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Background. The current Price list 10-01 «Tariffs 
for transportation of goods and infrastructure services 
performed by the Russian Railways» entered into force 
on August 28, 2003. It is designed to create 
competition in the field of rail freight transportation 
between owners of rolling stock. Its main difference 
from previous versions was that the tariff for 
transportation in cars was divided into two 
components:

– tariff for the use of infrastructure and locomotive 
traction of railways (infrastructure and locomotive 
components);

– tariff for the use of cars (car component) [1].
These decisions presupposed demonopolization 

of the rental market for rolling stock and attraction of 
investments of operators and carriers in creation of 
their own car fleet. And the infrastructure and car 
components were not subject to change and were 
formed by the state. And it was their ratio that became 
the most important moment: at a low level of the car 
component it is possible to predict the increased wear 
of the car fleet and the absence of economic 
incentives for its improvement. In Price list 10-01, this 
component was raised to 15,5 % when generating 
tariff rates (locomotive and infrastructural –  30 and 
55 % respectively). It is believed that such values 
create objective conditions for competition, stimulate 
attraction of investments from the operator 
companies. In other words, the level of the tariff for 
the use of the car fleet should ensure the amount of 

the free profit balance, which allows to recoup capital 
investments for the purchase of cars in terms 
acceptable for the investor [2].

The rapid growth of the car fleet led to a gradual 
reduction in tariffs (car component) in those segments 
that were saturated with rolling stock. Already by 
2009, the car component in the tariff for many 
independent operators fell from a fundamental value 
of 15 % to an average of 7 %.

Objective. The objective of the authors is to 
consider mechanism of tariff regulation regarding 
railway transport in Russia, namely provided for by 
Price list 10-01.

Methods. The authors use general scientific 
methods, comparative analysis, graph construction, 
evaluation approach.

Results. In the countries of the European Union, 
the owner of infrastructure is, as a rule, the state and 
the role of antimonopoly regulation is great. This 
ensures a low level of monopoly power of carriers and 
owners of infrastructures, no discrimination in access 
to infrastructure, as a result of which the car 
component is in the range of 20 to 30 % of the tariff, 
which positively affects the competitiveness of 
transport in its own rolling stock.

In the US, which is often compared to the Russian 
Federation due to the comparability of the parameters 
of rail freight transportation, the car component is 
closest in importance to the Russian one, however, 
the structure of the tariff differs [3]. This is the result 
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ABSTRACT
In the countries of the European Union and 

Russia, the owner of the railway infrastructure is the 
state, and the rolling stock is owned by private 
companies. With this model of organizing the railway 
industry, the main source of income for the owner of 
the public infrastructure is freight transportation. The 
main advantages of this model are the low level of 
monopoly power of the rolling stock owners and low 
probabi l i ty  of  discr iminat ion in access to 
infrastructure, and the disadvantages are low 
incentives for investing in infrastructure development. 
Consequently, the main problem for a monopolist is 
to attract cargo owners to transportation by rail. As 
it is known, the criterion of attractiveness of a 
particular mode of transport for a cargo owner is the 
cost of transportation (low tariff load), which is 
regulated on the Russian Railways by Price list 10-01 
«Tariffs for transportation of goods and infrastructure 
services performed by Russian railways». Since 
reorganization of the tariff system in 2003, the car 
component of the railway freight tariff varies 
depending on the market conditions of the fleet of 
freight cars owned by the operator companies, and 
the infrastructure component is regulated by the 
infrastructure owner which is the  the state. At the 
same time, the role of state antimonopoly regulation 
is of great importance, which directly affects the rail 
freight transportation market, and, as a consequence, 
the tariff. An alternative is the American model of 
railway organization (used in the US, Canada, some 

countries of South America), which has a high level 
of monopoly power of carriers, rolling stock operators 
and infrastructure owners, high probability of 
discrimination in access to infrastructure, high 
incentives to invest in infrastructure modernization. 
At the same time, several vertically integrated 
companies operate on the rail freight transportation 
market, and competition occurs both between private 
railway infrastructures and between carriers and 
rolling stock owners who can compete on each 
other’s infrastructure. State antimonopoly regulation 
is absent, which increases the importance of bilateral 
contracts between market part icipants.  A 
consequence of this is the dependence of the tariff 
on rail freight transport exclusively on the market 
conjuncture.

The article shows the sequence of evolution of the 
current Price list 10-01 «Tariffs for transportation of 
goods and infrastructure services performed by 
Russian railways» in market conditions. The foreign 
experience of state regulation of freight tariffs is 
considered at the example of two alternative models –  
American and European. The analysis of influence of 
demand and supply, formed on the domestic market 
by owners of cars, has been made. The structure of 
tariff classes and the principles of their formation are 
shown. One of the key features of the current system 
is the so-called «tariff corridor». The most significant 
problems are identified –  cross-subsidization of low-
yield cargo traffic and tariff construction by a cost 
principle in a state-regulated segment.
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of the model of organization of the railway industry, in 
which carriers, owners of roll ing stock and 
infrastructure are private vertically integrated 
companies. As a consequence, railway tariffs for 
freight transportation are not regulated by the state, 
but are established depending on the market 
situation, that is, on supply and demand for freight 
traffic transportation. Carriers and infrastructure 
owners can both reduce transportation tariffs 
depending on the level of competition, and increase 
them in order to minimize operational costs [4–6]. The 
lack of state regulation is due primarily to the level of 
political culture and the specificity of economic 
institutions [7], as well as to the negative experience 
of pricing in the field of railway transport, resulting in 
a shortage of rolling stock, infrastructure and low 
competitiveness in comparison with other modes of 
transport [8].

The advantage of the American model of 
organizing the railway industry used in the US, 
Canada, Mexico and some countries of South America 
is the ability of vertically integrated railway companies 
to cover their fixed costs and attract investments by 
refusing state subsidies.

Reforms to move to a similar model were carried 
out in the UK from 1996 to 2000. The shares of the 
company-owner of the infrastructure «Railtrack» were 
sold on the London Stock Exchange, private carriers 
and rolling stock owners began to operate on the 
network. Due to strong competition between market 
participants, rail freight tariffs fell sharply, resulting in 
a 22 % increase in loading on the network by the year 
2000 compared to 1996. Moreover, it became 
possible to attract goods for transportation by rail that 
were previously transported by other means of 
transport. But due to regular government interference 
in the activities of the company «Railtrack», it went 
bankrupt. In March 2002, state ownership of the 
railway infrastructure was restored [18].

Under the «European» model of organization of 
the railway industry, the infrastructure component of 
the tariff is regulated by the state. In Russia, the 
importance of infrastructure and locomotive 
components is  establ ished by the Federal 
Antimonopoly Service (FAS), taking into account the 
government’s decisions on the permissible level of 
indexation of tariffs [9], and the value of the car 
component is determined by the ratio of supply and 
demand in the provision of rolling stock, that is, the 
laws of the market. Tariffs of the Price list 10-01 are 
annually indexed by the FAS after the elaboration of 
compromise solutions with JSC Russian Railways.

The dynamics of the car component can be 
estimated with the help of such an indicator as the daily 

rental rate of cars, which from the economic point of 
view is an equivalent of the car component [3]. For today, 
for most cargo its value ranges from 7 to 20 % of the 
cost of transportation [10]. The approximate dynamics 
of the rental rate of rolling stock compared to the tariffs 
of JSC Russian Railways and the price index of the new 
gondola car, according to the information and analysis 
center of the non-commercial partnership Council of 
Participants of the Market for Services of Railway Rolling 
Stock Operators, is shown in Pic. 1.

Analyzing the dynamics of the railway tariff change 
with regard to the car, infrastructure and locomotive 
component, you might be convinced that the part of 
the tariff that the monopolist regulates, steadily grows, 
and how the owner personifies the state. And 
accordingly, it decreases where it is not regulated by 
a state-owned company and refers to private 
operators. The reason for this is construction of a tariff 
according to the cost principle (the more are the 
infrastructure owner costs, the more are infrastructure 
and locomotive components).

The very same tariff formation depends on 
separation of the nomenclature of goods transported 
by rail. In Russia, the nomenclature of goods is divided 
into three classes, which, in turn, are divided into so-
called tariff levels (within the first and second tariff 
classes there are 10 of them, in the third –  6), that 
characterizes the high degree of differentiation of the 
infrastructure component of tariffs depending on the 
type of cargo [12]. In this case, the fundamental 
principle is the use of the price of goods as a measure 
of its solvency. That is, the higher is the value of the 
cargo, the lower is the share of transport costs at the 
final price of the goods at the point of consumption 
and, accordingly, above the possibility of cargo 
owners when paying the tariff [10]. Thus, it is possible 
to reduce the transport component in the price of the 
goods either by reducing transport costs or by 
increasing the total cost of the lot by transporting a 
more expensive product, which is a defect in the 
current tariff policy.

If the level of the transport component in the final 
product price exceeds the value of 45 %, then it is 
necessary to apply flexible tariff  regulation 
mechanisms and to establish special tariff conditions 
ensuring the competitiveness of the products.

The nomenclature of goods is divided into classes 
as follows. The first class includes relatively cheap, 
mainly raw materials, in the price of which the 
transport component exceeds 15 %. These are coal 
and energy gas, ore and coke, timber, sand and some 
other construction and bulk goods.

Second class comprises agricultural products, 
meat, fish and other food products, oil, gasoline, 
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diesel fuel, fertilizers and other goods, the transport 
component in the final price of which varies from 10 
to 15 %.

The third class includes cargo with a transport 
component in the price of no more than 10 %. This is 
the finished product of the chemical, light and 
engineering industries, rolled products and products 
of ferrous and non-ferrous metals. The total costs in 
the cost of goods transported by rail make an average 
of 3,5 % here [13].

The level of the transport component in the price 
of various goods transported by rail, according to the 
information and analysis center of the Non-
Commercial Partnership «The Council of Participants 
of the Market for Railway Rolling Stock Operators» 
[14], is shown in Pic. 2–4.

An actual problem in the state regulation of the 
railway industry is transportation of low-income cargo. 
In Russia, a significant tariff impact on the cost of 
transporting low-income goods of the first class is 
provided by the tariff corridor –  increasing and 
lowering coefficients to the basic tariffs for 
transportation of certain types of cargo in certain 
areas within established limits that Russian Railways 
has been applying since early 2013. In 2016, the 
maximum allowance was 13,4 %, and the discount 
was 25 %.

The impact of the tariff corridor is vividly illustrated 
by transportation of one of the least profitable 
cargoes –  coal. In 2015, the share of coal in the 
general loading of JSC Russian Railways was 26,6 %. 
At the same time, up to 47 % of the volume was 
exported. The share of coal in the loading is 

approximately 1,6 times higher than its share in the 
revenues (revenue) of JSC Russian Railways from 
freight transportation. This means that the holding 
company receives less revenue from transporting one 
ton of coal than from transporting one ton of cargo on 
average [15]. The practice of setting lower tariffs for 
coal and higher for other cargo (goods) exists in 
different countries.

Another factor that adversely affects the 
competitiveness of coal transportation is the distance 
that this cargo overcomes by rail. They are one of the 
longest in the world. When exporting, for example, 
from Kuzbass, the route to the seaports of the Far East 
exceeds 4 thousand kilometers, and for the carrier 
they become unprofitable. But at such distances, not 
less than a quarter of all coal that is loaded on the 
network of JSC Russian Railways is transported. At 
the same time, the share of the transport component 
in the price of coal in Russia is also the highest in the 
world [15].

However, coal is a cargo, the demand for 
transportation of which remains regular and 
predictable, therefore, JSC Russian Railways is 
interested in preserving and possibly increasing the 
volumes of its transportation [16] and, as a 
consequence, is forced to use the decreasing 
coefficients in the tariff corridor to support the coal 
industry.

To date, coal transportation does not cover direct 
costs for the transport process. As a result, the 
increase in its loading means the growth of hidden, 
implicit subsidization of the coal industry at the 
expense of other industries that use the services of 
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JSC Russian Railways. This redistribution leads to the 
fact that rail transport loses to the automobile in the 
fight for high-yielding goods. The risks of deterioration 
of the loading structure are growing, which, while 
maintaining the volume of transport work, will reduce 
the income and profits of the holding company, the 
opportunity to support investments in development 
of the railway infrastructure [17].

Another significant problem is construction of 
tariffs in the unregulated segment by the cost 
principle, which does not take into account the 
demand for transportation.

A new tariff price list, which should appear 
already in 2019, shall solve such problems. Its task 
is to optimize the scale of tariff classes, to eliminate 
unreasonable decrease in tariff rates with the 
growth of the range of transportation for a number 
of transported goods, unification of tariffing of 
empty run, stimulation of effective innovative 
technologies.  Among the pr ior i ty  goals  is 
competition with car carriers for high-yield third-
class cargoes through a more flexible approach to 
tariff formation, including by simplifying the rules 
for applying the tariff corridor.

Conclusion. To implement ambitious goals, a 
tariff regulation mechanism is needed that would allow 
a smooth transition from the existing model to the 
target methodology. Part of this mechanism can be 
the rules for establishing special –  exceptional, long-
term and investment –  tariffs, which will help create 
conditions for further development of a competitive 
market for rail freight transportation.

REFERENCES
1 . Kreynin, A . V . Development of the system of rail 

freight tariffs and their regulation in Russia [Razvitie sistemy 
zheleznodorozhnyh gruzovyh tarifov i ih regulirovanie v 
Rossii] . Moscow, Nacional’naja associacija transportnikov 
publ ., 2004, 225 p .

2 . Formation of tariffs for rail transportation as a factor 
of regional development [Formirovanie tarifov na 
zheleznodorozhnye perevozki kak faktor regional’nogo 
razvitija] . [Electronic resource]: http://pandia .ru/
text/77/274/1497 .php . Last accessed 15 .02 .2018 .

3 . Khusainov, F . I . A Brief History of Railway Freight 
Tariffs in Russia [Kratkaja istorija zheleznodorozhnyh 
gruzovyh tarifov v Rossii] . Ekonomicheskaja politika, 2015, 
Iss . 5, pp . 91–141 .

4 . Khusainov, F . I . The liberalization of tariffs and the 
policy of deregulation of rail transport in the United States 
[Liberalizacija tarifov i politika deregulirovanija 
zheleznodorozhnogo transporta v SShA] . Tarify, 2012, Iss . 6, 
pp . 24–28 .

5 . Bowersox, D . J ., Closs, D . J . Logistical Management . 
The Integrated Supply Chain Process . New York: 
McGraw-Hill Companies, 1996, 730 p .

6 . Bowersox, D . J ., Closs, D . J ., Cooper, M . B . Supply 
Chain Logistical Management . New York: McGraw-Hill 
Companies, 2002, 656 p .

7 . McGraw, T . K . Prophets of Regulation .   Cambridge, 
MA: Harvard University Press, 1984, 387 p .

8 . Khusainov, F . I . Evolution of tariff regulation on US 
railways [Evoljucija tarifnogo regulirovanija na zheleznyh 
drogah SShA] . Bjulleten’ transportnoj informacii, 2014, 
Iss . 6, pp . 17–24 .

9 . Order of the Federal Tariff Service of Russia of 
August 30, 2013, No . 166-t/1 «On approval of 
methodological guidelines on the state regulation of tariffs 
for railway transport services for carriage of goods and 
services for the use of public railway infrastructure for 
freight transport» [Prikaz FST Rossii ot 30 avgusta 2013 g. 
№ 166-t/1 «Ob utverzhdenii metodicheskih ukazanij po 
voprosu gosudarstvennogo regulirovanija tarifov na uslugi 
zheleznodorozhnogo transporta po perevozke gruzov i uslugi 
po ispol’zovaniju zheleznodorozhnoj infrastruktury obshhego 
pol’zovanija pri gruzovyh perevozkah»] . [Electronic 
resource]: http://www .garant .ru/products/ipo/prime/
doc/70412182/#review . Last accessed 15 .02 .2018 .

10 . Khusainov, F . I . Railway tariffs in the USSR and 
Russia in the second half of 20th – beginning of 21st  
centuries [Zheleznodorozhnye tarify v SSSR i Rossii vo vtoroj 
polovine XX –  nachale XXI vv.] . Bjulleten’ transportnoj 
informacii, 2016, Iss . 3, pp . 8–19 .

11 . Index of the average tariff rate for railway rolling 
stock . September of 2016 [Indeks srednej tarifnoj stavki na 
zheleznodorozhnyj podvizhnoj sostav. Sentjabr’ 2016 goda] . 
[Electronic resource]: http://www .railsovet .ru/analytics/
indicator/Index_arendnoy_stavki_sentyabr_2016 .pdf . 
Last accessed 15 .02 .2018 .

12 . Khusainov, F . I . Economic reforms in railway 
transport: monograph [Ekonomicheskie reformy na 
zheleznodorozhnom transporte: monografija] . Moscow, 
Nauka publ ., 2012, 192 p .

13 . Mazo, L . A . On freight tariffs [O gruzovyh tarifah] . 
[Electronic resource]: http://www .strana-oz .ru/2013/3/-
gruzovyh-tarifah . Last accessed 15 .02 .2018 .

14 . The level of the transport component in the price 
of goods transported by rail [Uroven’ transportnoj 
sostavljajushhej v cene gruzov, perevozimyh po zheleznoj 
doroge] . [Electronic resource]: http://www .railsovet .ru/
Transport_indicator_october_2015 .pdf . Last accessed 
15 .02 .2018 .

15 . Khusainov, F . I ., Ozherelyeva, M . V . Influence of 
railway tariffs on competitiveness of the coal industry 
[Vlijanie zheleznodorozhnyh tarifov na konkurentosposobnost’ 
ugol’noj otrasli] . Nauka i tehnika transporta, 2016, Iss . 4, 
pp . 54–59 .

16 . Khusainov, F . I . Tariffs for transportation of coal: 
whether to save cross-subsidies? [Tarify na perevozki uglja: 
sohranja’ li kross-subsidirovanie?] . RZD-Partner, 2016, 
Iss . 18, pp . 16–17 .

17 . Shakhanov, D . A . Economic justification of the 
management system of competitiveness of rail 
transportation of hard coal . Ph .D . (Economics) thesis 
[Ekonomicheskoe obosnovanie sistemy upravlenija 
konkurentosposobnost’ju zheleznodorozhnyh perevozok 
kamennogo uglja / Diss… kand. ekon. nauk] . Moscow, MIIT 
publ ., 2014, 177 p .

18 .  Khusainov, F . I . Why did not England succeed? 
[Pochemu u Anglii ne poluchilos’?] . [Electronic resource]: 
http://www .strana-oz .ru/2013/3/pochemu-u-anglii-ne-
poluchilos . Last accessed 15 .02 . 2018 .

Information about the authors:
Sinitsyna, Anna S. –  Ph.D. (Eng), associate professor of Russian University of Transport (MIIT), Moscow, 
Russia, acc-lgkr@mail.ru.
Ovchinnikova, Elena A. –  Ph.D. (Eng), associate professor of Russian University of Transport (MIIT), 
Moscow, Russia, bogdanelena@yandex.ru.
Galyant, Sergey A. –  student of Russian University of Transport (MIIT), Moscow, Russia, 
sergey_galyant@outlook.com.

Article received 14.11.2017, revised 08.02.2018, accepted 15.02.2018.

•

WORLD OF TRANSPORT AND TRANSPORTATION, Vol. 16, Iss. 1, pp. 90–99 (2018)

Sinitsyna, Anna S., Ovchinnikova, Elena A., Galyant, Sergey A. Price List 10-01: Mechanisms for Tariff 
Regulation


