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Summary

Tariff policy outline and the formation of prices for services in freight transport KEY WORDS
currently lie in the competencies of individual carriers. Price formation in freight tariff

transport is fully liberalized and it has contributed mainly to a fair competition costs

and a more effective acquisition activity of railway undertakings. In EU countries, rates

tariffs in railway freight transport are still important today and are applicable in the technology
form of commercial tariffs for individual railway carriers. The aim of this paper is to tariff policy
propose a methodology for the tariff formation in railway freight transport, taking freight transport

into account the specific technical and technological requirements for transport
and costs. The proposed methodology represents the scientific procedures for
the efficient design of tariffs for rail freight. The scientific methods used in the
methodology are focused on demand analysis, identification of the vehicle fleet,
determination of employees, technology of individual shipments, cost calculation
and calculation of rates, establishment of price-lists and setting the price of

transportation.

1. INTRODUCTION

Tariffisarule oflawwhich sets detailed transport conditions, rates
for carriage and travel costs calculation, and reimbursements
for side actions. In present terminology it conveys the meaning
of an announced list of prices and conditions for using these
prices. Some prices in freight transport are currently set
according to tariffs.

The arrival of new carriers in freight transport has also
been identified as an innovation, investment, improved quality
of services, and greater technological and organizational
modernisation. On the other hand it has enabled customers to
choose from more transport service providers, which stimulates
the relation between the quality and price.

Tariffs are to provide customers with clear overview of
charges and tariff conditions for specific types of transportation,
and concurrently, they should provide for a possibility to decide
on a carrier eventually implementing the shipping based on the
offered price. The tariff can also be an outcome of a contract
between the carrier and the customer in case of regular shipping
of a certain commodity or in case of regularity on specific lines,
orin case of specifically defined transported volumes.This is also
one of the reasons why the tariffs did not lose their importance

and find their application also in the environment of the Slovak
Republic [1].

Carriers can set their tariffs on the basis of their costs as
well as based on individual types of transportation. The benefit
of a tariff derives from the fact that the carrier can propose
tariff distances/tariff bands and their ranges, and within the
individual charges (a price for transportation /shipping) the
carrier can consider his risks connected with implementation
of specific transportation (transport- and transportation-
related, economic as well as financial), which are necessary for
establishing the tariff itself.

The use of a tariff is appropriate for repeated shipments, for
specificlines, forselected commoditiesand alsofor certain means
of transport. The tariff benefit comes from its simplicity, since
the customer is able to determine the price for transportation
based on a specific procedure. Customers acquainted with the
established tariff do not need the carrier to provide them with
calculation of prices for individual shipments. Should any of
the cost components change, the shipping price calculation or
establishment of an alternative tariff is considerably simpler if
such establishment occurs [1].
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2. PRICING FOR THE PROVISION OF TRANSPORT
SERVICES IN THE SLOVAK REPUBLIC

Railway freight transport charge (i.e. a price for transport service
provision) is formed in such a way so carriers can sustain a cost
and price competitiveness when compared to other competing
transport types. Prices in freight transport are mostly provided
as contractual prices, when such a price is affected by two
main factors: volume of transports and (financial) reliability of a
customer. Some prices provided in railway transport are offered
prices and are published in tariffs [2-3]. In the Slovak Republic
the offered prices (i.e. a possibility to negotiate a discount)
in a tariff are provided by one carrier only - state-owned
railway carrier ZSSK Cargo, a.s. In the structure of provided
prices 90% are contractual prices and the remaining 10% are
prices provided in a tariff. Private carriers in freight transport
provide their customers with prices based on an individual
calculation, in other words contractual prices after fulfilling
some conditions of the carrier. Recently, the interest of private
carriers in creating custom tariffs has been growing; custom
tariffs will be a big contribution in communication between a
carrier and a customer [4].

3. METHODOLOGY FOR THE TARIFF FORMATION
Every carrier aims at creating such a structure of a tariff policy,
including tariff instruments and measures, which would
represent a prerequisite for further continuous growth of
transportation performances, for increasing the economic
efficiency, for improving the quality of delivered services, for
increasing the market share, and last but not least, for meeting
the needs of customers. Identification of tariff measures in the
freight transport has a positive impact on reduced costs of
specific shipments, on elimination of risks and thereby also on
the increased efficiency [5].

3.1. Identification of the commodity transportation
demand

An effective concept of a tariff policy, or possibly a flawless
elaboration of a tariff by a carrier necessitates understanding
of the past and expected future demand of individual
transportations.

Demand analysis

An accurate identification of individual transportation
demands in respect of different commodities represents the
basis for assessing the general economic situation of the carrier
and concurrently for an effective setting of prices in the given
tariffs. In railway undertakings the overall demand over the
past period can be ascertained relatively easily based on the
data from the company economic information systems.

One of the most essential steps in establishing a commercial
tariff in the rail freight transport is to define the carrier
transportation demand. The carrier transportation demand can
be defined as follows:

- quantity of transported goods in tons, possibly number of
wagon shipments (wagons, groups, unit trains),
- asatransportation performance in net tonne kilometers.

In order to establish a tariff it is necessary not only to
understand the overall demand of the past period but also
the demand for transportation of individual commodities, on
the relevant transportation lines, or possibly demand broken

down by transportation regimes (import, export, transit, inland
transportation). The necessary data can be ascertained from
transportation documents (bill of lading), which contain all the
essential information related to the transportation demand of
a carrier (the type of the transported commaodity, total weight
of the transported commodity and the transportation line).
Individual bills of lading are transposed (the data from the
paper bill of lading are entered - retyped in the computer) to
the information system of a carrier, the data are processed in
an electronic bill of lading and consequently all the significant
data are assessed and incorporated in the economic and
information databases of the carrier [7].

Customer analysis (potential and contract customers)

In establishing the tariff in the rail freight transport it is
important to consider the customer group for which the
tariff is designated. In this case the carrier must differentiate
two categories of customers, namely: contract customers
and potential customers. In the follow-up in designing the
tariff policy, or in determining individual rates in the tariff the
carrier must take into account if the tariff is designed only for
a specific contract customer /group of customers, who have
their transportation volumes contractually established (in
tons, wagons, trains), or if it is a tariff, which will be designed
for all the customers of the carrier, be that contracted ones or
potential ones, or possibly irregular customers. For effective
setting of prices in the tariff designed for a specific customer
with a contracted volume, the prices are mostly determined
as implemented fixed prices (the resulting price reflects the
agreed regularity of transportation as well as volume) [7]. In
case of tariffs designed for all the customer groups (contract/
irregular/potential) the prices are mostly established as offer
prices, i.e. upon meeting conditions of the carrier (usually the
goods volume) the offer price can be decreased. The decrease
depends on the conditions of the carrier, which can be specified
in the tariff itself, or agreed individually with every customer.

3.2. Identification of the vehicle fleet
In the following section, the identification of Rail Wagons and
Locomotives is processed.

Set-up of rail wagons
The choice of an appropriate means of transport according to
the type of transported commodity is a significant element,
which is a factor that determines and subjects the effective
establishment of the tariff and at the same time ensures a good
quality shipping service. The criterion of an optimal selection
of a wagon is its suitability for transportation of specific
goods, used transportation route, meeting of the weight
standards as well as train length etc. The selection should
always be implemented in such a way as to meet the shipper’s
requirements, but also the requirements of the carrier. The
selection of means of transport is also subject to technical
characteristics of the vehicle as well as the way of loading/
unloading. The suitability/unsuitability of means of transport
can be determined on the basis of analyses of indicators related
to transportation specifications of individual vehicles.

The transportation specifications of means of transport - rail
wagons is a quantitative as well as qualitative expression of their
capacity to safely transport a load from the place of dispatch
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to the place of destination and it is determined especially by
the structure of individual wagons as well as by their usage
and composition of the wagons fleet as well as the type of the
transported cargo. The transportation specifications indicators
can be classified in three groups: 1 - Baseline indicators of
the wagon loading capacity, 2 - relevant indicators of the
transportation specifications, 3 - comprehensive indicators of
the wagons fleet utilization. The selection of an appropriate
means of transport for a specific commodity can be ensured
by calculations of selected indicators of the transportation
specifications [8].

Set-up of locomotives

The selection of the locomotive must take into account the
technical specifications of the rail tracks on different lines, first
of all the type of traction, gradient and direction aspects, and
last but not least, load limit of the relevant locomotive in respect
to a specific track. In selecting the locomotive it is necessary that
the selected traction vehicle meets the legislative requirements
concerning the used railway infrastructure, which means that
the locomotive must dispose with an applicable operating
permit.

Determining the number of locomotives and wagons
Determining the number of locomotives and wagons means
calculating the number of locomotives and wagons needed
on the one hand, and on the other hand to decide on rent or
ownership of wagons and locomotives.

The number of needed locomotives and wagons depends
on the requirements of customers and technological transport
processes. Based on this, carriers must plan a preliminary
number of trains per day or per week. Then they create a
simplified time plan for each relation. This plan is different
for logistic trains (with periodical departures) and other
trains. Based on the plan, it can be created while wagons
and locomotives are running. It must consider the total
technological time in the case of determining the number
of wagons (wagons must be in the station, industrial siding
or terminal during loading/unloading time) and efficient
utilization of locomotives [9].

A universal method for determining how many wagons
and locomotives are running does not exist because it depends
on many factors such as type of wagon (special/universal), the
technical parameters of locomotives, track conditions etc. It
is a more difficult task in rail freight transport compared with
rail passenger transport because the preliminary and real time
table is not periodical and passenger trains are preferred. It is
a problem mainly of a track with insufficient capacity [9-10].
Efficient running of wagons and locomotives can be achieved
using simulation methods.

Decision making about rent or ownership vehicle park
Decision making on the rent or ownership of wagons and
locomotives must be based on economic effectiveness. It is
necessary to compare rent with total locomotive or wagon
costs in the same period. Locomotive costs may be made
according to the following equation (1):

0C, =D+ (Z)Cr,m + G+ OCer (M

where:

@C, - total annual locomotive costs,

D - depreciation of locomotive,

@C, - average annual cost for repair and maintenance

C, - annual costs for insurance

@C_ - average annual costs for extraordinary repair.

Annual costs for repairs consider all costs for regular
maintenance. Repairs and maintenance candepend on the
time or running of a locomotive. It is necessary to calculate the
number of each repair and maintenance during the economic
life (e.g. small, medium, main repair of the locomotive). The
average annual cost for repair and maintenance is a ratio
between multiplying individual repair/maintenance and their
costs and the economic life of a locomotive.

Costs for extraordinary repair occur in the event of an
accident or damage of a locomotive. The preliminary calculation
can determine such things as percentage of average annual
costs for repair and maintenance by analysing accidents and
damage to a locomotive in the previous period.

Wagon costs are calculated analogous to locomotive costs.
Both locomotive costs and wagon costs must be calculated for
each type of wagon and locomotive. The result of this decision
can be a combination of rent and ownership of wagons and
locomotives (e.g. the company can own the electric locomotives
and rent the diesel locomotives).

3.3. Determination of employees

Determination of personnel is different for locomotives and
train crews and other staff (transport supervisors, administrative
employees, managers etc.). In the case of other employees their
number and qualification depend on transport performance,
ways of managing the business etc. The cost for these employees
are indirect costs, therefore we do not include them.

The basis for determining a locomotive crew is the running
of locomotives. On this basis drawing the plan of the staff roster
is needed. This plan must be created in compliance with all
legal standards regarding employees. It is important to define
working time and staff roster [11-12].

Working time

Scheduling working time should be adjusted by the staff
roster so that, on average, for a regular period, the staff roster
corresponds to the designated Weekly Working Time Fund.

Working time includes: performed work, performed
preparatory work, overhead journeys, compulsory training,
periodic and extraordinary examinations, assessment of health
and psychological fitness and lunch breaks.

Preparatory work is a work related to uploading and
downloading the work shift and other work related to the
performance of work tasks (performance of work) before, after
orina turn of labour.

For locomotive crews the staff roster norm is usually used.
This is the number of hours in the relevant month resulting from
the workflow schedule of the staff roster, processed according
to the set Weekly Working Time Fund. The time of turn norm
must correspond to the conversion of the Annual Working Time
Fund.

Working time must consider every provision of the statute
in the field of labour law, such as the norm of working time,
measures in the field of night work (maximum of working night
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Table 1 Concept of a staff roster — regular star times

Employee Monday Tuesday Wednesday
12 12 12 12 12
hours hours hours hours hours hours
1.engine
driver
2.engine
driver
3.engine
driver
Monday Tuesday Wednesday
12 12 12 12 12 12
hours hours hours hours hours hours
1.engine
driver
2.engine
driver
3.engine
driver
working time relax time

Source: authors

time, the number of night staff roster per week etc.), overtime,
holidays etc. in every country that the locomotive crew rides in.

Creation of the preliminary staff roster

The preliminary staff roster of a locomotive crew should be
created by preliminary locomotives running and general interest
with respect to effectiveness of transport, security and legitimate
interests of employees. Table 1 describes the concept of a staff
roster for continuous operating.

As can be seen in table 1, the staff roster repeats every four
days. The staff roster thus designed allows not only to keep
obligatory relax time but also to change the working time on
the weekend for each employee (the staff roster on the weekend
repeats every four weeks). The employer must consider five
engine drivers in this case because the average weekly time of
each engine driver is 42 hours and working time includes other
activities described in the previous chapter.

Creation of a staff roster is different for employees with
regular start times than for employees with irregular start times.
Rail freight transport locomotive crews nearly always have
irregular work start times. The staff roster must be created by
the preliminary driving time of the train and other necessary
processes, but the staff roster for locomotive crews with regular
work start times can be used as the basis for creating working
time and compulsory relaxation.

3.4. Technology of individual shipments

The technology of wagon consignments processing in case of
specific types of transportation can be decisive for setting of
the total price for transportation given in the tariff. Demands
of the technological procedures have an impact on the costs
increasing of the carrier, for example in case of shipments under
special transportation conditions and therefore an accurate
identification of all the activities related to trains processing. It
is recommended that the graphical representation of individual
actions related to processing of an originating or a terminating
train is implemented using the Gantt Chart (a kind of bar chart

First week

Thursday Friday Saturday Sunday
12 12 12 12 12 12 12 12
hours hours hours hours hours hours hours hours
Second week

Thursday Friday Saturday Sunday
12 12 12 12 12 12 12 12
hours hours hours hours hours hours hours hours

— graphically illustrating sequence of actions in time), which
illustrates graphically individual activities of the carrier in
sequence, their time information (their duration impacts the
costs of the carrier), standard limit of the activity, the employee
implementing the activity (different employee cost rates),
parallel activities and the overall time. Every implemented
activity of the carrier can be appraised by means of unit costs
and consequently it is possible to set more accurate price for
a shipment, or possibly a part of the price for the shipment
called the “price for consignment dispatching” The price for the
consignment dispatching is a total sum of actions carried out in
respect of every single consignment in the dispatching station
as well as terminating station regardless of the transportation
distance.

3.5. Cost calculation

Cost calculation is the basis for determining a tariff or price on
agreement. The cost calculation must take into consideration
the total cost for every transport relation and every other service
that a carrier plans to provide. Calculation methods are different
for calculating transport costs and costs of additional services.
Transport costs calculation

Transport costs calculation comprises all direct and indirect costs.
Direct costs include transport sources (traction oil consumption,
traction electricity consumption), every cost of employees
directly participating in transport performances (wages, social
costs, benefits, compensation etc.), depreciation of the vehicle,
repair and maintenance of the vehicle, rail infrastructure charges
and other direct costs. Direct costs can be calculated using a type
of calculation formula or analytical formulas which calculate
costs by multiplying performed transport output and the rate
of transport output for every item in the calculation . A detailed
description of this method is listed in the literature [13].

The result of the transport calculation costs should be not
only knowledge about the total unit costs but the changes of
costs in the case of whatever transport parameters. Table 2
shows the model to calculate the unit transport cost for a train.
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Table 2 Model to calculate the unit transport cost

30 %
nett/gross tonnes

Capacity utilization of wagons
Number of wagons in a train

nett/gross tonnes

40 % 100 %

nett/gross tonnes

10
1 \
G
12 Sio( 2
ot
13 a\‘u‘\

Source: authors

This model can be used if the company uses a relational
tariff. If the company uses a zonal tariff, the transport cost
must be calculated for an individual zone. In this case the
model (described in the previous table) changed, thus the
first column will contain an individual zone and a new table
must be calculated for a different number of wagons in a train.
Calculating the cost by this model is relatively simple and does
not require special economic software. Data from intra-plant
accounting and MS Excel is sufficient.

Cost calculation of additional services

The company can provide different additional services to
provide complex services to customers. Some can be provided
by purchasing from a supplier and some are provided by the
company itself. If the services are provided by outsourcing,
the costs for these services are purchase price. If a company
provides services itself, it must calculate the unit cost for every
service [13].

A general formula for this cost does not exist because
technological processes are different for every additional
service. Unit costs for additional service wagon weighing can
be calculated according to the following equation (2):

ACy+%AC g+ %ACs+%ACo+%ACo+%ACq0
Uc,, =
T Wy

where:

UcC,,, - unit total costs for a wagons weighing,

AC,, - annual cost of a weighbridge,

AC, - annual costs of a documentation,

AC, - annual costs of a shunting,

AC, - annual costs of the employees, which weight wagons,

AC, - annual costs for an office and other spaces,

AC,, - annual cost of an administration overhead,

W, - average number of weighted wagons per year.

The costs of a weighbridge are the direct cost; therefore,
they are allocated from intra-plant accounting. Another cost
item is common cost and it is needed to allocate these costs
using the same calculation method. This is more often used
for full-absorption costing analogous to cost calculation for a
train. In the same principle, unit costs for other services can be
calculated.

3.6. Calculation of rates, establishment of price-lists
and setting of price for transportation

For the rates calculation it is important to know the
transportation costs analysis (mentioned above). The costs
represent one of the most significant factors impacting the
rate (calculation of costs under different vehicle capacity

usage, under different numbers of wagons dispatched for
transportation, calculation of costs reflecting the type of the
vehicle) [14]. Other factors having impact on the resultant
rate include the following: amount of the reasonable profit,
regularity of shipments, agreed-on volume, risks occurrence
affecting the carrier,and last but notleast also the requirements
of the customer.

The rate is a price for unit of transportation or unit
of transportation performance. The rate consists of two
components: the rate base (actions that are implemented with
every consignment, regardless of the distance and related
costs) and the rate increment (it is a part of the rate, which is
dependent on the covered distance - costs for infrastructure,
costs for utilities/traction rolling stock..).

Setting of the rate in tariffs can be different:

- Distance-related rates:

+ kilometre tariff (rate/km) - rather not used in the freight
transport
- costs calculation for each kilometre individually with

regard to different utilization of the vehicle capacity and
each kilometre, e.g. from 1 up to 500 km has its rate

« band tariff - frequently used type of price-lists in the
freight transport
- calculation of costs for each tariff band individually, a

decisive point for specification of costs is the centre of
the tariff band, or the upper/lower limit of the band and
each band has its rate, bands can be evenly/unevenly
divided

+ line tariff - most frequently used for contract customers,
contracted shipment on a specific line (path)

- rate determined for a specific line, e.g. Bratislava - Zilina
- myriametric tariff - medium-frequently used type of price-

lists

- principle of rate determination same as in the band tariff

and the same width of tariff bands within the whole of
the price-list

- Weight tariffs - goods weight indicator

- Rates depending only on the tariff weight

+ R (rate) x m (weight)

- Group tariffs — frequently used for contract customers, e.g.
in case of a shipment of one commodity between railway
junctions (BA, KE, ZA a ZV)

- rateis determined for a certain group of tariff points

- Performance tariffs — the most frequent tariff type used in
the railway freight transport

« rate is determined depending on the distance as well as
weight of consignment (tonne km)

- Other rates — depending on the customer requirements
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Table 3 Price-list reflecting the type of the transported commodity

Price-list ,commodity,,
Tariff distance
1-100
101 - 200
201 -300

* dangerous commaodity, secial commodity...

Source: authors

+ Rate for a train/group of wagons
For the establishment of price-lists itis possible to combine
the previous tariff types and to create one rate, for example a
band/performance tariff: different rates for individual bands,
which are also dependant on the tariff weight presented for
shipping by the customer. When establishing the price-lists
it is also important to consider the general tariff applicability
(material, territorial as well as temporal). The tariff can contain
multiple types of price-lists depending on different factors:
- price-list reflecting wagons ownership, or possibly leasing,
price-list reflecting the type of the transported commodity:
- price-list reflecting the type of the vehicle, price-list
reflecting the number of wagon axles, price-list reflecting
the type of shipping in terms of the territory, price-
list reflecting the material tariff applicability (wagon
shipments, empty wagons and ITU) and price-list reflecting
unused capacity of the vehicle etc.

Setting the price for shipping (principles for calculation of
shipping charges)

Calculation of the price for shipping (transportation) according
to the tariff can be different. In order to simplify the price
calculation for the customer, in determining the final price the
carrier can derive only from the price-lists (the rates include all
the costs for activities incurred by the carrier in implementing
the given shipping + all the risks and reasonable profit) or price-
lists are only the first step for determining the price and the
carrier defines other criteria in the tariff which have an impact
on the amount of the charge for shipping (type of the wagon,
number of axles, ITU type..). The first method of the price setting
is more time demanding and many a time the given rates do not
reflect all the value and volume indicators [15].

3.7. Final tariff

In terms of the current terminology a tariff means an official
price list as well as conditions for using these prices. Under the
Act on Prices 18/1996 a tariff is considered as a price. In the
rail transport context a tariff is understood as a legal provision,
which determines detailed transportation conditions (general
as well as detailed tariff conditions), rates for calculation of
transportation charges and fees for ancillary activities [16].

In order to set up the final tariff it is important to ensure
processing of analyses of individual points of the designed
methodology (the cost analysis for individual types of
transportation as basic information for determination of
the price, the analysis of transportation demand, price lists,
requirements of customers ...). In addition to the given
points it is important that the final tariff (prescription) meets
general principles of the tariff establishment in the freight
transport (described in the following point) and that it has a

general shipping conditions

special transport conditions *

Price/1 tonne Price/1 tonne

10€ 12€
20 € 24 €
30€ 36 €

structure, which is perceived by the customer as simple and
understandable.

General principles of the tariff establishment in the freight
transport
To make a tariff properly applicable it is important that
it meets several principles. The first such principle is the
“principle of the tariff validity”. This definition of the tariff
concept derives from the general concept of the tariff as a
legal rule, which is issued for execution of another legal rule,
namely the rules of transportation. This implies that the rules
of transportation in terms of their contents always represent a
superior legal instrument to the tariff, which, as a rule issued
for its implementation, must not exceed the framework
defined for its contents by the transportation rules [17]. The
tariff should also be somehow publicized, the principle of
public access, preferably already prior to its effectiveness the
relevant customers should get acquainted with the conditions
and prices set in the tariff.

The other principles, which should be met, include the
following:

- Principle of clarity and simplicity,

- Principle of recovery of costs for executed performance

- Principle of equity subject to meeting the conditions set
out in the tariff.

The final freight tariff should also reflect other principles,
which can be defined as principles of pricing (the price policy
of the carrier):

- The price for a shipping performance should be set on
the basis of the costs analysis of the carrier as well as his
reasonable profit,

« should cover the amount of his proper costs,

- should reflect the level of demand and offer,

« should reflect the level of technological progress,

- in setting the price it should derive from the estimated
profit rate,

- Prices in the tariff should not show as being dumped,

- The level of the tariff price must flexibly react to the
inflation development in the national economy to avoid
price deformation,

- Prices defined in the tariffs for contract customers should
reflect regularity of shipments as well as agreed-on volume,

- Charges for transport should be economically reflected in
the efficient pricing.

Basic tariff structure in the rail freight transport

The tariff structure itself has not been prescribed, nor set out
by any regulation in the Slovak Republic, and its set-up falls
within the carrier’s discretion [18]. The lay out of the tariff
can be different (sections, instalments, parts, units, articles,
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numbering ...). For the sake of the methodology design the

following part describes a general model of the tariff structure

in the freight transport [19, 20]:

- Title page - basic information for easy identification of the
customer:

- tariff designation, tariff No. as well as acronym for the
lading bill inscription, name of the carrier issuing the
tariff, statistical classification of products No. under the
Decree as well as date of the Tariff effectiveness,

- Tariff contents — summary of all that forms the tariff:
« Tariff provisions, price lists, supporting

supplementary charges ...,

- explanatory notes to acronyms used in the tariff and setting
out the basic definitions,

- Introductory provisions of the tariff / preamble - general
tariff characteristics:

- Tariff descriptions, who issues the tariff, for whom it is
designed, purpose of the tariff, publication of the tariff,
types of prices, tariff effectiveness, value added tax,
changes in the tariff ....,

- General tariff provisions — basic provisions on setting the
price for transportation according to the tariff:

« scope of the tariff applicability, transportation routes —
line tariffs, tariff distances — band-/distance-related tariff,
tariff currency, principles for calculation of transportation
charges, factors having impact on the transportation
charges, tariff weight as price calculation criterion,
minimal tariff weights/weight levels, transportation
charges by material applicability - wagon shipments,
empty wagons [17],

- Special tariff provisions — detailed provisions related to
transportation specificities:

« empty wagons as means of transport, long indivisible
objects, extraordinary shipments, dangerous goods,
wagons added to the consignment for technical reasons,
train unit/group of wagons, wide track gauge,...,

- Tables of charges/price lists — specific prices and price
conditions:

- Prices given by means of rates - band- and distance-
related tariffs and prices given as calculated transportation
charges - line tariffs, ,

- Supporting tables for calculation of transportation charges
— for final calculation of the price for transportation, in case
it depends on several criteria (in addition to the distance
and weight):

- Table of grid coefficients (intermodal transport units),
weight levels (unused capacity of means of transport),
coefficients for price increase/decrease and rates for
specific lines.

- Basic supplementary fees — according to regular customer
requirements: Fee designation, fee content, fee price.

- Other supplementary fees.

In general, the word “tariff” contains two basic conceptual
features, namely the list of prices, and specifically the fact that
it was published. Both of these features should be understood
in their interconnection in such a way, that it is a list of prices
whose general applicability derives from the fact that it was
made officially public, i.e. publicized or possibly published. The
effect is that the tariff has the nature of a binding legal rule.

tables,

4. CONCLUSION

Cost analysis is important part for the creation of tariff or price
on agreement. In the case when the company establishes a
new service in the transport market, the costs calculation is
the basis for setting the price. If the company offers services
which exist on the transport market the target of cost analysis
is validated if the price (determined by the market) generates
a profit. Besides demand which determines the maximum
price and the costs which determine the minimum acceptable
price it is important to be acquainted with the competitive
prices, expected changes, rate of risk etc. All these factors
influence profit (on condition that the demand is elastic) and
competitiveness of company in the long run.
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