl3HAueH1 (QakTOpH, sIKI HE CHPUSAIOTh KapTelbHUX Yroja. BusiBieHo kputepianbHi
0COOJIMBOCTI MO3UIIOHYBAHHS MOPCHKHIX TPAHCIIOPTHUX TiAMTPUEMCTB.

BinznadaroTecst 0cOOIMBOCTI KOHKYPEHTHOTO MO3UIIIOHYBaHHS KOHTEHHEPHUX TEPMIHATIB B
YopHomopcbko-A30BcbkoMY perioHi. [IpoananizoBaHO yMOBU pOOOTH HAIIOHATILHUX CTHBIJOPHHX
KOHTEWHEPHUX OINeparopiB 1 BHSABIEHI MpoOJeMH iX KOHKYPEHTHOTO IO3UI[IOHYBaHHS B
perioHaTbHOMY PHHKY JIiHIHHHX TepeBe3eHb. Hampukiman, mpeacraBiena rpadiyHa MOAEb, IO
BijoOpaxkae AMHAMIKy KOHTEeHHepooOiry moptiB Ykpainu no micsisx 3a 2017 pik.

OOrpyHTOBaHO MapaMEeTpUyHi OCOOJMBOCTI (PYHKIIIOHYBaHHS KOHTEWHEPHMX JIIHIM, 10
IPOXO/AATh Yepe3 MOpTH YKpaiHu. Big3HaueHO yMOBH JOCATHEHHS aJEKBaTHOCTI TEXHIKO-
€KOHOMIYHOTO pIBHSI HAallIOHAIbHUX MOPCHKUX TOPIrOBEJIbHUX TMOPTIB BUMOraM 30BHIIIHBOT
cucreMu. TakuM dYMHOM, TMpejcTaBiieHa iH(OpPMAIiIHO-IOTICTUYHA MOJENb, fKa BigoOpaxae
B3a€MO3B'SI30K CUCTEMHUX IapaMeTpiB, SK1 BIUIMBAIOTh HAa CTAJIMH PO3BUTOK MOPCHKOTo Oi3HECy B
cdepl KOHTEHHEpHUX TexHOJOrii. B pe3ynbraTi oOIrpyHTOBaHI YMOBU HPUHHATTSA pallioHATbHUX
pilieHb B 00J1aCTl IHBECTUIIIMHOI AISUTBHOCTI MIAMPUEMCTB MOPCHKOTO TPAHCIIOPTY.



KarwuoBi caoBa: KoHTeliHepHI TexXHOJIOTIi, BIUIMB KOHCOJiAAIlii, MOHOIOIIS B
TOPriBeIbHUM CYIHOIUIABCTBI, SKICTb 1HBECTHIIIH, MOPCBHKI TPAHCIOPTHI HiANPHEMCTBA, CBITOBI
KOHTEHHEPHI MepeBi3HUKH, YOPHOMOPCHhKO-A30BCHKHUI PETioH, KOHTEHHEPOOOIr YKpaiHu.
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HAPAMETPUYECKHUE OCOBEHHOCTU U KPUTEPUAJIbBHBIE
YCJOBUSA PABBUTUS PBIHKA JIMHEMHBIX ITEPEBO30OK

AHHoTauusi. HeoOxoquMocTh pa3paOOTKM HAayYHBIX IOJIOKEHHH JUKTYETCS OCHOBHBIMHU
YCIOBHSIMA W HOBBIMH TEHACHLUSMH B CHCTEME IJI00AJbHOTO DPHIHKA JIMHEHHBIX TEXHOJOTHH,
npobiaemMaMu (yHKIIMOHUPOBAHUS MOPCKUX TPAHCIOPTHBIX NPEANPHUATUN Ha PhIHKE TPAHCIOPTHBIX
YCIIYT.

OneIT pa3BUTHS MHPOBOTO PBIHKA MOPCKOH TOPTOBJIM IOATBEPXKIAET 3aKOHOMEPHOCTH
BJIUSHUSL 4YHCJIa ONEpPaTOpoB Ha DSKOHOMHYECKYIO cOalaHCUPOBAaHHOCTh mojacucteMsl. [lpu
BO3PAaCTaHUM YHCIIA CYJTOXOIHBIX U ONEPATOPCKUX KOMIIAHUHI BO3PACTAET CTENEHb YAOBIETBOPEHUS
MOTPEOHOCTH B NEPEBO3KaX IPy30B MO KPUTEPUSM CPOYHOCTH. BMecTe ¢ TeM, ¢ yBeIMYEHHEM
qucaa CyA0XOAHBIX KOMIAHUN YCHJIMBAETCS KOHKYPEHIMS B OCHOBHBIX CErMeHTax (hpaxToBOro
pBIHKA, 4TO BEJET, B KOHEYHOM CYETe, K 3aMEIJIEHUIO pocTa Tapu(HBIX U YapPTEPHBIX CTAaBOK Ha
sTanax pa3BuTHA. [lodTOMy ocTaercs CpaBHUTENBHO HHU3Kas HopMa MpHOBIIM Ha KamuTall,
OCOOEHHO y CYyJIOB C BBICOKMM YPOBHEM HMHHOBAIMOHHBIX TeXHOJIOTWH. KiroueBbIMH HIpokaMu
KOHTEHHEPHOT0 PBIHKA SIBJISIOTCS — FOCYJApCTBO U AUBEpCU(UIIMPOBAHHBIN OU3HEC.

[Tpoananu3upoBaHbl ycIOBUS (PYHKIIMOHUPOBAHUS CYAOXOJHBIX KOMIIAHUH B CHCTEME
pPBIHKa MOPCKOM TOProBid. J[aHa OLIEHKA NEPCIEKTUBAM PAa3BUTHUS JIMHEHHBIX KOMIIAHUHN C yYETOM
HOBBIX TE€HJICHINNA. PaccMOTpeHBI M JaHa OLEHKA MPOLECCY KOHCOIUAAIMN PhIHKA KOHTEHHEPHBIX
TEXHOJIOTUH M OTMEUYeHbl (aKTOPbl, KOTOPhIE HE CIIOCOOCTBYIOT KapTEeNbHBIM COTJIAIICHUSM.
BoisiBneHsl  KpuTepuaibHble  OCOOCHHOCTH  IMO3WLMOHMPOBAHHS MOPCKUX  TPAHCHOPTHBIX
MPEATPUATHIA.

OtmedaroTcst  OCOOEHHOCTM ~ KOHKYPEHTHOTO  MO3UIMOHUPOBAHMUSI  KOHTEHHEpPHBIX
TEpMUHAIOB B UepHOMOpPCKO-A30BCKOM pervoHe. JlaH aHanu3 ycinoBHi paOOThl HAllMOHAIBHBIX
CTUBUJOPHBIX KOHTEHHEPHBIX OINEPAaTOPOB U BBIABIEHBI MPOOJIEMBI HMX KOHKYPEHTHOT'O
MO3ULMOHUPOBAHMsI B PETMOHAIBHOM pBIHKE JIMHEHHBIX INepeBo3oK. Hampumep, mnpencrasieHa
rpaduyeckas MoJiesb, OTpaskarolas JUHAMUKY KOHTEHHEpooOOopoTa NOPTOB YKpPaUHbI MO MecsAlaM
3a 2017 ron.

O6ocHOBaHbI MapaMeTpUYecKue 0COOCHHOCTH (DYHKIMOHHPOBAHUS KOHTEHHEPHBIX JTMHHM,

MMpOXOAAIINX YCPE3 IMOPTHI praI/IHI)I. OTMeYeHbI YCJI0BUA AOCTHXKCHUA aACKBATHOCTH TCXHUKO-



HSKOHOMMYECKOTO YPOBHSI HAIIMOHAIBHBIX MOPCKHX TOPIOBBIX IOPTOB TPeOOBAHUSIM BHEIIHEH
cucrembl. Takum o00pazom, mIpeacTaBieHa HH()OPMAIMOHHO-JOTHCTUYECKAsh MOJEIb, KOTOpas
OTpa)kaeT B3aUMOCBS3b CHUCTEMHBIX MapaMETPOB, BIMAIOLIMX Ha YCTOHYMBOE Pa3BUTHE MOPCKOIrO
OuzHeca B cdepe KOHTEHHEPHBIX TEXHOJNOTWUH. B pesymprare 00OCHOBaHBI YCIOBUS HPUHSATHS
palMOHAJIbHBIX PEIICHUH B 00JACTM HWHBECTULUOHHON JEATENBHOCTU MPEANPUATUN MOPCKOTO
TPaHCIIOPTA.

Kntouesvie cnoea: KoHreliHepHbIE TEXHOJOTWH, BIMSHHUE KOHCOJUAALIMH, MOHOIOJUS B
TOPrOBOM CYJOXOJCTBE, KaueCTBO MHBECTULIMM, MOPCKHE TPAHCHIOPTHBIC MPEAIPUSITHS, MUPOBBIC
KOHTEHHEPHBIE TIEPEBO3UYHKH, UepHOMOPCKO-A30BCKUMA PETHOH, KOHTEHHEPOOOOPOT YKpanuHHI.

®opmymn: 0; puc.: 10; tadu.: 0; 6ubm.: 25.

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].
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 - Atkisson 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 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.
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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.
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Fig. 1. Belonging to the world container fleet as at the beginning of 2018

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]. Figure 1. presents the
largest owners of u ultra-large container carriers as at the beginning of 2018.

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%j;



- 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%

Figure 2 shows the number of fleets of the world's largest linear carriers.

11111l

CMA Hapag- | Evergree .| Yang

Maersk MSC CGM CoscoSL Lloyd N Hyundai Ming
ULCS 86 90 74 67 45 20 17 16
H number of ships| 535 379 367 210 135 166 52 84

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.
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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]. Figure 4. presents the
dynamics of container turnover of the largest container ports in the World.



40000

35000 -
@ 30000 -
< 25000 -
£ 20000 -
S 15000 -
2 10000 -
* 5000 -
0 H Rotterd
Shanghai | Singapore | Shenzhen ong Busan otterda Antwerp | Hamburg
Kong m

m2014| 35290 33869 24040 22200 18683 12298 8978 9720

2015, 36540 30922 24204 20100 19467 12235 9654 8821

m2016| 37135 30930 23980 19580 19378 12385 10037 8900

W 2017 13735 10451 8820

Fig. 4. The largest container ports of the World and their cargo turnover
(2014-2017)
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 (Figure 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)
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Fig. 6. Dynamics of container processing at container terminals of the Black

Sea - Azov region (2013-2016, thousands TEU)
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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.

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].
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Fig. 7. The dynamics of container handling in the ports of the Black Sea-Azov region
(2016-2017, TEU)

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].

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].



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).
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Fig. 8. The dynamics of container turnover in the seaports of Ukraine in
2017

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].

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).

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%.

10



250000

200000 ——
> 150000 ——
= 100000 ———
50000

0

2011 | 2012 2013 2014 | 2015 | 2016 | 2017
e Maersk Line | 145517 | 155837 | 182229 (177803 | 167136 | 213330 201752

CMACGM | 128094 (101388 | 90940 | 115301 | 85060 | 116857 (117904
e MISC 116099 | 116535 | 129576 | 102253 | 66419 | 89250 | 109594

Fig. 9. Dynamics of container turnover of the largest container lines passing through
the ports of Ukraine, 2017

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]. 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 shipowners 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. Bonification 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.

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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