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Abstract. The purpose of the article is to identify approaches to understanding transport
infrastructure and the level of human development, to determine the mechanisms of the impact of
transport infrastructure on human development, to determine the mechanisms of the impact of
human development on the state of transport infrastructure. The state of transport infrastructure of
Ukraine is considered in detail in the article. According to the results of the study, the directions of
the development of countries in terms of transport infrastructure and the level of welfare of the
population are determined. The relationship between transport infrastructure and human
development through the pricing mechanism has been studied. The study found out that the
relationship is characterized by micro- (“transport infrastructure - pricing - human development")
and macroeconomic ("pricing - transport infrastructure - human development™) effects, which
allowed to link this vector with the political sphere of society.

Methodology: The theoretical and methodological basis of the study is represented by the
scientific works of leading scientists in the field of human development, as well as the author's
concept of structural and infrastructural socio-economic development. The research used such
methods as analysis and synthesis, the method of historical and logical modeling. The method of
formalization, the method "from the abstract to the concrete”, as well as the historical method, the
method of economic interpretation are used as theoretical methods in the work. From a practical
point of view, the study also included the method of grouping statistical data, statistical and
econometric analysis. The results of the study can be used in the field of economic policy
adjustment, in the courses of economic policy, state regulation, as well as in practice for the
development of socio-economic and transport policy of the state.

Keywords: infrastructure, transport infrastructure, development, economy, economic growth.
JEL Classification: G1, L9.
INTRODUCTION

The relevance of the study is due to the fact that after 2008-2009, many countries to overcome
the crisis and further stimulate economic growth have resorted to new infrastructure projects and
modernization of the transport system and, in particular, transport infrastructure. However, the
problem of "insufficient” transport infrastructure is becoming more acute in many countries,
including Ukraine. The state of transport infrastructure can be one of the key factors hindering the

89


https://doi.org/10.26661/2522-1566/2022-1/19-07
https://doi.org/10.26661/2522-1566/2022-1/19-07
https://doi.org/10.26661/2522-1566/2022-1/19-07
https://orcid.org/0000-0003-3420-6253
mailto:gkryshtal@ukr.net

MANAGEMENT AND ENTREPRENEURSHIP: TRENDS OF DEVELOPMENT
ISSUE 1 (19), 2022

development of the country's economy. However, the negative consequences of underinvestment
and backwardness of transport infrastructure are not limited to economic effects, but also negatively
affect the level of human development.

LITERATURE REVIEW

The impact of transport infrastructure on the country's economy and the well-being of citizens
is presented in the work of Say (2001). However, the assessment presented in the analyzed works is
not based on the features of the effect of the transport system as a whole and the transport
infrastructure. As a result, civil structures or transport network of canals are not the subject of study,
as an example of the implementation of the proposed principles of utility assessment, although the
authors do not define the term "infrastructure™.

Another approach is revealed in Tunen (1926) "Isolated State", exploring the role of spatial
indicators in economic activity (“concept of the zone of influence of the city"), considers in his
analysis of infrastructure, expressed in distance from the city and transport costs. Tunen (1926)
gave infrastructure a significant role in determining the economic behavior of a given locality,
while he did not focus on infrastructure and did not define it.

In this regard, it is important to note that determining the role of transport infrastructure in
economic processes is directly related to the concepts of structure and infrastructure. There is no
single concept of infrastructure in economics, which is due to the practical orientation of scientists
on this term and in its separate consideration from what is called structure.

In his work, the concept of infrastructure was explored by Rogenstein-Rodan (1957), who
treated infrastructure as part of social (public) non-productive capital and the required minimum
level of resources needed to operate as an individual company and the economy as a whole.
According to the author, social non-productive capital is characterized by "indirect” productivity,
which is achieved through a long period and includes basic industries (energy, transport,
communications), which should be based on these characteristics to precede faster and more
profitable investments focused on real products (real "productivity). The concept of infrastructure is
represented through social non-productive capital.

This concept of infrastructure was developed in the works of Tinbergen (1962), in particular,
in his work "The formation of the world economy. Proposals of international economic policy ".
The author clearly separated the infrastructure from the structure, in fact presenting the former as a
public good, but does not give a clear definition. Tinbergen (1962) is convinced that support at the
appropriate level and further development of infrastructure is a task at the state level, as the fee for
the use of state infrastructure innovations at the population level is not set. The factor of large
amounts of investment required for further infrastructure development - limits the actions of the
private sector in the possible participation in various public infrastructure projects. The structure,
which includes production, agricultural industry, mining, in the future may be implemented by the
private sector.

Rogenstein-Rodan (1957), Tinbergen (1962) tried to define the definition of infrastructure by
distinguishing the difference from another phenomenon or process occurring in the state economy.
In fact, it is a matter of finding the location of the infrastructure in relation to its structure. But
Tinbergen (1962) avoids the material base of infrastructure, considering the latter as a possible
indicator of the level of development of socio-economic relations.

Jochimsen, R., Ed. (1966) proposed the following interpretation of infrastructure as a set of
material, own and institutional resources, combined with information resources, which will increase
profits in the case of appropriate allocation of resources, namely the full integration and
maximization of economic activity. The author mainly allocates material infrastructure, limiting the
latter to such assets as: transportation, communication, energy supply, storage, activities of
educational and medical institutions.


https://management-journal.org.ua/index.php/journal

Kryshtal, H. (2022), “Transport infrastructure: current status and development”, Management and
entrepreneurship: trends of development, 1(19), pp. 89-97. Available at: https://doi.org/10.26661/2522-1566/2022-1/19-
07

Buhr (2003) considered infrastructure from the standpoint of functional characteristics,
namely through material, institutional and personal components. Buhr (2003) pays special attention
to the conditions under which a company, society or individual works and develops, in particular.
The author tries to propose the definition of infrastructure in the context of socio-economic
development and highlight the role of infrastructure in the economic system.

Since the definition of infrastructure is considered by scientists in this way and given the
complexity of assessing social processes in the relationship that arises, the concept of infrastructure
has been further developed exclusively in the material direction and in different contexts. As a
result, the analysis of each type of infrastructure or the allocation of these types contributes to the
creation of new definitions of infrastructure. For example, Gadgieva (2010) understands social
infrastructure as projects that include "buildings and / or other infrastructure facilities needed to
provide socially significant services to the population - medical and educational institutions,
housing™; market infrastructure - "as institutions, centers that help the market to perform its
functions”; and economic infrastructure is called “projects that provide and manage the
infrastructure needed by a country or region to support economic growth” (Infrastructure
Definition).

The concept of infrastructure, on the one hand, is constantly expanding, due to the growing
interest of scientists in understanding the mechanisms of certain processes; on the other hand,
economic thought increasingly avoids understanding the essence of infrastructure, which is the
reason for the large number of definitions of this definition. The latter is largely due to the fact that
against the background of increasing the number of private definitions related to specific objects,
there is no general concept in economics that would reflect the economic understanding of
infrastructure.

PAPER OBJECTIVE

The purpose of the article is to identify approaches to understanding transport infrastructure
and the level of human development, to determine the mechanisms of the impact of transport
infrastructure on human development, to determine the mechanisms of the impact of human
development on the state of transport infrastructure.

METHODOLOGY

The theoretical and methodological basis of the study is represented by the scientific works of
leading scientists in the field of human development, as well as the author's concept of structural
and infrastructural socio-economic development.

The research used such methods as analysis and synthesis, the method of historical and
logical modeling. The method of formalization, the method "from the abstract to the concrete”, as
well as the historical method, the method of economic interpretation are used as theoretical methods
in the work. From a practical point of view, the study also included the method of grouping
statistical data, statistical and econometric analysis.

RESULT AND DISCUSSION

The following discussion positions can be identified that reflect the problems in
understanding the infrastructure at the stage of development of economic thought:

1. The proposed definition of infrastructure is static: the interaction of structure and
infrastructure is not considered, in particular, the process of transformation into one is almost
completely ignored.

2. Regarding the economy, the infrastructure and structure are not clearly defined.
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Some authors equate the economic structure to the economic system, which is reflected in
educational materials. Buhr (2003), Gadgieva (2010) consider in their works the economic system
as "a set of interdependent economic elements that form a certain integrity, the economic structure
of society.” It can be seen that according to the proposed understanding of the economic system, it,
according to the authors, has all the necessary characteristics of the structure. Analyzing this
definition, it can be noted that the authors consider the economic system as a set of economic
structure and economic infrastructure. However, due to the uncertainty of the boundaries of the
analyzed structure, it is not clear what is its element: the subjects of economic activity, their
relationships (they put the author in the status of the element), means and forms of production and
distribution. Considering "elements" as separate structures combined into a more complex system, a
large number of criteria that characterize the elements, we can not ultimately compare them. The
reason for this phenomenon is that in this understanding of the economic system, the elements may
be unbalanced for the system, and there may be a one-way relationship between the elements. Then
the element may lose the "driving force" that actually determines the relationships that arise in the
structure. Thus, we can say that the elements of the structure in order to create a structure must be
comparable in nature to one degree or another; for it is this compatibility that determines the
relationship between the elements (for example, rivalries or cooperatives, buying or selling).

We can conclude that the problem of correlation of infrastructure - structure - and the system
is not solved. Moreover, in economics this problem is not realized and, as a consequence, is not
studied.

The issue of the impact of transport infrastructure and price as two separate factors on human
development in economics Khandker (2009), Stifel (2015) is considered at the present stage rather a
priori as a proven fact, and is studied indirectly. At the same time, this problem is considered by the
scientific community mainly in one direction. Thus, the positive effect of transport infrastructure on
human development is determined through increased mobility and availability of resources,
increased trade and, consequently, economic growth, which leads to higher living standards and
human development.

Considering the connection between the process of pricing and transport infrastructure as a set
of basic structures and systems that provide passenger and / or freight, many authors limit
themselves to analyzing the level of prices for transport services and / or transportation or
considering the transport component in the price of goods. stimulates lower prices in the economy
with economic growth and leads to an increase in real per capita income Dubrovskaya (2015).

The high complexity of the analysis of prices and their components only at the level of the
economy as a whole, due to the great differentiation of different products, is the main limitation of
empirical confirmation of macroeconomic impact of price, determined by the level of human
development in society. This problem is largely determined by the dominant microeconomic view
of price in the economy, as a result of which the macroeconomic effect of the latter is almost
completely ignored outside the analysis of command-and-control economics.

The question of the impact of the development of the transport system as such and the
transport infrastructure on the price of a product is the subject of many studies and discussions. For
example, Bougheas (1999) showed that the availability of infrastructure helps reduce transport costs
and, consequently, lower product prices, leading to increased trade.

Staal (2000) on the example of Kenya demonstrated the impact of the presence / absence of
paved roads, as well as their quality on the volume and price of milk sold. The author was able to
show that in hard-to-reach areas of Kenya from a transport point of view, the price per liter of milk
can be five or more times higher than in areas with a higher level of transport infrastructure. At the
same time, areas were identified where the terrible condition of the roads caused farmers to refuse
to supply and sell their products there.

The opposite effect - the development of transport infrastructure and the resulting reduction in
prices due to reduced company costs for logistics and transportation - is described in Scherbanin
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(2011). Thus, the presence of the vector of influence "transport infrastructure - price” is a
scientifically proven fact in economics.

The identified one-sided effect also occurs at the macroeconomic level. The impact of the
development of transport infrastructure and the reduction of transport costs in price is not limited to
any product or group of these products. Considering the transport system as a public good, the
positive effect of its development will spread to all spheres of society, including the economy.

Transport infrastructure, despite the unambiguous interpretation of this term, is characterized
by many different indicators, each of which is related to the activities of a particular mode of
transport. This fact significantly complicates the process of analysis and assessment of the level of
development of transport infrastructure.

Preysner (2016) uses several different indicators of transport infrastructure, including the
length of roads, their density per capita, investment in the development of transport infrastructure.
Popova (2017) in its study to assess the level of development of transport infrastructure takes the
following indicators: freight traffic, road length, road density (km per 100 sq. Km). Popova (2017)
in analyzing the relationship between transport infrastructure and economic growth in China refers
to the total density of the transport network per person (including the calculation of water, rail and
road modes of transport).

Popova (2017) in her work analyzed the transport infrastructure "in stages” - for each of the
analyzed characteristics, which include the number of public transport lines, the area of roads,
traffic jams, speed. An interesting option for determining the level of transport infrastructure is
presented by Ziadah (2018) in the process of analyzing the development of transport infrastructure
in Dubai. He suggested using a containerization rate for each mode of transport, explaining this not
only by the global trend towards "seamlessness™ by reducing downtime and reducing the effort
required to move cargo from one mode of transport to another, but also by saying that the use of
containers in freight about the high level of technological development of a particular mode of
transport.

In theoretical terms, the impact of transport infrastructure development on the level of human
development in the form of the human development index is determined by the following
mechanisms: 1) indirect impact achieved through economic growth, as transport infrastructure
development 2) increasing the mobility of capital and population, which has a positive impact on
citizens' access to education, medicine, jobs, cultural facilities, etc .; 3) pricing.

The direct impact of the positive effect of the development of transport infrastructure on
human development may be due to its impact on education and health of citizens. Road construction
leads to an increase in the number of children attending school. The positive impact of transport
infrastructure on citizens' health has been demonstrated by many authors, with the example of
Ethiopia showing that improving transport infrastructure, leading to increased market access, has a
positive effect on people's nutrition and, consequently, on their health.

These studies show that the development of transport infrastructure not only contributes to the
increasing availability of many resources (educational, medical, etc.) for the population, but also
determines the volume and intensity of trade and, consequently, production and employment.

The development of transport infrastructure contributes to the increase of mobility, expressed,
in particular, in the time spent transporting the product.

It can be assumed that in addition to the direct link between transport infrastructure and
mobility, there is also an indirect link, which is determined by the institutional environment or the
institutional system that develops in the territory. As a result, the construction of new railways is
expanding the institutional system, which has a positive impact on the efficiency of self-
development of territories (for example, in single-industry towns), the volume of investment,
employment growth in the economy of the country / region and more.

If the direct and indirect impact of transport infrastructure development on the human
development index: due to increased mobility of population and capital and economic growth, in
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general, of course, requires special consideration of the third mechanism of transport infrastructure
on the human development index - through pricing.

The last mechanism - the impact through pricing - is because the development of transport
infrastructure contributes to the reduction of the transport component in the price, which generally
stimulates the downward trend in prices with economic growth. In principle, we can say that the
first and last mechanism are continuously interconnected. Thus, the development of transport
infrastructure, by reducing the final price of goods, leads to an increase in transportation, more
efficient use of labor, to economic growth, which is expressed, inter alia, in the form of accelerated
growth of per capita income. The development of transport infrastructure also determines the speed
of transfer and dissemination of technology and innovation - a factor that determines the stability
and prospects of both business and social environment. In this way, we can present one of the
vectors of the impact of transport infrastructure on the human development index through pricing:
Transport infrastructure - Pricing - Economic Growth - Human Development Index.

The problem of pricing as a factor determining the effectiveness of both individual enterprises
and the industry as a whole is the subject of research by many scientists. At the same time, in
foreign practice, the concepts of pricing at the enterprise level (pricing) and pricing as a result of
economic, political and social processes at the market, industry and / or country (price formation)
level are clearly divided. There is no such terminological division in Russian practice. Due to the
predominance of market relations in many countries around the world, it is of great interest to study
pricing at the company level, which determined the direction of the previously described vector
(transport infrastructure - pricing - economic growth).

Despite the interest and practical value of pricing research at the company level, they not only
do not reflect the general state of the market, but also neglect the impact of macroeconomic factors
on pricing and, consequently, different categories of economic agents, including companies and
individuals. The macroeconomic approach to pricing analysis allows us to assess the impact of
many institutional factors on the process of price formation and, consequently, on living standards.

From the standpoint of pricing because of economic, political and social processes, many
scholars focus on analyzing the impact of individual processes and / or institutions on pricing. Thus,
the impact of pricing on the level of human development is due to the contribution of institutional
and macroeconomic factors operating within the existing social relations in the process of price
formation. As a result, we can say that the level and features of existing socio-economic relations,
determining the pricing process at the state level, determine the level and development of the human
factor in the country through the development (or inhibition) of transport, culture, science and more.

Then the second vector of the impact of transport infrastructure on the human development
index through pricing is as follows: Pricing - Transport infrastructure - Human Development Index.
This connection is the subject of many studies today. The reverse effect - the level of human
development on the state of transport infrastructure, can be represented by two main vectors: 1) the
human factor; and 2) economic growth. The idea of the ability of the individual to influence the
level of development of transport infrastructure is the position that any infrastructure is the result of
human activity.

The human factor suggests that further stimulation of intellectual activity contributes to
scientific and technological progress, which has a positive impact on the quality of infrastructure.
This impact is largely due to increased productivity and efficiency of human labor, the emergence
of creative and ideological capital, as well as increasing the level of culture and awareness of social
responsibility.

The most important aspect of the impact of the human factor on transport infrastructure is
participation in the creation of knowledge and, as a consequence, intellectual value, which
contributes to the development of technology. The second vector - economic impact - is also
determined by the growing relationship of economic growth and scientific and technological
progress with man and his development. In this way, human development determines the
transformation of "atoms" into "bits". Based on this understanding of the role of human
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development in the economy, many authors propose to define economic growth not only as a
process of gquantitative change, but also as qualitative and structural changes that have a positive
impact on the economy and living standards, thus laying the foundation for human development,
economic growth. Economic growth, in turn, affects the development of transport infrastructure in
accordance with macroeconomic policies, the amount of funding allocated by the state for the
construction / modernization of the existing transport system, for example, opening opportunities
for new infrastructure projects.

CONCLUSION

As a result, three main vectors of the impact of transport infrastructure on the level of human
development were identified: 1) through mobility; 2) through economic growth and 3) through
pricing. The reverse effect - the level of human development on the state of transport infrastructure
can be represented by two vectors: 1) the human factor; and 2) economic growth.

Based on the above analysis, we can say that each of these areas focuses on different areas of
society, but is not limited to it. Thus, the mobility factor and / or the human factor is more focused
on the social sphere with indirect impact on the economy. The vector of "economic growth™ is
mainly related to the economic sphere of society. The relationship between transport infrastructure
and human development through the pricing mechanism, as the study showed, is characterized by
micro- (“transport infrastructure - pricing - human development™) and macroeconomic (“pricing -
transport infrastructure-human development™) effects, which allows to connect this vector with the
political sphere of society.
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TPAHCIIOPTHA IHOPACTPYKTYPA: CYYACHHUI CTAH TA PO3BUTOK

Kpumraas IN'anuna OQuexkcanapiBHa
Mixcpezionanona akademis ynpasiiHHs nepcoHaioM,
Kuis, Ykpaina

Merta cTarTi nojsArae B BUABICHHI MiJXOIB 10 PO3YMIHHSI TPAHCIIOPTHOI IHPPACTPYKTypH Ta
piBHS PO3BHUTKY JIIOJICBKOTO IMOTEHIialy, BH3HAYEHHI MEXaHI3MIB BIUIUBY TPAHCIOPTHOI
iH(GPaCcTpyKTYypH Ha IIOJCHKHA PpO3BUTOK, BU3HAYCHHI MEXaHI3MIB BIUIMBY pIBHS PO3BUTKY
JIOACHKOTO TMOTEHIialy HA CTaH TPAaHCHOPTHOI 1HPPACTPYKTYpH. Y CTATTi JETAIBHO PO3TISHYTO
CTaH TpPAaHCHOPTHOI 1H@pacTpykTypu VYKkpaiHu. 3a pe3yibTaTaMH JOCIIKCHHS BH3HAYEHO
HANPSMKHA PO3BUTKY KpaiH IIOJ0 TPAHCHOPTHOI iH(pACTPYKTypHu Ta piBHS 100pOOYTY HacEICHHS.
JIOCII/DKEHO  B3a€MO3B'SI30K  TPAHCIOPTHOI 1HPPACTPYKTYpH Ta JIOACBKOIO PpO3BUTKY 3a
JIOTIOMOTOF0 MEXaHi3My I[IHOYTBOpPEHHS. Bpe3ysibTaTi IOCIIKCHHS BHSIBICHO, IO B35SEMO3BSI30K
XapaKTepU3yeThCsl MIKpO- («TpaHCIOpTHA 1HPPACTPYKTypa — I[IHOYTBOPEHHS — JIFOACHBKHUH
PO3BHUTOK») Ta MaKpOCKOHOMIYHMM («IIIHOYTBOPEHHSI — TPAHCIOPTHA iH(PAaCTPYKTypa-TOACHKHMA
PO3BUTOK») edeKkTamu, II0 JTO3BOJWIO NOB'A3aTH L€ BEKTOP 3 MOJIITUYHOI C(HEpor0 KUTTA
CYCIIJIbCTBA.

Teopernuna Ta MeromosioriyHa 0a3a JOCHIJDKEHHS IpeJCTaBlieHa HAYKOBHUMHU IpalsMu
MPOBIIHUX YYEHHX Y Tay3i BHBUEHHS JIOJCHKOTO PO3BHUTKY, @ TaKOXX aBTOPCHKOIO KOHIICTIIIIEO
CTPYKTYpPHO-1H(PACTPYKTYPHOI'O CYCHUIbBHO-€KOHOMIYHOTO PO3BUTKY. Y THpoIeci JOCHIKEHHS
BUKOPUCTOBYBAJIMCS Taki METOJAW, SK aHajl3 Ta CUHTE3, METOJ ICTOPUYHOIO Ta JIOTIYHOIO
MO/IEJIIOBAaHHS. SIK TEOpPETUYHI METOU B POOOTI 3aCTOCOBYIOTHCS METO (hopMaltizallii, MeTOH «BiJ
abCTPaKTHOTO /10 KOHKPETHOI'O», a TAKOX ICTOPUYHUNA METOJI, METOJl EKOHOMIUHOI 1HTeprpeTanii. 3
MPAaKTUYHOI TOYKH 30py B JOCIHIJKEHHI TakoX Oyiau 3aJisiHI METOJ YrpyHOBaHHS CTaTUCTUYHHUX
TaHWX, CTAaTUCTUYHMNA Ta EKOHOMETPUYHHMU aHami3. Pe3ynmpTath IOCTI/DKEHHS MOXYTh OyTH
BUKOPHCTaHI B YaCTHHI KOPUT'YBAaHHS €KOHOMIYHOI MOJITHKH, Y HaBYAJIbHUX KypcaX €KOHOMI4HOT
MOJIITUKH, AEPKABHOTO PETYJIIOBaHHS, a TAaKOX MPAKTUYHO JIJIs1 pO3pOOKU COLIaIbHO-€KOHOMIYHOT
Ta TPAHCIIOPTHOI NOJITUKH JIePKABH.

KurouoBi cioBa: iHppacTpykTypa, TpaHCHOPTHA 1H(QPACTPYKTYpa, PO3BUTOK, EKOHOMIKa,
€KOHOMIYHE 3POCTaHHS.
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TPAHCIIOPTHAS HH®PACTPYKTYPA: COBPEMEHHOE COCTOSHHUE U
PA3SBUTHUE

Kpuwmraas I'annna AjlekcanapoBHa
Mesicpecuonanvras akademus ynpasieHus nepcoHanlom,
Kues, Ykpauna

Ifenp craTbl COCTOMT B  BBIABICHMM IIOAXOJOB K IIOHMMAHUK TPAaHCIOPTHOMU
MHOQPACTPYKTYPbl U YPOBHIO PAa3BUTUS UYEIOBEYECKOTO IOTEHIMAa, ONPENEICHUN MEXaHHU3MOB
BIIMSIHUS TPAHCTIOPTHOM MH(PACTPYKTYPHI HA YEIOBEUYECKOE Pa3BUTHE, ONPENICIICHUN MEXaHU3MOB
BIUSHUS ypPOBHSA pPa3BUTHUA YEJIOBEYECKOINO IIOTEHLMANa HAa COCTOSHME TPAHCIOPTHOM
UHPACTPYKTYpHl. B cTarbe mogpoOHO PaccCMOTPEHO COCTOSHUE TPAHCIIOPTHOW MHQPPACTPYKTYPHI
Vkpaunsl. [lo pe3ynbraraMm HcciaenoBaHHs OINPEAEICHBbl HANpPAaBICHWS pPa3BUTUA CTpaH II0
TPaHCHOPTHON WHQPACTPYKTYpe H YPOBHIO OIarococtosHus HaceneHus. MccienoBana
B3aMMOCBSI3b  TPAHCIOPTHOW HHQPACTPYKTYpbl U  4YEJIOBEYECKOI'O PAa3BUTHUSA IOCPEICTBOM
MexaHM3Ma lleHooOpa3oBaHus. B pe3ynbrare ucciieqoBaHust BbISBIEHO, YTO CBSA3b XapaKTEPU3yeTCs
MHUKpPO- («TpaHCIOpTHAas HMHOPACTPYKTYpa — LIEHOOOpa30BaHME — YEJIOBEYECKOE DPa3BUTHE») U
MaKpOIKOHOMHUYECKUM  («II€HOOOpa3oBaHWE — TPAHCIOPTHAA HWHPPACTPYKTYpa-4eIOBEUECKOe
pa3BuTHe») 3(dexkraMmu, 4TO MO3BOJIMIIO CBSI3aTh 3TOT BEKTOP C HOJIMTUYECKOH chepoil Ku3HU
obmecTna.

Teopernueckas u MeTogo0ruyeckas 6a3a UCCIeJOBaHUS MIPEICTABICHA HAYYHBIMU TPYIaMHU
BEIYLIUX YYEHbIX B 00JACTH U3YyUYEHHS YEJIOBEUECKOIO Pa3BUTHS, a TAaKKE€ aBTOPCKON KOHILIENLIUU
CTPYKTYPHO-UH(PPACTPYKTYPHOIO  OOIIECTBEHHO-?KOHOMMYECKOIO  pa3BuUTHs. B mpouecce
HCCIIEA0BAHUS MCIOJIB30BAINCH TAaKME METOJbl KAK AHAINW3 M CHUHTE3, METOJ HCTOPHYECKOrO H
JIOTMYECKOT0 MOJIEIMPOBaHus. B KauecTBe TEOpeTHUYECKUX METOAOB B pab0Te MPUMEHSIOTCS METO/L
dbopmanuzanum, METo1 «O0T aOCTPAKTHOTO K KOHKPETHOMY», a TaK)Ke HCTOPUYECKUN METOJl, METO]
HSKOHOMHYECKOW mHTepnpeTauuu. C MpakTUYECKOH TOYKM 3peHHsI B MCCIEIOBAHUM TaKKe ObLIN
3aICUCTBOBaHbl  METOJ  TIPYIIIMPOBKM  CTaTUCTUYECKHUX  JAHHBIX, CTATUCTUYECKHUU U
HSKOHOMETpUUYECKU aHanu3. Pe3ynbraTbl HMcciaenoBaHMS MOTYT ObITh MCIIOJIB30BaHbl B YacTH
KOPPEKIIMM SKOHOMHMYECKOM TOJUTHKH, B YYEOHBIX Kypcax 5SKOHOMHYECKOW MOJIUTUKH,
TOCYJapCTBEHHOTO PETYJIMpPOBAaHMSA, a TaKKe TMPaKTHUYECKH Ui pa3pabOTKH COLHUAIbHO-
SKOHOMHUYECKOHN U TPAHCIIOPTHOM IMOJUTUKH rOCYJapCTBa.
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