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Transport companies in Ukraine are currently operating in conditions of
uncertainty caused by the destruction of transport infrastructure and logistics routes,
staff turnover, and material losses associated with military operations. These
circumstances are fundamentally changing the nature of the factors that determine the
functioning and development of transport and logistics companies. The management
system that was effective in peacetime requires fundamentally new approaches in
wartime. Therefore, traditional approaches to the classification of development factors,
such as the division into internal and external, direct and indirect, regulated and
unregulated, although still acceptable for analysis, are often insufficient to fully assess
the significance, role and nature of the impact of these factors.

When considering development factors from the perspective of the functional
components of the enterprise's management mechanism and its supporting subsystems,
it is advisable to divide them into technological, economic (resource), social,
environmental, informational, regulatory, etc. In addition, this approach should be
supplemented by a group of development factors that ensure the security of the
enterprise's operations in conditions of martial law and deepening transport integration
with Europe. Identifying the key factors influencing the management mechanism of
enterprise development means dividing them into specific groups that determine the
enterprise's ability to function, develop and ensure stability in wartime, Fig. 1.

In conditions of martial law, one of the key influencing factors is the technological
and digital capacity of the enterprise, which facilitates the rapid adjustment of routes,
which is particularly important in conditions of military threats, roadblocks or
destruction. Automation of logistics processes reduces the company's dependence on
the human factor, speeds up information processing, increases planning accuracy and
minimises the risk of delays.

One of the most vulnerable and, at the same time, key factors for the effective
functioning of a transport company in Ukraine is the availability of personnel and their
competence. The shortage of qualified drivers, mechanics, logisticians and engineering
and technical personnel is caused by both migration processes and
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Figure 1. System of factors influencing the development of a transport enterprise

mobilisation measures, which directly affect the availability and competence of
human resources. However, even highly qualified personnel cannot ensure full
transport efficiency when the physical integrity of infrastructure is compromised or
supply chains are destabilised. That is why such factors as the resilience of logistics
chains and critical infrastructure, which form the logistics and infrastructure
boundaries of a transport company's activities and determine its actual ability to ensure
continuity of services in wartime, are becoming increasingly important [4].

In conditions of martial law, financial stability, which is the foundation of a
company's stability, becomes particularly important for the development and
functioning of transport companies. The financial situation in wartime is influenced by
rising operating costs, fuel price instability, declining customer solvency, risks of asset
damage and difficult access to financial resources. Liquidity, sufficient working
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capital, the ability to attract credit financing, leasing programmes or state support
determine the enterprise's ability to continue its activities.

The legal environment during martial law is characterised by increased transport
safety requirements, restrictions on movement in certain regions, the need to obtain
special permits and approvals, and adaptation to the operational decisions of military
administrations. Key regulatory factors include: the existence and duration of curfews,
the designation of high-risk areas, rules for the transport of humanitarian and critical
cargo, special routing requirements, restrictions on movement in certain areas, and
requirements for the protection of drivers and vehicles.

Alongside critically important factors, there is a group of secondary factors that,
although important, have an indirect impact on competitiveness, adaptability and the
quality of transport services. Among these factors, we can highlight market conditions,
which encompass the set of conditions that determine the balance between supply and
demand for transport services, the level of competition between carriers, price
dynamics and the structure of logistics resource consumption. During wartime, the
transport services market is characterised by significant volatility, segmentation and
redistribution of freight flows. A decline in business activity in certain regions, the
relocation of enterprises, the restructuring of logistics schemes, and growing demand
for humanitarian and critical transport create new market niches, but at the same time
increased uncertainty. Thus, although market conditions do not determine the
immediate physical possibility of carrying out transport, they significantly influence
the economic feasibility and strategic directions of a transport company's development.

Given Ukraine's deepening European transport integration, environmental
regulations and standards are becoming an important factor in the development of
transport companies. It should be noted that they play an important role in the medium
and long term. Climatic conditions determine traffic safety, road surface condition and
seasonal traffic capacity of transport routes, but in wartime their impact becomes
indirect, as safety and route accessibility become priorities.

Another group of factors is socio-demographic. These include: population
structure, mobility, urbanisation level, consumer purchasing power, accessibility of
transport services for different population groups, and cultural behaviour patterns. In
wartime, the significant scale of internal migration, population movements between
regions, the growing need for evacuation transport, and the unevenness of transport
demand are shaping new social conditions for the functioning of the transport sector.
At the same time, these factors are of secondary importance, as they primarily affect
the structure of demand rather than the physical ability to provide transport.

It is also worth highlighting the factor of innovation and service differentiation,
which refers to a company's ability to create new services, implement innovative
business models and service solutions in order to stand out from its competitors. The
difference between the factors of innovation and digital and technological capacity
(which are key influencing factors) is that the former refers to the result of using
technologies in the form of services, products and business processes, while the latter
refers to the technological base that enables the creation or maintenance of innovation
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(availability of technical resources, level of digital infrastructure, process automation,
IT system capabilities).

Along with secondary factors, there is a broader group whose influence is indirect,
long-term, and predominantly background. They do not directly shape the parameters
of the strategy, but they determine the environment in which the strategy is
implemented and the specifics of the enterprise's interaction with the external space.
These include strategically obstructive factors (SOF) and factors of operational
criticality (FOC) [5].

The power of Strategically Obstructive Factors lies in the fact that they are not
only capable of restricting the activities of a transport enterprise, but also significantly
complicating its functioning. These include: long-term resource dependence
(dependence on the supply of fuel, spare parts, components), limited investment
resources (reduction of credit programmes, reduction of investments due to martial
law), unpredictability of the security environment (risks of shelling, mined territories,
rapid changes in the combat zone).

Factors of Operational Criticality are a group of factors that directly determine the
ability of a transport company to perform its functions, ensure operational continuity
and respond to immediate challenges. Unlike strategic constraints, which mainly affect
strategic prospects, operational criticality factors have an immediate and direct impact,
often changing daily or even hourly. They determine the actual performance of the
transport system in real time and ensure safety, resource availability and operational
stability. These include: the physical performance of the transport fleet, the availability
of fuel and material and technical resources, the state of the energy infrastructure and
the risks of power cuts, the availability of routes, and the ability of staff to get to work.

Thus, the author's system allows: moving from a list of factors to their
prioritisation; assessing the depth of their impact on various aspects of activity;
identifying key threats and key strategic opportunities; building a new model of
transport enterprise sustainability management focused on modern risks and
challenges. This approach is particularly relevant in wartime, when a transport
enterprise must simultaneously address issues of security, financial stability, logistical
adaptability, and operational resilience. The proposed classification, based on a
systemic vision, allows for a clear structuring of factors according to their strategic
importance and forms a conceptual basis for further assessment of the effectiveness of
the management mechanism for the development of transport enterprises.
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TAUM-MEHEJ)KMEHT: HIVISIXU IIJIBULLIEHHS
EQPEKTUBHOCTI BUKOPUCTAHHSA POBOY0I'0O YACY
B OPI'AHI3ALII

Kynpiii bopuc
3100yBavKa BUIIO1 OCBITH MariCTepChKOIo PiBHS
VYuiBepcuter iMeHi Anbdpena Hobemns, Ykpaina

Crpimki TpaHcopmanii B T7100aTbHOMY €KOHOMIYHOMY CEpEIOBHINI Ta
3aroCTPEHHS] PUHKOBOT'O CYTIEPHHUIITBA POOJISATH pallloHATIbHE BUKOPUCTAHHS YaCOBOTO
pecypcy KpUTUYHUM (PAaKTOpOM YCHIMIHOCTI OyAb-siKO1 opraHizaiii. OCKUIbKU Yac €
HEBIJHOBIIOBAaHUM aKTHUBOM, a I1H(OpMAIliiHI HaBaHTAKCHHS Ta CKIQJIHICTh
YOPaBIIHCHKOTO LMKIY IOCTIHHO 3pOCTal0Th, BUHUKAE O0’€KTMBHA IMOTpeda y
BIIPOBAKCHH1 IHHOBAI[IWHUX CTpaTeriii opraHizaiii mpaii. ¥ 1[bOMy KOHTEKCTI TaitM-
MEHE/KMEHT cTa€ (GyHAAMEHTAIbHUM KOMIIOHEHTOM 3arajlbHOi YNpaBlIIHCHKOT
apXITEKTYpH, IO J03BOJIIE MAaKCUMI3yBaTH Biajlayy K BiJ pOOOTH KOHKPETHOIO
daxiBiig, Tak 1 013HEC-CTPYKTYpH B 1Iomy. [1].

CyTHICTh TaliM-MEHEKMEHTY MOJISITa€ y 3aCTOCYBAHHI CUCTEMHHMX METOJHMK 1
MPUKIATHUX 3ac001B, 110 JT03BOJSIOTH IJIAHYBAaTH, CTPYKTYpyBaTH Ta KOHTPOJIIOBATH
4acoBl BUTpaATU 3aJIsl peajizailli cTpareriunux opieHTupiB. CydacHa mnapagurma
VOpaBIIHHS YacoM, Ha BIAMIHY BIJ KJIACHYHUX IMIIXOJIB JO CAaMOJIUCIHUILIIHH,
nepeadavae rIMOOKY IHTETpallilo WX MPOIECIB Y 3aralbHUNA MEHEKMEHT KOMITaHii.
Takuii niaxia TpaHcPopMye yIpaBIIHHS YaCOM 3 0COOMCTOT HABUYKU Y KOMaHIHUH Ta
KOPIOPATUBHUM IHCTPYMEHT MiABUIIICHHS €(DEKTHUBHOCTI. [2].

Cepen HalOLIBII JIEBUX MEXaHI3MIB ONTUMI3ALii poO0YOro rpadiky BUAUISIOTH
AeKOMIIO3uIiI0 Iied 3a Meronukoro SMART, BukopucTaHHA UHHPPOBUX
MJIaHyBaJIbHUKIB, a TAKOK BIPOBaKeHHs MaTpulll Eitzenxayepa ta npunuumny [Tapero
JUISl paHXKyBaHHS 3aBJaHb. 3anydeHHs crerianizoBaHux IT-cepBiciB ajisi cynpoBoay
MIPOEKTIB J03BOJISE€ BIOPSAKYBATH OIEpaIiiHi MPOLIECH, YCYHYTH «IIOTJIMHAYl Yacy»
Ta c(hOKyCyBaTH IHTEIEKTyaIbHUIN KamiTal Ha BAKOHAHHI NP1IOpUTETHUX QYHKLIH. [3].

HeBin’eMHOI0O YacTUHOI0O AapXITEKTYpH TaWM-MEHEIXMEHTY € MOHITOPUHT
PE3yIbTATUBHOCTI BUKOPUCTAHHSA pOOOYMX TOAMH. Y CydYacHId MPaKTHIN JJIS 1IOTO
PO3pOOISIOTHCS cUcTeMH KItouoBuX moka3HukiB (KPI), mo maroTh 3MOTy KUTBKICHO
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