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Y emammi posansaHymi pi3Hi pigHi npocmopogoi nobyoosu mpaHCNOPMHUX cucmem
ma MemoOuYHL ni0xo0uU 00 BU3HAUEHHSL MA PO38UMKY caMe MUX KOHGRYpauill,
AKIL € HalibLnbw npueabausumMu 8 eKOHOMIUHOMY, COUIANLHOMY, THPOpMAaUiliHOMY,
THHOBAUIUHOMY MA KOMYHIKAUIUHOMY ACneKmax.

Problem statement

Development of transport systems and the decision in the field of spatial planning -
two elements interdependent and mutually conditioned. Decisions in the field of transport
planning influence development of corresponding territories, in turn, territorial conditions
immediately influence transport activity - directly, through physical presence of
corresponding territories for transport actives, and mediate, through placing and
development projects. Communication is comprehensive, having a number of co-
operating effects that, is important for understanding of process of the integrated planning
so that separate decisions were base of strategic problems formation.

The purpose of given article is definition of levels of the transport systems spatial
organization promoting rationalization of their development in system of existing
communities on makro - meso- and microlevels.

The analysis of researches and publications

The decision of territorial development problems is reflected in a number of the
theoretical researches spent at various times in following directions:

- The theories considering as a basis of development the geographical factor;

- The theories investigating a complex of factors (natural, labour, financial
resources, a geographical position);

- The theories defining a role of institutional, economic, transport, social,
information, scientific factors in development of separate territories.

Nevertheless, the large quantity of the researches devoted to the spatial
organization of economy, insufficiently accurately defines a place of a spatial component
in system of economic growth factors. Modern lines of spatial development are rather
inconsistent and demand deeper judgement.

Statement of the basic material of research

Existing kind of activity in the given territory or land tenure system define a
configuration of a transport network. Thus as the basic the information on goods origin,
destination, a route, volumes of transported cargoes and quantity of the passengers
moving on this network is important. The steady empirical interrelation between a spatial
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configuration of manufactures and requirement or demand for transport services is
obvious.

Historically transport networks in different degree structured space, and the higher
mutually conditioned of national economy, the more closely communication with a
transport complex - the base and the factor forming this conditioned.

Communication between the transport and spatial organization is expedient for
analyzing in three basic measurements - at macrolevel (global aspect), mesolevel
(regional) and microlevel (local).

Table 1
Levels of the spatial organization of transport
Levels Knots Connection  Interdependence
Ports &hubs Investment,trade
Makro- (sea ports, Sea&avia and manufacture
airports) routes
o Corridors City systems of
Meso- o ; Cities (railway, high ~ managing and
speed routes, internal territories
i channels)
‘ Commercial  Roads and Switching and

Mikro- H ‘ activity  transit systems distribution

Sours: Rodrigue, Comtois, Slack

At macrolevel, thanks to possibility of conducting international trade, transport
forms and promotes maintenance of specialization of the certain country, growth of
productivity of its economy. Any of transport system perfection though expand the
markets and increase possibilities, however carries out it non-uniformly; this non-
uniformity is reflected both in the spatial organization and in structure of the international
transport system. Globalization promotes growth of commodity streams and
interdependence, and telecommunications, sea and air transport thanks to scale of given
services serve an overwhelming part of these streams. Character and spatial structure of
these streams can be considered from the point of view of two basic approaches:

The center/periphery: this approach assumes that all world space is divided into the
central and peripheral countries where for the central the high level of development is
characteristic, high technology and convergence of trading streams, they dominate over
the peripheral countries that is visually reflected in trade and transport where access to
network elements essentially above, than in the peripheral countries that aggravates
inequality level between them and promotes dependence of the last at different levels.
Transport at such organization is considered as the polarization factor. It is obvious that
such organization is favourable only parts of the international community, other is
considered as marginal and gets to a complete dependence. However the situation can be
changed, if the international cost of transportation towards their reduction is reconsidered.
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Example, the Asian countries which have chosen the export-focused strategy of
development which assumes open access to global distribution of their cargoes. Thus,
even at such rigid scheme of construction, the relation periphery-center can be built rather
flexibly.

Poles: at the given approach transport is considered as the factor of convergence of
all world economy in which streams of cargoes and passengers are regulated by poles
depending on qualitative and quantitative presence of a corresponding infrastructure,
ability to distribution and business activity. Thus poles are subject to action both
centripetal, and the centrifugal forces promoting concentration of one kinds of activity,
and a dispersion of others. The world economy, thus, is based on distribution of cargoes
on transport networks - to routes and the knots directing and regulating these streams.
The global spatial organization is a priori caused by the central structure - ports and hubs,
each of which brings the contribution to movement of people, cargoes and the
information streams.

Ports thanks to the arrangement and presence of a corresponding infrastructure
provide access to streams of cargoes and passengers, often representing manufactory-
information-distribution centers where various types of transport are concentrated.

Hubs - the central points of accumulation, sorting, processing and distribution
streams of cargoes in certain territory.

Frequently in region the central points provided with the corresponding
infrastructure - terminals of ports and the airports are concentrated some. When they
work is co-ordinated, providing multimodal interaction, they can be considered as central
system to which the link role in global system of cargoes distribution is assigned. At the
same time, they can represent a bottleneck in this system because of certain restrictions in
an infrastructure or in management of deliveries chains.

Development of transport systems in space shows more and more amplifying
tendency of the development distinct from process of manufactures spatial development.
Manufactures tend to a dispersion of the capacities in regions which provide the least
level of cumulative costs while the centers on granting of services concentrate in a zone
of big cities which can accept subsequently the status of the world centers more and
more. These are the centers of financial services (banking, insurance), and the main
offices of transnational corporations, and the intermediary centers, thus more and more
strengthening a dichotomy of manufacture and rendering services spheres.

Mesolevel is formed by system of cities and areas (regions) in which spatial
structure it is possible to designate three key components:

- An arrangement of some specialized branches, such as manufacture or a mining
industry which gravitate to resource factors - to raw materials, to labour, commodity
markets etc. Frequently it export-oriented manufacture branches thanks to which activity
the profitable part of the region budget is formed, being the basic source of its growth and
development.

- An arrangement of the organizations of services sphere, including financial,
insurance, consulting and other big cities concentrating in a zone for the purpose of the
maximum access to a manpower and attraction of potential clients.

- System of transport knots and accompanying communications - highways, the
railways, ports and the airports which are the basic economic centers of business activity.
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In common, these components define the spatial organization of region, in the
majority representing hierarchy of interrelations in which streams of passengers, cargoes
and the information are included.

For an interrelation explanation between transport, city systems and regional
development enough considerable quantity of concepts and models which are considered
by the author in other articles is offered. Among other within the limits of the approach
offered in this article, it is necessary to allocate three conceptual categories of the regional
spatial organization:

- Models of "the central places» or system of cities which try to explain
interrelation between the size, quantity and geographic distribution of cities in region.
The set of regional spatial structure variants, including within the limits of the central
places theory of Walter Christaller (1933, Bavaria) according to which there is an
optimum frame-network structure of settlements which provides access to objects of
services sphere, as much as possible fast moving between cities and efficient control
territory is investigated.
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Drawingl. Southern Germany, placing of cities, towns and villages it is shown
taking into account seven levels hierarchical co-ordination (k).

The system of settlements possesses the certain hierarchy, which number of levels
in direct ratio to social and economic development of territory. With growth of hierarchy
level the settlement gives the increasing set of services to the increasing number of
subordinate settlements.

There are also other principles of the organization of territory on model of
Christaller where the network of settlements can be modeled in three different ways,
expanding and rotating six-coal cells. Then these cells can be grouped in a principle co-
ordination to receive numbers of the central places of higher hierarchical rank. The
offered scheme (fig. 2) shows the centers of higher order (k=4):
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° - The central place

o - Served settlement

—— - Border of supplementing area

—— - The highways connecting the central places

Drawing 2. Optimization of transport structure (k=4)

The variant at k = 4 creates the best conditions for building of transport ways as in
this case the greatest number of the central places will be located on one line connecting
more big cities that will provide the minimum costs on road building, i.e. the given
central place will be on the shortest distance to the two nearest centers of higher level of
hierarchy.

Christaller’s models are criticized for unreality for the several reasons. First, such
geometrically correct construction meets seldom enough as set of historical, political and
geographical factors break symmetry and strict hierarchy of distribution; secondly,
numerical research of the evolutionary model based on Christaller’s ideas, has shown that
symmetric distribution is unstable - enough small fluctuations that there were zones with
high concentration of activity and have caused outflow of the population and activity
reduction in other zones. Besides, these distortions can be and such nature:

- The distortions caused by agglomeration (W. Izarda's updating);

- The distortions caused by localization of resources;

- The distortions caused, the main means of communication

However, despite these comments, making a start from Christaller 's ideas, new
theories, their authors - August Losch, Wilhelm Launhardt, Alfred Weber, Walter Izard,
T. Hégerstrand and many other things have been developed.

- Model of "growth poles», offered by the French economist Frangois Perrouxin
which economic development represents the structural change caused by growth of new
industries in certain territory. Development begins with these poles, and then gradually
diffuses in space. This development is non-uniformly distributed within the limits of
regional systems as first of all preferences are taken by the central kernel and only then,
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being gradually integrated into system of streams, periphery. In this theory transport
represents the factor of access which strengthens positions of poles.

As growth poles it is possible to consider not only sets of the enterprises of in the
lead branches, but also the concrete territories which are carrying out in national economy
or region function of a source of innovations and progress. Theoretical positions about
development poles are used in many countries by working out of spatial economic
development strategy. Thus ideas of the polarized development differently adapt, so far as
concerns economic mastered regions or about new regions of economic development.

In the first case polarization results from modernization and re-structuring of
industrial and agrarian regions, creation in them of the advanced (innovative)
manufactures together with objects of a modern industrial and social infrastructure. Such
approach was applied in France, the Netherlands, Great Britain, Germany and other
countries with enough high density of economic activities.

In the second case the most typical poles of growth are industrial knots and
especially territorial and production complexes (TMC) which allow to master in a
complex natural resources, creating a technological chain of manufactures together with
objects of an infrastructure. The basic economic benefit is reached thanks to
concentration and agglomeration.

- The transport corridors representing directed streams and the corresponding
infrastructure, ensuring functioning of different types of transport; the joints structured
along lines as the centers or ports, thus, regulating streams at local, regional and global
levels. For example, in all development of high-speed trains systems is carried out along
the main transport corridors that strengthens the existing regional spatial organization
even more.

Microlevel - the local distribution, considering the spatial organization of transport
at city level as the urbanization and transport are two interconnected concepts. Each city
needs well provided ability of transportation - as for passengers (to the places of
residence, work, shops, for leisure), and for cargoes (delivery of the goods, foodstuff,
energy, building materials and export of a waste), thus the largest knots represent zones
of the greatest employment which together with appeal zones are the most important
elements forming local spatial structure of a city.

More and more increasing dissociation between "sleeping" areas and business
centers to the greatest degree occurs because of society motorization. Existence of
employment zones far from residential zones has served as the reason of increase in
number of cars and durations of trips. Such tendency is especially strong in the advanced
industrial countries and their urbanized zones though for today the same tendency is
observed and in developing countries.

Attractive zones represent certain places in which the basic part of the population
moves for the purpose of acquisition of the goods, reception of professional services,
possibility of formation, leisure and other. According to the theory of "the central places»,
there is a certain hierarchy of services within a city zone, ranging from the central
business areas offering a wide spectrum of specialized services, to the small local centers
specializing on granting of base services. The role of motorization cannot be
underestimated, however, and other factors, including a city social segregation, increase
of the earth cost etc. make the impact on the spatial organization of cities. The car
represents today the desirable’s individual means of transportation, promoting chaotic
growth and the space organization between city zones (residential, industrial,
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commercial). Transport brings the contribution to the organization of city zones, but thus
at construction of networks, it is necessary to consider city morphology to provide them
complementary and mutually condition.

Conclusions

Creation of modern transport system is one of determinatives of modern placing of
industrial production, beginning from the separate enterprise and finishing a large
industrial-territorial complex. Experience of the comparative analysis of transport
development levels and economy of our country specifies in almost chronic backlog of
transport from its requirements. It is obvious that the best economic results the state
reaches in that case when optimum proportionality of transport development and all other
branches of economy is observed, thus the balance concerns both a network routing, and
to them carrying capacity. At overflow of transport capacity the state sustains losses from
the maintenance of not used vehicles and an overabundance of a labour. At insufficient
development of transport manufacture and goods turnover with all negative consequences
of this phenomenon restrains.

In the developed countries creation of various objects of transport communications
always made a state prerogative. Within many decades the problem of placing of the
industry was considered mainly depending on a cost of transportation on transportation of
raw materials, goods and products. Thus, such factors as presence and qualification of
labour, salary level, non-manufacturing infrastructure, etc. However first of all transport
costs were considered. In process of improvement of communication facilities, and also
development of manufacture, regularity of the industry placing all less depend on an
arrangement fuel and raw-material bases. The general tendency of modern placing of the
industry at which defining factors are presence of transport communications of the
corresponding level, the qualified labour, commodity markets however prevails.
Manufacture and transport unite in such industrial-transport system in which frameworks
they co-operate as separate subsystems. Thus change not only criterion functions of both
subsystems, but also criteria and indicators of their work. On the foreground the problem
of minimization of losses acts at their interaction.

It is important to underline that in this case transport is considered as an active
element of interaction at which it not only will organize transportations with the account
of changing requirements of manufacture, but also manufacture actively orders
communications and forms the programs of development, proceeding from possibilities
and requirements of transport. Transport function in such interaction consists not only in
full maintenance of requirements of manufacture in transportations, but also in qualitative
and timely transport service of suppliers and consumers with fluctuating rhythms of
work, i.e. taking into account constantly changing conditions of market economy.
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Annomayus

Pa3BuTue TPaHCHOPTHBIX CHUCTEM M pENIeHUs] B O0JIACTH IPOCTPAHCTBEHHOTO
TUTAHUPOBAHUS — JIBA 3JIEMEHTA B3aMMOCBS3aHHBIX M B3aMMOOOYCIIOBIICHHBIX. PelieHus B
o0NIacTh TPAHCIOPTHOTO IUIAHUPOBAHHS BIHMAIOT HA PAa3BUTHE COOTBETCTBYIONIMX
TEPPUTOPHI, B CBOIO O4Yepedb, TEPPUTOPHAIBHBIE YCIOBUS HEMOCPEICTBEHHO
BO3JICHCTBYIOT Ha TPAHCIOPTHYIO JEATEIBHOCTh - HaNpsMylo, depe3 (U3NUECcKoe
HAJIMYHE  COOTBETCTBYIOIIUX  TEPPUTOPHHA Ui  TPAHCHOPTHBIX  aKTHBOB, W
OTOCPEIOBAHHO, Yepe3 pa3MEelIeHHe M MPOeKThl pa3BUTHS. CBs3b KOMILIEKCHAS,
uMeroIIast psijl B3auMOoICHCTBYIOIUX (D (EKTOB, YTO, BaXKHO JIJIsl TIOHMMaHUs Tpoliecca
WHTETPUPOBAHHOIO IIJIAHUPOBAHMSI TaKMUM 00pa3oM, 4YTOOBI OTJENbHBIC pPEIICHUs
SBIISUTACH 0a30i (POPMUPOBAHHS CTPATETMIECKUX 3a]ad.

Pemrenne mpobieM TeppUTOPHATEHOTO PA3BUTHS OTPAXKEHO B PsiJIe TEOPETHICCKUX
WCCIIeIOBaHUH, TPOBOJAMBIIKXCS B Pa3HOE BPEMs, TEM HE MEHEe, OTPOMHOE KOJIUYECTBO
WCCIICIOBAHNH,  TIOCBSIIEHHBIX  MPOCTPAHCTBEHHOW  OpraHU3allid  JKOHOMHKH,
HEJIOCTATOYHO YETKO OMNpEACsieT MECTO MPOCTPAHCTBEHHOW COCTABISIONICH B CHCTEMeE
(dakTopoB sKOHOMHUECKOro pocra. CoOBpeMEHHbIE TEHJIEHIIMA MPOCTPaHCTBEHHOTO
pa3BUTHS BECbMa MPOTUBOPECUHBEI M TPEOYIOT OoJiee rTyOOKOr0o OCMBICIICHHS.

Hcropudeckn TpaHCIOPTHBIE CETH B Pa3HOM CTENEHH CTPYKTYPHPOBAIH
MPOCTPAHCTBO, U YEM BHIIIE B3aUMOOOYCIOBICHHOCTh SKOHOMHUKH CTpPaHbBI, TEM TECHEe
CBSI3b C TPAHCIIOPTHBIM KOMIUIEKCOM - (yHIaMEHTOM H (hakTopoM, (POPMHPYIOLIHM 1Ty
B3aMMOO0OYCIOBIICHHOCTb.

Ha maxpoypoBae, Oimaromaps BO3MOXXHOCTH BEICHUSI MEKAYHAPOJHON TOPTOBJIH,
TpaHCHOPT (POPMHUPYET H CIIOCOOCTBYET IMOIACPKAHUIO CIEIHUAaIN3alluK ONpeaeTIeHHON
CTpaHbl, POCTY TPOU3BOJUTENHHOCTH €€ JKOHOMHKH. JItoOble cOBEpIICHCTBOBAHUS
TPAHCIOPTHOW CHUCTEMBI XOTSI M PACIIUPSIOT PHIHKH M YBEIHMYHUBAIOT BO3MOXKHOCTH,
OJIHAKO OCYILIECTBISIOT 3TO HEPAaBHOMEPHO, 3Ta HEPaBHOMEPHOCTh OTpa)kaercs W B
IIPOCTPAaHCTBEHHOM OpraHu3allud M B CTPYKTYpE MEKIYHAapOAHOW TPAaHCIOPTHON
cucrembl.  [noGanm3amus ~ crocoOCTBYeT  pOCTY — TOBapHBIX — TIOTOKOB U
B3aMMO3aBHCUMOCTH, a TEIEKOMMYHHKAIIMHM, MOPCKOM ¥ BO3AYIIHBIA TPaHCIOPT
Onarogapst MacITaOHOCTH TPEIOCTABIIEMBIX YCIYT 00CTYKABAIOT TIOIABIISIONLYIO YaCTh
3THX TOTOKOB. B pabore mpeayioeHbl JBa OCHOBHBIX MOJXOJ, KOTOPBIE MOMOTaoT
paccMOTpeTh XapaKTep ¥ MPOCTPAHCTBEHHYIO CTPYKTYPY STHX ITOTOKOB.
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Me30- W MHKPOYPOBHH TIOApa3yMEBalOT pPAacCMOTPEHHE MPOCTPAHCTBEHHOM
OpraHu3alMy TPAHCIOPTa B TUIOCKOCTH PErHMOHA W TOPOJa, MOCKONBKY YpOaHM3alus U
TPAHCIOPT SABJISIFOTCS IBYMSI B3aUMOCBSI3aHHBIMH KOHIICIITHSMH.

Co3nanue COBpeMEHHOH TPaHCIOPTHOW CHCTEMBI SIBIISICTCS OJJHUM W3 PEIIaroIInX
(akTOpOB pa3MemIeHUs] MPOMBIIIICHHOTO TPOW3BOJICTBA, HAYWHAS OT OTJEIBHOTO
MPEANPHUITHS ¥ KOHYAsl KPYIMHBIM IMPOU3BOJICTBEHHO-TEPPUTOPHATBHBIM KOMIUIEKCOM.
OmBIT CONOCTaBUTENBFHOIO aHAIM3a YPOBHEW pa3BUTHUS TPAHCIIOPTA M SKOHOMHKH Hallei
CTpaHbI YKa3bIBaeT Ha MOYTH XPOHUYECKOE OTCTABAHHE TPAHCIIOPTA OT €€ MOTPEOHOCTEH.

OueBHIHO, YTO JYYIIUX IKOHOMHUYECKHX PE3YyIbTATOB T'OCYIAPCTBO JIOCTHUTAET B
TOM cllydae, KOrJa CoOOJOAAcTCsl ONTUMANbHAS MPOMOPIUOHAIBHOCTh Pa3BUTHS
TPaHCIOPTa U BCEX OCTAIBHBIX OTpaciiel SKOHOMHKH, IIPH 3TOM 0OajlaHca OTHOCHTCS Kak
K HauepTaHWIO CeTH, T. €. K reorpaduyeckoMy pa3MelIeHHIO TPaHCIIOPTHBIX
KOMMYHHKAIIUH, TaAK U K HMX IMPOBO3HOW crocoOHocTh. [Ipu wm3muimHe u30bITOUHON
MOIIIHOCTH TPAaHCIOPTa T'OCYAapCTBO HECET MOTEPU OT COJCPNKAHHS HEUCIIONb3YyEMBIX
TPAHCIOPTHBIX CPEJICTB M €r0 TPYAOBBIX PECYPCOB.

B pasBuThIX cTpaHax CoO3JaHME PAa3NUYHBIX OOBEKTOB  TPAHCIIOPTHBIX
KOMMYHHKAIIMH BCEr/ia COCTABISUIO IPEPOraTHBY TrocyaapcTBa. B TedeHHMe MHOTHX
JecATHIICTHH mpobieMa pa3MelleHHs TMPOMBIILICHHOCTH pPaccMaTpUBaiach TJaBHBIM
00pa3zoM B 3aBUCHMOCTH OT TPAHCIIOPTHBIX PACXOJOB Ha MEPEBO3KY CHIPhs, MaTepPHUaIOB
u uznenuid. [Ipu 5TOM, YUHTHIBAIHCh M Takue (akTOphl, KaK HAIWYAE M KBATU(HKAIIHS
paboueii cuIibl, ypoBeHb 3apabOTHOM IIATHI, BHEMPOU3BOACTBEHHAS WHPPACTPYKTYpa H
np. OnHako B TMEPBYIO OuYepelb YUYUTHIBAINCH TPAaHCIOPTHBIE H3Aepkku. [lo mepe
YCOBEPIICHCTBOBAHUS TPAHCIIOPTHBIX CPENCTB CBS3H, a TAKKE Pa3BUTHUS MPOU3BOJICTBA,
3aKOHOMEPHOCTH Pa3MelIeHHs MPOMBIIIIEHHOCTH BCe MEHEE 3aBHCAT OT PaCIIOIOXKECHUS
TOIUIMBHBIX W CHIPBEBBIX 0a3, MpeBajupyer oOIas TEHJEHIIUS COBPEMEHHOTrO
pasMenieHusl MPOMBIIUICHHOCTH, MPH KOTOPOH OIMpeNeNsoNMMU (DaKTopaMu SIBIISTIOTCS
HaIN4He TPaHCIOPTHBIX KOMMYHUKAaIIUH COOTBETCTBYIOIIETO YPOBHS,
KBaJTM(QHUIINPOBAHHBIE TPYJOBbIE PECYpPChI, PhIHKK cObITa. [IpOM3BONCTBO M TpaHCHIOPT
O0BEIMHSAIOTCS B TAKYHO ITPOM3BOJICTBEHHO-TPAHCIIOPTHYIO CUCTEMY, B pPaMKaX KOTOPOH
OHU B3aMMOJICHCTBYIOT B KadecTBE OTJACIBHBIX MojacucTeM. [Ipu 3TOM MEHSIOTCS He
TOJIBKO II€JIeBbIC (PYHKIIMHM 00EMX IMOJCHCTEM, HO U KPUTECPHUH U MOKA3aTeNId UX PaOOTHI.
Ha miepBbIii m1aH BRICTYTAET 3a/1a4a MUHUMH3AIHHN ITOTEPh IPY UX B3aUMOJICHCTBUH.

BaxxHo moOAuYEpKHYTH, YTO B OSTOM CiIydae TPaHCIOPT paccMaTpUBaeTCs Kak
AKTHBHBIH 3JIEMEHT B3aUMOJICHCTBHSL, IPU KOTOPOM OH HE TOJNBKO OpPTraHU3yeT MepeBO3KU
C Y4€TOM H3MEHSIOIUXCS TOTPEOHOCTEH MPOM3BOJCTBA, HO M CaMO MPOH3BOJCTBO
AKTHBHO YTIOPSIOYMBACT CBSI3M W (POPMHUPYET CBOM MPOrpaMMbl Pa3BHTHS, UCXOIS W3
BO3MOXKHOCTEH H morpeOHocTell TpaHcropra. @DyHKIMS TpaHCIIOPTa B TaKOM
B3aMMOJICHCTBUM 3aKIIOYaeTcs HE TOJLKO B TIIOJHOM OOeCIeYeHHH MOTPeOHOCTEH
MPOM3BOJICTBA B TEPEBO3KaX, HO M B KAYECTBEHHOM M CBOCBPEMEHHOM TPAaHCIOPTHOM
00CITy>KMBaHHHU TOCTABIIMKOB U TMOTPEOUTENEH ¢ KOIEOMIONIMMHUCS PUTMaMH PaboThI, T.
€. C Y4eTOM IIOCTOSHHO H3MEHSIONIUXCS, M B TEPCIEKTHBE B YCIOBUSX DPHIHOYHON
SKOHOMHKH 4YacTO HEOINpPEeTCHHBIX MOTPEOHOCTEH MPOU3BOJACTBA B TPAHCIIOPTHBIX

ycayrax.
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