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INTRODUCTION

We are happy to invite you to get acquainted with the first issue of the new scientific and
practical publication "Intellectualization of Logistics and Supply Chain Management".

We strongly believe that the launch of this magazine indicates the objective need to
rethink a wide range of issues related to the development of theory and practice in logistics and
supply chain management, awareness of the need to unite the scientific community and logistics
practitioners, dissemination of modern knowledge and best practices forinnovative development
of the logistics services market.

The first issue of the magazine is published at a difficult time. The global coronavirus
pandemic and the deep economic crisis have significantly worsened business activity in the world.
Currently, global supply chains are collapsing, international trade is declining, and competition
between global and regional logistics operators is intensifying. The most common thesis is that
the world will never be the same again. Industry experts predict the emergence of new, more
flexible and adaptive supply chain management strategies and approaches to logistics business
process management. The trend towards collaborations, cooperation and unification of services
is emerging, comprehensive proposals for clients are being developed. There is increasing talk
about the need to build bimodal supply chains, which involves the development of different
decision-making scenarios: the traditional approach - cost-effective efficiency, low risk, high
predictability; a new approach "second mode" - rapid recognition of opportunities, adaptability,
willingness to solve unexpected problems and look for new opportunities.

Radical transformations of the global and national markets for logistics services require
appropriate scientific support. Logistics science has a special role to play in this process. Initiating
the emergence of a new journal, we decided to focus on its coverage of problematic aspects of
the formation and development of logistics systems at the micro, mezo and macro levels, supply
chain management, digitization of logistics, methods and tools for optimizing processes in
logistics and supply chains, sociopsychology relations and network interaction of enterprises
using cloud technologies, artificial intelligence, e-learning, neural business process management
systems, etc.

Therefore, we invite scientists, researchers and business representatives, as well as our
colleagues from abroad, to cooperate and present the results of scientific research, to discus and
debate on them, to work together to develop the scientific theory of logistics and promote mutual
intellectual enrichment.

We hope that the new scientific publication will become a theoretical guide for young
researchers and representatives of other fields.

HRYHORAK Mariia
Chief Editor

w This work is licensed under a Creative Commons Attribution 4.0 International License
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THE CONCEPT OF NATIONAL INTEGRATED RISK MANAGEMENT
OF AIR TRANSPORT OF UKRAINE

Dmytro Bugayko, Yuliya lerkovska, Fariz Aliyev, Mariia Bahrii. “The concept of national
integrated risk management of aviation transport of Ukraine”. In the context of modern conditions of air
transport development, the concept of the national air transport integrated risk management system is
substantiated. The concept is based on the definition of risk as the probability of occurrence of events in a
complex of hazards of different nature, manifestations of safety vulnerabilities, consequences of past negative
phenomena and explains the danger of the threat due to determination "maximum potential energy". Its
remaining part is subsequently converted into kinetic energy, which affects the safety management system of
air transport and has a negative impact on the sustainable development of the national economy as a whole.
At the same time, priority attention is paid to the list of hazards by the criterion of deviation from the point of
sustainable development, the importance of the impact of threats on the coefficient of elasticity, which allows
more adequate assessment of hazards and respond to them. The classification of the main risks in the
functioning of Ukrainian air transport has been developed, which includes the negative consequences of the



The electronic scientifically and practical journal 6-18
“INTELLECTUALIZATION OF LOGISTICS AND SUPPLY CHAIN MANAGEMENT”, v.10 (2021)
ISSN 2708-3195 https://smart-scm.org

COVID-19 pandemic, reduction of export-import operations in the economic downturn, number of flights and
air passenger traffic, low congestion of airports and air infrastructure. Risks are identified in the following areas
of operation and development of air transport in Ukraine: export-import operations, aviation infrastructure, air
cargo, airports, air navigation service providers and general aviation, which allows early detection of risks and
response to them. The concept was implemented by the State Aviation Regulation Department of the Ministry
of Defense of Ukraine, the State Civil Aviation Agency of Azerbaijan, Almaty International Airport (Kazakhstan),
Ukraine-Air Alliance, ICAO NAU Institute, Georgian Aviation Training Center (Georgia,).

Keywords: air transport, concept, national management of integrated risks, state regulation, aviation

safety, hazards.

Amumpo byaatiiko, IOnis €Epkoecbka, Papiz Aniee, Mapia baezpiii. “KoHyenyis HayioHanbHo20
ynpaeniHHA iHmezpoeaHuUMu pusukamu asiayitinozo mpaxHcnopmy YKpaiHu”. Y koHmexkcmi cy4yacHux
YMO8 p038UMKY AgiauitiHo2o0 mpaHcnopmy ob6rpyHmMo8aHo KOHUenuito HayioHaabHoI cucmemu ynpasiHHA
iHmezpanbHUMU pusukamu asiayitiHo2zo mpaHcnopmy. KoHuyenuyia 6a3yemecsa Ha 8U3HAYeHHI pu3uky, AK
imosipHOCMIi 8UHUKHEHHA nodill y pe3ynemami 83aemolii 8 KOMNJeKCi 3azpo3 pi3HOi npupodu, npossis
spasnusocmi cucmemu 6e3neku, HaCNIOKi8 MUHYIUX HE2AMUBHUX ABUW, G MAKOX NOACHIOE HebeaneyHicmeo
8n/1UBYy 302pO3U NOHAMMAM <MAKCUMA/IbHA NOMEHUIUHA eHepeif», AKA NPOHUKAE CKPIi3b pi3Hi iEpapxidHi
cucmemu 3axucmy, a ii 3aUWKO8a YHACMUHA 8 NOOAILUIOMY NepemaeoPIOEMbCA HA KIHeMUYHY eHepzito, Wo
spaxae cucmemy be3neku asiayiliHozo mpaHcnopmy ma Mae HezdmugeHUU 8NJIU8 HA CMAsaull po38UMOK
HayioHaneHoi eKkoHoMiku 3azasnom. [lpu ybOMy nepwoyepzosy ysdzy npuoineHo nepeniky 3azpo3 3d
Kpumepiem 8i0XuneHHA 8i0 MOYKU CMAsa020 po3BUMKY, 8A2OMOCMI 8nugy 3aepo3 3a KoegiuieHmom
e71acmu4HoOCMi, ujo 00380J1A€ binbw a0ek8amHoO OYiHI08AMU 3a2po3u ma pedzy8amu Ha Hux. PospobneHo
Knacugikayito OCHOBHUX pu3UKig y (YHKUIOHYB8AHHI asiayitiHo2o mpaHcnopmy YKpaiHu, AKa B8K/I0Yae
HezamusHi Hacnioku navdoemii COVID-19, 3meHwWweHHA 06cA2y eKcnopmHOo-iMNopmHux onepayiti 8 ymosax
cnady eKOHOMIKU, Kinbkocmi pelicie ma o06cA2ig agianepese3eHb NACAXUPIB, HU3bKY 3Ad8AHMAXeHICMb
aeponopmis ma asiayiliHoi iHppacmpykmypu. Pusuku 8usHa4eHo 3a makumu Hanpamamu ¢yHKYiOHy8aHHSA
ma po3sumky dasiayitiHoeco mpaHcnopmy YKpdiHu: eKCnopmHo-iMnopmHi  onepauil, asiayitHa
iHppacmpykmypa, eaHmaxHi asiayitiHi nepege3eHHsa, daeponopmu, nposatidepu depoHasi2ayitiHo2o
06c1y208y8aHHA MA asiayii 3a2anbHO20 NPU3HAYEHHS, U0 YMOXJ/TUBJIIOE BUNEPEOXXAloYe 8UABJIEHHA PU3UKIB i
pea2ysaHHa Ha Hux. KoHuenyito 8npogadxeHo YnpassniHHAM pe2yntosaHHA OifsabHOCMI depxasHoi asiayji
Minicmepcmea o06opoHu  YkpaiHu, [epxasHum azeHmcmeom yusginbHoi  asiayii  A3ep6alioxaHy,
MixHapooHum aeponopmom Anmamu (Kazaxcmar), asiakomnaniero «YkpaiHa-AepoaneaHc», IHcmumymom
IKAO HAY, [py3uHcokum asiayitiHum Hag4yanasHUM yeHmpom (Ipysis).

Knio4doei cnoea: aBiauinHUIM TpaHCNOPT, KOHLUeNUiA, HauioHanbHe ynpaBfiHHA iHTerpoBaHUMM
pu3nKamu, fepKaBHe peryntoBaHHs, besneka asiauii, 3arposu.

Amumpui byeaaiiko, IOnusa Epkoeckas, ®apu3z Anues, Mapua baepuii. "KoHyenyusa
HAYUOHAJ/IbHO20 yNpAasJIeHUs1 UHMe2pupo8aHHbIMU pUCKAMU d8UAYUOHHO20 mMpaHcnopma YKpauHol",
B koHMekcme cospemeHHbIX ycosull pa3zsumus asudyUOHHO20 mpaHcnopma ob0CHOB8AHA KOHUenyus
HAYUoHanbHOU cucmemsl ynpassieHus UHmMe2pasnbHbiMU pUCKamu dsuayuoHHo20 mpaHcnopma. KoHyenyus
6asupyemcsa Ha onpedesieHUU pPUCKd, KAK 8eposmMHOCMU B803HUKHO8eHUs cobbimuli 8 pe3yismame
s3aumoodelicmgus 8 KOMNJjekce y2po3 pd3nuyHol npupodsbl, NpossseHul ya38UMOCMU cucmemal
6e3onacHocmu, nocsie0cmaull NPOWIbIX He2amusHbIX A8aeHUl, a makxe 06sACHAem ondcHOCMb 8/UAHUSA
y2po3bl NOHAMUEM «MAKCUMA/IbHAA NOMEHUUA/IbHAA SHepaus», NPOHUKAWas ee3de 8 pdas/luyHble
uepdpxuyeckue cucmembl 3dWumel, a ee OCMAMOYHAA 4Hacme 8 OdsbHelieM npespawjaemcs 8
KUHeMUYeCKYI0 3Hepauto, 4mo nopaxaem cucmemy 6e30nacHOCMU dsuAyUOHHO20 mpaHcnopma u
0Kd3vleaem He2amugHoe 8/IUAHUE HA ycmoliyusoe passumue HAUUOHA/IbHOU 3KOHOMUKU 8 yesiom. [lpu
5MoM nepsooyepedHoe BHUMAHUE YyOesleHO NEepPeyHIo y2po3 NO Kpumepuilo OMKJIOHeHUA Om MOYKU
ycmoUliquso2o pazsumus, 8ecy 8/UAHUSA y2p03 No Ko3gguyueHmy 31dcmuyHOCMU, Ymo no3gosigem 6osee
adeKkeamHo oyeHUBAaMb y2po3sbl U peazuposams HA HUX. Pazpabomaxa knaccugukayus OCHOBHbIX PUCKOS8 8
(pYHKUUOHUPOBAHUU  ABUAYUOHHO20 MpAHcnopma YKpauHel, KOMOpdsa e8k/4aem He2amugHble
nocnedcmeus naHoemuu COVID-19, ymeHbweHuUe 06vemMa 3KCnopMmMHO-UMNOPMHbIX onepauud 8 ycio8usx
€naoa 3KOHOMUKU, KoJludecmaa pelicog U 06vemMo8 asuanepeso3oK NACCaXupos, HU3KYIO 3az2pyeHHOCMb
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asponopmos U  ABUAUUOHHOU  UHpacmpykmypel. Pucku onpedeneHol N0  HANPABIEHUAM
(yHKUUOHUPOBAHUA U pad3sumus dBUAYUOHHO20 MpdHcnopma YKpauHel: 3KCNOPMHO-UMNOPMHbIe
onepayuu, asuayuoHHAsa UHppacmpykmypa, 2py308sle asuayuoHHble Nepeso3KuU, asponopmel, npogatioepel
a3poHABU2AUUOHHO20 OBC/TYXUBAHUA U asuauyuu obuje2o HA3HA4yeHUs, YmMoO No38oJsidem onepexaroujee
sbiAs/ieHUe pUCKO8 U peduposaHus HaA Hux. KoHuenyus eHeOpeHa YnpasneHuem pezynuposaHus
deamenibHocmu 2o0cydapcmeeHHol asuayuu MuHucmepcmsa o060poHsl YkpauHsl, [ocydapcmeeHHbIM

dazeHMcmeomM 2paxo0aHckol asuayuu Asepbalioxara, MexO0yHapoOHeiM —asponopmom  Anmameol
(Kaszaxcmar), asuakomnaruel «YkpauHa-AspoaneaHc», WHcmumymom UKAO HAY, [py3suHckum

asuayuoHHbIM yyebHoiM yeHmpom (fpy3us).

Kniouesblie cnoea: aBMAUMOHHBI TPAHCMOPT, KOHUENuUMs, HauWOHAaNbHOE YrnpaBfieHune
WHTErPUPOBAHHBIMY PUCKaMU, FOCYAAaPCTBEHHOE PETYNMpPOBaHMe, 6e30MacHOCTb aBMaLK, YTrPo3bl.

Introduction. In the system of advanced
risk management, the hazard has the
maximum potential energy, which can
directly damage the air transport system in
particular and indirectly cause negative
consequences for the sustainable
development of the national economy as a
whole.

With this view of the problem, an
effective mechanism for anticipating risk
management of hierarchical systems is to
manage the degree of vulnerability of the
system using the model of "Swiss cheese" J.
Reason (Reason J. (1997)) [1] and structural
analysis of deficiencies (GAP Analisys) at the
level of active and passive systems of
protection of the air transport system,
namely: equipment and technologies, norms,
rules and regulations and personnel training /
retraining systems. Identifying vulnerable or
under protected sites (GAPs) at the level of
each protection system, as well as analyzing
their interconnectedness or singularity with
respect to the passage of a hazards through
protection systems, makes it possible to
identify hierarchical and complex
vulnerabilities to identified threats.

In fact, the answer is what part of the
potential energy will be lost due to the
opposition of each of the systems of
protection of air transport and due to the
synergistic effect of their integrated use. All
residual energy is converted into kinetic
energy and affects air transport due to
spontaneous fractalization of negative impact
factors, which is assessed as negative
consequences of the impact of the threat after
its passage through different hierarchical

systems of active and passive protection. In
this way, the risk can be assessed as a
combination of hazard, vulnerability and
consequences (Fig. 1).

The article is a logical continuation of a
number of publications devoted to the
introduction of a systematic approach to
determining the level of sustainable
development and development of advanced
risk management system for air transport
safety management of Ukrainian scientists D.
Bugayko [2-4, 6], Y. Kharazishvili [2-5],
A.Antonova [4], M. Hryhorak [3], Y. lerkovska
[6], Poland scientists (Z. Zamiar [3-4]) and
scientists of other countries. Statistical data
for aviation transport risk assessment are
taken from the following statistical sources of
the State Statistics Service [7], Ministry of
Infrastructure [8], the Civil Aviation
Authorities [9] and National Bureau for the
Investigation of Aviation Accidents and
Incidents with Civil Aircraft of Ukraine [10-16].

The purpose of the article is to develop
the concept of national integrated risk
management of aviation transport of Ukraine
at the level of state regulation, which is
actually a set of proactive risk reduction
measures to support further sustainable
development of the national economy.

Presentation of the main results. The
concept of national aviation risk management
includes:

— classification of the main hazards to air
transport in the context of globalization,
liberalization and sustainable economic
development, taking into account changes in
multilateral and bilateral regulation;
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— mechanisms for the appointment of
airlines, ensuring their national ownership
and control, development of new forms of
commercial activity and interaction of air

transport market participants,
commercialization of airports and air
navigation service providers, significant
growth in air freight and logistics

development;

— formation of the list of hazards on the
criterion of deviation from the point of
sustainable development;

— determining the severity of the impact
of hazards on the coefficient of elasticity;

6-18
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assessment of the vulnerability of the air
transport system of Ukraine;

— identifying the most serious negative
consequences and using the tools of
advanced risk management to counter them,
which provides an opportunity to more
adequately assess and respond to hazards.

The introduction of the concept of
national risk management of air transport
allows to increase the effectiveness of early
detection and response to emerging risks in
changing conditions (Change Management)
and uncertainty.

RISK

G
VULNERABILITY .
Training and

Norms and testing

HAZARD Equipment, Regulations CONSEQUENCES
technologies —O—
Maximum O O Residual
—> »

Potential O O Kinetic
Energy Energy

Hierarchical systems of active and passive types
of air transport protection

Figure 1. Using the model of "Swiss cheese" by J. Reason in the concept of national aviation risk

management
Source: finalized by the authors[1].

Risk integration is carried out in the
following areas: economic, environmental,
social, technological, flight safety, aviation
security and protection against terrorism,
foreign policy, logistics and related sectors
(Fig. 2). Advance management of integrated
risks allows to obtain a positive synergetic
effect at the level of sustainable national
economy

Risks of the national air transport of
Ukraine in the conditions of globalization of
the world market of air transportation. For
more than half a century, the international air

transport industry has been developing on
the basis of clearly defined legal, economic,
regulatory and organizational principles set
out in the 1944 Chicago Convention
(International Civil Aviation Convention).
Convention covers issues of implementation
of international air transport, propose
standard intergovernmental agreements on
"transit" and the Chicago type, which are
chosen as the basis for all interstate
agreements in the field of international air
transport.
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( Economic risks )

Social risks )

Environmental risks ) (
/

\

Aviation safety risks )

[

- - Strategic
Aviation security risks management of
integrated air
\ transport risks

‘ Risks of logistics interaction ’

‘ Risks of related sectors of ’

the economy

SN N N N

Externally - political risks )

1 Regulatory and legal risks

Figure 2. Integrated risks of air transport
Source: developed by the authors

The years of international air transport are
characterized by the development and
application of well-established mechanisms
to protect their own air transport markets and
national  carriers  through interstate
agreements such as Bermuda 1 and Bermuda
2, which strictly stipulate commercial issues
such as air freedoms, tariffs, capacities, points
of sale, conditions of destination of air carriers,
predominant ownership and actual control of
countries over them, etc.

However, since the 1990s, the
globalization of the world economy, on the
one hand, and the steady increase in
operating costs of air carriers - on the other
led to qualitative changes not only
commercial policy in civil aviation, but also
the development of its international
reqgulatory framework. Among the most

negative factors for air carriers are the
destructive impact of the COVID-19
pandemic, the rampant rise in aviation fuel
prices, dependence on the negative effects of
global and regional financial crises, tragic
events related to terrorist organizations (such
as September 11, 2001 in the US), natural
disasters (volcanic eruptions, tsunamis,
earthquakes, etc.).

At the same time, while traditionally
states have taken care of the development of
their own national airlines, providing them in
various ways overt or covert assistance, since
the 1980s there has been a clear trend of
states to withdraw from this practice. The
introduction of this ideology was initiated in
the United States, where for the first time
state aid was refused in order to intensify
competition between airlines.
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Unfortunately, there is a very dangerous
risk of excessive cost savings, which could
potentially lead to a decrease in the level of
security of the air carrier. The development of
this ideology has led to the de facto refusal of
many countries to finance their own airlines.
A clear example of this is the de facto ban on
financial support for air carriers from EU
countries and the application of this principle
to airlines operating in the EU air transport
market. These trends could not but cause
qualitative changes in the global air transport
market. This period is marked by a series of
high-profile bankruptcies not only of small
airlines, but also leaders in the global air
transport market. Powerful global airlines are
actively using the latest forms of commercial
cooperation - multilateral interline
agreements, agreements on special rates,
code-sharing agreements, which lay the legal
basis for the creation of marketing, strategic
and global alliances of airlines.

Recent years have been years of global
financial transactions, with powerful airlines

6-18
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from around the world buying up stakes in
foreign airlines and de facto controlling
foreign markets, leaving them to foreign
airlines, despite existing intergovernmental
agreements. On the other hand, the opening
of markets and the development of regional
cooperation opens up opportunities for open
dumping in the field of tariff policy, which is
successfully used by low-cost airlines, which
are rapidly capturing dynamic market
segments, such as the air transport market in
the EU.

These globalization trends have outlined
new requirements for the liberalization of air
transport markets and the regulatory
framework of interstate agreements.
Liberalization at the present stage covers not
only the two most powerful air transportation
markets - the United States and the EU, but is
also spreading rapidly in different regions of
the world (Table 1).

Table 1. Types of intergovernmental agreements governing air transport

. Type of intergovernmental .
Trend Period agreement Contents of intergovernmental agreement
Protectionism 1944 Chicago Does not contam provisions on transportation
capacity and tariffs
Tariffs are set by airlines on the
recommendation of IATA with the subsequent
approval of both parties. The establishment of
v 1946 Bermuda | capacity is also the responsibility of airlines
within the framework of certain principles with
the possibility of joint review by the parties
after a certain period of operation
1977 Bermuda Strict restrictions on tariffs and capacity have
been set
v The issues of commercial regulation are
from 1980 Liberal presented in an abbreviated version and
provide for autonomous regulation by airlines.
from 2005 e Eliminates flight restrictions - a prerequisite for
. Horizontal ] o
(for Ukraine) open skies
from 2011 The principles of free competition are defined -
v L .
: all restrictions on the main elements related to
(for Ukraine) ; ; D , ) ,
Open sky the provision of air transportation are abolished
; from 1 to 6 freedom of air
Liberalization 2021 with EC ( )

Source: developed by the authors
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It was during this period that regional,
multilateral and bilateral agreements were
developed with significant expansion of
content, departure  from traditional
regulatory tools and the transition to the
model of "open skies" and liberalization of
access to national markets for international
transport. This reduces or completely
eliminates control over commercial issues of
international aviation, such as air freedom,
tariffs, capacity, frequency of traffic, points of
traffic. The procedure for assigning an air
carrier to an international airline is
undergoing significant changes. Historically,
states have generally not granted the right of
destination to airlines to airlines that are not
in the predominant possession and de facto
control of the state or its citizens.

On October 12, 2021, Ukraine and the
European Union signed the long-awaited
Common Aviation Area Agreement, known as
the Open Skies Agreement. bilateral
agreements, facilitate the opening of new
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routes between Ukrainian and European
cities, and as a result - should reduce ticket
prices. The EU emphasizes that one of the
consequences of signing the agreement
should be the entry of new low-cost airlines to
Ukraine and increase the  tourist
attractiveness of Ukraine. The agreement was
initialed in 2013, but has not yet been signed
due to the British-Spanish dispute over
Gibraltar's ownership. As a result of
globalization  and liberalization, the
application of the criterion of national
ownership and control has become
increasingly impractical. Many carriers are no
longer owned by the state, and some have
transferred a controlling stake to citizens of
their own countries. Some bilateral air service
agreements  have introduced certain
expanded criteria for airline ownership and
control. The classification of threats,
vulnerabilities, consequences and risks of air
transport of Ukraine at the level of its
regulation is given in Table 2.

Table 2. Classification of threats, vulnerabilities, consequences and risks of Ukrainian air

transport at the level of its regulation’

Classification of hazards

Vulnerability of protection
systems (GAP Analysis)

Consequences

Risks

1. Problems of air
transport regulation:

1.1 Changes in aviation
safety regulation at the
global and regional levels.

1.2 Changes in
multilateral and bilateral
regulation of the air
transportation market.

1.3 Changing the
mechanisms of
destination of air carriers

1. Imperfection of national
aviation legislation:

1.1 Lack of program
development and
implementation of Safety
State Program (SSP).

1.2 Imperfection of
mechanisms of
protectionism of national
airlines by the state.

1.3 Lack of preferences for
state and mixed airlines

1. Insufficiently effective
national regulation of air
transport safety:

1.1 Discretion of
management actions and
insufficient level of
resource provision of air
transport safety.

1.2 Financial imbalance of
national airlines,
complicated by
conditions of fierce
competition.

1.3 Redistribution of
segmentation of the
national air
transportation market

1. Reducing the level of
efficiency and safety of
national air transport:
1.1 Problems with
maintaining a nationally
acceptable level of
aviation safety.

1.2 Bankruptcy of national
airlines.

1.3 Obtaining the national
market by the airlines
with 100% foreign capital
and control

Source: Dmytro Bugayko, Yuliya lerkovska.[6].
" The list of hazards, vulnerabilities, consequences and risks is not constant. The concept requires the introduction of
a system of continuous monitoring of threats and the use of tools for change management (Change Management).
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Thus, the globalization of international air
transport is a global trend, which, on the one
hand, gives airlines more opportunities to
develop business, enter new international air
transport markets, and on the other - there are
many threats - from losing commercial
control over their own air transport market to
bankruptcy and destruction of national
airlines due to fierce competition from
financially powerful airlines, members of
global airline alliances and low-cost airlines. In
the conditions of the COVID-19 pandemic, the
well-established mechanisms of economic
security of air transport are losing their
effectiveness and  require integrated
application of advanced risk management.

Risks of the national aviation transport of
Ukraine in the conditions of the COVID-19
pandemic. One of the most threatening
problems in the history of aviation is the
spread of the new coronavirus infection
COVID-19, which in fact leads to a quarantine
blockade of entire regions and a sharp
reduction in the number of air traffic or even
their ban. Demand for air travel has declined
sharply due to the spread of the coronavirus
and flight restrictions in many countries. This
creates big problems not only for air carriers,
but also for airlines and their suppliers. As a
result of the COVID-19 pandemic, air traffic

2,000

Lam decline in international
1,200 | passengersin 2020*

i
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Figure 3 - The evolution of global air transport in the period up to 2020
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"fell" in a way that was not observed after the
aftermath of the September 11, 2001 terrorist
attacks in the United States. A significant
reduction in the number of passengers has
led to the flight of aircraft empty between
airports and the cancellation of flights. Global
demand for air travel has fallen by 70%
compared to last year, and millions of jobs are
at risk. Global airlines are even preparing for
the possible voluntary termination of almost
all international and domestic flights due to
declining demand. In total, according to
preliminary estimates of the International Air
Transport Association (IATA), airlines could
lose more than $ 250 billion. because of the
pandemic. Sydney-based consulting firm
CAPA gives an even more pessimistic forecast.
She predicts that a coronavirus pandemic
could lead to the bankruptcy of most airlines
around the world if the authorities refuse to
agree on steps to avoid such a situation.

The COVID-19 pandemic has had a
significant impact on the aviation industry
due to the effects of travel restrictions as well
as falling demand among travelers. In
assessing the economic impact on civil
aviation, ICAO is working with many different
scenarios to reflect the very uncertain nature
of the current situation and the rapidly
changing environment (Fig. 3).

SARS
Financial
ETISES

attack

8911 terrorist
-

Asian crisis
-

¥

Gulf crisis

cCoviD-19
Pandemic

Iran-lrag war

-

Source: ICAO / Economic Development - Air Transport Bureau (2021) [17].
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Therefore, according to the ICAO
forecast, the global impact of COVID-19 on
aviation, tourism, trade and the economy is
expected, namely:

international air passenger traffic - total
reduction of the number of international
passengers in the range from 44 to 80%
(ICAO);

airports - estimated losses of more than
50% of passenger traffic and 57%, or more
than 97 billion dollars. USA, in revenue of
airports (ACI);

airlines - reduction of passenger km
revenue by 48% (RPK - both international and
domestic) (IATA);

tourism - reduction of revenues from
international tourism will be from 910to 1170
billion dollars. US compared to 1.5 trillion in
2019, with 96% of the world's destinations
have travel restrictions (UFTAA);

trade - a decrease in world trade in goods
by 13-32% compared to 2019 (WTO);
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the world economy - the projected
reduction in world GDP by 3% in 2020 is much
worse than during the financial crisis of 2008-
2009 (IMF) (ICAO / Economic Development -
Air Transport Bureau (2021)).

Global trends fully affect the economy of
air transport in Ukraine. Operational statistics
of the aviation industry of Ukraine in 2020 and
2021 allow us to assess the devastating
impact of the pandemic on the functioning of
the industry. The global pandemic situation
associated with the COVID-19 outbreak and
the restrictions imposed by states to counter
its spread have directly affected the world’s
aviation industry, including Ukraine. In 2020,
there is a significant reduction in the
production  performance of aviation
enterprises compared to the previous year
(Table 3) (CAA Ukraine (2021)) [18].

Table 3. Dynamics of production indicators of Ukrainian air transport enterprises in the

conditions of the COVID-19 pandemic

Total Including international
. 0/0 0/0
Indicator 2019 2020 | 2020/ | 2019 2020 2020/
2019 2019
Activities of airlines

Passengers were transported, thousands of

people 13705 4797,5 35,0 12547 42877 34,2
including on regular lines, thousand people 8267,8 1788,1 21,6 7122,6 1284,6 18,0
Passenger-kilometers, billion pass-kilometers

are executed 30,2 10,1 33,5 29,7 9,8 33,0
including on regular lines, billion pass-km 17,5 3,1 17,7 17,0 2.9 17,1
Freight and mail transported, thousand tons 92,6 88,3 95,4 92,0 88,0 95,7
including on regular lines, thousand tons 19,6 57 29,1 19,4 5,6 28,9
Completed tonne-kilometers (cargo + mail),

million tkm 295,6 316,2 107,0 295,2 316,1 107,1
including on regular flights, million tkm 93,0 18,4 19,8 92,9 18,4 19,8
Made commercial flights, thousand 103,3 45,3 43,9 86,7 35,3 40,7
including regular, thousand 66,6 20,4 30,6 51,7 11,8 22,8

Airport activities

Sent and arrived aircraft, thousand units 201,2 94,0 46,7 162,7 69,0 42,4
including on regular flights, thousand units 153,6 58,6 38,2 1249 41,7 33,4
Passenger traffic, thousand people 24334 8664,5 35,6 21994 7628.,9 34,7
including on regular flights, thousand people 18833 5643,5 30,0 16530 4627,2 28,0
Mail and cargo flows, thousand tons 60,2 52,2 86,7 58,4 51,5 88,2
including on regular flights, thousand tons 54 1 40,8 75,4 53,0 40,4 76,2

Source: CAA Ukraine (2021) [18].
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Activities of airlines. During 2020,
passenger and cargo transportation was
provided by 26 domestic airlines (in 2019 - 29),
which performed a total of 45.3 thousand
commercial flights (against 103.3 thousand
flights in 2019). The aggravation of the
epidemic situation in Ukraine and the world
led to a decline in demand for air
transportation and a decrease in commercial
traffic at the end of the first quarter of 2020.
As a result, airlines were forced to reduce
frequency or cancel most flights. At the same
time, due to the introduction of restrictive
measures by the Government of Ukraine in
the framework of combating the spread of
COVID-19, both international (from March 17
to June 15) and domestic (from March 24 to
June 5) passenger flights were almost
suspended. In addition,  temporary
restrictions on crossing the Ukrainian border
for foreign nationals were reintroduced (from
August 28 to September 28), which, together
with the extension of restrictions on entry of
Ukrainian citizens to certain countries,
significantly restrained demand in the air
transport market (CAA Ukraine) 2021) [18].

These factors had a negative impact on
the dynamics of passenger traffic of domestic
airlines. Thus, for the first quarter of 2020, the
reduction compared to the same period in
2019 was 17.7%, for the second quarter,
which was the peak of restrictive measures -
98.3%. However, after the resumption of
passenger flights in June, the rate of declinein
traffic slowed down significantly and in the
third and fourth quarters amounted to 61.4
and 66.2%, respectively. In general, during the
reporting year the number of passengers who
used the services of domestic airlines
decreased compared to 2019 by 65% and
amounted to 4797.5 thousand people. At the
same time, the volume of passenger traffic by
air transport of Ukraine returned to
approximately the level of 2006-2007, when
this figure was 4208.3 and 4928.6 thousand
people, respectively. The largest decrease in
the number of passengers carried by
domestic airlines (82%) was observed in such
a segment of the air transport market as
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international scheduled flights. At the same
time, 31 foreign airlines from 34 countries
operated regular flights to Ukraine. During
the reporting year, 3,323.5 thousand
passengers used their services, which is 64.7%
less than a year earlier and accounts for 72%
of the total volume of regular passenger
traffic between Ukraine and the world. The
average employment rate of passenger seats
on domestic scheduled flights decreased by
13.3 percentage points to 62.6% (CAA Ukraine
(2021)) [18].

The system of airports of Ukraine has had
significant negative consequences. The
number of departing and arriving aircraft
during 2020 amounted to 94 thousand
(against 201.2 thousand in the previous year).
At the same time, passenger traffic through
the airports of Ukraine decreased by 64.4%,
mail and freight traffic - by 13.3% and
amounted to 8664.5 thousand people and
52.2 thousand tons, respectively. According
to the results of the year, the number of
passengers served by the country's main
airport  "Boryspil International Airport"
decreased compared to the previous 2019 by
66.2%. Passenger traffic through Kyiv Airport
(Zhulyany) decreased by 73.1%, Lviv - by
60.4%, Odessa - by 58.8, Kharkiv - by 50.8,
Zaporizhia - by 24.9%. The number of flights
in the airspace of Ukraine has sharply
decreased. During the reporting year, the
State Air Traffic Services Enterprise UKSATSE
provided 142,000 flights for air navigation
services, compared to 335.4 thousand a year
earlier. The number of flights operated by
aircraft and helicopters of Ukrainian airlines
decreased by 54.7%, foreign airlines - by
59.1% CAA Ukraine (2021) [18]. The negative
trend spread to 2021. In January-April 2021,
the volume of passenger traffic of domestic
airlines decreased compared to the same
period last year by 16.2% and amounted to
16329  thousand people, including
international - by 15.2 % and amounted to
1484.9 thousand people. Passenger traffic
through the airports of Ukraine decreased by
33.2% and amounted to 2695.5 thousand
people, including international traffic - by
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342% and amounted to 2394.6 thousand
people. During January-April 2021, Ukrainian
airlines performed 14.9 thousand commercial
flights (a decrease compared to the same
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period last year was 11.8%), including
international - 11.7 thousand (a decrease of
16.4%) CAA Ukraine (2021)) [18].

Table 4. Classification of threats, vulnerabilities, threats and risks of air transport of Ukraine
that arose as a result of the COVID-19 pandemic’

Classification of
hazards

Vulnerability of protection
systems (GAP Analysis)

Consequences Risks

2. Challenges of the
COVID-19 pandemic:
2.1 Reducing the

2. Vulnerabilities of the
national aviation safety
management system in a

volume of export- pandemic:
import operationsina | 2.1 Imperfection of
recession. compensatory state

mechanisms of air
2.2 Reducing the
number of flights.
2.3 Reduction of air COVID-19.
passenger traffic.

strategic financial
management and

2.4 Under crowding of
commercial activity
level of airports and
infrastructure
conditions of the

crisis phenomena

transport protection and
national economy in the
conditions of pandemic

2.2 Unprepared system of
economic security of air

transport enterprises in

unpredictable impact of

2. Total financial
crisis at the general
system level of air
transport of Ukraine,
as well as at the level
of its hierarchical
components: aviation
infrastructure,
airlines, airports, air
navigation service
provider and general
aviation

2. Bankruptcy and
destruction of the
national air transport
system at the general
system level, as well as
at the level of its
hierarchical components:
aviation infrastructure,
airlines, airports, air
navigation service
provider and general
aviation

Source: Dmytro Bugayko, Yuliya lerkovska. Institutional Measures of Air Transport Safety Strategic Management at
the Level of State Regulation. Intellectualization of Logistics and Supply Chain Management. The electronic scientifically
and practical journal v.9 (2021). P.6 — 19. ISSN 2708 -3195.  https://smart-scm.org.[6].

" The list of hazards, vulnerabilities, consequences and risks is not constant. The concept requires the introduction of
a system of continuous monitoring of threats and the use of tools for change management (Change Management).

The classification of hazards,
vulnerabilities, consequences and risks of air
transport of Ukraine, identified as a result of
the concept of national risk management of
air transport within the integrated multifactor
hierarchical model of describing the level of
sustainable development in the safety
dimension, resulting from the COVID-19
pandemic represented in Table 4.

Conclusions. In the context of modern
conditions of air transport development, the
concept of the national system of integrated
risk management of air transport, based on
the classification of the main hazards of air

transport in  modern conditions, s
substantiated. At the same time, priority
attention is paid to the list of threats by the
criterion of deviation from the point of
sustainable development, the importance of
the impact of hazards on the coefficient of
elasticity, which allows more adequate
assessment of threats and respond to them.
The classification of the main risks in the
functioning of Ukrainian air transport has
been developed, which includes the negative
consequences of the COVID-19 pandemic,
reduction of export-import operations in the
economic downturn, number of flights and air
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passenger traffic, low congestion of airports
and air infrastructure. Risks are identified in
the following areas of operation and
development of air transport in Ukraine:
export-import operations, aviation
infrastructure, air cargo, airports, air
navigation service providers and general
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The concept was implemented by the
State Aviation Regulation Department of the
Ministry of Defense of Ukraine, the State Civil
Aviation Agency of Azerbaijan, Almaty
International Airport (Kazakhstan), Ukraine-
Aeroalliance, ICAO NAU Institute, Georgian
Aviation Training Center (Georgia).

aviation, which allows early detection of risks
and response to them.
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FORMATION OF THE OPTIMAL BUSINESS MODEL OF A
LOGISTICS COMPANY

Oksana Pozniak, Yurchenko Kateryna. “Formation of the optimal business model of a logistics
company”. The article is devoted to the study of the main types of business models that a logistics company can
use depending on its life cycle and development strategy. The main components of the business model are given,
which determine the problems of formation and implementation of the selected business model of a logistics
company. The author's approach to the concepts of "asset-light business model" and "asset-based business
model" is proposed. The characteristic features of each business model, potential problems from their use, and
the advantages that the implementation of the "asset-light business model" gives are determined. The evolution
of business models and its modifications, which are determined by the stages of the life cycle of a logistics
company and are determined by the influence of the main components of the business model, have been
investigated. The structuring of logistics providers by types of business models has been carried out, which
makes it possible to clearly determine the potential for logistics company s success and the content of the main
components, in accordance with the chosen business model. Based on the theoretical developments of the
authors, an analysis of logistics companies that use the "asset-light business model" and "asset-based business
model" was carried out. The resource provision of each business model is analyzed. It has been substantiated
that, despite the type of business model, the main problem is how, using own, leased or resources of other
participants in the logistics services market, namely subcontractors, to form an optimal business model or adapt
the existing one to the changing conditions of the external environment. To reach this goal, different strategic
management tools are used, which include the canvas of the business model. The advantage of using this tool
for visualizing the main components that determine the influence of external and internal spheres on the
business model of a logistics company has been substantiated. A business model canvas was formed for each
logistics company, with different types of business models, which made it possible to determine the competitive
advantages of each company. The analysis of indicators (metrics) that are used to assess the effectiveness of
business models made it possible to choose the DuPont model based on the return on investment capital. As a
result, the influence of the main elements of the model on the final ROIC result was determined, which was
confirmed by carrying out the corresponding calculations.

Keywords: business model, logistics company, asset-light, asset-based, outsourcing, business model

canvas, return on investment capital.
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OkcaHa lNo3uak, KamepuHa IOpueHko. «DopmyeaHHs onmumasnbHoi 6i3Hec-modeni nozicmuvHoi
KomnaHdii». Cmammsa npucgayeHa OOCTIOXEHHIO OCHOBHUX munig bi3Hec-modenel, AKi Moxe
8UKOpUCMOBY8aAMU J102iCMUYHA KOMNAHIA 3a/1eXHO 8i0 i XXUMMEBO20 YUKy ma cmpamezii po3sumky.
HasedeHo ocHo8Hi KOoMnoHeHmMu 6i3Hec-modeni, Wo 8u3Hayarome npobraemu GopMysaHHa ma
3anposaodxeHHs 0b6paHoi bizHec-modeni 102icmu4HOi KoMNaHil. 3anponoHoB8aHo asmopcuKuli nioxio 0o
noHAamMe «asset-light business model» ma «asset-based business model». BusHauyeHo xapakmepHi pucu KOXHoi
6i3Hec-mooeni, nomeHUuiliHi npobaemu 8i0 iXHbO20 BUKOPUCMAHHA MaA nepesazu, AKi 0G€ 8NPOBAOKEHHS
«asset-light business model». [JocnioxeHo esonoyito 6i3Hec-modenel ma ii moougikauid, Axki obymoeneHi
emanamu Xummegoco YUKJTy J102iCMUYHOI KOMNAHIT mad 8U3HA4YaomsCa 8njiU60OM OCHOBHUX KOMNOHEHMIé
6i3Hec-mooeni. [IpogedeHo cmpykmypu3auito nozicmuyHux npogatidepie 3a munamu 6i3Hec-modesed, Wo
00380J1A€ YiMKO 8U3HAYUMU NoMeHYian ycnixy 102icmu4Hoi KOMNAHii ma 3micm 20/108HUX KOMNOHeHMi8
8i0n08i0HO 00 06paHoi bizHec-modeni. Ha ocHosi meopemuyHux po3pobok asmopis, 6ys10 Npo8edeHo aHani3
J102icmuYHUX KOMNAHIU, AKi Bukopucmosytome «asset-light business model» ma «asset-based business model».
lMpoaHanizosaHo pecypcHe 3abe3neveHHsA KOXHOI 6i3Hec-moodesni. O6rpyHmMo8aHo, Wo, He38axaryu Ha mun
6i3Hec-Mo0eni, 207108HA NPobIeMa NOJA2AE 8 MOMY, AKUM YUHOM, BUKOPUCMOBYIOYU 8/1ACHI, 3asTy4eHi Yu
pecypcu iHWUX Yy4acHUKi8 pUHKyY J102iCmu4YHUX NOoC/Iye, ChopMysamu onmumdasbHy mMooeslb 8e0eHHA bi3Hecy
abo adanmysamu icHyto4i 00 yMO8 308HiWHb020 cepedosuuid. 3 0aHO Memot BUKOPUCMOBYIOMb Di3HI
iHcmpymeHmu cmpameziyHo20 MeHeOXMeHmy, 00 AKUX MOXHA 8iOHecmu KaHsy 6i3Hec-moolerni.
O6rpyHmMosaHo nepesazy 8UKOPUCMAHHA OAHO20 iIHCMpPyMeHmy 8i3yani3ayil OCHOBHUX KOMNOHeHMIs, Wo
8U3HAYAIOMb 8NJIUG 308HIWHLOI MA 8HyMPpIWHLOI cpep Ha bizHec-mooenb no2icmuyHoi KomnaHdii. KaHea
6i3Hec-mo0eni 6ys1a chopmMosaHa 0715 KOXKHOT 102iCcmUYHOI KOMNAHIi 3 pisHUMU munamu 6i3Hec-mooesnel, wo
00380/1UJ10 BU3HAYUMU KOHKYPEHMHI nepedazu KoXHOI komnawii. [[posedeHuli aHasi3 NOKAsHUKi8 (Mempuk),
AKI BUKOPUCMOBYIOMbCA 0717 OUiHKU ethekmusHoCmi 6i3Hec-modesieli, 00380s1Uu8 06pamu moodesb [JonoHa Ha
ocHo8i peHmabenbHocmi 8kadeHoz0 kanimarny. B pesynemami 6ys10 8UsHa4eHo 8NJiU8 OCHOBHUX e/leMeHmia
modeni Ha kiHyesu pe3ynemam ROIC, wjo 6yn0 niomeepoxeHo npo8edeHHAM 8i0N0BIOHUX PO3PAXyHKI8.

Knrouoei cnoea: 6i3Hec-mopenn, norictmyHa KomnaHis, asset-light, asset-based, aytcopcuHr, kaHBa
6i3Hec-mopeni, peHTabenbHiCTb BKNageHoro Kanirany.

Okcana [lo3Hak, EkamepuHa [OpyeHko. «@opmupoeaHue onmumasnbHoli 6Gu3Hec-mooenu
no2ucmuyeckoli KomnaHuu». Cmamoes NOCBAWEHA UCC/Ie008aHUID OCHOBHLIX Munos 6u3Hec-moodesned,
Komopble MoXem ucnosib308ams J102UCMUYECKAA KOMNAHUU 8 3d8UCUMOCMU OM ee XU3HeHHO20 YUKId U
cmpameauu pazgumus. [lpusedeHbl OCHOBHble KOMNOHEHMbI GU3HeC-MoOenu, Komopsie onpedenslom
npobiembl hopmuposaHus U 8HedpeHUA U3bpaHHoU busHec-modesu joucmuyeckol kKomnaHuu. [lpednoxeH
asmopckuli nooxo0 K noHamuam «asset-light business model» u «asset-based business model». OnpedeneHsi
XapakmepHole 4epmel Kaxxooll 6u3Hec-mMoOesiu, nomeHyudsbHble npobseMbl om UX UCNO/Ib308AHUA U
npeumyujecmed, Komopsie daem sHedpeHue «asset-light business model». Viccnedosara 3sonoyus 6usHec-
mooleneli u ee modugukayul, Komopsie 06YC/I08/1eHbI 3MANAMU XU3HEHHO20 YUKa ao2ucmuyeckol
KOMNAHUu U onpeoensiomca B/IUSHUEM OCHOBHbIX KOMNOHeHMo8 6u3Hec-modenu. [IposedeHa
CMpyKmypu3ayus so2ucmuyeckux npogatioepos no munam 6u3sHec-mooesiel, Komopds No380s9em Yemko
onpedeslume NOMeHYUAn ycnexa so2ucmuyeckoli KOMNAHUU U coOepXaHue 2/1a8HbIX KOMNOHEeHmMos, 8
coomeemcmauu ¢ 8bI6paHHoU 6u3Hec-modesnblo. OCHOBbIBAACL HA Meopemuyeckux pa3pabomkax asmopos,
6b1s1 NpogedeH aHAsIU3 102UCMUYecKUx KomnaHud, Komopele ucnonb3ytom «asset-light business model» u
«asset-based business model». [lpoaHanusuposaHo pecypcHoe obecneueHue Kaxdol 6u3Hec-Mooesu.
060cHOBAHO, YMO, HecMomps HA mun 6u3Hec-Mo0enu, 21d8HAs npobaema cocmoum 8 MOM, KAKuMm
006paszom, Ucnosib3ys cobCMeeHHble, NpussiedeHHble Uu pecypcbl Opy2uX y4acmHUKO8 PbIHKA JI02UCMUYeCcKUX
yciye, chopMmupo8ame onmumasbHylo Mooesb 8edeHUA busHeca usiu adanmuposame Cyujecmsyowyto K
U3MEHAIWUMCA  yCl108UAM  8HewHel cpedbl. [na 3mo20 ucnone3ylom pasHele  UHCMpyMeHmMel
cmpamezauyecko20 MeHedXMeHMa, K KOmMOopbIM MOXHO OomHecmu KaHgy 6u3Hec-modenu. O60CHO8AHO
npeumMywecmeso UCno/Ib308aHUA OdHHO20 UHCMPYMeHmMa 8u3yanu3ayuu OCHOBHbIX KOMNOHEeHMOs,
Komopeble onpedensiom e/iusHUe 8HellHel U 8HympeHHel cghep Ha 6Gu3Hec-molesb Jso2ucmuyeckol
KomnaHuu. KaHea 6u3sHec-molesu 6blia chopmuposaHa 0718 Kaxxooul 102ucmuyeckoli KOMNAHUU, C pa3HbiMu
munamu 6u3Hec-Mooesieli, 4mo NO380/IUSI0 ONpedeslumb KOHKYpeHmMHble npeumywecmsa Kaxoou
KomnaHuu. [lposedeHHbIli aHanu3a nokasamenel (Mempuk), Komopsle ucCnosie3ylomca O/ OyeHKU
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3¢ppekmusHocmu 6u3Hec-molesnel, N0380/UM 8bIGPAMb MOOenb [JIonoHA HA OcHose peHmMabesbHOCMuU
8/10XEHHO20 Kanumand. B pesynomame 66110 onpedesieHO 8/1UAHUE OCHOBHbIX 3/1eMeHMo8 Mooesu Ha
KoHe4HbIl pe3ynemam ROIC, umo 66110 noOmeepx0eHo nposedeHUeM COOmMeemcmayoujux pac4emos.

Knioueevoie cnosa: 6vsHec-mofenb, NorncTnyeckas komnanus, asset-light, asset-based, aytcopcuHr,
KaHBa 6U3HEeC-Moaeny, peHTabenbHOCTU BIOXKEHHOTO KanuTana.

Introduction. Competition in the
logistics services market requires companies
to realize the need to find ways of gaining
competitive advantages. The most effective
way, from the point of view of practitioners, is
the optimization of doing business by
forming an optimal business model as a
concept for the development of the company,
which allows identifying priorities,
eliminating discrepancies, optimizing the
company's efforts in strategic areas of
generating value, profitability, and efficiency.
Interest in this issue is connected, firstly, with
the fact that the business model determines
the logic of the business, reveals the chain of
cause-and-effect relationships between the
key factors of the business model, forms the
basis for rethinking the methods and
mechanisms of business organization. As a
result, ideas for the production of values come
to the fore, not products, the proposal of a
given value, and not sales. This principle of
building a business in a fundamentally new
way answers questions regarding the
efficiency and effectiveness of a logistics
company.

In addition, the rethinking of the
management, owners, and employees of the
business logic creates the potential for
development, opens up new opportunities
for qualitative transformations in the
company, which serves as a powerful impetus
forinnovation in all areas of the company. The
experience of successful companies shows
that at the stage of designing a business
model, the prerequisites for strengthening
key competencies are formed, which, due to
the unique combination of business
processes, creates irreproducible competitive
advantages.

Moreover, the business model briefly
illuminates the multifaceted functioning of
the company, through simple,

understandable things, it provides all
stakeholders with information about the
principles, mechanisms of functioning, and
development priorities of the company.
Therefore, the business model of an
enterprise can be considered not only a
strategic asset of the company but also an
extremely effective means of communication.
Thus, a company can get certain
advantages from the formation of an optimal
business model at any stage of its life cycle,
even by adapting and adjusting the existing
model, taking into account the conditions of
changes in the external and internal
environment in order to meet the needs of
customers and maintain  competitive
advantages. This determines the relevance of
this topic and the increased interest of the
heads of logistics companies in the problems
of the optimal business model of the
company, as a concept for the effective
formation and use of internal sources to
achieve the strategic goals of the company.
Analysis of recent research and
publications. The theoretical and practical
aspects of the problematics in the definition,
structuring, and classification of business
models, periodization of the main directions
of their research are reflected in the works of
famous scientists of our time, such as V.
Revutskaya [14], Strekalova N.D. [18],
Kharitonova G., Klimchuk A. [11], Pimenov
S.A.[15], Tsvirkun Ya. [21] and other.
Particularly noteworthy is the article by
the authors S. A. Pimenov and A. V. Pimenov
[16], in which scientific approaches to the
definition of the concept of "business model"
are investigated, the stages of development
and formation of business modeling since the
60s of the twentieth century are analyzed. to
the present, the key elements of the business
model of the enterprise have been identified,
and the definition of the concept of "business
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model" has been given. The authors define
the business model of an enterprise as a way
of organizing a business, reflecting the
internal and external relationships of the
enterprise, with the necessary detailing at a
certain stage of the life cycle in a certain
period of time, used by the owners to make a
profit through meeting the needs and wishes
of consumers.

Skril V.V. [18] summarizes the scientific
provisions on understanding the essence of
the "business model", gives the main
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classifications of business processes by signs
and types of processes at enterprises,
distinguishes between the differences
between a business model and a strategy, and
systematizes methodological approaches to
building a business model of an enterprise.

Other authors [12] summarized the views
of scientists on the concept of "business
model" to three types and identified the
advantages and disadvantages of each type
that were shown in table 1.

Table 1 - Attributes, strengths and weaknesses across the three typologies of business model

definitions

Typology Attributes

Possible strengths

Possible weaknesses

- Detailed accounts of links,
processes, and networks of
causes and effects

relevant descriptions

Generic business | - Components that constitute | The advantages  of | Picture conveyed

model definitions | the business aggregation, i.e. gaining | becomes too general to
- General industry attributes | an understanding of the | convey anything
- A meta model or ontology | basic of the value | relevant about the
for business model creation in the company | specific business

Broad business | - The method of doing | Value creation must be | - Not sufficiently

model definitions | business understood across the | focused on the core
- focus on the whole | whole value chain in| value creating
enterprise system which the company | processes
- The architecture for | participates - Includes factors nit
generating value completely controlled
- Description of role and by the company
relationships

Narrow business | - Describe the uniqueness of | - The level of detail | - Accounts may

model definitions | internal aspects regards the functioning | become too specific to
- Infrastructure for generating | of the specific firm make sense
value - Precise and | - Loss of overall

understanding

So, summarizing the views of scientists in
defining the essence of the concept of
"business model", two approaches can be
distinguished. The first approach is focused
on business processes/roles and is associated
with considering the activities of the
enterprise from the point of view of business
processes and technologies, focused on
optimizing the internal environment of the
enterprise. The second approach focuses on
the value/customer-generated by the
enterprise for external customers.

In view of these approaches, the key
elements of the business model of an
enterprise that determine its content are [16]:

- a value proposition found in the
products and services that the company
offers to its customers;

- a system for creating a value
proposition, including the relationship of the
enterprise with suppliers, target customers, as
well as value chains;

- the assets that the company uses to
create a value proposition;
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- the financial model of the enterprise,
which determines the structure of income
and expenses, as well as ways of making a
profit.

Researchers define various types of
business models, which are classified
according to the following criteria: depending
on the direction of business development,
according to functional affiliation, and also
depending on the degree of openness of the
business model [18]. Another classification of
business models is applicable to logistics
companies, namely asset-based or asset-
intensive, asset-light, integrated solutions,
and outsourcing, corresponding to the
specifics of the logistics business. Some
aspects of these models are reflected in the
research of scientists [ass], but there is a lack
of fundamental research of these types of
business models used by logistics companies,
in terms of the concept, defining the
characteristic features of each business
model, the formation of evolution and
combination of models.

Objectives statement. The purpose of
this article is a theoretically study the
economic nature of business models used by
logistics companies to form the optimal
business model, and evaluate their
effectiveness based on the DuPont model.

Basic material and results. The
business model determines the constituent
elements of the company's competitive
advantage, its potential, through the
identification of key success factors, among
which the main ones are:

1. Key processes associated with
customer service. In every region of the world,
a logistics company can provide those types
of services that the client needs, taking into
account the factors of the regional market
(demand, competition, legislation,
development of logistics infrastructure, etc.).
It is necessary to determine the full list of
services and, in accordance with the resource
provision, distinguish between the processes
that the company  will perform
independently, and those that the company
can purchase from subcontractors, that is,

19-36
v.10 (2021)
https://smart-scm.org

outsource. Accordingly, a base is being
formed - the basis of a business model, which
will be complemented by other key factors.

2. Consumer - the company must clearly
define who are the consumers of various
logistics services, choosing a model of
interaction: B2B, B2C, eB2eB, B2G; conduct
marketing research to establish the potential
demand for logistics services and identify
ways to attract new customers; conduct ABC -
analysis of clients and, if necessary, develop
programs for key clients of the company.

3. The value of logistics services.
Depending on the definition of customer
groups that are and maybe potential
customers, the company must determine
what logistics services, integrated logistics
solutions the customer needs, to solve the
customer's problems, logistics services are
directed; what customer needs are satisfied
by the logistics company; what list of logistics
services the company can offer for each
market segment by regions of the world.

4. Economic resources. Logistics
companies use the same economic resources:
material (most of which is the logistics
infrastructure), intangible (software products
- software, brands, strategic assets, etc.),
personnel, and financial resources [17, p.122].
They can be rented, purchased from your own
sources, or borrowed from partners. The
problem of  obtaining competitive
advantages in the market is how to form and
manage these types of economic resources in
order to be competitive in the market, that is,
how, using the same combination of
economic  resources, some logistics
companies occupy top positions in the
market, while others cannot reach the
planned level. The economic resources
generated and used by the logistics company
determine the degree of resource support for
the execution of business processes, as a
result of which the client receives logistics
services, and the company receives financial
results of activities (income, expenses, profit).

5. Key partners. Depending on the type of
business model used by the logistics
company, it is necessary to form a "pool" of
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partners: resource providers and service
providers (subcontractors).

6. The financial results of activities are
determined, firstly, by the cost structure (the
cost of resources, outsourced services), and
secondly, by the structure of revenue in
accordance with the structure of the
company's services, the company's financial
policy in the field of interaction with
customers and suppliers (management of
accounts receivable and accounts payable)
debt).

The concept of an enterprise business
model is often confused with strategy,
replacing one term with another, or referring
to one of its components. To illustrate how
the business model relates to strategy,
consider the following formula presented by
M. Levy [2]:

https://smart-scm.org
V=M*S, (1

where V - value, M - business-model, S -
strategy.

Depending on the strategy that the
logistics company chooses for itself, it forms a
business model and, accordingly, determines
all the constituent elements of the business
model.

Analysis of annual reports as carriers of
detailed information on the activities of a
logistics company made it possible to
establish two basic models asset-based or
asset-intensive  and  asset-light and
supplement them with modern modifications
that were reflected in Fig. 1.

THE MAIN TYPES OF BUSINESS MODELS OF A LOGISTICS COMPANY

I

Asset -hbased or asset-intensive

Asset light

Asset -based + Qutsourcing

Asset -light + Qutsourcing

Asset -based + Integrated solutions

Asset - light + Integrated solutions

Figure 1 — The main types of business models of a logistics company
Source: compiled by the authors

Asset-based or asset-intensive - a
business model based on the use of own or
leasing resources to provide resources for the
implementation of business processes of a
logistics company. These are usually, firstly,
tangible assets - buildings, structures,
vehicles, warehouses, warehousing

equipment, handling equipment, computers,
etc, and secondly, intangible assets -
information systems. This also applies to staff.

Table 2 combines the main features of
this model and the potential problems caused
by its implementation in the logistics
company..

Table 2- The main features of Asset-based business model

No The main features of the model

Potential problems

1 | Usage of own assets or assets acquired
under leasing conditions (operational or
financial) for provision business processes
performance of logistics services

Determining the acceptable structure of own and
leasing assets.

The problem of efficient use of assets, generating
revenue to cover leasing costs.
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will be able to cover its liabilities by selling
its own assets.

No The main features of the model Potential problems

2 | The structure of non-current assets of the | Such a structure of non-current assets significantly
company is dominated by "heavy" assets - | reduces the flexibility and adaptability of the company
tangible assets. to abrupt changes in the external environment,

namely, reducing demand for services

3 | Require significant investment in the | The formation of assets from borrowed sources of
formation, operation, maintenance and | funding significantly reduces the financial stability and
disposal of assets. solvency of the company.

4 | Less flexibility due to significant | Significant investments 'freeze" money in assets,
investments which makes it impossible for them to make

alternative, more efficient investments.

5 | Operations are carried out on their own and | Customers, in most cases, are interested in obtaining
are therefore less dependent on service | a comprehensive logistics service, which companies
providers with this type of business model, are not able to

provide without interaction with other market
participants. This significantly narrows the range of
customers.

6 | In the event of bankruptcy, the company | The structure of assets (current and non-current)

determines the sources of their formation (own or
borrowed funds) and maturities of liabilities (long-
term and short-term). Funds from the sale of assets
may not be enough to repay all liabilities.

the use of “light assets”, which allows a
logistics company to scale its activities and
respond to changes in market demand, to
choose suppliers of resources and services
with the most suitable offer. In this model,

Source: compiled by the authors

Asset-light is a business model based on

some staff can be involved in outsourcing and

outstaffing.

by its

model.

Table 3 combines the main features of
this model and the potential problems caused
implementation
company and advantages of this business

in the logistics

Table 3 — Asset-light business model: main features, advantages and potential problems

No

The main features of the
model

Potential problems

Advantages

1

Usage of leased assets
(warehouses, office space,
etc.) or ROU assets (right-of-
use assets) and services of
subcontractors to ensure the
provision of logistics services

A logistics company is responsible
to customers for the quality of
services, regardless of who is
involved in this process.

Accordingly, it is necessary to
constantly check the quality of
subcontractors'  services  and
cooperate only with those who
meet the company's requirements.

In the event of a decrease in
demand  for  logistics
services, the company can
reduce the volume of its
activities with the least
losses, or, in the event of a
crisis, even exit the market.

Dependence on the level of
development of logistics
infrastructure and logistics
market operators

As the logistics company leases
logistics infrastructure elements to
serve customers and buys services
from subcontractors, this directly
determines the ultimate quality of

Working in the developed
market of logistics services,
the company can choose the
best participants as
partners, and  provide
consulting services for the
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No The main features of the
model

Potential problems

Advantages

logistics services for which the
company is responsible.

development  of  their

business.

3 | The structure of non-current
assets of the company is
dominated by "light" assets

The  company's
advantages depend on
company's  strategic
namely:  customer  relations,
supplier  relations,  knowledge
ownership, and management of
fixed assets, each of which is
associated with relevant financial
initiatives.

competitive
the
assets,

Such a structure of non-
current assets significantly
increases the company's
flexibility and adaptability to
abrupt changes in the
external environment,
namely, reducing demand
for services

4 | In the structure of direct costs
of the company, a significant
share is made up of costs for
the services of
subcontractors.

With an increase in the price of
subcontractor services, the amount
of gross profit decreases

To optimize direct costs, the
company can select
subcontractors that meet
the price/quality relation

9 | Greater flexibility due to lack

Significant investments "freeze"

Use of financial resources

providers

logistics services market, using the
services of subcontractors, the
logistics company is directly
responsible for the quality of
services to the client. In the event of
negative situations, the company's
reputation may be damaged

of significant capital | money in assets, which makes it | for innovative development
investment impossible for them to make | of the company
alternative, more efficient
investments.
6 | Dependence on  service | Working as an integrator in the | Customers, in most cases,

are interested in obtaining a
comprehensive logistics
service that companies with
this type of business model
provide in cooperation with
other market participants.
This significantly expands
the range of customers.

Source: compiled by the authors

The next evolution of business models
can be identified, which is represented in

Figure 2.

Asset—based
or asset-
intensive

4

Asset-light

Outsourcing

Integrated
solutions

Figure 2 - Evolution of business models of a logistics company

Source: compiled by the authors
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Companies supporting the Asset-based
or asset-intensive business model begin to
operate in the logistics services market as
independent market operators, providing
services to end customers, that is, they
comply with the B2C model. If the company's
resources allow it, it begins to increase its
supply on the market, offering services to
other operators of the logistics services
market, who outsource the implementation
of logistics services, that is, they are moving to
the B2B model. The transition to the asset-
light model occurs when the role of the
logistics company changes from a service
provider to a consumer of services of other
participants in the logistics services market. A
logistics company can start operating in the
market on the basis of the asset-light model if
it is provided for by the company's strategy.

Despite the evolution of business models
reflected in Figure 2, it is considered that the
main are two models, on the basis of which
the combination of business models depicted
in Figure 1 occurs, which depend on the life
cycle of a logistics company and the regions
of the world in which they are working.

The addition of the Outsourcing
component to the base model expands the
functionality of a logistics company in the
field of logistics services by using the
resources of partners - subcontractors.
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Therefore, in deciding which services to
outsource, the following components of the
business model are combined: economic
resources + key partners + key processes.

The addition to the basic model of the
Integrated solutions component (integrated
solutions), in addition to expanding the
functionality of the company, also raises it to
a qualitatively new level of provision of
logistics services, since an individual
integrated solution is developed for a specific
client, which combines the following
components of the business model.
economic resources + resource and service
providers (key partners) + key processes + key
services + key customers.

Structuring the logistics services market
by types of logistics providers allows
combining a specific provider level with
possible types of business models that were
summarized in Table 4.

The higher the level of the logistics
provider, the less resource-intensive its
business model is. This is due to the fact that
from level 3 PL, a logistics provider begins to
act as an integrator in the logistics services
market, pooling the resources of other
companies, usually of a lower level,
supporting the asset-based model, to ensure
the implementation of the entire range of
logistics services in supply chains.

Table 4 - Structuring the logistics providers by business models

Type of Asset — | Asset —based | Asset —based + | Asset — | Asset —light + | Asset - light +
logistics based | +Integrated | Outsourcing light | Integrated Outsourcing
provider solutions solutions

2 PL +

3PL +

4 PL + + + +

5PL + + N

Source: compiled by the authors

The place of a logistics company in the
top 10 best companies in the world does not
depend on what business model the logistics
company adheres to. Thus, the rating [20] is
topped by logistics operators - Amazon and
DHL, which adhere to the asset -based
business model with additional solutions.

Kuehne & Nagel (3d place in rating) and DSV
Panalpina (6th place in rating) are
representatives of another business model -
aset -light. The business model of DSV
Panalpina, taken from the company's annual
report [4], is shown in Fig.3.
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n, testing — D n — Document

ree fulfilment — Carbon emission reports — Supply chi
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From shipper

To consignee

Our key resources
People — IT systems — Industry know-how — Standardised global workfiows — Carrier relations — Global network with local presence

Figure 3 - Business model of DSV Panalpina [4]

DSV operates based on an asset-light
business model which means that
transportation of shipments is booked with
subcontractors (carriers and hauliers). They
transport customers’ goods to, from and
between our more than 1,400 offices,
terminals and warehouses across the world,
enabling company to be close to local
markets while taking advantage of a global
perspective and network. That way company
secure the best possible service at highly
competitive rates. DSV’'s international
network consists of more than 200,000
suppliers, partners and agents. They cover
strategic international hubs and important
sea lanes. Road transport provides customers
with trustworthy hauliers with knowledge of
local market conditions [4].

36

parcel centres

Around

At 2,000
13,000

retail outlets

sales points

DHL operates based on an asset-based
business model which means that the
company operates more than 84,000 offices,
about 34,000 vehicles for the delivery of
documents and cargo and more than 260
aircraft, 3 Global Hubs: Hong Kong, Leipzig,
Cincinnati, and 15 Main Regional Hubs:
Amsterdam, Bergamo, Brussels, Copenhagen,
East Midlands (UK), Frankfurt, London, Paris,
Vitoria (Spain), Bangkok, Singapore, Bahrain,
Dubai, Lagos, Panama, Global IT Centers: IT
centers in Cyberjaya (Malaysia) and Prague
(Czech Repubilic), supporting the entire global
network [8].

The provision by “real” resources of Post
&Parcel Germany Division is shown in fig.4.
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Figure 4— National wide transport and delivery network in Germany, 2020 [5]
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Another confirmation of this model is
resource provision of DHL Aviation that is a
division of DHL (owned by Deutsche Post)
responsible for providing air transport
capacity. It is not a single airline, but refers to
several airlines which are either owned, co
owned or chartered by DHL Express [8]

Deutsche Post currently owns five main
airlines, which provide services by region:

- European Air Transport Leipzig (EAT
Leipzig) is responsible for the major part of
the network for Europe, and for long haul
services to the Middle East and Africa. From its
hub at the Leipzig/Halle Airport it operates a
fleet of Boeing and Airbus freighters.

- DHL Air UK (DHL Air) is based at East
Midlands Airport, was purchased by DHL in
August 1989 and has since July 2000 been
operating a fleet of Boeing 757 Freighters on
intra European services and a fleet of new
built Boeing 767 freighters, primarily on
transatlantic routes.

- DHL Aero Expreso is the subsidiary in
Central and South America Hub in Tocumen,
Panama, operating a fleet of Boeing 737-400,
757-200 and 767-300 Freighters in Central
and South America, as well as serving
destinations in the Caribbean and Florida.

- SNAS/DHL (DHL International) handles
Middle  East  destinations  from its
headquarters and main regional hub at
Bahrain International Airport, operating a
fleet of Boeing 767 Freighters.[6] The fleet is
deployed throughout the Middle East and in
Africa.

- Blue Dart Aviation is based at Chennai
International Airport, India, with a fleet of
Boeing 757 Freighters. It provides services for
the Indian network of DHL and regional
charters.

- DHL Air Austria is based at Vienna
International Airport, Austria, with a fleet of
Boeing 757 Freighters.

19-36
v.10 (2021)
https://smart-scm.org

It also owns the following smaller airlines:
DHL de Guatemala (Guatemala City), DHL
Ecuador (Guayaquil, Ecuador) and Vensecar
Internacional (Caracas, Venezuela) [].

The DHL Aviation aircraft fleet consists of
Airbus A300-600RF (35 units), ASL Airlines
Ireland (4 units), Airbus A330-300P2F (1 unit),
ATR 42-300F (3 units), Vensecar Internacional
(1 unit), Boeing 727-200F (6 units), Vensecar
Internacional (3 units), Boeing 737-400SF (4
units), Southern Air (5 units), Boeing 747-
400BCF (13 units), Kalitta Air (4 units), Boeing
747-8F (4 units), Boeing 757-200F (46 units),
European Air Transport Leipzig (11 units) ),
Boeing 767-200F (8 units), Atlas Air (5 units),
Boeing 767-300ERF (6 units), DHL Air UK (4
units), Boeing 777F (12 units) ), Southern Air (4
units), Tupolev Tu-204-100C (1 unit).

In order to meet the growing demand for
air cargo transportation, namely the growing
demand for cross-border delivery of urgent
cargo, DHL Express and Boeing announced a
deal to acquire 8 new Boeing 777 Freighters.
The Boeing B777F has a carrying capacity of
102 tons and a flight range of 9.2 thousand
km. The new aircraft will enable DHL Express
to reduce stops on long-haul routes [6]. DHL
Express also ordered 12 electric cargo planes
from the Eviation startup and plans to create
the world's first emission-free electric cargo
network. DHL plans to start operating the
aircraft in 2024. The Alice can be operated by
a single pilot and can carry over 1.2 tons of
cargo. Full recharging of the aircraft's
batteries is approximately 30 minutes, and
the maximum flight range is 815 km at a
speed of approximately 400 km/h. [7]

Consequently, DHL continues to evolve
based on the model, investing in real assets
and intelligent management systems based
on artificial intelligence, which will continue
to provide it with a competitive edge in the
logistics market in the future (Fig.5).
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Figure 5 — Applying Al in DHL [1]

Consequently, regardless of the type of
business model, the main problem is how,
using our own, attracted or resources of other
participants in the logistics services market, to
form an optimal business model or adapt the
existing one to the changing conditions of the
external environment. To do this, use various
strategic management tools, which include
the Business Model Canvas.

The Business Model Canvas is a strategic
management template used for developing
new business models and documenting
existing ones. It offers a visual chart with
elements describing a firm's or product's
value proposition, infrastructure, customers,

and finances, assisting businesses to align
their activities by illustrating potential trade-
offs [3]. Osterwalder's canvas has nine boxes:
customer segments, value propositions,
channels, customer relationships, revenue
streams, key resources, key activities, key
partnerships, and cost structure [13].

This model shows through which
components a logistics company can obtain
competitive advantages and provides an
opportunity to adapt, adjust it if necessary.

Figure 5 shows the Business Model
Canvas for DHL, and Figure 6 shows the
Business Model for DSV Panalpina.

Key Partners Key Activities Value Propositions Customer Customer Segments
Logistics providers | Distribution DHL Warehousing Relationship Personal users
Packaging material | Tracking systems Transportation & Trust and reliability | /ndustry Sectors
manufacturers Quality control Distribution High reputation Auto-Mobility
Retailers Warehousing Solution Partnerships Chemicals
Acquisitions like UK | IT capabilities Innovations in Convenient Consumer
Mail, Airborne R&D logistics customer Energy
Express Marketing E-communication assistance Engineering and
Franchisees Customer support Contract logistics Automated Manufacturing

E-commerce DHL Logistics solutions Life Sciences and
Main divisions: Consulting Healthcare
Express, DHL Lead Logistics Public Sector
Global Forwarding, | Partner Retail

Freight, DHL International Technology
Supply Chain, Supply Chain (ISC)
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eCommerce DHL Industrial
Solutions, Projects
Post & Parcel DHL Trade Fairs &
Germany Events
DHL Customs
Services
DHL Cargo
Insurance
DHL Security
Key Resources Services
Distribution Green Logistics
networks Solution
IT capabilities DHL Smart Sensor
Warehouses Visibility & Risk
Distributions Management
centers Solution
DHL’s Airlines
Innovation Center of
DHL
Acquisitions

Channels
Production facilities
and centers
Post offices
Sales and support
teams
Social media
News and blogs

Cost Structure

Revenue Streams

Material costs (Cost of raw materials, consumable and
supplies, and of goods purchased and held for resale;
Cost of purchased services; Lease expenses)

Depreciation and Amortization (Land and buildings,
Technical equipment and machinery, Transport
equipment, Aircraft, IT equipment, Operating and office
equipment, ROU assets- Land and buildings, Technical
equipment and machinery, Transport equipment,
Aircraft, IT equipment, Operating and office equipment)

Assets repair and maintenance

Other operating expenses

Capital investments (Capex)

Insurance

Finance costs

Taxes

Staff costs (Wages, salaries and compensation; Social
security contributions; Retirement benefit expenses;
expenses for other benefits)

Marketing

Security costs

Innovation research

Service fees
Value-added services
Commissions

Costs of packages

Figure 5 - Business Model Canvas of DHL
Source: compiled by the authors
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Direct costs (include settlement of accounts with
haulage contractors, shipping companies, airlines, etc.;
staff costs relating to hourly workers used for fulfilling
orders and other direct costs of operation, such as
rental of logistics facilities and costs of property
projects)

Amortization and depreciation (Customer
relationships, Software and other intangible assets,
Buildings, ROU assets — Land and buildings, ROU
assets — Other operating equipment)

Innovation investments

Insurance

Security costs

Wages and salaries

Financial expenses (Interest expenses on
liabilities)

Garbon emissions costs

lease

Warehouse Bookings for Cross-docking Personal customers
providers transportations Secure E-Shops
Retailers Distribution around | documentation Customers within
the globe provision Automotive,
Labeling and Carbon emission Industrial, Retail &
packaging reports Fashion, Healthcare,
Documentation Technology and
clearance Renewable Energy.
e-commerce
fulfilment
Track-and-Trace
Key Resources Channels
People Production centers
IT systems Sales groups
Industry know-how News and blogs
Standardized global Official site of the
workflows company
Carrier relations
Global network with
local presence
Cost Structure Revenue Streams

Sale of services (Air services, Sea services, Road
services, Solutions services)
Financial income (Interest income)

Figure 6 - Business Model Canvas of DSV Panalpina
Source: compiled by the authors

The underestimation of this tool is
precisely the insufficient elaboration of the
outline of the business model that led to the
closure of the business of small and medium-
sized companies in conditions of quarantine
[21]. This is due to the fact that the companies
did not clearly define their business according
to 9 blocks of the business model canvas: they
did not clearly define the consumer groups,
what value proposition is included in the

company's logistics service, what channels for
promoting logistics services the company
uses, and define relationships with customers,
communication channels between the client
and the company, customer loyalty model,
work with customer complaints, etc.
Searching for and establishing mutually
beneficial cooperation with key partnersis the
most important area of work for a logistics
company.
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In February-March 2020, EY conducted
the Global Capital Confidence Barometer
survey, which included 46 countries and 14
sectors of the economy, including consumer
goods and retail [10]. According to this report,
international enterprises, in order to
strengthen their competitive positions during
the crisis, began to change the operating
conditions, refine their business models, and
plan new development steps, taking into
account new development scenarios, and
some are finalizing strategies for the post-
crisis period. EY has identified the main areas
of revision of business models in accordance
with the canvas of the business model of O.
Osterwalder and Yves Pignet in the studied
enterprises:

- changes in the delivery system;

- implementation of a delivery system
with digital support;

- expanding opportunities for online
sales;

- making changes to value propositions;

- creating new partnerships and
reallocating resources;

building relationships with clients.

This includes both working out ways to
retain existing customers, taking into account
new requirements, and finding and building
relationships with new customers.

Therefore, the use of this model allows to
visualize the main components of each
business model, and show their relationship,
the interdependence between the internal
and external spheres. An internal sphere is a
system that includes a set of business model
elements that are controlled and managed by
a logistics company. These are value
propositions, business processes,

NOPLAT __ NOPLAT
IC S

ROIC =

where NOPLAT = EBIT x (1 —t);

X % = NOPM X Capital Turnover = NOPM X
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technologies,  organizational  structure,
employees, key resources. In the external
sphere, a system of elements is considered
with which a logistics company interacts and
which affect its activities. These are consumer
segments, partners, competitors, taxes,
external resources, industry specifics, global
and regional trends, society, and the state.
The effectiveness of a particular business
model depends on how the key components
of the business model are organized, which
determine the internal sphere, interact with
the elements of the external sphere.

To assess the effectiveness of a business
model, strategic analysis tools can be used,
generalized into two groups: the first - with a
focus on profit, the second - with a focus on
the consumer [16], or the ROA model, which
determines the effectiveness of the formation
and use of assets depending on the type of
business model. Implementation of ROA
model for assessing efficiency of business
model of DHL and Kuehne&Nagel was
considered by author in the previous research
[17]. In this research, we are interested in
studying the practice of applying another
DuPont model, namely ROIC models, to
substantiate the effectiveness of using a
certain business model of a logistics
company.

The return on invested capital (ROIC)
represents the observable competitive
advantage of a firm, while the firm's
performances are measured by the
accounting items in the Du Pont identity [9].
ROIC is calculated as the net operating profits
less adjusted taxes (NOPLAT), divided by
invested capital (IC):

S
Shareholder’s Equity’

)

EBIT = earnings before interest and tax;
S = sales; NOPM = net operating profit margin;
IC = (Fixed Assets + Current assets) — non-interest-bearing liabilities.
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Return on invested capital can be further
decomposed into several related financial
ratios as follows:

NOPLAT __ NOPLAT
ic S c

ROIC =

where CGS = cost of goods sold;

S _ (5-CGS—R&D-Dep-SG&A-Tax)/S
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, ©)

(FA+AR+Inv—AP+Cash)/S

R&D = expenditures on research and development;

Dep = depreciation;

SG&A = selling, general and administration expenses;

FA = fixed assets;

AR = accounts receivable;
Inv = inventory;

AP = accounts payable.

In this model, the following components
can be distinguished that have a significant
impact on the ROIC value:

1) NOPLAT defines operating efficiency
of specific business model and reflects the
relationship between the main element in
Business Model Canvas such as Costs
structure and Revenue streams.

2) IC defines capital management and
reflects the ability of a logistics company to
manage the assets (current and non-current
assets that the company forms according to a
particular business model.

3) AR defines customer relationship
between a logistics company external sphere
in Business Model Canvas, namely, Customer
segment and Customer relationship.

4) AP defines supplier relationship
between a logistics company and Key
partners as the main elements in Business
Model Canvas.

5) R&D reflects the position of the
logistics company in the field of investment
and innovation, which is determined by the
chosen business model. Namely, investments
in real assets or light assets of the company,
information or intelligent control systems, etc.

6) Depreciation reflects the recoverable
amount in the financial statements over the
useful life of a tangible asset, while
Amortization reflects the same for intangible
assets. Taking into account the chosen
business model and, accordingly, the
structure of non-current assets, the logistics
company can manage the impact of
depreciation charges on net income.

Within the framework of this work, to
analyze the effectiveness of each business
model and the corresponding logistics
company, formula (2) was used, which gives
an overall assessment of the effectiveness of
the chosen model. The calculations are
summarized in table 5.

Table 5- Analysis of business model efficiency based on Du Pont model ROIC

ltems DHL, €m DSV Panalpina, DKKm
2019 2020 2019 2020
EBIT 4,128 4,847 6,654 9,520
t 0,2 0,23 0,26 0,24
Sales 63,341 66,806 94,701 115,932
Sha_reholder S 14,392 14,078 49,430 47,385
Equity
NOPLAT 3,302 3,732 4,924 7,235
Capital Turnover 4,40 4,74 1,92 2,47
ROIC 14,532 17,690 9,454 17,870
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According to our calculations, DSV
Panalpina company using the light assets
model performed better in 2020, increasing
ROIC value by 89% to 17.87 than DHL
company using the asset-based model. This
was due to an increase in sales by 229%,
operating profit (EBIT) by 43%, which led to an
increase in NOPLAT by 47%. Consequently,
the company's asset-light business model has
responded better to changes in external and
internal environmental factors caused by
Covid-19. However, it is impossible, only on
the basis of these calculations, to state about
the unconditional effectiveness of one or
another business model over another. For
such a statement, it is necessary to conduct a
detailed analysis of the business models of
the logistics companies included in the TOP-
20. In addition, in our opinion, the
effectiveness of a business model directly
depends on the knowledge, skills, and
competencies of the main resource in
logistics - a human resource that forms all the
main elements of a business model, reacts to
changes in the external and internal
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environment, adapts the existing business
model to the new business environment,
develops and implements new elements in
the basic business model.

Conclusions. Consequently, the business
model is not an established category; it can
change with a change in strategy, phases of
the life cycle of a logistics company. Choosing
a specific business model requires changing
all its main components and adapting the
company's internal environment to these
changes, which can cause many problems. By
reducing the number of real assets such as
land and buildings, equipment, cars, and
computers, companies will gain a significant
advantage over their competitors with large
assets. "Real" assets can burden a logistics
company, but investing in new digital
technologies and personnel as the main
resource of a logistics company allows it to
expand faster and compete with existing
players in the logistics services market in a
short period of time.
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POTENTIAL OF SECONDARY AIRPORTS’ RENEWAL IN TERMS OF
DEVELOPMENT OF THE NATIONAL ECONOMY

Olena Volovyk, Sophia Zhigula, Oleh Harmash. "Potential of secondary airports’ renewal in terms
of development of the national economy". The article outlines the classification of airports, the role of
secondary airports in the infrastructure of the country, understanding the need of the secondary airports'
renewal. The aviation industry plays a crucial role in the development of economy of the country and
international economic relations, as it generates incomes, job places, and opportunities for growth. Every
country has both primary and secondary airports, regional (secondary) airports are a vital part of the aviation
infrastructure. They are engines of local development and allow accessibility to certain locations, in particular
those that are remote or not well served by other forms of transportation. They are enablers of free movement
of people, goods and services, as well as of social and territorial cohesion. Furthermore, regional airports
stimulate incoming tourism and employment, as well as facilitate access to essential services. They can also help
to reduce congestion at major hub airports. Unfortunately, in Ukraine secondary airports are not cultivated
enough, thus the air transportation is the neck place in most cases, but this situation may be solved with renewal
of secondary airports' work, the importance of which is described in this article.

Keywords: secondary airport, trafficc cargo, economy, infrastructure, aviation, airlines,
modernization, transportation, development.

OneHa Bonoesuk, Cogpia Xuayna, Onez Fapmaw. «[lomeHyian eiOHOBNIeHHA Opy20pAOHUX
aeponopmie 3 mMo4Ku 30py po36UmKy HAyioOHA/IbHOI eKOHOMIKU». Y cmammi onucaHo knacucgpikayito
aeponopmis, posb Opy20pAO0HUX deponopmig 8 iHppacmpykmypi KpdiHu, po3ymiHHA HeobxioHocmi
OHOBJ1IeHHA Opy20pAOHUX aeponopmis. AgiayiliHa npomuciosicme gidiepae supiwianeHy posb y po3sumky
eKOHOMIKU KpaiHU ma mixkHapoOHUX eKOHOMIYHUX 8iOHOCUH, OCKiNbKU 36i/1bLye 00X00u, 2eHepye HO8i poboui



The electronic scientifically and practical journal 37-46
“INTELLECTUALIZATION OF LOGISTICS AND SUPPLY CHAIN MANAGEMENT”, v.10 (2021)
ISSN 2708-3195 https://smart-scm.org

Micya ma MoXaueocmi 0715 3pOCMAHHA pisHA 0epxasu y c8imoaili eKOHOMIUi. Y KOXHil KpaiHi € AK nep8uHHi,
mak i 8MOpPUHHI deponopmu, pez2ioHAsIbHI (BMOPUHHI) deponopmu € 8aXX/IUBOKD YACMUHOI asiauitiHor
iHppacmpykmypu. BoHu € 08uzyHamu po3sumky ma 3abesnedyioms 0ocmyn 00 mux micys, AKi € gidoaneHUMu
abo no2aHo o6csy208yIOMbCA IHWUMU 8UOamMu mpaHcnopmy. BoHu cnpusiome sinbHomMy nepemiujeHHo
Jr00ell, mogapis i nocslye, a Makox coyiasnbHoi ma mepumopianeHoi eOHocmi. Kpim moeo, pezioHasnbHi
aeponopmu cmumysilolome 8'3HUU Mypu3M, a MAakox nose2wyomes 00cmyn 00 OCHOBHUX Nocsye. BoHu
MAkoX MOXyme 0ONOMO2MU 3MeHWUMuU 3amopu y 8e/lukux deponopmax-ey3aax. Ha xane, 8 Ykpaii
8MOPUHHI deponopmu po38UHeHi HEOOCMAMHbO, MOMy NO8IMpPAHI nepese3eHHs 8 binbWocmi sunadkie €
8Y3bKUM Micyem, asie yto cumyauito MOXHa supiwuumu 8iOHos8eHHAM pobomu 8mMOpUHHUX deponopmis,
8AX/IUBICMb AKUX ONUCAHA 8 Uili cmammi.

Knioyoei cnoea: BTopuHHUI aeponopT, Tpadik, BaHTaX, eKOHOMiKa, iHPpacTpyKTypa, aBiauis,
asianiHii, MogepHisauia, TpaHCNopPT, PO3BUTOK.

Enena Bonoeuk, Cocpusa Xuayna, Onez lapmaw. «[lomeHyuan o6Hoe/1eHUA 8mopocmeneHHbIX
asponopmoe ¢ MoYKU 3peHUs pa3sumus HAUYUOHAJ/IbHOU 3KOHOMUKU». B cmamee ouepyeHa
Knaccugukayus asponopmos, posib 8MOpPOCMeneHHbIX d3ponopmos 8 UHPpacmpykmype cmpatsl,
NOHUMAHue  HeobxoOumMocmu  OOHOBJeHUA ~ 8MOPOCMENeHHbIX  Aa3ponopmos.  ABUAUUOHHAA
NPOMBbIWIIEHHOCMb Uepdem pewaruwyro poslb 8 pazsumuu 3KOHOMUKU CMpPAdHel U MeXOYHapOOHbIX
SKOHOMUYeCcKUX OmMHOWeHUU, NOCKOJIbKY OHA 2eHepupyem 00xo0bl 01 20cy0apcmead, co3daem pabo4ue
Mecma, npedocmassisem 803MOXHOCMU OJ1 pocma CMpaHsl 8 paspese MUpo8oU 3KOHOMUKU. B kaxdol
cmpaHe ecmb KakK OCHOBHble, MAK U 8mMopocmeneHHble d3ponopmel, pe2uoHasIbHble (8mopocmeneHHble)
asponopmel A8nA0McA Heomwemaemol U 0cob0 8aXHOU Yacmeto asuayuoHHoU uHgpacmpykmypel. OHu
ABMAMCA JOKOMOMUBAMU pa3gumus u obecnequsarom 0ocmyn K onpedesieHHsIM Mecmam, 8 YaCMHOCMuU K
mem, Komopeble Hax00aMcsa 8 oMOaneHuUU UU hJ10xo 0b6cyxusaromca opyaumu sudamu mpaHcnopma. OHu
cnocobcmeaytom c80600HOMYy nepemeuwjeHuto sodel, MoOBAPO8 U YyC/ye, d Makxe coyuanbHou U
meppumopudneHol cnyiodeHHocmu. Kpome mozo, pe2uoHasIbHble a3ponopmsi CMuMysiupyom 8se30HOoU
mypusm U 3aHAMOoCMeb, a makxe obaezyaom 0ocmyn K OCHO8HbIM ycsiy2aMm. OHU makxe Mo2ym NOMOYb
YMeHblUMb 3a2pYXeHHOCMb 8 KPYyNnHbIX y3/108biX asponopmax. K coxaneHuto, 8 YkpauHe paszsumue
8mopocmeneHHbIX a3ponopmel  NPoxooum MeOseHHbIMU meMnamu, No3momy asuampadcnopm 8
60/1bWIUHCMBE C/Tyydes A8/IAemcs Y3KUM MeCmomMm, HO 3my cumyayuro MOXHO peuiums, 80306H08U8 pabomy
8mopocmeneHHbIX a3ponopmos, BaXKHOCMb KOMOPbLIX ONUCAHA 8 0aHHOU cmamee.

Knioyeeble cnoea: BTOPOCTENEHHbBIN a3ponopT, ABUXKEHUE, FPy3, SKOHOMUKA, UHPPACTPYKTYPa,
aBuauus, aBMAKOMMaHWA, MOAEPHM3aLUUs, TPAHCNOPT, pa3BuTHe.

Introduction. Airport development has
undergone a long history starting from simple
airfields as sites and installations for take-offs
and landings-on aircrafts up to complex
contemporary mega-hubs providing a variety
of services. The globalization has significantly
affected the transportation system in general
and aviation transportation specifically. With
the development of new types of aircrafts that
required technical modernization of existing
airfields into airports, the concept of airports
has changed too as well as general system of
classification. With regard to their size and
processed traffic flow, airports are
categorized as primary and secondary both
comprising a multi-airport system [1]. They
complement each other meaning that large

metropolitan regions are served by several
airports - one being the primary airport with
the largest share of metropolitan traffic, and
the rest are secondary, which absorb the
traffic spill from the primary or focus on lower
yielding or specific traffic categories,
particularly when mandated by government
regulations[2].

Ukraine inherited from the USSR fifty-plus
airports and a broad network of runways that
covered the entire territory of Ukraine linking
both large cities and small towns [12].
However, in the 1990s, the system fell apart
and the majority of local airfields and runway
strips are abandoned and neglected as they
have lost their importance in the country-
wide transportation infrastructure.
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The current research justifies the
importance of reviving the long-lost airfields
through their modernization into secondary
airports and further including them into the
regional multi-modal transportation
infrastructure as well as finding new uses for
former prosperous and currently neglected
commercial structures.

Analysis of the latest research. The
issues of rising demand for secondary airports
have been justified by Richard de Neufville [1],
Jimenez E., Claro J., Pinho de Sousa J. [2],
Marcin Dziedzic [13], Graham A. [3], Knipp N.
[6] and others. The majority of the previous
research emphasizes that the rapid
development of low-cost carriers has
increased the demand in secondary airports,
which nowadays have undergone significant
modernizations compared to the past [6].

Graham A. states that secondary airports
are currently thriving in most developed
countries. In the past, smaller airports meant
secondary services and facilities, but not
today. Low-cost carriers (LCCs) are streaming
into secondary airports, and they provide the
latter with significant traffic flow [3]. Non -
primary airports are included into the
National Plan of Integrated Airport Systems
(NPIAS) in the US and account more than 3300
public-use facilities which function according
to their roles outlined in the report provided
by US Federal Aviation Administration [6].
Changes to LCC business models are affecting
secondary airports across Europe and their
evolution increases competition between
primary and secondary gateways [14].
However, the authors indicate that the
tendency may vary from country to country
and refers to the small airports which have
undergone significant modifications and
meet the requirements of the market.

Sara Favargiotti explores the problems of
abandoned airports in Europe and stated that
out of 2000 European airports, 750 ones are
currently abandoned, uphold or underutilized
[15]. The author admits that the conversion of
an abandoned airfield is a complex design
process and there are different ways of
reviving such infrastructure apart of
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converting into a secondary airport and
including into general nation-wide air
transportation infrastructure.

Formulation of the purpose of the
study. The purpose of this article is to explore
airport classification suggested by Federal
Aviation Administration (USA) and
International Civil Aviation Organization
(ICAQ) as related to their characteristics. The
paper analyses the structure of air traffic in
Ukraine in 2020 and 2019 in order to identify
the perspectives of airport system loading in
the nearest future. The importance of regional
airports has been explained through
identifying the services that they can provide.
With the purpose of justifying the necessity of
renewal of abandoned airports and their
converting into secondary ones, the airport
structure in Ukraine and the tendency in its
development have been explored. The factors
influencing the success of  the
implementation infrastructure projects are
identified. The benefits of developing
regional airports and their impact on the
growth of the country's economy are
specified.

To ensure the realization of these goals,
the following research methods were used:
empirical studies, data analysis and synthesis,
expert assessments, and generalization.

The main research. The common
understanding on the definition of airports as
to primary and secondary categories has
gradually evolved into the concept of multi-
airport system. Such system acknowledges
that large metropolitan regions are served by
several airports, one being the primary airport
with the largest share of metropolitan traffic,
and the rest are secondary, which absorb the
traffic spill from the primary or focus on lower
yielding or specific traffic categories ([1]).
Moving to those airports outside a multi-
airport system is more complicated and
depends on particular national perspectives
or national institutional frameworks. For
example, regional airports are sometimes
associated with peripheral regions, or any
airport not serving country capitals ([16]).
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The importance of regional airports has
grown in the last decades as they have
become the main ones for low cost airlines, as
the latter often prefer to use regional airports
where airport fees are lower, turn-round times
shorter and capacity higher, due to low traffic
congestion. At the same time, low cost airlines
may also establish themselves in major
airports.

Then regional airports facilitate the daily
operations of general aviation, which includes
all aviation other than commercial and
military flights, such as training flights, law
enforcement flights, medical flights, private
business flights, and recreational flights that
fall under the category of general aviation.

The benefits of general aviation cannot
be overstated. Regional airports facilitate air
ambulance flights and medical evacuation
flights for local patients and hospitals.
Moreover, organs for local organ transplant
candidates can be flown into a regional
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airport located close to home. In addition, it
can provide a base of operations for law
enforcement search and rescue operations.

In international practice, the FAA (Federal
Aviation Administration, USA) and ICAO
(International Civil Aviation Organization)
classification for airports is widely used [4].

The FAA classifies airports by their type of
activity into the following categories:

1. Commercial airports - state-owned
airports serving regular flights with the
number of departing passengers of at least
2,500 people per year.

2. Airports of general aviation: all aviation,
except military and commercial, operating on
a regular basis.

In turn, commercial airports are divided
into primary and secondary ones. Table 1
summarizes general characteristics  of
commercial airports.

Table 1 - Classification of commercial airports

Type of airport Characteristic
Primary airports more than 10,000 departing passengers per year
=l arge 1% or more of the total number of departing
passengers served
= Medium from 0.25% to 1% of the total number of departing

passengers served

= Small

from 0.05% to 0.25% of the total number of
departing passengers served

= Not nodal (Nonhub)

less than 0.05% of the total number of departing
passengers served

Secondary airports

from 2500 t010,000 departing passengers per year

Minor airports

= National airports

airports with an average of about 200 aircraft,
including 30 jet aircraft

= Regional airports

airports with an average of about 90 aircraft,
including 3 jet aircraft

= | ocal airports

airports with an average about 33 propeller-driven
aircrafts

= Base airports

airports with an average about 10 propeller-driven
aircrafts

The passenger traffic of Ukrainian airports
in 2015 amounted to 10.7 million passengers,
98% of which was provided by the airports
Boryspil, Zhulyany (Kyiv), Odessa, Lviv,

Dnipro, Kharkov and Zaporizhzhya. Almost all
flights use primary airports as the place of
departure or destination with the number of
flights variation from 130000 to 335000 per
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year (in the last 5 years). Table 2 summarizes
the structure of air traffic in Ukraine as related
to the year of 2020 (updated from [5]).

There is a significant decrease in the
number of flights in 2020 and this trend is
observed in the world-wide scope as the
COVID-19 situation significantly affected the
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transportation sector. However, the
passenger demand for air travel is projected
to double in the next 20 years and nowadays
the national primary airports are clogged with
increased traffic. In response, domestic and
international LLCs are turning to secondary
airports [6].

Table 2 - Structure of air traffic in 2020 versus 2019

Number of flights
e a . Share of the total Deviations (in %) in
Classification of flights | 5019 | 5099 | number of flightsin | 2020 versus 2019
2020
Ukrainian airlines 109777 49733 35,0% -94,7%
Foreign airlines 225630 92314 65,0% -59,1 %
Internal flights 30790 21102 14,9% -31,5%
Departure flights 162937 68870 48,5% -57,7%
Transit flights 141680 52075 36,7% -63,2 %
Total | 335407 | 142047 -57,6%

The ACl Europe report on European
regional airports indicates that, between 2005
and 2017, the number of flights (direct
connectivity) at regional airports grew twice
as fast (+39.1 %) as at major hub airports in
Europe (+19.7 %). When looking further back
in time, the overall traffic growth in regional
airports is even more significant: between
1993 and 2015, air traffic at regional airports
in Europe increased by +173 % [7].

To determine the required number of
airports for the country, it is necessary to
identify the factors that affect the success of
such infrastructure projects.

Today almost every regional center of
Ukraine has an airport at its disposal. Mostly,
all the airport complexes were built in the
Soviet Union and were inherited by Ukraine
after the collapse of the latter. Though they
have not been upgraded since then while the
technologies have moved far beyond.
However, a few of them were modernized for
the final part of Euro 2012: the Boryspil
airport, the Zhuliany airports (Kiev), Kharkov,
Lvov and Donetsk .

According to the State Aviation Service,
there are twenty-four (24) airports in Ukraine.

This figure is rather nominal and the subject
to clarification [8].

The socio-political situation in the East of
Ukraine disabled the airports of Donetsk and
Lugansk. The airports of Simferopol and
Belbek in Crimea operate under a different
jurisdiction. At the same time, the airports of
Mariupol, Nikolaev and Ternopil do not have
a certificate of conformity from the aviation
authorities of Ukraine and do not carry out
operational activities. Thus, there are only
seventeen (17) functioning airports in
Ukraine.

Ukraine is striving to create a market
economy; therefore, the strategic goal for an
airport involves achieving competitive
advantage through its successful
development. Consequently, in order to
determine the required number of airports for
the country, it is necessary to determine the
factors that ensure the success of the
implementation of such infrastructure-
related projects.

The cornerstone for airport development
is the size and economic condition of its
coverage area (the so-called catchment area),
which determines the potential for passenger
traffic and the number of aircraft takeoff and
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landing operations. Typically, the airport
coverage area is limited to a radius of 200-250
km, which corresponds to approximately 1.5-
2.5 hours by car to the airport. This area can be
expanded by combinations with other types
of ground transport (bus and rail), the routes
of which are designed to bring additional
passengers from remote areas according to
the aircraft schedule.

The economic condition of the airport's
coverage area is influenced by the financial
and economic potential of all types of
business in the region, as well as the
purchasing power of the population in the
airport's coverage area. The laws of
economics in aviation work very well. The
tourist attractiveness of the region should be
considered separately as a driving force for
the development of passenger traffic at the
airport [9].

The next factor for the successful
development of the airport is the
identification of potential air carriers that can
operate flights to / from the airport or become
base for it, as well as the constant creative
work of the airport management aimed at
attracting these carriers. The ideal
development of the airport is the joint
infrastructure projects with airlines, which
form a synergy in the development of the
aviation cluster in the region.

The third factor is the analysis of the
degree of competition between airports, as
well as other modes of transport. The role of
an airport in a region depends on its technical
condition and location in comparison with
direct competitors.

These airports have strategic importance
for the state and form the basis of the airport
system in Ukraine. They are located in
different parts of the country, have their own
coverage areas, which practically do not
overlap and form the full coverage area of the
state territory. There is an obvious overlap of
coverage areas at the airports "Boryspil" and
"Zhulyany", as well as the airports
"Dnepropetrovsk” and "Zaporizhzhya". The
solution for the first couple of airports was the
correct positioning in the market and their
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orientation to different niches of passenger
traffic: Boryspil successfully implements the
hub strategy, focusing on transit passenger
traffic and a large base carrier, and Zhulyany
focuses on low-cost carriers and business
aviation. Such approach creates real
competition for the main air gates of the
country and has convergent effects. The
solution for the second couple of airports was
the presence of basic airlines - Dniproavia for
Dnipro and Motor Sich for Zaporizhzhya,
which generate a small but stable passenger
traffic. In addition, their relatively small
distance from each other makes it possible to
cover the existing demand for air
transportation in the region, since they are
separate subjects in the intergovernmental
agreements of Ukraine.

The main constraints to the development
of Ukrainian airports are the state of their
infrastructure, which requires significant
investments, and competition from land
transport. Even the airports that were
remodeled for the final part of Euro 2012 have
controversial issues with the infrastructure
and their solution requires additional
investments. As for the airports of Odessa,
Dnipro and Zaporozhzhya, the potential of
their airfields has long been exhausted and
they require major renovations.

In this situation, the solution may be to
divide airports into two conditional groups:
strategic airports and regional (the rest). The
main task of the state should be the
modernization of strategic airports, which will
make it possible to develop passenger traffic
at a rapid pace and attract new airlines
operating modern types of aircraft. Further,
the more passenger traffic will be generated
by strategic airports, the greater the potential
for the development of regional airports will
be. The second stage in the development of
the airport infrastructure should be the
modernization of other airports, but only after
a detailed analysis of the airport's potential in
conjunction with the potential for economic
development of the corresponding region, as
well as the competitive environment.
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At the same time, it is necessary to restore
the airports of the eastern regions of Ukraine
as soon as possible after the cessation of
hostilities for their early integration into the
country's transport system, which will
contribute to the restoration of the region's
economy.

An important indicator of the activity of
airports is the number of regular routes (ki)
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and flights (si) served by these airports (in the
theory of complex networks, these indicators
are called the degree and strength of the
node [10]). The characteristics of the runways
and RFFCs determine the technical and
operational constraints in the development of
an airport and, accordingly, the need for
additional investments.

Table 3 - Quantitative characteristics of Ukrainian airports

Rating Airport k; S; ICAO aerodrome code RFFC
1 Kyiv (Borispyl) 86 24787 4E 8
2 Odesa 21 2888 4G 7
3 Donetsk 15 1663 4D 8
4 Lviv 13 1570 4D 8
5 Dnipro 8 1261 4C 6
6 Simferopol 8 951 4D 7
7 Ivano-Frankivsk 5 81 4C 7

Kharkiv 4 583 4G/4D 7
9 Chernivtsi 1 942 H/A 6
10 Mikolayiv 1 279 H/0 7
11 Luhansk 1 242 4C 6
12 Zaporizhzhia 1 237 4C 8
13 Sevastopol 1 99 4G 6
14 Krivoy Rog 1 12 4C 6

So, it is possible to make an assumption
about the possibility of developing the route
network and more intensive operation of the
airport in Odessa, provided that the class of
the runway and the fire rescue category is
increased. When performing this upgrade, it
will be possible to receive aircraft such as
B757-300, B767-300, DC-8, DC-10, A300,
A330-200 and others corresponding to class
D, E and 8-10 RFFC categories.

Boryspil International Airport has the
prospect of raising the RFFC category to 9, 10,
which will make it possible to receive the

corresponding aircrafts. However, the need
for budgetary financing of the relevant
activities should be justified by the presence
of potential demand.

Boryspil is the largest airport in Ukraine.
Its freight traffic for 6 months in 2015
amounted about 13.5 thousand tons, which is
88% of the total freight traffic of the country.

The second place can refer to the
Zaporozhye airport - 556.4 tons of freight
traffic. Third place went to another airport in
the capital - "Zhulyany" with 422 tons for the
same period.



The electronic scientifically and practical journal

“INTELLECTUALIZATION OF LOGISTICS AND SUPPLY CHAIN MANAGEMENT”,

ISSN 2708-3195

The largest amount of international cargo
was handled in Boryspil (12.9 thousand tons),
Odessa (246.8 tons) and Zhulyany (203.3
tons).

The Zaporizhzhia airport turned out to be
the leader in handling domestic cargo (103.8
tons). The second and third places were
shared by Boryspil (83.8 tons) and
Dnepropetrovsk (46.6 tons).
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In terms of growth dynamics, the highest
rates were recorded in Kryvyi Rih (288%),
Zhulyany (213.8%) and Lviv (205.4%).

It is noteworthy that the leader of the
rating, Boryspil, showed a slight decline in
volumes (2.6%). The largest drop was noted at
the airports of Chernivtsi (94.4%), Poltava
(78.8%) and Antonov (45.6%) [11].
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Figure 1 - PassengertrafficofUkrainianairports

Renewal of secondary airports can lead to
the development of airport infrastructure.
Moreover, regional airports may bring
following benefits for the growth of the
country's economy as they:

— provide jobs - an average regional
airport provides up to 200 jobs for airline
employees,  security  personnel, and
passenger services employees;

— provide freight transportation to
markets throughout the country and around
the world for locally produced goods;

— provide access to the local market for
goods imported from around the country and
around the world;

— enable local small business owners,
contractors, and consultants to travel into and
out of the local community for work, and
saving valuable time that in turn can be used
to conduct business;

— attract large business and major
corporations to build local offices, factories,
and distribution centers because of the
readily accessible to air transportation.

To improve the airport infrastructure, the
Government has assigned 8.6 bin UAH, out of
which 5 bln UAH are the state budget funds
and the rest of the amount is an investment,
which is directly guaranteed by the
Government. Another ambitious goal of the
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Government is to restore all 50 airports in
Ukraine till 2030.

Conclusions. A great number of
abandoned and unutilised airfields as well as
small airports have been inherited from the
past worldwide and in Ukraine particularly.
The classification of airports suggested by the
FAA divides them into commercial ones and
general aviation airports. The commercial
airports, in turn, can be referred to as primary,
secondary and minor. The latter includes
regional airports which have a great potential
to contribute into local and national
economies through creating jobs in the local
community; providing transportation for
locally produced goods to the markets
outside of the region and for externally
produced goods to satisfy the demand of the

37-46
v.10 (2021)
https://smart-scm.org

local consumers; ensuring passenger flow by
small aircrafts for business representatives
and tourists; attracting large business and
major corporations to build local offices,
factories, and distribution centers, etc. The
regional airports have become the main ones
for low cost airlines because of low airport
fees, shorter turn-round times and higher
capacity. Renewal of secondary airports can
lead to the development of airport
infrastructure. Secondary airports give
passengers direct and easy connectivity to the
‘last  mile’ of their journey. While
implementing effective positioning  of
strategic and secondary airports in the
market, they can cover different niches of
passenger traffic and produce convergent
effects.
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PROGRAM - TARGET PROJECT AS THE MOST IMPORTANT
ASPECT OF PUBLIC ADMINISTRATION

Oksana Polishchuk. «Program-target project as the most important aspect of public
administration». The article is devoted to the analysis of the possibilities of developing targeted programs and
projects. The interrelation of the program-target management method with other management methods and
its implementation at the regional level has been analyzed. When preparing targeted programs and projects,
methodological errors are often made. In particular, the goal of solving the problem and the requirements for
achieving it are not specifically formulated. This significantly complicates the assessment of the compliance of
existing projects and program objectives, and also interferes with an objective perception of the current state of
the solution to the problem. It is for this purpose that recommendations for further research have been provided.

Keywords: target programs, globalization, project, management method, strategic planning.

OkcaHa [lMoniwyyk «lpo2pamHo-yinboeuli npoeKm AK Hauea)diusiwuli acnekm 0ep)agHoz20
ynpaeniHHa». Cmammsa npucgsayeHa aHanizy mMoxausocmeti po3pobKu yibosux npozpam ma npoekmis.
lMpoaHanizo8aHo B83AEMO38'A30K NPO2PAMHO-Ui/Ib08020 MemoOy ynpaeniHHA 3 iHWUMU Memoddamu
ynpasniHHa ma (io2o peanizauito Ha pe2ioHanbHOMy pigHi. [1i0 yac nid2omoesKu Yinbo8ux npozpam i npoekmis
Hepioko donyckarmeca MemooOuyHi noxubku. 3okpemd, HedoCMAMHbLO KOHKPEMHO (POPMY/TIOEMbCA Mema
supiwieHHsa npobsiemu ma sumoau 00 i 0ocAz2HeHHs. Lle ycknaoHIoe oyiHKy 8idnosioHOCMI HaABHUX npoekmia
ma 3as0aHb nNpoepamu, a MAKoX 3a8aXXae 06'EKMUBHOMY CNPUUHAMMIO NOMOYHO20 CMAHY 8UpPIUIEHHA
npobnemu. Came 3 Uiero Memor HA0aHO peKoMeHOauil uUjo0o NO0aAbUWUX OOC/TIOXKeHb.

Knioyoei cnoea: uinboBi nporpamu, rnobanisauis, NPOeKT, MeTOoh KepyBaHHA, cTpaTeriyHe
nnaHyBaHHA.

OkcaHa Monuwyk «lpozpamHo-yenesoli npoekm Kak eaxxHeliwiuli acnekm 20cy0apcmeeHH020
ynpasneHus». Cmamos noceAweHa dHaau3y B803MOXHOCMel paspabomku yesesbix npozpamm u
npoekmos. [IpoaHanu3upPo8aHo 83auMOCBA3b NPOPAMMHO-Ue1e8020 Memood ynpassieHus ¢ Opyaumu
MemoOoamu ynpasseHus u e2o peaausayus Ha pe2uoHaibHoM yposHe. [Ipu no02omoske yesiesbix Npo2pamm
U Npoekmos HepedKo Oonyckaromcsa memooduydeckue nozpewHocmu. B yacmHocmu, He0ocmamoyHo
KOHKpemHo opmynupyemca uesb peweHua npobremel U mpebos8aHua K ee 0OOCMUXeHU. Mo
cywjecmeseHHO 3ampyoHsem oueHKy CoOomaemcmaus UMeoUWUXCa NPOeKmMos U 3a0ay npozpamMmel, G Makxe
Mewaem 06BveKMUBHOMY 80CNPUAMUIO MeKyuje20 COCMOAHUSA peuleHus npobemel. iMeHHO ¢ 3mol uesbio
npeoocmasJsieHo pekoMeHOAayuUu 0aabHelwux ucciedosaHudl.

Kniouesble cnoea: ueneBble nporpamMmbl, rnobanusauus, NPOeKT, MeToh YMpaBneHus,
CTpaTernyeckoe niaHNpoBaHue.

Introduction. The globalization of the development of the modern world, since
economic activity is one of the main issues in it affects not only the economic life of the
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country, but also entails political (domestic
and international), as well as social
consequences. A modern instrument of state
influence on the processes of socio-economic
development is the use of a program-
targeted method of management. This
method is a set of tactically interrelated
measures of a technical, economic, social and
organizational nature, aimed at achieving a
specific goal in the development of the state.
For program-targeted management at
various regional levels, information on the
further development of the region is of great
importance, allowing, when making a
decision, to comprehensively take into
account long-term consequences, so that
they do not contradict the interests of other
regions and the state as a whole. Such
participation, in turn, should be manifested in
the formation of such a state policy that
contributes to the equalization of the levels of
socio-economic development of regions,
their economic growth.

The main tasks of the analysis should be
aimed at identifying the achieved level,
disclosing the most important trends in the
development of the economic complex,
social sphere, reforming economic relations,
social status of the population and the
ecological situation, determining both
individual shortcomings (imbalances) and
positive phenomena, identifying reserves
development and socio-economic potential.

Analysis of recent research and
publications. A notable scientific
contribution to this area of research was
made by such famous scientists - economists
as: G. Kerol, G. Atamanchuk, V. Abalkin, A.
Granberg, V. Davidenko, N. Larina, N. Leksin, V.
Tsvetkov, M. Fedorenko and others, whose
works are devoted to the problems of
development, program-target management.
The improvement of the territorial
organization of society is attracting more and
more attention of practically all political
forces of state authorities, public
organizations, academic economists and
businessmen. A significant revival of public
interest in this issue is due to the
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understanding that there cannot be a single
approach to the concept of economy in every
geographically diversified state, each region
is distinguished by its historical, economic,
ecological, geographic and demographic
characteristics and has its own ethnic and
cultural traditions. The issues of target-
oriented management have not yet been fully
investigated, therefore there is a need to pay
attention to the issues of developing
programs for a different target approach to
economic directions.

The purpose and objectives of the
study. The use of targeted programs in the
practice of managing socio-economic
development is caused by the need to
preserve both external market relations (tariff
agreements, mechanisms for correcting the
tax system in the interests of market stability,
etc.) and internal processes of state (regional)
management.

The main incentive for the development
of a program is due to the possibility of
obtaining budgetary funds or guarantees
from the bank and funds that lend to
programs on terms of return. The programs
that are submitted both at the regional and
municipal levels are quite specific and
focused on solving current problems. At the
same time, there are also programs-directions
of a regional or intersectoral nature, the scale
and resource requirements of which
significantly exceed the real possibilities of
the investment potential. In addition, in the
preparation of target programs,
methodological errors are often made. In
particular, the goal of solving the problem
and the requirements for achieving it are not
specifically formulated. This significantly
complicates the assessment of the
compliance of existing projects and program
objectives, and also interferes with an
objective perception of the current state of
the solution to the problem.

The composition of the final sub-goals
and projects included in the program do not
always take into account the market situation
and often do not correspond to the goal of
solving the problem as a whole. Taking into
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account the peculiarities of using program-
targeted management in the process of
solving  problems of socio-economic
development at the regional and municipal
levels, it can be noted that its potential
capabilities are realized only with an
adequate assessment of a specific situation,
with the correct implementation of the
principles of the program-oriented approach.

This is of fundamental importance, since
it is necessary to observe specific forms,
methods and procedures of management. In
turn, this is due to integration and corporate
processes, an increase in the size of individual
programs, and an increase in complexity.
Increasingly, large programs go beyond the
boundaries of one department, and,
therefore, require coordinated activities and
implementation at the interdepartmental
level. In general, this does not contradict the
rather broad concept of the target program,
which is defined as a mutually agreed project
on the use of resources, performers, and the
deadlines for the implementation of a
complex of research, design, production,
socio-economic, economic and other tasks
that provide an effective solution are open
regulation in the state.

A more detailed approach includes the
rationale for choosing a specific problem for
software development and is characterized
by the following points:

formulation of the problem and analysis
of the causes of its occurrence;

assessment of the need for financial,
budgetary and extra-budgetary, material and
labor resources, and determination of
possible sources of their provision;
determination of the range of possible
government bodies (customers), and
developers (executors) of the program.

Generalization of theoretical conclusions
and specific experience of researchers of this
issue allows us to single out the following,
more appropriate for the development of
targeted programs, principles [1]:

orientation of the program to the final
result (formulated in the form of goals or a set
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of goals), the achievement of which becomes
the main purpose of the program;

building a program in the form of a group
(complex) of ordered, interconnected
activities of different levels that form its
structure;

definition of small elements of the
program; understanding of the program as an
integral control object, regardless of the
belonging of its constituent elements;
systematic consideration of the management
process at all stages - from analyzing the
problem and setting goals to monitoring the
implementation of the program;

creation of an appropriate organizational
program management system either on the
basis of a specially introduced body, or by
redistributing the rights and responsibilities
of existing units, as well as the use of different
coordination forms of management.

The actualization of the use of the
program-target form in management is
facilitated by a new, market-oriented
economic management mechanism. The
tendency to improve the methods and forms
of organization of management is to increase
the independence of the primary level of
management, as well as expand the
competence of territorial regulation in the
production and sale of goods and services. To
organize an effective solution to socio-
economic problems by methods of program-
target planning and management, it is
necessary to form bodies of program-target
orientation, carry out problem-oriented
assessments, information  support of
management. So in a democratic, legal, social
society, the main place belongs to the
interaction of various types of social
mechanisms with the use of democratic social
technologies (elections, negotiations,
referendums, public opinion studies), the
implementation of the principles of social
partnership and joint responsibility.

At the same time, the main requirement
is that social management should be focused
on a person, on his all-round development. In
modern dictionaries, this is described as the
activities of the state and other political, social
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institutions aimed at the progressive
development of the social sphere of society,
improving the conditions, lifestyle and quality
of life of people, ensuring a certain part of
their vital needs, providing citizens with social
support, assistance and protection.

In the aggregate of subjects of social
policy, the state plays a key role. Some
scholars define social policy as a function of
state responsibility for the use of public
resources.

An important technology of modern
social policy is, firstly, social forecasting. Social
forecasts are carried out in at least two ways -
through the search for possible states,
determining  certain  tendencies and
extrapolating the situation, and through the
normative path - determining alternative or
optimal possibilities and timing of achieving
the desired state, i.e. ways of solving problems
based on the specified optimum criteria.

The next technology is social design as a
process of creating prototypes of social
phenomena and processes, in the course of
such design, both internal and external social
resources are identified that can be activated
to solve social problems.

Another technology is social planning - it
is a scientifically grounded definition of goals,
indicators, tasks, deadlines, rates, proportions
of the development of social processes and
the main means of their implementation. The
objects of social planning are society as a
whole, each of the spheres of social life, social
processes that take place in various spheres of
society, both territorially and functionally (in
the service sector, etc.).

Tactical measures play an important role
in the implementation of the strategy of
Socio-economic development, its
implementation. In this case, tactics act as a
tool that contributes to a long-term strategy.
The lack of a clear delineation of powers
between central and local bodies of executive
power and self-government on the
management of the socio-economic
development of regions indicates that the
state needs the development of the economy
and legal framework. It should be noted that
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over the years of the country's economic
development, planning, being the main
method of the rational and economic process,
acquired new qualities, improved, reflecting
the specific tasks of further development.
That is why many scientists now defend
positions on the continued use of planning
(indicative, strategic, structural,
programmatic) in the system of state
regulation of the economy.

In modern economic science, there are
two main approaches to the principles of
state regulation and management of the
economy of the country and its regions. On
the one hand, this is the desire to improve the
planned management mechanisms, on the
other, it is the introduction of new,
programmatic methods of regulation. The
presence of shortcomings of market self-
regulation and shortcomings of government
intervention in the economy gives rise to
complex socio-economic problems, the
solution of which is associated with the use of
the so-called program-targeted method of
planning.

The use of the target-oriented planning
method provides for:

« problem definition and formulation of
goals;

- development and implementation of a
program aimed at achieving goals;

- systematic control over the quality and
results of the work stipulated by the program;

« adjustments of measures aimed at
achieving the goals.

The application of the target-oriented
approach is due to many factors:

- availability of demand for products
(work, transportation services);

- excessive waste of resources and, as a
consequence, the emergence of negative
external effects;

- the need for deep
transformations.

The target-oriented planning method is
implemented through target programs.
Target Comprehensive Program (PCP) is a
document that contains the timing, funding,
personnel to ensure the goals of the project.

structural
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The goals to which the CCU should be
directed are noted in the strategy of the
state's socio-economic policy.  The
classification of the CCU is carried out
according to the following main features: by
level, composition, sphere of influence and
implementation, by the nature and specifics
of tasks and goals, by deadlines.

According to the level, composition,
spheres of influence and implementation, the
following programs are distinguished:
interstate, state, intersectoral, sectoral,
interregional, regional, local.

By the nature and specifics of problems
and goals, programs are distinguished: socio-
economic, aimed at solving development
problems and improving the way of life,
increasing the material and cultural level of
the population, improving industrial and
social conditions of work and rest, etc.

Production, focused on increasing the
production of certain types of products (work,
services), the development of progressive
industries, improving the quality
characteristics of products, increasing the
efficiency of resource use.

Scientific and technical, aimed at the
development of scientific research, solving
problems of the development and
implementation of new equipment and
technology in practice.

Environmental, aimed at resource
conservation, the implementation of
environmental projects.

Institutional, focused on improving the
organization of management in the system of
transformation of property relations.

Regional, aimed at the economic
development of new areas.

According to  the terms  of
implementation, the programs are divided
into the following types: long-term (designed
for a period of 5-10 years); medium-term (1-5
years); and short-term (up to 1 year). This
classification is due to the nature of the goals
that the program aims to achieve. Long-term
programs are aimed at achieving strategic
goals. As a rule, achieving a strategic goal is a
long-term process that is associated with
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different levels of economic development
and cannot be carried out quickly. Medium-
term programs unleash tactical challenges.
Short-term programs are aimed at solving
current problems (operational goals).

Programming as a way to solve economic
problems is used in various parts of the
organizational structure of the economy. The
most important programs aimed at solving
national and social problems, which are
formed based on the strategic goals of the
state, acquire the status of national programs.
The development and implementation of the
CKP requires the performance of a certain set
of works (tasks) related to technical and
economic planning, production, financing,
etc. The set of tasks stipulated by the program
can be grouped into two blocks: the main
activity and its support.

The main activities include: pre-
investment planning research, development
of design and estimate documentation,
conclusion of contracts, overhaul,
construction and installation work,
commissioning of facilities, etc.

Support activities include organizational,
legal, personnel, financial, material and
technical, marketing, information support.
Each ICU, regardless of its amount of funding
and work, is in various states: from the state
when the program is not yet available to the
state when the program is no longer there.
The period of time from the moment the
program was created until the moment of its
liquidation is called the life cycle of the ICU.
According to current practice, the state
through which the ICT passes are called
stages (phases, stages). In turn, each stage can
be subdivided into sub-stages, sub-phases,
etc.

According to the systematic approach
and the basic principles of program-oriented
planning (target orientation towards
achieving final results, complexity,
alternativeness, controllability), the MSC is
carried out according to the following
scheme:

1. Selection of the list of problems to be
solved programmatically.
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2. Formation and issuance of the initial
problem for the development of the program.
3. Development of the draft program.

4. Program approval.

5. Implementation of the program.

6. Report on the implementation of the
program.

As for the existing methods for
determining the costs of the formation and
implementation of targeted programs, they
can be conditionally divided into two groups
depending on whether the developed version
has an analogue in the past, or the
development has a fundamentally new
character.

If the developed version has an analogue,
the amount of expenses for using the target
regional program has the property of
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adaptability, and can be calculated as the sum
of expenses for the implementation of
software projects [3]:

N C =y C(1), =1

where: C- is the cost of implementing the i-th
software project, CKP.;

N - is the number of projects in the
program.

The implementation of individual tasks,
which are integral parts of a software project,
is determined by the current standards by
analogy with previously performed work. The
implementation of software projects is
determined based on the following formulas:

nmT, =) T; - > th(Pl;, -1)

where:

Ti - implementation time of the j-th
software project;

Ti - implementation of the j-th task
included in the software project (and is
determined by the current standards and
analogy with previously performed robots);

tl; - the duration of the I-th time interval
during which several tasks included in the i-th
software project are implemented in parallel;

Pl; - the number of tasks implemented in
parallel and included in programs on the I-th
time interval;

n - the number of tasks included in the
software project;

m - the number of time intervals in which
the parallel implementation of tasks included
in software design is carried out.

The total duration of the program is
determined based on the expression:

NLT=)T->tr(r-1)3)i=1r=1

where:

Ti- is the implementation time of the i-th
software project;

tr -is the duration of the r-th time interval
during which several software projects are
being implemented in parallel;

rt -is the number of software projects on
the r-th time interval, implemented in parallel;

N - is the number of projects in the
program;

L - is the number of time intervals on
which the parallel implementation of projects
included in the program is carried out.

It should be noted that when calculating
the time for the implementation of the
program, there are three possible approaches
to determining the priority of the
implementation of software projects:

sequential - projects (tasks) that are
included in the program are included in the
work after the completion of the previous
program income;
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parallel - projects included in the
program are executed simultaneously;
mixed - along with the sequential

inclusion in the work of projects (tasks) that
are included in the program, the possibility of
parallel implementation of some of them is
provided.

When designing and developing
fundamentally new, original options for the
implementation of program projects that
have no analogues in the past, as well asin the
case of insufficient statistical information for
the application of calculation methods, the
amount of expenses for the implementation
of software projects and the time of their
implementation are determined by the
examination method.

Thus, when choosing a program and
method for implementing a program-
targeted project in the socio-economic
sphere, one must proceed from:

a) the special importance of targeted
programs for the implementation of major
structural changes and increasing the
efficiency of regional development;

b) the short time frame for solving priority
problems and the need to concentrate
resources;

¢) the relationship of the relevant projects
(tasks).

Conclusions. The use of program-
targeted methods in territorial planning and
management increases the efficiency of state
influence on the socio-economic
development of regions, ensures the
relationship between the allocated budget
resources and the results of their use in
accordance with the established priorities
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and should be accompanied by increased
monitoring and  control over the
implementation of targeted programs in the
region. and priority projects as the main tools
for target program planning.

The procedure and methodology for the
development and implementation of
programs and development plans differ
depending on their level and scope of action,
factors of selection of problems for program-
targeted solutions: the significance of the
problem; the complexity of solving problems
within an acceptable time frame due to the
use of the existing market mechanism and
state support for its solution; fundamental
novelty and high efficiency of technical,
organizational and other measures necessary
for the large-scale dissemination of
progressive scientific and technological
achievements and on this basis increase the
efficiency of social production; the need to
coordinate the actions of technologically
related industries and industries to solve the
problem.

The role of program-targeted methods,
targeted programs in the management of the
national and regional economy will grow
steadily. The processes of world economic
integration, globalization, involving different
countries, regions, organizations, social
groups in their orbit, can be coordinated and
ordered only on the basis of the application of
the program methodology. The relevance of
this work will increase every day. The prospect
of researching a program-targeted project in
the socio-economic sphere is very timely,
therefore, these issues should be dealt with
more actively in the future.
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EMOTIONAL ECONOMY IN DIGITAL TRANSFORMATIONS OF
MODERN SOCIETY

Hrushchinska Natalia, Mikhalchenko Oleksii. kEmotional economy in digital transformations of
modern society». The article reveals the issues of emotional economy in the conditions of modern
transformation processes taking into account the development of digital economy, emotional management,
artificial intelligence. The processes of transformation of modern society are under the influence of the network
economy as a catalyst for geoeconomic processes with an emphasis on broad informatization, globalization,
and opens up great opportunities for humanity to expand the exchange of goods, services, information,
technology and capital, humanitarian cooperation and spiritual enrichment. Such trends are receiving special
attention in the context of global processes caused by quarantine measures for David-19. Today, the goal of
digital technologies is to meet the needs of the population, which are changing with the development of IT
developments, in particular - to create a more comfortable and efficient interaction between the public and the
management system.

Keywords: emotional economy, transformation processes, digital economy.

FpywuHcbka Hamanis, Muxanvyenko Onekcili. «Emoyilina exkoHomika 8 yudgpositi
mpaHcopmayii cyyacHozo coyiymy». B cmammi po3kpusaromeca NUMAHHA eMOYitiHOI eKOHOMIKU 8
YMOBAX Cy4acHux mpaHcopmauitiHux npouyecax 3 Ypaxy8aHHAM pO3BUMKY UUPpOBOI eKOHOMIKU,
emMoUyiliHo20 MeHeOXXMeHmy, Wmy4yHoz20 iHmenekmy. [lpoyecu mpaHcgopmayii cy4acHo20 couyiymy
8i0bysaromecs ni0 8NJIUBOM CMAHOBJIEHHSA Mepexesoi eKOHOMIKU AK Kamaniaamopa 2e0eKOHOMIYHUX
npouecie 3 akueHMom Ha WUpoKil iHhopmamusauii 21obanizayis, ma siokpusae neped J1l00CM8eoM sesiuyesHi
MOX/1UBOCMI 0N1A po3wupeHHA maclumabie 06MiHy mosapamu, Nocs1y2amu, iHpopmMayieto, mexHonoziamu i
kanimasnom, 83aemo0ii 8 2ymaHimapHit cgpepi ma 0yxo8Ho20 36azadeHHA ocobucmocmi. Taki meHoeHyii
Habysaoms 0cobnusoi ysazu 8 yMosax c8imosux Npoyecie BUKTUKAHUX KApPAHMUHHUMU 3axodamu w000
Covid-19. Ha cb0200Hi Memoto yugposux mexHosozill € 3a0080s1eHHA nompeb HAcesleHHS, AKi 3MiHIIoMbCA
pasom 3 pozsumkom IT-po3pobokK, 30kpema — cmeopeHHA binb KoMpOpmMHOI i onepamugHoi 83aemooil
2POMaoCcbLKOCMi ma cucmemu ynpasiHHA.

Knrouoei cnoea: emouiniHa ekoHOMiKa, TpaHcopMmaLiiHi npouecu, LdpoBa eKOHOMIKa.
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TpywuHckaa Hamanusa, Muxane4yeHko Anekceli. «IMOYUOHA/IbHAA 3KOHOMUKA 8 yugposeoli
mpaHcgopmayuu cosepemMeHHO20 coyuyma». B cmamee packpeigalomcs 80onpocsl 3MOYUOHASIbHOU
SKOHOMUKU 8 YCJ108UAX COBPeMeHHbIX MPAaHChOpMayUoOHHbIX Npoyeccax ¢ ydemom pazsumus yugposot
SKOHOMUKU, IMOYUOHAIbHO20 MeHeOXMeHmMd, UCKYCCMBeHH020 UHmesisiekma. lMpoueccel mpaHcgopmayuu
COBpeMeHH020 COYUyMa npoucxo0am noo 8/IUAHUeM CMAaHoseseHUs cemegoll 3KOHOMUKU 8 Kadyecmee
Kamanu3amopad 2e03KOHOMUYeCKUX NPOYEeCccos8 C kyeHmom Hd WUpoKoU uHpopmamusayuu eiobanusayus,
U omKpelgaem nepeo 4esi08e4ecma8oM 02POMHbIE 803MOXHOCMU 0/1A pacuupeHus macwmabos obmeHa
mosapamu, yciyeamu, uHgpopmayuet, mexHona02UAMU U KANUMAJIOM, 83aumodelicmaus 8 2yMaHumapHou
chepe u OyxosHO20 obozauwjeHua nuyHocmu. Takue meHOeHYuu npuobpemarm o0co6020 8HUMAHUA 8
YC08UAX MUPOBbLIX NPOUECCO8 8bI3BAHHbLIX KAPAHMUHHbIMU Mepamu no Covid-19. Ha ce200HA yenbio
yugposbix mexHosozul sgnsemcs, yoosnemsopeHue nompebHocmell HAcesieHUs, MEHAIOMCA 8Mecme C
passumuem WT-pazpabomok, 8 mom uyucie - co30dHue 60see KOMEGOpPMHOU U 0nepamugHO20

83aumodelicmaus 0bwecmaeHHOCMU U CUCMeMbl yNpassieHUs.
Knrouyesoie cnoea: cnosa: sMmoLMoHanbHas SKOHOMUKA, TpaHCPOPMaLMOHHbIE NPOLeCchl, LndpoBas

SOKOHOMMKa.

Introduction. Elements of economic
thinking of modern society are the ability to
optimize labor activity, to have a constant
desire to master and implement information
technology tools, with efficient use of
economic and natural resources. The specifics
of economic thinking of an employee of a
particular specialty and profession depends
on the scope of his activities, position and
other factors. In today's world of techno-
globalization, emotional intelligence,
emotional management, and the
development of the subconscious become
especially important. A quote from the Israeli
historian Yuval Noah Harari, author of
Sapiens: A Brief History of Mankind and Homo
Deus: A Brief History of Tomorrow,
underscores the urgency of these issues: "We
may be one of the last generations of Homo
sapiens. In a century or two, the Earth will be
inhabited by organisms that will be as
different from us as we are from Neanderthals
or chimpanzees. Because in the next
generations we will learn to modify our body
and mind, and this will be the main product of
the economy of the XXI century” [14].

The aim of the article is to try to reveal the
features of emotional economy and
emotional intelligence in the context of
modern digital transformations with an
emphasis on behavioral economics.

Analysis of recent research and
publications. Issues of behavioral economics

are studied in the works of foreign and
domestic authors such as D. Kanneman, A.
Tversky, R. Schiller, D. Arieli, M. Alle, A.
Suvorov, V. Belyanin. In general, the authors
consider the application of behavioral
economics in such areas as microeconomics,
financial market, investment market. It is the
shortcomings of the traditional economy that
draw the attention of the founders of the
behavioral economy (Behavioral Economics).
The founders of this modern branch of the
economy are considered to be American
psychologists, namely the winner of the
Nobel Prize in Economics in 2002 Daniel
Kahneman and Amos Tversky. Their article
"Prospect Theory: Decision Making Under
Risk" was published in 1979 in the journal
Econometrica. The paper emphasizes that
people mostly show a tendency to completely
irrational behavior. Through a series of
scientific studies, they have concluded that
the economy, in particular the market, is the
result of human decisions. People's decisions
are usually risky. In modern science, the ideas
of behavioral economics are explored in the
works of Dan Ariely, who found that irrational
behavior is not chaotic. It is subject to certain
models, so it is quite predictable, at least in
statistical terms. According to V. Belyanin,
behavioral economics is a branch of economic
theory that takes into account the
psychological characteristics of human
perception, judgment and action in different
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economic situations. However, there remains
a significant list of issues that need analysis
and in-depth research in the field of
behavioral economics, namely methods that
can calculate the share of psychological
impact on the formation and implementation
of any economic model, positive and negative
effects of human behavior on economic
efficiency. object of economics. Particular
attention in the context of the study of
emotional economics deserves issues of
emotional intelligence, revealed in the works
of D. Goleman, P. Saloway, J. Meyer, D. Caruso,
R. Bar-On, S. Heine, R. Cooper, W. Dax, etc.
Theoretical and methodological approaches
to the problem of the relationship between
intellectual and emotional were considered in
the works of B.G. Ananiev, LS Vygotsky, SL
Rubinstein, O.M. Leontiev, VM Macuwes, O.K.
Tikhomirov and others. In particular, the
outstanding psychologist LS Vygotsky singled
out the problem of the unity of affect and
intellect among the most important
questions of psychology. The topic of
research on the development of emotional
intelligence is becoming relevant around the
world, and in Ukraine is also gaining special
approaches. Management systems are
changing not only at the level of enterprises
and organizations, but also approaches to
assessing the public administration system.
The concept of emotional intelligence is
characterized by the ability of the individual
to recognize and interpret emotions, as well
as productively use them for optimal problem
solving. Examining emotional intelligence, it
should be noted that of particular interest is
the intelligence of the leader as the ability to
recognize and interpret emotions, use them
to solve management problems. Increasing
the level of emotional intelligence of the head
of the enterprise improves the efficiency of
each individual employee and the enterprise
as a whole. The generally accepted notion of
economics is determined by a set of social
scientific disciplines on the economy, namely
the organization and management of
material production, efficient use of
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resources, distribution, exchange, sale and
consumption of goods and services.

The generally accepted notion of
economics is determined by a set of social
scientific disciplines on the economy, namely
the organization and management of
material production, efficient use of
resources, distribution, exchange, sale and
consumption of goods and services. However,
a deeper consideration of economics should
add a number of factors that affect statistical,
econometric, mathematical data, namely
factors whose research is focused on aspects
of psychology, history, politics.

Presentation of the main material.
Technological development of post-industrial
civilization, and partly the current stage is
defined as post-industrial civilization, and
involves the formation of VI-VII technological
systems, based on the development of
emotional intelligence, subconscious,
biotechnology, technology related to
morality and responsibility. A person's
reaction to social processes: migration, rising
prices, fluctuations in the dollar, etc. is a
manifestation of emotions that can cause
panic or calm the population, influencing
further economic processes. The higher the
economic consciousness of society, the more
difficult it is exposed to possible influences,
including manipulation. Especially given the
basic psychological law formulated by the
English economist J. Case, according to which
people tend to increase income consumption,
but not to the same extent as income
increases. The economic consciousness of
society must be realized by the national
economic idea. The formation of the national
economic idea depends on the choice of
model of socio-economic development of the
country. The economic consciousness of
society is based on the presence of economic
awareness of the population, its emotional
intelligence. Emotional intelligence (EQ) has
several levels. The first is awareness of one's
emotions; the second - the ability to manage
their own emotions; third - awareness of other
people's emotions; fourth - managing the
emotions of others. In business, the ability to
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manage the company's emotional resources
is special, ie "emotional management". In
today's world with active technological
development, emotion control is a necessary
component of a stable society. The cycle of
changing types of economic sentiment,
which in turn play an important role in
changing cycles of business activity, is
revealed in the scheme of SJ Lloyd,
representative of the monetary school in
political economy: , panic, stagnation,
depression and calm again "[4]. What
indicators can indicate the adequacy or
emotional instability of the population? Let's
try to assume that this is not just statistics of
the mentally ill, but indicators of the
effectiveness of social policy, namely the level
and quality of life (a measure of material,
spiritual and social needs of man, providing a
set of material and social living conditions).
Indicators are used to assess the living
standards of the population: subsistence
level; the value of the subsistence level; the
value of the "consumer basket" of food;
poverty line; minimum wage and minimum
pension, etc. The following data can also
testify to the state of emotional adequacy of
society. Among people who can not control
their emotions, natural mortality is 40%
higher than in people who are emotionally
stable, due to exacerbation of cardiovascular
disease, diabetes, etc. [5]. In Ukraine, such
negative trends are confirmed by high
mortality rates, including due to the above
diseases. According to the State Statistics
Committee, the percentage of divorces in
relation to registered marriages in the CIS
countries, including Ukraine is about 60%, in
most cases due to emotional problems.
According to statistics, 90% of murders are
committed in a state of affect, under the
influence of alcohol and drugs. The world's
statistics are 466078 murders per 100
thousand population, including the largest in

Africa - 169,105 centuries., American
countries are - 144648, Asian countries -
137120, European countries - 24025,

including Ukraine, but, with one of the lowest
results - 1551 murders. According to the WHO,
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about 400 million people suffer from
depression worldwide, in Ukraine such figures
are more than 6% of the population. The
number of suicides as a result of depression
reaches up to three thousand people each
year, and in Ukraine there are 20.1% of
suicides per 100 thousand population.
Statistical indicators of emotional intelligence
of the population, which are interrelated with
the economic assessment of the country, can
be confirmed by the International Happiness
Index [24].

Globalization opens up enormous
opportunities for humanity to expand the
exchange of goods, services, information,
technology and capital, cooperation in the
humanitarian sphere and the spiritual
enrichment of the individual. At the same
time, for a large part of the world,
globalization poses significant threats,
causing the division of countries into a
"civilization center" and a "peripheral zone",
deepening their differentiation in socio-
economic and scientific and technological
development.

Studying the processes taking place in
the context of globalization, should take into
account changes and globalization itself, its
transformation, the catalysts of which include,
above all, technological changes in society,
leading to changes in economic, political,
social, cultural spheres of life. The analysis of
these areas can be considered effective and
efficient in determining the research
methodology.

If the XX century. was the era of industries
based on the use of natural resources and
efficient technologies, the XXI is dominated
by ‘"artificial intellectual industries", the
economy of intellectual assets, the main
factors of development of which are not
production and implementation, but the idea,
project, program. Globalization processes are
characterized by a wide range of direct impact
on the economy and its effectiveness. Large-
scale social transformations are also related to
global competition and competitiveness.

Technological development of the
economy involves the development of the
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economy through progressive changes,
attracting investment, consistent growth of
the scientific and technological sector, the
knowledge economy. The lag in the
development of the theory of technological
systems, its non-use in the process of state
forecasting and management lead to
distortions in the development of the country.
Technological systems are the leader of
modern processes of post-industrial society.

The main problem of constructing the
foundations of the new economic system in
modern conditions is the factor of adaptation
of its internal features to the national
character of the industrial economy. New
industries are specific elements of the
national economy, as they are directly subject
to the laws of global economic flows.
Problems and prospects for their functioning
-is a complex structural complex of the global
and national economy. The main problem
node of post-industrial design was the need
to develop a model for the development of
post-industrial humanitarian economy in a
particular country.

In total, against the background of the
rapid growth of the importance of the
information component, the importance of
industrial forms of economic organization is
declining. The latest technologies provide a
unique opportunity for countries with limited
resources to "jump over" entire cycles of
industrial development, which a few years
ago had to go through to reach today's level
of economic development of Western society.

The formation of post-industrial society
involves a new historical phase of civilization,
in which the main products of production are
information and knowledge. Signs that
distinguish the information society are:
increasing the role of information and
knowledge in society; increasing the share of
information communications, products and
services in gross domestic product; creating a
global information space that provides
effective information interaction of people,
their access to global information resources
and meet their needs for information
products and services.
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In modern society, information s
becoming the most important value, and the
industry of receiving, processing and
transmitting information is a leading industry
in which more and more significant capital is
invested every year. According to leading
scientists, information is becoming an
important strategic resource, the lack of
which leads to significant losses in the
economy. Informatization of society is one of
the decisive factors in modernizing the
economy on market principles and the key to
Ukraine's integration into the world
community.

Attempts to measure information were
first made in the early nineteenth century.
However, the beginning of modern
information theory was laid by the American
cyberneticist K. Shannon in 1948, who defined
information not as a social phenomenon, but
in a technical aspect. After researching the
characteristics and options for measuring
information, philosophical scientific works on
the qualitative nature of information begin to
appear [20]. Thus, according to A. Ursul,
information is part of such an attribute of
materialism as reflection, which expresses
diversity and can be objectified, transmitted
and participate in all forms of movement in
nature and society. In the 1980s, the number
of philosophical publications on information
decreased markedly, which can be explained
by misconceptions about the development of
the main theoretical principles of the
problem. Simultaneously with the cessation
of theoretical research of philosophers,
information began to play an increasingly
prominent role in socio-economic
development and attract the attention of
economists.

The main feature of the modern world is
the use of artificial intelligence in almost every
field of activity. Of course, the main world
leaders in the artificial intelligence industry
are the United States and China. According to
financial indicators, the total volume of
China's artificial intelligence technology
industry by 2025 should reach $ 60.3 billion,
and by 2030 - to exceed $ 150.8 billion. [21] In
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general, the population of the world has a
tendency to age, in particular, the population
of China, in addition, the rapid decline of
natural resources, the actualization of
environmental problems. Much attention is
increasingly being paid to the use of artificial
intelligence, which should help create smart
manufacturing, updated medicine, cities,
agriculture and defense. In 2019, the G20
countries agreed on the principles of
treatment of artificial intelligence, which
provided the center for the use of artificial
intelligence - man, and the basic legal
principles, human rights and democratic
values are aimed at supporting human values.
By 2030, 400 to 800 million people worldwide
are projected to lose their jobs through
automation. A McKinsey & Company study
found that about 30 percent of jobs in 60
percent of professions can be computerized,
and 80 million jobs in the United Statesand 15
million in the United Kingdom. In 2013, a
study by Oxford University academics entitled
"The Future of Employment" was conducted,
during which 702 common professions were
studied. The study found that some
professions, such as TV shopkeepers, tax
clerks and referees, are at greater risk of
extinction than others, such as recreational
psychologists, dentists and doctors.

By 2020, the Fourth Industrial Revolution
opened up the world of robotics and
autonomous transport, artificial intelligence
and machine learning, new materials,
biotechnology and genomics. The strongest
factors influencing the global economy are:
the spread of the Internet, mobile
communications, automation of routine
intellectual work; cloud technologies and
energy storage solutions; next generations of
approaches to genome management;
advanced robotics and driverless transport;
3D printing, etc. Accordingly, such processes
will contribute to the destruction of
professions that do not require high
qualifications. Of course, among the negative
consequences of the fourth industrial
revolution are the following: the emergence
of unemployment and the distribution of
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world wealth - poor countries may still
become poorer, but rich countries can expect
significant shocks due to mass robotization of
production; the flow of qualified personnel to
rich countries, according to the possession of
all new technologies. And the growing
"significance" of the poor countries as raw
materials and human resources for the rich;
Rising cybersecurity threats - Many surveys
around the world point to concerns about
new threats of cyber attacks.

Conclusions. The analysis of the features
of emotional economy and emotional
intelligence in the conditions of modern
digital transformations is carried out taking
into account the processes taking place in the
modern world space. The quarantine effects
of COVID-19 have shown that digital skills that
enable citizens to access information and
services are crucial for the entire population.
Harmonization of digital markets in Ukraine
will lead to increased competition, which
means improving online services at better
prices and with more choice. This will attract
investment, and stimulate trade and
employment, contributing to the socio-
economic development of countries. The EU's
Digital Single Market is one of the European
Commission's 10 policy priorities aimed at
providing the best possible access to the
online world for individuals and businesses. In
order to bring the single market of the
European Union into line with the digital age,
it is necessary to remove unnecessary
regulatory barriers and move from individual
national markets to a single pan-European set
of rules. Harmonization of digital markets is
one of the key outcomes of EU policy to
deliver tangible results to citizens in the
Eastern Partnership. Regulatory tools, ways of
implementation are through appropriate
legislation and using financial, economic,
administrative and political mechanisms of
influence.

Digital markets, virtual economy;, artificial
intelligence require an appropriate response
from the introduction of emotional
intelligence as the ability of the individual to
manage the emotional sphere on the basis of
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intellectual analysis. The problem of scientific justification. The education system

emotional intelligence remains insufficiently for the introduction of innovations and

studied both theoretically and creative approaches is designed to find a

experimentally, and requires a sound balance between thinking and emotions.
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