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INCREASING THE EFFICIENCY OF USING BACKLINE AND PRIVATE
RAILWAY INFRASTRUCTURE IN THE CONDITIONS
OF THE TRANSPORTATION MARKET

Purpose. Improving the efficiency of interaction between enterprises that operate public and private railway infrastructure
when performing cargo transportation and cargo operations.

Methodology. The studies were carried out using the methods of the theory of railway operation and economic and mathemat-
ical modeling.

Findings. The study found that the transition from a planned economy to a market economy along with increasing customer
requirements for the composition and quality of transport services is an objective reason for an increase in carriage downtime at
private sidings and junction stations, a shortage of track capacity and shunting locomotives. It is shown that the existing approach-
es to assessing the effectiveness of the interaction between train tracks of enterprises and mainline railways are aimed at improving
the performance of the rolling stock and do not create incentives to solve the problem of the shortage of transfer and processing
capacity of the railway infrastructure.

Originality. The paper proposes an improved method for assessing the effectiveness of the interaction of participants in the
transportation process when performing transportation and cargo operations on the private sidings of industrial enterprises, based
on the time the infrastructure is occupied. This approach, unlike the existing one, encourages railways and industrial enterprises
to jointly search for the best technological solutions for the use of public and private railway infrastructure.

Practical value. The method proposed in the paper for assessing the interaction of participants in the transportation process
makes it possible to separate station services in the tariff for the use of the railway infrastructure into separate services of service
facilities and track access to them. This will create a competitive environment and encourage participants in the transportation

process to use the existing railway infrastructure and develop a new one to obtain a synergistic effect more efficiently.
Keywords: railway transport, railway station, private sidings, service facility operator, transportation tariff

Introduction. Since the middle of the 79" century, the
“railway” has been one of the key types of passenger, freight
and industrial transport. Transportation is carried out using
rolling stock, locomotives and carriages. In addition, infra-
structure is needed for rail transport. We are talking not only
about railway lines [ 1] and contact networks, but also about all
types of buildings, structures and technical equipment that are
managed by various public and private railway companies and
carriers.

The main direction of reforming the railway transport in
the late 20" —early 21 century is associated with the liberal-
ization of the rail transportation market and the introduction
of competition in its various sectors. One of the types of rail-
way infrastructure services that can be provided by both the
infrastructure manager and independent operators of service
facilities [2]. In particular, these services include the services of
freight terminals and marshalling yards. Kazakhstan is the first
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of the post-Soviet states where market reforms of the railway
industry were carried out. With the signing of the “Association
Agreement” Ukraine has undertaken to implement the norms
of the European Union directives on the organization of the
rail transportation market into national legislation. Therefore,
the problems of organizing the work of railway transport in
market conditions are quite acute for the economies of both
countries.

Kazakhstan and Ukraine have railway networks of consid-
erable length. The length of public railway tracks in Kazakh-
stan is 16 thousand km, and the length of private sidings of its
industrial enterprises is 15 thousand km. The length of railway
lines of general use in Ukraine is 21 thousand km, and the
length of private sidings of its industrial enterprises is 7 thou-
sand km. In this regard, the study of the issues of interaction
between the owners of the railway infrastructure in the new
structure of the transportation market is relevant for both
states.

Literature review. The railway transport of the beginning
and middle of the 20" century was characterized by such an

134 ISSN 2071-2227, E-ISSN 2223-2362, Naukovyi Visnyk Natsionalnoho Hirnychoho Universytetu, 2023, N° 2



organization when the market for its services was in a state of
monopoly [3]. Within individual states, the main transporta-
tion of goods and passengers, as well as the operation of the
infrastructure of public railways, was carried out either by a
vertically integrated company or a group of centrally con-
trolled enterprises. This type of activity belonged to the public
railway transport. At the same time, industrial enterprises,
ports, and various organizations also owned the railway infra-
structure and rolling stock [4], which provided their own needs
for the movement of goods within enterprises and in interac-
tion with the general railway transport use. This type of activ-
ity belonged to non-public railway transport.

In the last three decades of the 20 century, reforms began
in the USA and Canada, and later in Western Europe and
China, aimed at demonopolizing the rail transportation mar-
kets. A critical analysis of the problems of restructuring the
state-owned railways and the introduction of competition in
the railway transport industry was made in the paper by Pitt-
man [5]. The authors of [6] offer alternative scenarios for the
restructuring of Chinese railways. A fairly detailed review of
publications on the issues of reforming the rail transportation
market in the countries of the European Union is made in [7].
The following should be noted as the main stages of reforming
the rail transportation market of the European Union:

- Directive 91/440/EEC, which was the first serious mea-
sure of the European Commission aimed at separating the ac-
tivities of the operation of the railway infrastructure and trans-
portation;

- Directive 2001/14/EC, in which all railway infrastruc-
ture services were in turn divided into services of a minimum
access package, services of service facilities and access ways to
them, additional and ancillary infrastructure services;

- Directive 2012/34/EC which establishes the currently
valid division of railway infrastructure services and defines
which undertakings may operate the railway infrastructure.

In accordance with Directive 2012/34/EC, the following
entities may operate the railway infrastructure:

- infrastructure managers who provide all types of railway
infrastructure services;

- operators of service facilities (railway stations, freight ter-
minals, locomotive and carriage depots, equipment points,
etc.) that can provide various types of railway infrastructure
services to third-party consumers, with the exception of the
services of the minimum access package;

- avariety of enterprises and organizations that own the rail-
way infrastructure and use it for their own needs, without pro-
viding important transport services to third-party consumers.

The current state of the European Union rail transporta-
tion market is presented in the paper by Ali & Eliasson [8].
Over the past 31 years since the adoption of Directive 91/440/
EEC, a significant number of publications have appeared de-
voted to the analysis and generalization of the experience of
competition in the market for the transportation of goods and
passengers by rail, as well as the interaction between carriers,
the infrastructure manager and regulators. Such studies are
given, for example, in [7]. The material accumulated to date
makes it possible to build mathematical models based on game
theory that describe the relationship between participants in
the rail transportation market, as, for example, in the paper by
Lang, et al. [9]. At the same time, less attention is devoted to
the problem of interaction between railway infrastructure fa-
cilities of different owners in a competitive market. Most pa-
pers are aimed at generalizing the existing experience of the
industry, assessing the types and cost of services provided in
this sector of the market. In particular, in the paper by Baron
[10], an analysis was made of the regulations concerning the
operation of terminals, as well as the systems for charging their
services. It should be noted that in accordance with the studies
carried out in [8], in many countries of the European Union,
to date, the services of service facilities are still not separated
from the services of the minimum access package. In some

cases, in accordance with [11], this problem is even the subject
of litigation.

The problem of interaction of railway infrastructures of
different owners in countries that were previously part of the
USSR has its own peculiarities. In the USSR, the railways,
most of their clients (enterprises of consignors and consign-
ees), as well as competitors (enterprises of other modes of
transport) were in a single state property. The vast majority of
transportation was carried out in domestic traffic. Under such
conditions, the work of the railways and clients did not provide
for either profit or competition for freight traffic. The develop-
ment of railway infrastructure [12, 13], the acquisition of trac-
tion rolling stock for industrial enterprises [ 14] and connecting
stations were carried out in accordance with industry plans
and, often situationally, depending on the possibility of fi-
nancing through one or another ministry. Under these condi-
tions, at individual enterprises, primarily in the mining [15]
and metallurgical industries [16, 17], as well as in seaports, a
significant length of railway infrastructure was built. This rail
network is still in operation today. In particular, the expanded
length of the ArcelorMitall Kryvyi Rih private sidings is
800 km and includes about 40 separate points, incl. 2 sorting
stations. There are about 190 locomotives in the inventory
park of the enterprise. Kazakhmys Corporation LLP has an
even greater length of private sidings, the length of which is
more than 1200 km. The main goal of the interaction of enter-
prises of railway transport of general and non-public use in the
USSR was the fulfilment of the established standards for
quantitative and qualitative performance indicators, as well as
the reduction of the cost of transportation. Ensuring the inter-
action of railways and large enterprises was based on the docu-
ment “Unified technological process for the operation of the
private sidings and the junction station”. This document de-
scribed the principles of operational management of the joint
operation of private sidings and junction stations, the joint use
of technical facilities, as well as the agreed work standards. In
some cases, specialized enterprises of industrial railway trans-
port were created to provide transport services to enterprises,
to which the track infrastructure and locomotives were trans-
ferred. Market reforms in the economies of the post-Soviet
countries have led to the fact that state-owned enterprises have
received various owners, the main purpose of which is to make
a profit, and not to meet the established in-kind indicators.
Considering that the processes of reforming the railway indus-
try in different countries are taking place at different speeds
and in different directions, this provides material for analysis.

One of the main problems arising from the interaction of
the main railway transport and sidings of industrial enterprises
in the Republic of Kazakhstan is a significant increase in the
idle time of carriages on the sidings. In particular, this problem
was considered in the papers by Balgabekov, et al. [18] and
Mogazhdarov, et al. [19]. The reason for the increase in car-
riage downtime is a change in the form of ownership of enter-
prises, a significant increase in the share of import-export traf-
fic and an increase in carriage downtime under customs opera-
tions, and an expansion of the range of goods. Also, as the
reasons in [18] and [19], the inconsistency of the existing tech-
nology and technical equipment of railway sidings with the
working conditions, insufficient throughput and processing
capacity of sidings due to a high degree of wear of technical
means, etc. are indicated.

It should be noted that the legislative and regulatory
framework governing the organization of rail transportation
has some inertia. In this regard, the work of private sidings of
large industrial enterprises and stations is still organized on the
basis of uniform technological processes. Such an organiza-
tion is presented, for example, by Borodina, et al. [20]. This
paper points out the need to assess the efficiency of work dis-
tribution in the port junction separately for different partici-
pants in the transportation process, however, the optimization
problem of choosing the mass of the train is formulated as a
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single-criterion one and solved graphically from the condition
of minimizing the total costs. The paper by Borodin & Panin
[21] also considered the problem of distributing work between
an industrial marshalling yard of a metallurgical enterprise
and a main marshalling yard. The solution to this problem was
obtained on the basis of a comparison of competing options.
The assessment of competing options in [21] is based on the
calculation of the operating costs of the railway and the enter-
prise. At the same time, the best solution obtained in [21] pro-
vided a reduction in the costs of both participants in the trans-
portation process. This is not always fair. For example, in the
paper by Kozachenko, et al. [22] the problem of routing empty
carriage flows directly from the private sidings of the seaport is
solved. At the same time, in this case, despite the significant
overall economic effect, the port itself bears additional costs.
Therefore, measures are needed to redistribute the profit aris-
ing from the improvement of the organization of transporta-
tion between participants in the logistics chain [23]. Mathe-
matical modeling is used as the main tool for improving the
organization of transportation and choosing rational routes in
transport systems [24, 25].

Results. An important problem of organizing interaction
between railways and industrial enterprises in countries that
were previously part of the USSR remains the distribution of
costs associated with the formation and disbandment of trains
at stations that serve consignors and consignees. Large enter-
prises, such as, for example, ArsenalMitall Kryvyi Rih or
Transinvestservice LLC, have at their disposal railway stations
that provide reception of organized trains from the main net-
work, as well as the formation and departure of organized
trains to the main network. Others, enterprises operating in
the same market sectors, use railway stations of the main net-
work for these purposes. Given the lack of tariff differentiation
in Ukraine depending on the type of shipment, the paper by
Kozachenko, et al. [26] raises the question of ensuring equal
competitive conditions for their activities.

It should be noted that the activities of enterprises, espe-
cially those operating in monopoly sectors of the market, are
mainly focused on increasing income, and not on reducing
costs. In this regard, Tanaino, et al. [27] point out that the for-
mation of routes by consignors leads to a decrease in railway
revenues and raises the question of the economic efficiency of
transporting goods by route shipments.

Purpose. The purpose of the paper is to increase the effi-
ciency of interaction between enterprises that operate public
and private railway infrastructure in the performance of cargo
transportation and cargo operations.

Methods. The research in this work was carried out using
the methods of the theory of railway operation and economic
and mathematical modelling.

Presenting the main material. Mainly the main railway in-
frastructure and the infrastructure of sidings of industrial en-
terprises were created during the Soviet era. Regulatory docu-
ments for the design and operation of railway transport were
also created at the same time. They are largely focused on
work in conditions of centralized control and planned econo-
my. The organization of transportation in the USSR involved
an industrial enterprise on the one hand and the railway as an
infrastructure manager, wagon operator and carrier on the
other. The main tasks that were solved at the same time were
either maximizing the amount of work performed with given
resources, or minimizing operating costs to perform a given
amount of work. The quality of the work was assessed by the
compliance of the length of time the railway carriages were on
the sidings with the established standards.

As key changes in the conditions of operation of railway
transport during the transition of the economies of the post-
Soviet countries to the market, the following should be noted:

- change from planned production, and, accordingly, the
probabilistic formation of cargo flows of consignors and con-
signees;

- an increase in the volume of work with carriages on sid-
ings due to the division of the fleet by owners, an increase in
the range of goods and the share of transportation in import-
export directions.

Currently, the formation of cargo flows of consignors and
consignees occurs on the basis of contracts signed by them,
and not on the basis of state plans. This has led to an increase
in uneven traffic. The Fig. 1 shows the histogram and the dis-
tribution function of the random value of the number of car-
riages arriving during the day on the access track of LLC
“Transinvestservice”.

At the same time, the mathematical expectation is 966 car-
riages per day, and the standard deviation is 267 carriages per
day. The sustainable development of such volumes of traffic by
the enterprise requires the creation of staff reserves and techni-
cal means to develop cargo flows that exceed the average daily
by 1.83 times. Considering that, as a rule, the creation and
maintenance of such reserves is not economically feasible,
smoothing out the daily uneven operation of the private sid-
ings of industrial enterprises is quite often achieved using the
track capacity of the public railway infrastructure.

In the days of the USSR, transportation of goods by rail
was carried out in its inventory carriages. These carriages were
for the most part universal and technically sound. In this re-
gard, the loading of goods was carried out in carriages, which
were released after unloading. The following features of the
work are typical for the present time:

- division of carriages according to the owners of the roll-
ing stock;

- operation of a large number of carriages with malfunc-
tions that do not threaten traffic safety, but limit the possibility
of their use for the carriage of goods;

- increase in the share of specialized rolling stock.

How these changes affect the operation of private sidings is
illustrated by the example of the work of metallurgical plants.
The track development of most metallurgical plants is de-
signed for such conditions when the shipment of finished
products is carried out in gondola carriages, released after un-
loading raw materials (coal, ore, scrap metal, etc.). An en-
larged order of operations with carriages, incorporated into
their technological processes at the design stage of track devel-
opment, is shown in Fig. 2.

The order shown in Fig. 2 assumes the most efficient use of
carriages and railway infrastructure. However, this technology
is focused on the transportation of goods by a single fleet of
carriages in domestic traffic and does not take into account the
modern requirements of railway transport customers.

Changes in the working conditions of enterprises have
caused significant changes in the functioning of their private
sidings. Currently, after unloading, it is necessary to select
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Fig. 1. Histogram and distribution function of a random value
of the number of carriages entering the siding of LLC Tran-
sinvestservice during the day
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commercially sound empty carriages from those owners who
allow them to be reloaded. In addition, about 40 % of the prod-
ucts of metallurgical enterprises are shipped on platforms and
in empty containers. In this regard, additional shunting work
arises related to the sorting and selection of cars into groups by
type, owners and technical condition, as well as with the pas-
sage of oncoming empty car flows. In addition, the increase in
the share of carriages for export has led to the need for car-
riages to stand in the loading shops during customs clearance.
An enlarged order of operations that are performed with car-
riages on the sidings of metallurgical plants is shown in Fig. 3.
The performed analysis shows that as a result of the change
in the structure of freight and carriages flows at the enterprises,
there was a significant shortage of railway infrastructure and
shunting locomotives. This deficit is of an objective nature and
in many cases cannot be eliminated due to the lack of space for
the development of the track infrastructure. Moreover, the
Standard SNiP 2.05.07-91 “Industrial transport” is focused
on the working conditions of private sidings of the USSR and
does not reflect the current state of the problem. The emerging
lack of infrastructure on the sidings is covered by the use of
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Fig. 3. The actual procedure for performing operations with
carriages at metallurgical enterprises

public infrastructure and leads to disruption in the work of
both the enterprises that own the sidings and the railways that
serve them. It should be noted that carriages delays on public
infrastructure are recorded and a fine is charged for them.
Quite often, these fines are systematic in nature and are the
same source of income for the railways as the payment for
transportation and additional services at the stations of depar-
ture and destination of goods.

The change in the form of ownership of industrial enter-
prises, which occurred as a result of market reforms, has led to
the fact that many owners of private sidings have become com-
petitors. As an example, we can consider the situation that
arose during the performance of rail and sea transportation
with the participation of the Yuzhny Commercial Sea Port.
The scheme of the railway junction, which serves the Yuzhny
Commercial Sea Port 2, is shown in Fig. 4.

Dozens of stevedoring companies that compete with each
other for cargo flows directly carry out cargo operations in the
port of Yuzhny. The carriages enter the railway junction
through the Chornomorska marshalling yard. The seaport is
serviced by the Berehova station, which belongs to Ukrzaliz-
nytsia, as well as industrial stations of Chemical of Property of
Transinvestservice LLC and Industrial of Property of Odesa
Port Plant JSC.

In the case when transport services for cargo owners are
performed by main railway stations, the cost of transporting
cargo over a distance Ip is determined as

Efl = ESO + ES + Err(lp) + Ee + Esd>

where Ej, E, are the costs for the initial and final components
of the tariff, respectively, which include the cost of services of
the departure and destination stations of the railway; E,(/,) is
tariff for the transportation of goods over the distance /,; Ego,
E,, are the expenses for the delivery of carriages to the cargo
fronts and the removal of carriages from them at the departure
and destination stations, respectively.

If the transportation is carried out to an industrial station,
then the costs are determined as

EIZ = ESO + ES + Etr(lm) + Ee + Esh(lp - lm) + E[s + Es >

where /,, is the distance of cargo transportation along the main
railway; Ey(/, - 1,) are expenses for maintenance of the track
section between the public railway and the industrial station,
as well as for the carriage of carriages between them; Ej, are the
costs associated with the performance of operations at an in-
dustrial station.

As a result, if the carrier delivers goods to the industrial
station, then with the same volume of services provided, ad-
ditional costs arise in the amount of

A= Elr(lm) + Esh(lp - [m) - Etr(lp) + Eis’

In this regard, under the existing tariff system of railways,
the construction of private railway infrastructure by industrial
enterprises leads both to the need for capital expenditures and

Chernomorskaia

Khymycheskaia
Berehovaia

Promyshlennaia

Fig. 4. Scheme of the railway junction that serves the Yuzhny
Commercial Seaport
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to an increase in operating costs for these enterprises. As a re-
sult, the competitive position of enterprises developing their
own railway infrastructure is worse than that of enterprises us-
ing public infrastructure.

From the point of view of the railways, a change in traffic
volumes only leads to a redistribution of freight flows between
enterprises. As traffic volumes increase, railways receive addi-
tional revenue from fines, as well as revenue from longer dis-
tances. As a result, railways have no incentive to develop main-
line rail infrastructure because it reduces their revenues during
periods of growth and the need to maintain spare capacity dur-
ing periods of decline in traffic volumes.

Results. The performed analysis shows that the observed
shortage of throughput and carrying capacity of the infrastruc-
ture, the discrepancy between the processes taking place on
the private sidings and the unified technological processes of
the operation of the private sidings and junction stations are
not the cause of the deterioration in the performance of rail-
way transport, but an indicate that the existing design stan-
dards, technological processes and itself the system of indica-
tors does not correspond to the market-oriented export-ori-
ented models of the economy of Kazakhstan and Ukraine and
the increased requirements of customers to the content and
quality of transport services that have arisen. The modern sys-
tem of relations between railways and industrial enterprises
that own sidings does not create internal incentives for im-
proving the technical equipment and technology of either
mainline railway transport or sidings. In this regard, the in-
crease in penalties for downtime of carriages will not solve the
problem. To solve the problem, it is necessary to change the
methods for assessing the effectiveness of interaction between
railways and industrial enterprises, owners of private sidings.

The functioning of the main railway transport and sidings
is proposed to be represented as a system, the elements of
which are the owner of the siding, his contractors, infrastruc-
ture manager, carrier, carriage operator, as well as operators of
such service facilities as station infrastructure and shunting
traction. The elements of this system are interconnected by
agreements regulating the use of carriages, railway infrastruc-
ture and locomotives. The modern system for evaluating the
effectiveness of railway interaction is focused on improving the
performance of rolling stock and is based on the rationing of
the time it spends on sidings and junction stations.

Currently, both in Kazakhstan and Ukraine, the provision
of carriages for transportation is carried out on competitive
terms and is regulated by agreements between the participants
in the transportation. Payment for services for the use of car-
riages may be provided depending on the time of use or the dis-
tance of transportation. Within the framework of the contracts,
the cargo owner may assume the obligation to form groups of
wagons of the specified length of a certain owner. Also, in ac-
cordance with the contracts, the cargo owner can ensure the
stay of carriages on their tracks, etc. Therefore, the amount of
idle time of carriages on the siding and its compliance with a
certain norm cannot be used as an indicator of the effectiveness
of the interaction between railways and sidings. Moreover, the
primary solution to the problem of increasing the efficiency of
the use of the rolling stock loses its meaning in the conditions of
a surplus of rolling stock. Therefore, solving the problem of the
rational use of carriages while they are on the private sidings and
junction stations is currently a matter of improving the contrac-
tual relations between the participants in the transportation.

The main problem that needs to be solved at present is the
use of the infrastructure of mainline railways and private sid-
ings. In this regard, it is proposed to move to a method for
determining the effectiveness of interaction between enterpris-
es that operate the railway infrastructure, based on the time
spent by the rolling stock on the tracks of various categories.
The tracks of railway stations can be classified depending on
their purpose and technical equipment. The proposed classifi-
cation of tracks is given in Table. The owner of the infrastruc-

ture for each category of tracks, based on the analysis of the
technological process, can set the norm for the time spent by
trains or carriages. Payment for the services of the station in-
frastructure is carried out by the participant in the transporta-
tion process, who is responsible for the rolling stock in accor-
dance with the transfer documents.

Given that the railway infrastructure of various owners can
be used in the process of transportation, a competitive envi-
ronment can be created in this market sector. Services for the
use of railway infrastructure should be divided as it is, as pro-
vided for by Directive 2012/34/EC. To this end, station ser-
vices should be separated into separate services of service fa-
cilities (including track access). Approximate distribution of
costs for the transportation of goods by components, obtained
on the basis of the analysis of the cost of transportation by
Ukrzaliznytsia, is shown in Fig. 5.

Such a structure of rail transportation costs allows leaving
about 35 % of costs in the monopoly sector of the market. The
remaining 65 % of the costs will be in the potentially competi-
tive and competitive sector of the transportation market. At the
same time, cargo owners will be able to independently develop
their railway infrastructure, which will ensure a significant re-
duction in their transportation costs. To serve groups of cargo
owners in places of concentration of cargo work, operators of
service facilities will be available, which will exist at the ex-
pense of payment for services to cargo owners and carriers.
The infrastructure manager will have the opportunity to ob-
tain the market value of the services of overloaded infrastruc-
ture in places of concentration of cargo flows, as well as to load
the inactive infrastructure by creating buffer stations, stations
for laying down carriages, etc.

In general, the scientific novelty of the paper lies in the fact
that it proposes an improved method for assessing the effective-
ness of the interaction of participants in the transportation pro-
cess when performing transportation and cargo operations on
the private sidings of industrial enterprises, based on the time
the infrastructure occupied. This approach, unlike the existing

Table

Classification of tracks of railway stations and tracks of
industrial enterprises

Users
Tracks Specialization . cargo | Carriages
Carriers
owners | operators
Reception, departure, receiving + + -
Exhibition - + +
For delayed carriages + + -
Sorting - + +
For laying down carriages - - +
Services of railway
Minimum access package stations and other
35 % services facilities
22 %
Carriage operator Services of railway
services e undertakings
13% 30 %

Fig. 5. Distribution of transportation costs of cargo by rail
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one, encourages railways and industrial enterprises to jointly
search for the best technological solutions for the use of public
and private railway infrastructure. The method proposed in the
paper for assessing the interaction of participants in the trans-
portation process makes it possible to separate station services
in the tariff for the use of the railway infrastructure into separate
services of service facilities This will create a competitive envi-
ronment and will encourage participants in the transportation
process to more efficiently use the existing and develop new
railway infrastructure to obtain a synergistic effect.

Conclusions. The performed studies allow us to draw the
following conclusions:

1. Market reforms in the economies of Kazakhstan and
Ukraine have led to a significant complication of the technol-
ogy of private sidings. This complication is an objective reason
for the formation of a deficit in the processing capacity of their
infrastructure. This deficit leads to a disruption in the normal
operation of both industrial enterprises and the stations of the
main railways that serve them.

2. In modern conditions, neither individual enterprises nor
railways have internal incentives for the development of railway
infrastructure. At the same time, this state of affairs leads to a
deterioration in the competitive positions of the export-orient-
ed economies of Kazakhstan and Ukraine in the world markets.

3. To solve the problem with the shortage of railway infra-
structure, it is advisable to separate the payment for station
services from the tariff for railway transportation into a sepa-
rate type of service for service facilities and access by ways to
them. The share of these services in the current cost of trans-
porting goods by rail is about 22 %. With such an organization,
the infrastructure manager will be able to obtain the market
value of the services of the overloaded infrastructure in places
of concentration of cargo flows, as well as to load the inactive
infrastructure. As a result, railways and enterprises have an in-
centive to jointly search for the best technological solutions
and obtain a synergistic effect. Also, enterprises have the op-
portunity to develop their own railway infrastructure or create
specialized service facility operators to provide station services.
This way allows you to abandon the station services of the in-
frastructure manager and significantly reduce the cost of
transporting goods by mainline rail transport.
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Merta. [linBuiieHHs e(heKTUBHOCTI B3a€EMOMil MixX Tif-
MPUEMCTBAMH, 1110 EKCIUTYaTyIOTh IEPXKaBHY Ta MPUBATHY 3a-
JIIBHUYHY iH(PPACTPYKTYpy MPH ITePeBE3CHHIX BAHTAXIB i BU-
KOHaHHI BaHTaXKHUX OIepalliii.

Metoauka. JlocaimkeHHsT MPOBOAATBLCS 3a TOMOMOIOKO
METO/IiB Teopii eKCIuTyaTallil 3a1i3HULb i EKOHOMIYHOTO Ma-
TEMaTUYHOTO MOJIETIOBAHHSI.

PesynbraTu. Y xoni nociimxeHHs Oyl10 BCTAHOBJIEHO, 1110
mnepexij Bil MIaHOBOI 40 PUHKOBOI €KOHOMIKHU ¢ MiABUIIEH-
HSI BUMOT KJIIEHTIB 10 3MIiCTy Ta SIKOCTi TPaHCIIOPTHUX IO-
CIIYT € 00’€KTUBHOIO TIPUYUHOIO 30iTbIIIEHHS Yacy MPOCTOI0

BaroHiB Ha Mix’i3HUX KOJisIX i CTAHILisIX MPUMUKAHHS, BU-
HUKHEHHS ne(iluTy KOJTiiHOI EMHOCTI If MAHEBPOBUX JIOKO-
MotuBiB. [TokazaHo, 110 iCHYIOYI MiIAXOAW 10 OLiHKMU e(heK-
TUBHOCTI B3a€MO/Iii MixK orniepaTopamMy TPAHCIIOPTHOTO PUH-
KY, 110 E€KCILTyaTylOTh PEMKOBI IIUISAXU MiAMPUEMCTB i Mari-
CTpaJTbHUX 3aJ1i3HUIb, CTIPSIMOBAHI HAa MOKPAIIEHHS TTOKa3-
HUKiB BUKOPUCTAaHHSI PYXOMOTO CKJIaay Ta He CTBOPIOIOTH
CTUMYJIiB JJIs BUPillIEeHHS TTpo6ieMu nediluTy rmepermycKHol
i1 IepepoOHOI CITPOMOKHOCTI 3aJ1i3HUYHOI iH(PaCTPyKTYpH.

HaykoBa HoBHM3HA. Y pOOOTi 3alpOMOHOBAHO YIOCKO-
HaJICHUI METOM OLIiHKM e(eKTUBHOCTI B3a€MOIii yyacHU-
KiB TepeBi3HOro Mpollecy MpU BMKOHAHHI MEpeBe3eHb i
BaHTaXXHUX Olepaliil Ha Mifa’iI3HUX KOJIisIX MPOMUCIOBUX
MMIIPUEMCTB, 110 0a3yEThCS Ha Yaci 3aHATTS iH(GpacTpyK-
Typu. Takuil minxin, Ha BiAMiHy BiJ iCHYIOUOT0, CTUMYJIIOE
3aJ1i3HULI Ta TPOMUCIIOBI MIANPUEMCTBA A0 CIiJIBHOIO MO~
LYKy HallKpalux TeXHOJOTIYHUX pillleHb 11010 BUKOPHUC-
TaHHSI MaricTpajbHOI Ta MPUBATHOI 3ali3HUYHOI iH(ppa-
CTPYKTYPH.

IIpakTyHa 3HaYMMicTh. 3aMpPOIIOHOBAHUI y POOOTI Me-
TOJ, OL[IHKM B3a€EMO/Iii YYaCHUKIB MEPEeBI3HOrO Mpolecy A0-
3BOJISIE BUIUIMTH B Tapudi 3a BUKOPUCTAHHS 3aJi3HUYHOL
iHbPaCTPYKTypy CTaHLiMHI MOCAYTM SK OKpeMi MOCIyru
00’€KTiB 00CITYrOBYBaHHS i1 JOCTYITy 10 HUX. Lle mo3BonuTh
CTBOPUTU KOHKYPEHTHE CEpElOBMIIE Ta CTUMYJIIOBATUME
YYaCHUKIB MEPEBi3HOTO MPOIIECY 0 OiTbI e(PeKTUBHOTO BU-
KOPMCTAHHS iCHYIOUYOi I PO3BUTKY HOBOI 3aJ1i3HUYHOI iH(pa-
CTPYKTYPH TSI OTPUMAHHSI CHHEPTeTUIHOTO eheKTy.

KoouoBi cioBa: 3anizHuuHuii mpancnopm, 3ani3HUYMHA
cmatuyis, onepamop 00’ekma 06cay208y8anHs, mapug) Ha nepe-
8€3CHHS
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