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A new role and the tasks of CTSTS for the competitinarket of transportations of tourists based on
knowledge of demand and offers in the transpontatigphere and also studying of requirements toegsoof
rendering services in the sphere of transport seref tourist's flows: what services are requirgdat level of a
unsatisfied demand and as its basis, to identifgttlinecks” and to develop proposals for the treofls
infrastructure development; type of a demand ofiser advantages and shortcomings of transport sean
bases of the choice for tourists transport service.

The CTSTF main functions are the following:

— organization of complex transport service of $ort services users (travel agencies);

— manages the sale of transportation servicehétransportation of tourists

— implementation of any forms of interaction witthsumers of services (travel agencies) at reatizatf
services in tourists transport service;

— ensuring responsibility for efficiency of serviceealization in tourists transportations;

— organization, coordination and management ofgg®of realization of services in transport sereice
tourists;

— interaction coordination with collaborators oflkk® on complex tourists transport service on #reng
of outsourcing.

The offered approach to the organization of tosrfkiws transport service is based on interrelatibn
functional processes of the Center and travel agen€ondition of successful realization of thiprgach is to
provide requirements of tourists on a rendered d¢exnpf transport service — from registration of themand,
inclusion in the plan of transport service, paymantl paperwork for service to put-forward additiodata
under the terms of transportation implementatiogarding granting vehicles, availability of inforriwat on
advance of tourists, connection of the computetrafel agency to the automated network of the Cemated
also other types of services stipulated by tragehay in the contract.
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USING THE SEAPORTS OF THE RUSSIAN FEDERATION AS AN
ALTERNATIVE TO THE BALTIC PORTS FOR BELARUSIAN GOOD S

PAVEL PASHUTO, ANNA SAMOYLOVA
Polotsk State University, Belarus

Belarus has no sea ports, which greatly complic#ttesprocess of Belarusian goods trade. Under these
conditions, the choice of foreign ports plays aagee role, as through them transshipment of Belmmgoods
can be carried out. Choosing the best port of daparallows to reduce logistics costs.

With increased international cooperation and iraégn process of international transport corridies
leading role in solving transportation problemsagsociated with providing interstate economic,walt and
other ties with the establishment of an internatlanansport infrastructure, which has establistezhnical
parameters and provides application of compatitalasport technologies as a basis for integrationational
transport systems in the global transportationesgst

The system of transport corridor in Eastern Eurspealled Pan-European. The map of Pan-European
transport corridors is presented in Figure 1[1].

The Republic of Belarus is a landlocked countrgraat role has the ninth corridor ("Baltic Bridge"
"Path of the Vikings to the Greeks"). Ninth cornidtength 2000 km) provides transportation ared ofillion
square kilometers. The map of Pan-European Tran§uworidor No. 9 is shown in Figure 2[1].
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Fig.2. Map of Pan-European Transport Corridor No. 9

Ever since the collapse of the Soviet Union the Rép of Belarus has been using mainly Lithuanian
ports to send goods, but since the beginning ofyder two thousand there have been discussionst @ou
possible reorientation of Belarusian goods to thiéspof Leningrad region as an alternative to théi8 ports.

Transit topic in the context of the reorientatioh Relarusian goods to the Russian ports was first
suggested eight years ago. In 2005, the leadeRussia and Belarus signed a contract accordinghiohwby
December 2005 it was supposed to send to the Rupseids trial batch of Belarusian potash fertilgzeasnd in
2006 it was increased up to 1 million tons. Moreoubey even considered the possibility of buildiimg
Kaliningrad a Belarusian seaport. However, impletaigon of these declarations did not take placeabse of
their uneconomical effect, one of the reasons ety experts named was obstruction of transit ¢part via
Kaliningrad) by Lithuania.
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However, after the government of the Russian Féideradentified as a strategic task to redirectirthe
cargo from foreign ports in its own, active develtegmt of direct access to the sea through the pdrist.
Petersburg and Ust-Luga was started. The Rusgiawas actively urging Belarusian exporters to sgoads
to their new ports that caused complicated relatiith the European Union. After Belarus becameeanber
of the Customs Union, there appeared real oppdigsnfor this. Even though this was supported by th
governments of both countries, a number of disaidggms in this transit reorientation did not let eotn a
positive agreement [2].

1) The distance between Klaipeda and the bordBetsrus is about 330 kilometers, while the distatioce
Saint Petersburg is about 530, which in turn ineesathe cost of transportation, which will not lowered by
“duty” transportation through the border of the @umss Union without significant discounts from Ruassi

2) It is also not cost-effective that all goods t&nconsidered “bound” to one and the same pow.tDwa
high level of competition among the Baltic portsldasian exporters can choose the most attraotivies for
transportation of their goods, which greatly insesatheir profits.

In June 2012, the Government of the Republic ofaBe opened the discussion on the possible
reorientation of Belarusian goods to the Russiatid3aorts and on how promising opportunities teetsify its
cargo traffic using Russian ports this could give.

However, since the consideration of "tariff issuk& Russian side has not been completed, it did not
bring any positive results.

As it was mentioned above due to the high levelashpetition among the Baltic ports Belarusian cargo
including petroleum products, is most advantageoure handled through the Baltic ports. For examipl@011
Belarus exported 15.6 million tons of oil produdts;luding more than 10 million tons through thetBgports
of Klaipeda , Riga , Ventspils, Muga . Thus Lithisandirection is strategically important for Belarilaipeda
port exported every third ton of Belarusian exgarods. In 2012 Belarusian cargo transit througtmibunted to
about 11 million tons. In the total volume of catggndled through Klaipeda, the Belarusian trarssigo totaled
30.5% with 40% of transit, which runs through BairLithuania sent to transit to the Kaliningradioa . [2]

As it was noted earlier, in recent years Russidbas actively involved in the development of factlities in
St. Petersburg area, where there are new portggthrehich the Russian cargoes go to European nsarket

According to the strategic plans of the main centdrRussia the Baltic and the Black Sea regioraiem
Russian cargo transshipment ports. The developsteategy of seaport infrastructure of Russia u2@iB0
suggests that the first port turnover will grow &% % up to 313 million tons According to the pladsyers of
growth in the Baltic Sea will be handling hydrooamb and fertilizers. Recently in Ust-Luga a complex
transshipment pipeline of oil and petroleum produey the company Neva (the owner is Gunvor company
"Transneft") has started working, through whictuéified gases were transmitted by independent gakipers —
the company "Novatek" (6 million tons) and "Sib@4'million tons). In turn, the NCSP Group planstdld in
the port of Primorsk a terminal for fertilizers. $&ian dockers would really like to speed up thdilog of its
developing ports in the Baltic Sea due to Belarugi@ods. But unless the Russian railway tariffs @oe
optimized, there is no sense to talk about an edxdyge in the transit corridors for Belarusiandyof3].

According to the "BR” , the question of the appiaf@ness of the reorientation of foreign trade good
from the Baltic ports to the ports of Leningrad icegwas studied by the Belarusian side in 2011 d An
transportation of Belarusian oil of Novopolotskinefy production was only possible via Ust-Luga.wé
consider the logistics based on the distance, ¢éinefiis of the change of the route can be seerr Aft, if the
port of Muuga (Estonia) is as far from Novopolo&sk851 km, then for Ust-Luga it is 803 km. The ¢joesis in
rail discounts, which should be given by the Russide to Belarusian goods.

According to reports, in 2011 the Russian side reasly to provide 30% discount for the transportatio
of Belarusian oil products, but it was not enoughe new logistics corridor was effective for Bekmnly in
case if Russia gave a 50% discount. But in theeotirsituation in Russia it is not so easy to makehsa
decision. After joining the World Trade Organizatidrussia is obliged to build its tariff policy accordance
with the rules of the organization. Under thesesulfrom July 1, 2013 the Russian Federation igréwide
equal with domestic traffic treatment for transptidin of export and import goods, that neverthetésss not
preclude the application of differential internedrisportation charges , but they should be baseetonomic
efficiency of rail transport and not on the sounferigin of the cargo .

We also note that from 1 January 2013 Russia waedoto unify tariffs for transit within the Common
Economic Space. Estimated railway monopoly, uniiicatransit fees across the border is fraught Jadses
for the Railways in the amount of 71 billion Russrables. Obviously, in this situation to provide?s discount
for transportation of Belarusian goods is probléonat Russian Railways.

Klaipeda port, which in recent years mainly expdrielarusian potash fertilizers, remains the most
profitable route transshipment of these products.
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Meanwhile after the meeting in January 2006 of Rusand Belarusian leaders there again were started
talks on possible deliveries of Belarusian potdsbugh the Russian port of Ust-Luga (Leningrad aapi And
the main seaport of Ust-Luga was ready in 2010réwide handling of 2 million tons of Belarusian giso But
these plans were not implemented.

Moreover, in April this year "Belaruskal" and th@wners of Klaipeda terminal JSC
"BiryuKroviniuTerminalas" (BKT) have signed an agneent under which "Belaruskali" buys 30% stake.

For "Belaruskali" this deal looks absolutely lodickn 2012, through Klaipeda port they delivered 5.
million tons of Belarusian potash fertilizers (90 8f total exports of potash), through TUC terminal
"Belaruskali" transmitted about 50 % of these prisluThe profit of this transaction being 30 milli?ySD,
"Belaruskali" buys TUC stake with 10 year gracdqukrMoreover, port services, which the TUC hasaBatian
exporters, "Belaruskali" will pay the expense ofidénds received in the TUC [1].

Transshipment of bulk fertilizers in Klaipeda sedptake place at Terminal 3. Biggest Klaipeda
Stevedoring Company KLASCO passes about 3 millans tof Belarusian potash fertilizers per year dooua
the same does the TUC. Belarusian side explairedpkion of buying shares in TUC in more favoratelens
offered by the owners of this terminal. From thespective of the optimal logistics "Belaruskali"pgofitable to
own part of the shares of the profile of the temthinvhich will allow it to optimize the costs ofamsportation
and handling of its products.

Also JSC "Grodno Nitrogen" is discussing plans &vealop cooperation with Klaipeda Stevedoring
Company”Run." In 2012, through the terminal of “Riinere was handled almost the entire volume ofoetsp
of nitrogen fertilizers — 880 thousand tons. Butréalize this transaction by analogy with the paszh of
Klaipeda terminal shares by "Belaruskali" is diffic The reason is that nitrogen fertilizers ar@axed by
Belarus seasonally, unlike potash, only for a feanths, with the bulk of nitrogen fertilizer (60%9Id in the
domestic market. Therefore, to discuss the termtheftransaction, including to give guaranteeseims of
transshipment of Belarusian goods through the gidfiaipeda, is much harder. Perhaps "Grodno Nérdgcan
join the project for the construction of the teralinompany [1].

It is known that the Belarusian side is now alsscdssing projects for the acquisition of ownerstrip
leasing terminals at Latvian ports, which maybeutthchave been done much earlier, but the Belarusian
government feared the property attached to Europesats because of the potential threat of the ¢htotion of
European sanctions in case of worsening politielations with the EU.

To summarize, it is worth noting that at the préseoment reorientation of Belarusian goods to thesin
ports is problematic and not cost-effective, buegithe volatile trend strained Belarus — EU refeti, the accelerated
development of logistics infrastructure , in aldispects , long-term partnership of Belarus amdRtissian Federation
and willingness to cooperate of both governmentzrasnising the possibility to diversify Belarusiaargo traffic
using Russian ports that will promote competitietween ports for transshipment of Belarusian prisduc
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METHODS OF INFLUENCE ON THE RISK TO MINIMIZE INVEST MENT LOSSES

DENIS PERMYAKOV, IRINA POZDNJAKOVA
Polotsk State University, Belarus

Currently in the development of enterprise investnpmlicy it is necessary to consider differenksis
The article discusses the types of investment,resksvell as external and internal, subjective anfajlective
factors influencing on their rate level. A numbdrways of influence on investment risks aimed atrth
minimization are suggested.

Risk can be defined as the probability that theljoted events will not occur. It is a necessargitaite of
a decision only when the choice between the altmasis distinguishable. At the same time theingihess to
take risks in the implementing of specific invesitseis influenced by several factors. These fadtarside both
external and internal risks. The external risksudthde classified as:

— changes in legislation;

— instability of the economic policy, political asdcial conditions;
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