u] =,

This paper considers the task to provide state financial protection-
ism under the conditions of today’s challenges. A model of effective
interaction is proposed, which takes into account selective fair financ-
ing based on indicators of the investment attractiveness of the i-th
region and the priority of the i-th region. The calculations proved the
independence of the regional financing priority indicator on the level of
investment attractiveness of the region, or vice versa. The methodology
was tested on the example of urban passenger transportation entrepre-
neurship under the conditions of challenges that have arisen. According
to the results, those territories that are recognized as the most affected
and vulnerable, and the problem of support of which can be solved only
with the help of state intervention, are eligible for state protectionism.

The results of the calculations show that the distribution of finan-
cial funds in the amount of state finances S=1 allocated to sup-
port entrepreneurship is carried out proportionally. A comprehensive
approach made it possible to determine the regions for state funding,
while the most affected regions receive the largest share of financial
investments — Luhansk, Chernivtsi, Kherson, Donetsk, Mykolaiv, and
Sumy oblasts, which will receive funding to support urban passenger
transportation, in the amount of 17.01 %, 16.89 %, 16.74 %, 16.57 %,
16.55 %, and 16.24 %, respectively.

This study is of practical interest for state management bodies as it
provides methodological recommendations for the allocation of funds to
support the most affected regions. It is also useful for researchers study-
ing financial provision, protectionism, and public administration, and it
is recommended that future research be conducted taking into account
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1. Introduction

Throughout its historical existence, humanity has ex-
perienced numerous turbulent challenges and crises. Such
challenges later acted as starting points for the advancement
of society, encouraging work towards the development of
innovations. First, the COVID-19 pandemic, and then the
full-scale military aggression against Ukraine became such
tests of modernity. This affected all areas of the economy
of all European countries, social and cultural interaction,
and the quality of life of the population. These challenges
also affected the activities of business enterprises and forced
them to devise new methods for conducting it [1, 2] because
sometimes it is not only about the survival of the business
but also about the survival of regions as a whole. From the
beginning of 2020 (the COVID-19 pandemic) until now (the
war in Ukraine), Ukrainian entrepreneurs have been expe-
riencing significant difficulties in doing business. After the
full-scale invasion, some entrepreneurs were able to adapt
to the challenges — they relocated their businesses to other
territories, changed their focus, changed the number of em-
ployees, etc. But not all enterprises were able to change their
territorial and other functioning. For example, the provision
of urban passenger transportation cannot be included in this
category. The aggravation of the coronavirus pandemic and
the war in Ukraine exerted a significant impact on the world
economy and continue to affect all types of activity [3, 4]
and not only in Ukraine. Restriction of activity at the level

Bazhanova str., 17, Kharkiv, Ukraine, 61002

How to Cite: Palant, O., Zakharov, D. (2024). Formation of state protection for urban passenger
transport enterprises. Eastern- European Journal of Enterprise Technologies, 2 (13 (128)), 103-109.

https;/doi.org/10.15587/1729-4061.2024.302012

of the entire territory or in specific zones creates difficulties
not only for the population but also for entrepreneurs, com-
plicates their ability to meet the needs of consumers [5]. All
countries of the world apply various precautionary measures
under the conditions of turbulent challenges. Among the
most common are the introduction of relocation and distanc-
ing policies, the closing of enterprises and labor restrictions
on a number of parameters. Such preventive measures lead
to a significant impact on business, which is an important
element of ensuring the recovery of the state in the post-war
period [6]. Due to the impossibility of carrying out activities
related to the danger to life, the migration of the population
to safer places and other unfavorable factors, some entrepre-
neurs were forced to completely stop their work and elimi-
nate their enterprises [7]. The transport sector is considered
one of the most affected. Enterprises of urban passenger
transport were the most negatively affected. The first sig-
nificant challenge for them was the pandemic [8], then the
beginning of the full-scale invasion in 2022. The suspension
of functioning of the urban passenger transport sector or its
only partial use has led to huge losses and catastrophic con-
sequences for the regions. The situation that has developed
in the frontline regions for the urban passenger transport
sector is as follows: the work of urban public transport has
stopped due to the dangers and destruction of rolling stock
and transport infrastructure, the outflow of the popula-
tion (passengers) to other territories, the lack of solvency of
the remaining population, a decrease in the solvency of peo-
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ple who returned. The implementation of measures for the
rehabilitation of entrepreneurship in the field of urban public
transport, as a component of the global transport system,
is a strategic direction [9] for the recovery of Ukraine. The
influence of the development of entrepreneurship in general
on transport and urban public transport in particular on the
development of individual regions cannot be overestimated.
However, in today’s challenging era, entrepreneurship in
urban public transport needs support, and some researchers
believe that the only way to solve this problem is through
government intervention. They emphasize the importance of
the targeted approach of significant capital investments [10].

Therefore, the issue of devising urgent measures re-
garding state financial protectionism of entrepreneurship
in the field of urban passenger transportation under the
conditions of today’s challenges is urgent and requires a
scientific approach.

2. Literature review and problem statement

The transport sector is extremely important for the
economy of every state. Common transport policy is a key
element of EU policy [11]. The EU transport sector provides
about 11 million jobs and is estimated at 14 % of GDP, which
confirms its significance and strategic importance [12]. The
domain of urban passenger transportation is singled out,
and its development is an urgent task in any country. It is
an important component of modern urban infrastructure,
which has a significant socio-economic impact on the entire
urban economy and the state as a whole. Public transport
provides connections inside cities, provides affordable trans-
port services for the population, contributes to the efficient
functioning of the economy and affects the everyday life
of citizens. Taking into account the external challenges,
which today make corrections in all sectors of the economy,
a number of states have introduced measures to support
entrepreneurship for various sectors of the economy, and
transport is no exception. It is logical to search for an answer
to the research question: “What components should be taken
into account when determining state financial support for
entrepreneurship in public transport?”. The issue concerns a
comprehensive approach and fair distribution of state funds,
it is still open and relevant [13].

According to existing methods of financial support,
preferences are given to sectors of the economy that have
a high degree of attractiveness [14] and pursue a territorial
approach [10]. It is unacceptable to talk about full state
financing of entrepreneurship, and selective and fair re-
gional financing is within the power of every state. India’s
experience could be useful. There they devised a complex
methodology for the distribution of state finances with the
determination of its share for different territories, when the
problem of “eliminating regional imbalance” (i.e., supporting
backward regions) on the way to innovative development of
the state must be solved [15, 16].

Study [17] describes the results of the analysis of modern
financing methods. The main idea of the study is as follows:
funding should be provided not only by the state but also by
local authorities of the regions where state funding is provid-
ed. However, in the study there is no information about the
specific mechanisms for the distribution of regions according
to the criteria of support needs.

In paper [18], a procedure for the distribution of finan-
cial flows in the financing of the housing fund is proposed.
The adaptation of this methodology to other areas of the
economy showed an absolute disregard for the importance
of a specific sector of the economy for the functioning of
the country’s economy as a whole and did not reveal the
influence of specific factors on the decision-making process
regarding the size and sequence of financing.

Review of published methods of mixed financing showed
that a popular indicator on which research is based is the
indicator of investment attractiveness [10, 14], which is used
for the characteristics of enterprises, regions, sectors of the
economy, and the state as a whole.

A theoretical study on the vector of protectionism using
elements of investment attractiveness is reported in [17]. The
methodology described in it is characterized by a comprehen-
sive approach, its main idea and architecture is based on the
index of investment attractiveness with an emphasis on the
distribution of money (investments) depending on needs and
taking into account the importance of the region for the state.
This procedure is focused on the investor, not the recipient.
With its help, it is possible to determine the most attractive ter-
ritories for financing, but the issue of fair distribution of means
of protectionism on the part of the state remains neglected.

Study [19] presents the method of applying state protec-
tionism in the business sphere, where attention is focused on
the dependence of financing on the object’s attractiveness.
Research results [17, 19] prove that the higher the level of
investment attractiveness of an object, the more attractive
such an object is for financing. This can be logical if you
stand in the position of an investor. However, we believe that
when it comes to state protectionism, the situation should be
the opposite. In order to eliminate the regional imbalance in
the state in the face of complex challenges, it is necessary to
start with the support of the most affected (weak) sectors
of the economy and the most affected territories. This is
confirmed in work [20], in which 20 priority sectors of the
economy of Ukraine are highlighted and the order in which
their support from the state should be directed is given.

All the studies analyzed by us have one idea: state financ-
ing of entrepreneurship support should be carried out on the
basis of a preliminary comprehensive assessment [21]. This
is the approach proposed in [10], which presents a method
of financial provision based on selective regional financing.
However, the methodology does not specify how exactly to
carry out the selection and sequence of protectionism in in-
dividual sectors of the economy. Returning to the discussion
of study [21], we note that it supports the idea of selective
state financing as a basis for the development of the region’s
economy. The authors of paper [22] propose a method of fi-
nancial protectionism, based on a combination of private and
public funds, that is, the research focuses on public-private
partnership with an emphasis on determining the share par-
ticipation of each of the participants in the process, ignoring
the issue of fair distribution of public funds based on mathe-
matical calculations and previous of research.

General conclusions from our review of the litera-
ture [10, 14—22] indicate that the problem of state protection-
ism in the field of urban passenger transportation under the
conditions of today’s challenges has not been covered in de-
tail. Also, in the literature, there is a lack of reported research
on the issue of the distribution of state financial support from
the point of view of the sequence of its provision to the affect-



ed territories. This predetermines the need to conduct such
research and devise the methodology of state financial protec-
tionism of the urban passenger transport business under the
conditions of war and post-war challenges.

3. The aim and objectives of the study

The purpose of our study is to devise the methodology of
state financial protectionism of entrepreneurship in the field
of urban passenger transportation under the conditions of
war and post-war challenges in order to support and rehabil-
itate the most affected areas.

To achieve the set goal, the following tasks were solved:

— to determine the conditions for assigning territories to
the category of those that primarily need state financial sup-
port for the sustainable operation of urban public transport;

— to determine the territories and priority of distribution
of state financial support based on the analysis of indicators
of investment attractiveness;

— to determine the share of financing of urban passenger
transportation under the conditions of war and post-war
challenges.

4. The study materials and methods

The object of our study is entrepreneurship in the field
of urban passenger transportation. The subject of the study
is the methods of its state protectionism. It is proposed to
use the mathematical models presented in [14] as the most
viable because only with the help of mathematical modeling
methods can you achieve an accurate and unbiased result.

To obtain reliable conclusions, the entire set of primary
statistical data should include a limited number of them
but be representative, as suggested by the methodology de-
scribed in [10].

Therefore, within the framework of this study, the hypoth-
esis was put forward that the amount of state financial support
does not depend on the indicator of investment attractiveness
of the region in direct proportion and should be adjusted using
the determined value of the priority of the region.

To model the protectionism of the urban passenger trans-
portation business, two indicators will be needed, which we
chose as the most important:

—indicator of investment attractiveness of the region
— RIA (or indicator of riskiness if it is considered from the
other side of the process). The authors of the studies point to
this indicator as the most important [23, 24]. We shall take
RIA into account when determining financial capital invest-
ments while ensuring protectionism of the urban passenger
transport business;

—an indicator of the priority of the region, which is
determined by the indicator of investment in various types
of economic activity; in this study it is the sector of urban
passenger transportation.

Determination of the RIA indicator is based on the pro-
cedure described in [25]. There, it is entitled “Methodology
for evaluating the work of central and local executive bodies
for investment attraction, implementation of measures to
improve the investment climate in the relevant sectors of
the economy and regions.” It should be noted that the cal-
culation according to this procedure is complex. The list of

indicators included in the methodology was compiled by the
Ministry of Economy of Ukraine. In the methodology, the
grouping of 36 indicators (economic base of regions, eco-
nomic growth parameters, investment volumes, state of fixed
assets, demographic situation, and others) was carried out
into 4 groups: economic, infrastructure development, human
resources, entrepreneurship.

All indicators used are taken from open data of the State
Statistics Service of Ukraine [26].

To determine the second indicator — the priority indi-
cator of regions, statistical information on the indicator of
investments by types of economic activity [27] and the re-
sults of research reported in [28] were used. The initial data
for use are represented in units of the monetary currency of
Ukraine, and it should be noted that during the course of
the study, the NBU exchange rate to the US dollar changed
significantly [29].

The initial data for further generalization are summa-
rized and given in Table 1.

Table 1

Investments by oblasts of Ukraine, data for 2022
(summarized by the author based on [29, 30])

Oblast Investments, UAH thousand
Vinnytsia 14,013,094
Volyn 8,263,244
Dnipropetrovsk 65,469,771
Donetsk 30,072,847
Zhytomyr 9,484,439
Zakarpattia 5,126,333
Zaporizhzhia 18,270,778
Ivano-Frankivsk 8,408,234
Kyiv 35,927,395
Kirovogradska 6,540,378
Luhansk 3,291,761
Lviv 24,041,905
Mykolayiv 8,272,664
Odesa 18,853,678
Poltava 23,808,239
Rivne 6,076,296
Sumy 7,465,009
Ternopil 8,536,591
Kharkiv 19,438,622
Kherson 5,157,946
Khmelnytsk 10,874,810
Cherkassy 9,590,276
Chernivtsi 3,397,187
Chernihiv 8,367,139

So, the results in Table 1 show that certain regions suffer
greatly from today’s challenges and need priority support
from the state in order to eliminate the regional imbalance.

Based on the generalization of the obtained data, which is
provided for use in the methodology, a methodology of state
financial protectionism of the urban passenger transport busi-
ness is proposed in order to support its sustainable operation
and rehabilitation after the damage suffered. The methodol-
ogy is complex and built on the basis of indicators of the risk
rating of the studied sector of the economy and the priority
rating of regions for the state, which was described above.



5. Results of devising the methodology of state financial
protectionism of entrepreneurship in the field of urban
passenger transportation under the conditions of war and
post-war challenges

5. 1. Proposals regarding the choice of conditions
for assigning regions to the category of weak (non-pri-
ority, unattractive for investment) from the point of
view of state financial support of urban passenger
transportation

To support entrepreneurship in order to rehabilitate
the state economy, it is proposed to introduce indicators
of financial capital investments by region. Financial cap-
ital investments, within the framework of this study, are
proposed to be budgetary financial infusions directed to
the relevant region in order to support it according to the
indicators of the riskiness of the region and the priority of
the region for the state.

For this purpose, we have put forward a hypothesis
that the program of state financial protectionism consists
of n number of regions that need support for urban pas-
senger transport entrepreneurship. The index of urban
passenger transportation, which participates in financing
processes, will be marked i=1,n. Let the return on invest-
ments of the region per unit of spent financial resources be
a;i (a; cannot be <1).

We present a description of the model of effective co-
operation between the region and a financial donor (state,
investor, etc.), in the following form:

Zi(Si, 2)=9i(S)y=pi(S) (S~ x7), i=1,m, )

where S; is the total amount of funding directed to the devel-
opment of the region, arbitrary units;

@; (8;) is the income of the i-th region, arbitrary units;

x; — number of financial resources of the region for sup-
port — loan funds, piece;

y; — financial resources of the region, arbitrary units;

z; — invested investments of a financial donor (state, in-
vestor, etc.), where the amount of regional financing is taken
into account, arbitrary units;

Z; — net profit of the region as part of its own financial
resources (as part of ;) , arbitrary units.

If the conditions ¢; (S;)>x;+y;+z; or @; (S)/(x;i+y;+z)>1
are met, the model of cooperation between the region and the
financial donor (state, investor, etc.) is considered effective.
The use of regional financing in the context of supporting
urban passenger transportation optimizes the financing pro-
cess and contributes to the improvement of the efficiency of
the transport business as a whole.

Also, for calculations according to our proposed method,
one will need a synthetic (artificial) indicator ¢;, which is
calculated according to (2):

(I-ap/li=q;, (2

where q; is efficiency, which is estimated by the return from
the region per unit of financial resources spent on support;

[; is the priority.

Substituting into formula (2) instead of the efficiency
indicator the RIA indicator for the state — 7, and instead of
the priority indicator the regional riskiness indicator — R,
we shall calculate the artificial (synthetic) indicator ¢; ac-
cording to (3):

(1=r)/Ri=q;, 3)

where 7; is the RIA indicator for the state, arbitrary units;

R;is an indicator of the riskiness of the region, arbitrary
units.

In order to determine those regions that can apply for
funding in order to support them and eliminate the imbal-
ance of the state, their maximum value # is determined,
which would satisfy the following inequality:

7i<Qn/(n=1), %)

where Q,, is the sum of synthetic indicators g;, corresponding
sectors of the economy 7.

When condition (4) is not fulfilled, the calculation ends,
and the following regions are excluded from the list of candi-
dates for receiving funding for the purpose of supporting and
rehabilitating the latter.

5. 2. Identification of regions for the distribution of
state financial support

On the basis of publicly available statistical data [26] and
using the methodology [25], RIA is determined.

The information is represented in the form of a summa-
ry Table 2.

Table 2
Summary table of RIA indicators (r) and riskiness of the
region (R)
Oblast 7;, a.u. R; au.
Vinnytsia 0.408514 1.6666
Volyn 0.355415 3.3333
Dnipropetrovsk 0.422116 0.3333
Donetsk 0.458794 6.3333
Zhytomyr 0.369553 6.0000
Zakarpattia 0.374684 5.6666
Zaporizhzhia 0.405340 3.6666
Ivano-Frankivsk 0.373391 5.3333
Kyiv 0.406496 0.6666
Kropyvnytska 0.383469 5.0000
Luhansk 0.403544 8.0000
Lviv 0.356200 1.0000
Mykolayiv 0.398673 7.0000
Odesa 0.396466 2.0000
Poltava 0.410794 1.3333
Rivne 0.361749 2.3333
Sumy 0.376327 6.6666
Ternopil 0.352696 4.3333
Kharkiv 0.395974 3.0000
Kherson 0.377155 7.6666
Khmelnytsk 0.363777 2.6666
Cherkassy 0.398636 4.0000
Chernivtsi 0.431203 7.3333
Chernihiv 0.363765 4.6666

Note: data on regions controlled by Ukraine as of 2022

To determine the priority indicator of regions, statistical
information [27, 28] was used; the data are given in Table 3.
Based on the received data in Tables 2, 3 and in order to
further calculate the share of state financial protectionism
of the urban passenger transport business, it is necessary



to proceed to the calculation of the artificial indicator g;
according to formula (3).

Table 3

Indicators (rating) of priority of regions of Ukraine, data on
2022 (summarized by the author on the basis of [27, 28])

Rating Oblast
1 Dnipropetrovsk
2 Kyiv
3 Lviv
4 Poltava
5 Vinnytsia
6 Odesa
7 Rivne
8 Khmelnytsk
9 Kharkiv
10 Volyn
11 Zaporizhzhia
12 Cherkassy
13 Ternopil
14 Chernihiv
15 Kirovogradska
16 Tvano-Frankivsk
17 Zakarpattia
18 Zhytomyr
19 Donetsk
20 Sumy
21 Mykolayivska
22 Chernivtsi
23 Kherson
24 Luhansk

5. 3. Determining the share of financing of urban
passenger transportation under the conditions of today’s
challenges

To determine the financing rate, the calculation pro-
cedure of which is represented by formulas (1) to (4), it is
necessary to calculate the synthetic indicator ¢;. The initial
data for the calculation are given in Table 2.

Calculation of g; is carried out according to formula (3).
When determining the share of financial capital investments
by region, according to our proposed methodology, it is nec-
essary to sort the regions from the smallest to the largest
according to the value of g;. The results of our calculations
in ascending order are given in Table 4.

The entire algorithm of the procedure for determining
the number of regions — candidates for receiving financing
according to the urban passenger transport entrepreneur-
ship vector — can be represented by inequality (4).

The fulfillment of the specified condition for a set of ob-
tained g; values was verified. The check will be performed as
long as condition (4) is satisfied. If the condition (4) is not ful-
filled, the calculations are stopped, and the following regions
are excluded from the list of candidates for receiving funding.

The results of the calculations are given in Table 5.

Since condition (4) is not fulfilled at n=7, the calculations
are stopped, and all subsequent regions do not participate in
further calculations. The regions for receiving funding have
been determined. These are the Luhansk, Chernivtsi, Kher-
son, Donetsk, Mykolaiv, and Sumy oblasts with the values of
the preliminary ranking (Table 1) 2419 places.

Table 4
The values of g;are in ascending order and Q,

Oblast Value of ¢; | Value of Q,
Luhansk 0.074557 0.074557
Chernivtsi 0.077563 0.15212
Kherson 0.081241 0.233361
Donetsk 0.085454 0.318814
Mykolayiv 0.085904 0.404718
Sumy 0.093551 0.498269
Zhytomyr 0.105075 0.603344
Zakarpattia 0.11035 0.713694
Ivano-Frankivsk 0.117489 0.831183
Kropyvnytska 0.123306 0.954489
Chernihiv 0.136336 1.090825
Ternopil 0.149378 1.240203
Cherkassy 0.150341 1.390544
Zaporizhzhia 0.16218 1.552724
Volyn 0.193376 1.746099
Kharkiv 0.201342 1.947441
Khmelnytsk 0.238584 2.186025
Rivne 0.273536 2.459561
Odesa 0.301767 2.761328
Vinnytsia 0.354892 3.11622
Poltava 0.441905 3.558124
Lviv 0.6438 4.201924
Kyiv 0.890256 5.09218
Dnipropetrovsk 1.733654 6.825834

Table 5

Checking if inequality (4) holds

Number Y.qi which Checking the fulfill-
of re- qgi corresponds | Q,/(n—1) |ment of the condition
gions, n ton, Q, in formula (4)
2 0.077563| 0.15212 0.15212 0.15212>¢,
3 0.081241| 0.233361 | 0.11668 0.11668>¢3
4 0.085454| 0.318814 [0.106271 0.106271>¢,4
5 0.085904| 0.404718 | 0.10118 0.10118>¢5
6 0.093551| 0.498269 |0.099654 0.099654>¢¢
7 0.105075| 0.603344 |0.100557 0.100557<g;

Next, the calculated values of the shares of financing of ur-
ban passenger transportation under the conditions of challeng-
es, with allocated funds equal to 1, are represented in propor-
tion to the obtained Q,/(n—1). The results are given in Table 6.

Table 6

Financing of urban passenger transportation under
conditions of challenges by region with funds allocated for
protectionism (S=1)

Oblast Financial investment at S=1, fraction of a unit
Luhansk 0.170074
Chernivtsi 0.168867
Kherson 0.167391
Donetsk 0.165700
Mykolayiv 0.165519
Sumy 0.162450

As the calculations showed, 6 regions (namely: Luhansk,
Chernivtsi, Kherson, Donetsk, Mykolaiv, and Sumy) will



receive funding to support urban passenger transportation,
the amount of which will be 17.01 %, 16.89 %, 16.74 %,
16.57 %, 16.55 %, and 16.24 %, respectively, from 100 % S.
Therefore, the hypothesis that the amount of state financial
support does not depend on the indicator of the investment
attractiveness of the region in direct proportion and should be
adjusted with the help of the determined value of the priority of
the region has been proven within the framework of our study.

6. Discussion of results of the methodology development

Quite a large number of funding procedures have been
proposed by researchers [10, 14—22]. All analyzed procedures
are integrated and complex. Some of them contain a significant
number of indicators for calculation, some — on the contrary —
few. Unlike the ones analyzed, the procedure of state financial
protectionism of the urban passenger transport business that
we have proposed, which is also complex, contains an overriding
approach — financing the weakest regions. This will allow them
to be supported in order to eliminate the imbalance in the state.

The authentic procedure allows us to determine regions for
the distribution of financial capital investments based on indi-
cators of the region’s investment attractiveness (riskiness) and
the priority of the region for the state. This approach is designed
to solve the problem of determining the share of financing of
urban passenger transportation under the conditions of chal-
lenges that have arisen.

Unlike existing methods, this procedure is aimed at
supporting individual regions and the state as a whole. The
presence of mathematical substantiation of targeted financing
of the most unattractive regions (risky, weak from the point
of view of financial injections) is also the newest vector in
research, this distinguishes it from a number of existing ones.

In order to ensure state financial protectionism of the ur-
ban passenger transportation business under the conditions
of today’s challenges, it is proposed to introduce selective
financing. The entire calculation procedure is represented
by formulas (1) to (4), according to which the approbation
calculation was carried out.

The problem of determining the share of financing of ur-
ban passenger transportation under the conditions of today’s
challenges was solved based on a comprehensive approach
based on indicators of the investment attractiveness of the
region (riskiness) and priority was determined for 6 re-
gions (Luhansk, Chernivtsi, Kherson, Donetsk, Mykolaiv,
and Sumy oblasts); the results are given in Table 6.

It can be confidently stated that the hypothesis put for-
ward in the study has been proven.

The main limitation of the study is the fact that the pro-
cedure was not tested on the regional distribution of other
countries, except Ukraine, that is, the level of socio-econom-
ic development of the country was not taken into account.

This study is of practical interest, first of all, for public
administrations, as it provides a methodology for allocating
funds to support the most vulnerable regions. It could also

be useful for researchers studying financial security, protec-
tionism, entrepreneurship, and public administration.

Future studies will take into account the level of so-
cio-economic development of countries.

7. Conclusions

1. The conditions for assigning regions to the category of
weak (non-priority, unattractive for investment) from the point
of view of state financial support of urban passenger transpor-
tation have been proposed. When calculating according to the
proposed algorithm, the value of indicators of the investment at-
tractiveness of the i-th region for the state and the priority of the
i-th region were taken into account. A model of effective inter-
action that takes into account selective fair funding is proposed.

2. The regions for the distribution of financial capital in-
vestments were determined based on indicators of the region’s
investment attractiveness (riskiness) and the priority of the re-
gion for the state. Their calculation was carried out, the results
of which were used to test the proposed methodology. Calcu-
lations show that the indicator of the priority of financing the
region does not depend on the level of investment attractiveness
of the region or vice versa.

3. The task of quantifying the share of urban passenger
transport financing under the conditions of today’s challeng-
es by regions that require protectionism from the state has
been solved. A ranking of the regions was carried out. The
regions for receiving funding have been determined — Lu-
hansk, Chernivtsi, Kherson, Donetsk, Mykolaiv, and Sumy
oblasts. The shares of urban passenger transport financing
for the regions that were determined were calculated.
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