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Abstract 
The major aim of the paper is to delineate challenges of the transport 
in Poland for the next few years. It will show the trends and tenden-
cies of the transport management, especially impacts and aspects of 
the contemporary developments and its consequences for the coun-
try. The paper will try to provide solutions to understand how to make 
transport more efficient, mostly dealing with Polish future concepts 
and strategies. 
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1. The Visegrad group 

The Visegrad Group (also known as the "Visegrad Four" or simply 
"V4") reflects the efforts of the countries of the Central European 
region to work together in a number of fields of common interest 
within the all-European integration. The Czech Republic, Hungary, 
Poland, and Slovakia have always been part of a single civilization 
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sharing cultural and intellectual values and common roots in diverse 
religious traditions, which they wish to preserve and further strength-
en. 

All the V4 countries aspired to become members of the European 
Union, perceiving their integration in the EU as another step forward 
in the process of overcoming artificial dividing lines in Europe through 
mutual support. They reached this aim in 2004 (1st May) when they 
all became members of the EU. 

The V4 was not created as an alternative to the all-European 
integration efforts, nor does it try to compete with the existing 
functional Central European structures. Its activities are in no way 
aimed at isolation or the weakening of ties with the other countries. 
On the contrary, the Group aims at encouraging optimum cooperation 
with all countries, in particular its neighbours, its ultimate interest be-
ing the democratic development in all parts of Europe. The Visegrad 
Group wishes to contribute towards building the European security 
architecture based on effective, functionally complementary and 
mutually reinforcing cooperation and coordination within existing Eu-
ropean and transatlantic institutions. 

In order to preserve and promote cultural cohesion, cooperation 
within the Visegrad Group will enhance the imparting of values in the 
field of culture, education, science and exchange of information. 

All the activities of the Visegrad Group are aimed at strengthening 
stability in the Central European region. The participating countries 
perceive their cooperation as a challenge and its success as the best 
proof of their ability to integrate also into such structures, such as the 
European Union. 

The Visegrad Group's operations are based solely on the principle 
of periodical meetings of the member states' representatives on all 
levels (prime ministers, heads of states, ministers, experts, etc.). Offi-
cial prime ministerial summits take place on an annual basis. Be-
tween these official summits—usually in June each year—one of V4 
countries holds presidency over the group. In 2016 presidental coun-
try is Czech Republic. The biggest country in V4 is Poland. Now we 
summarize road, rail and air transport strategies of this country for 
period of 2012-2020. 
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2. Infrastructure 

2.1. The public road network  

In Poland many actions have been undertaken to increase the 
density of the road network and improve the technical condition and 
safety of public roads. Traffic flow and road capacity are significant for 
enterprises providing transport services and affect their economic 
balance. As of the end of 2013, the length of the road network in Po-
land amounted to 415 , 132.6 km. Hard surface roads (285 , 165.1 
km) accounted for 68.7% of the total length of public roads, of which 
roads with an improved surface constituted 91.2%. 

In 2013, the length of national roads amounted to 19 , 295.8 km 
which constituted 4.6% of the road network in Poland. According to 
an annual report of the General Directorate for National Roads and 
Motorways as of the end of 2013 only 66.1% of the national roads 
were in a good condition, 21.4% were in an unsatisfactory condition, 
and 12.5% of road surface was in a poor condition. The length of 
voivodship roads in 2013 amounted to 28,479.5 km, of which 99.8% 
were hard surface roads. Among district roads (with a length of 
125,273.9 km) 91.3% had hard surface, and among communal roads 
(242,083.4 km) – 50.8%. 

 

 

 

 

 

 

 

 
 
 

Figure 1. 
Public roads with hard surface per 100km2 by voivodships in 2013 
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The density indicator of hard surface roads in 2013 amounted to 
91.2 km per 100 km2 and displayed a considerable regional 
differentiation. The highest values were recorded in Śląskie (188.0) 
and Małopolskie Voivodship (158.9), and the lowest – in Warmińsko-
Mazurskie (54.1) and Zachodniomoporskie Voivodship 59. 

Joining the EU enabled Poland to use structural funds to 
modernise transport system, including expressways and motorways. 
Despite the fact that the length of highways is growing systematically, 
Poland still belongs to countries with the least developed network of 
motorways and expressways in Europe. In 2013 116.7 km of 
motorways and 191.9 km of expressways were built; their share in the 
total length of hard surface roads in the country amounted to 0.5% 
and 0.4%, respectively. 

The number of registered road motor vehicles and tractor units (on 
the basis of the Central Vehicles Register conducted by the Ministry 
of the Interior) as of 31. December 2013. amounted to 25.7 million 
(compared to 24.9 million in the previous year). In comparison to 
2012, the highest increase was observed among tractor units (by 
9.0%), special purpose vehicles (by 8.4%), motorcycles (by 4.1%) 
and passenger cars (by 3.4%). The number of goods vehicles was 
higher by 1.4%, and the number of buses by 2.7%. Moreover, the 
number of mopeds (not included in the total number of road motor 
vehicles) grew in the surveyed period by 5.7%. 

2.2 Rail transport 

Due to geographic location, the railway network in Poland plays an 
important part in the transit traffic of passenger and freight in Europe. 
At the same time, it is a contact point of the European normal gauge 
network (1,435 mm) and broad gauge network (1,520 mm). According 
to the data delivered by the President of the Office of Rail Transport 
(RTO), the length of railway lines operated by all infrastructure 
managers (including broad and narrow gauge lines) was 19,995 km in 
2013. Compared to 2012, the total length of the railway network 
decreased by 625.09 km (a decline by ca. 3%). 

By the end 2013, the railway lines infrastructure was managed by 
10 enterprises, of which 7 focused exclusively on those services:  

 PKP Polskie Linie Kolejowe S.A.  

 Infra SILESIA S.A. 
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 „Kopalnia Piasku Kotlarnia – Linie Kolejowe” Sp. z o.o.  

 Jastrzębska Spółka Kolejowa Sp. z o.o.  

 CTL Maczki-Bór S.A. • UBB Polska Sp. z o.o.  

 PMT Linie Kolejowe Sp. z o.o. 

 PKP Szybka Kolej Miejska w Trójmieście Sp. z o.o. combined 
the function of a carrier and of a manager of open access 
railway infrastructure.  

The timetable speed structure for the operational railway lines 
managed by PKP Polskie Linie Kolejowe S.A., based on the data as 
of 31.12.2013 is presented below. By the end 2013, the trunk, primary 
and secondary railway lines accounted for, respectively, nearly 23%, 
54% and over 17% of of all operational lines managed by PKP 
Polskie Linie Kolejowe S.A., whereas local railway lines accounted for 
about 6%. 47% of lines under PKP PLK S.A. management were in 
good shape, compared to 43% in 2012.  

STATISTICS OF LENGHT OF RAILWAY LINES AND LENGTH OF ELECRIFIED RAILWAY 
LINES, FIRST 10 MATCHES 

Table 1. 

Państwo Country 
Area 

(thousand 
km2) 

Lenght of 
railway lines 
(km) – as of 

2013 

Length of 
electrified 

railway lines 
(km) – as 2013 

Niemcy Germany 657.3 38,703 19,857 

Francja France 551.5 29,784 15,687 

Polska Poland 312.7 19,995 11,868 

Włochy Italy 301.3 16,752 11,969 

Wielka 
Brytania 

Great 
Britain 244.1 16,202 5,262 

Hiszpania Spain 506 15,189 10,182 

Szwecja Sweden 450.0 10,957 8,214 

Rumunia Romania 238.4 10,768 4,029 

Czechy The Czech 
Republik 78.9 9,560 3,216 

Węgry Hungary 93.0 7,352 2,633 

Source: Own study by MID based on statistical data from EU Member States 
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Modernization and other activities carried out by PKP PLK S.A. in 
order to improve the condition of railway lines contributed to the re-
duction of the length of lines with the maximum speed V≤ 30 km/h 
over the years 2010-2013. 

On the basis of the data available, it has to be noted that in 2013 
the longest railway networks in the European Union (with the exclu-
sion of Malta and Cyprus with no operational railway lines) were 
found in Germany (38,703 km), France (29 , 784 km) and Poland 
(19,995 km). At the other end there were Luxembourg (275 km), Slo-
venia (1,228 km) and Estonia (1,166 km). 

 

Figure 2. High Speed Railway service from Poland to Europe  
Source: https://www.reinisfischer.com/first-high-speed-railway-launched-poland 

High speed rail service (Polish: Kolej dużych prędkości) com-
menced in Poland on 14 December 2014, with the introduction of 20 
non-tilting Pendolino trainsets operating on 4 designated lines 
radiating out from Warsaw. Polish State Railways started passenger 
service trains PKP Pendolino operating a speed 200 km/h on 80 km 
line Olszamowice-Zawiercie (part of railway line called CMK, from 
Warsaw to Katowice/Kraków). Polish state railways PKP launched the 
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high speed service under the Express Intercity Premium (EIP) brand 
name. 

PKP Intercity is initially using nine sets a day to operate 23 EIP 
services from Warsaw to Gdynia, Kraków, Katowice, and Wrocław. 
Most operate on the core Kraków – Warsaw – Gdańsk – Gdynia 
route, running hourly at peak times and every 2 h off-peak. There are 
two Pendolinos each way per day on the Katowice and Wrocław 
routes. Headline journey times are 2 h 58 min from Warsaw to 
Gdańsk, 2 h 28 min to Kraków and 2 h 34 min to Katowice. EIP 
services from Warsaw to Wrocław run via the CMK trunk line, 
Częstochowa and Opole, taking 3 h 42 min against up to 6 h for the 
previous route via Poznań. 

In addition to the Central Rail Line from Warsaw to Kraków and Ka-
towice, and from Warsaw to Wrocław, the Pendolinos also operate on 
the 350 km (221 miles) route from Warsaw to Gdańsk and Gdynia on 
the Baltic Sea. In 2011-2015, the Warsaw-Gdańsk-Gdynia route is 
undergoing a major upgrading costing $3 billion, partly funded by the 
European Investment Bank, including track replacement, realignment 
of curves and relocation of sections of track to allow speeds up to 200 
km/h (124 mph), modernization of stations, and installation of Euro-
pean Train Control System Level 2, which is to be completed in June 
2015. When Pendolino services started on 14 December 2014. the 
previous Warsaw-Gdańsk rail travel time of 4½ to 6 hours was 
reduced to 2 hours 58 minutes by Pendolino, and will be reduced 
further to 2 hours 40 minutes when upgrading is completed. 

2.3 Air transport 

Air transport in Poland has a history reaching over 90 years. The 
first air route linking Poland with world had been inaugurated in 1920. 
Nine years later, LOT Polish Airlines launched its operations. 
However, probably the most important turning points in the history of 
the Polish aviation market was its liberalization associated with 
Poland’s accession to the European Union in May 2004.  As a 
consequence of liberalization, the Polish market has undergone a 
huge transformation. In 2012, Polish airports served 3.5 times more 
passengers than in 2003 and the growth was more than 17 million 
passengers. To present a comparison, it is worth mentioning that in 
2002 only 4 million passengers travelled by air than in 1993. At 
present, Polish market logs again increases after a sharp fall in 2009 
caused by the crisis. In 2012, Polish airports served 12.5% more 
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passengers in comparison to previous year, which was a very good 
result, both in European and World perspective. 

The dynamic development was a result of the offer of services by 
new carriers on the Polish market. It is worth to note that in 2003, only 
five carriers had a Polish operating license and in 2013, this number 
increased to 20. Revolutionary changes on the Polish aviation market 
have occurred also as a result of the entry of foreign EU air carriers. 
Especially, low-cost carriers have played a crucial role. Their 
participation in scheduled traffic increased from a marginal level in 
2003 to around 50% between 2007 and 2012. 

The biggest beneficiaries of the liberalization of the Polish aviation 
market (in the geographical context) were regions located away from 
Warsaw, the capital of Poland. Although in 2012, Warsaw airports 
managed to serve 100% more passengers than in 2003, in regional 
airports this number has increased 7 times. Also the number of 
international scheduled routes from regional airports has increased 
from 20 in 2003 to 200 in 2013. As a result, while in 1993, regional 
traffic had been constituting just over 10%, recently it has reached 
almost 60%. 

Figure 3. Regional airports market share in Poland 
Source: The Civil Aviation Authority of the Republic of Poland 

From visiting family and friends to shipping high value products, 18 
million passengers and 53,000 tonnes of freight travelled to, from and 
within Poland. More than 96 , 000 scheduled international flights 
depart Poland annually, destined for 113 airports in 39 countries. 
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Domestically, almost 26,000 flights make over 1.5 million seats 
available to passengers annually, destined to 10 airports. Air 
passengers resident in Poland comprise approximately 9 million of 
the passenger total. For the 18 million passenger flights in total, 
passengers paid PLN 20.5 billion (inclusive of tax) for air travel, with 
Polish residents paying around PLN 10.3 billion. This expenditure is 
likely to significantly understate the value passengers actually attach 
to the flights they use (see Section 1).  

Calculations by Oxford Economics suggest the value of the benefit 
to travellers from flying, in excess of their expenditure, is worth PLN 
8.3 billion a year (PLN 4.2 billion for Polish residents). Air transport is 
crucial for the distribution of high value to weight products. Air freight 
may only account for less than one percent of the tonnage of EU 
trade with the rest of the world, but in value terms it makes up around 
22% of the total.  

Shippers pay airlines PLN 492 million annually to carry 53,000 
tonnes of freight to, from and within Poland. The benefit to shippers, 
in excess of this expenditure, is estimated as PLN 205 million. Based 
on the share of exports in total merchandise trade, we estimate that 
Polish shippers receive slightly more than half of this benefit (PLN 
101 million). 

The most important economic benefit generated by air transport is 
the value generated for its consumers, passengers, and shippers. 
Passengers spent PLN 20.5 billion (inclusive of tax) on air travel in 
2009 and shippers spent PLN 492 million on the transportation of air 
cargo. With its speed, reliability and reach there is no close 
alternative to air transport for many of its customers. This means that 
many are likely to value air services higher than what might be 
suggested by their expenditure on these services. But this economic 
value will vary from flight to flight, and from consumer to consumer, 
making it difficult to measure. 

3. Conceptual goals 

Primary objectives of Transport Policy in Poland in 2010, the 
United Nations commission on sustainable development explained in 
a national report the primary objectives of transport policy in Poland. 
These objectives were identified as key factors that measure the 
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standard of living of inhabitants and that of economic development of 
the country and its regions. The application of the principles of sus-
tainable development will ensure a balance among social, economic, 
and environmental in terms of national transport policy. Table 2 
shows the primary objectives of transportation policy in Poland and 
their target descriptions. Objectives described above in a sustainable 
way.  

PRIMARY OBJECTIVES OF TRANSPORT POLICY IN POLAND 
Table 2. 

Aspects Description 

Social Mainly focuses on the equal accessibility to transport (to 
facilitate access to jobs, schools, services, and recrea-
tion and tourism) and reducing traffic danger. 

Economic It can be viewed from two perspectives. On one hand, it 
is to ensure the conditions for macro-economic growth 
by removing barriers and creating new conditions in this 
development. On the other hand, it is the scale-sector, 
the development of transport as a sector of economy 
protects market and competition. 

Environmental Balances satisfaction of human needs and his safety, 
and preserving the environment values and its non-
renewable resources to future generation. 

Source: United Nations Sustainable Development Platform 2010 

Table 3. shows these objectives and describes their specific tar-
gets. 

Figure 2. basically describes the links between primary objectives 
and specific objectives. As explained in the Tables 2 and 3, primary 
objectives have been emphasized in strategic (macro) level of the 
transport development policy, which aim to improve the living stan-
dard and overall level of civilization in Poland. As a concrete imple-
mentation plan, specific objectives support the decision at the strate-
gic level in details.   “ 
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OBJECTIVES AND DESCRIBES THEIR SPECIFIC TARGETS 

Table 3. 
Objective 1: To improve access to quality transport as a factor of 

improving conditions of living and removing economic 
development barriers. 

Objective 2: To support competitiveness of the Polish economy as an 
important instrument of economic development.  

Objective 3: Improvement in the efficiency of the Polish transport 
system. 

Objective 4: To integrate the transport system across sections and 
territories.  

Objective 5: To increase safety, thereby leading to a reduction in the 
amount of accidents and their consequences in terms of 
both (death and injury).  
To improved personal security of transport users and 
protection of transported goods.  

Objective 6: To reduce the negative impact of transport on the 
environment and conditions of living. 

Source:  “Contemporary challenges of the V4 countries logistic and transport 
strategies In Poland (2000–2014)”  

Péter Lakatos, Adeyemi John, Qi Weida Logisztikai Évkönyv 2016. 231 p. 

Summary 

Road surfaces: Joining the EU enabled Poland to use structural 
funds to modernise transport system, including expressways and mo-
torways. Despite the fact, that the length of highways is growing sys-
tematically, Poland still belongs to countries with the least developed 
network of motorways and expressways in Europe. In 2013, 116.7 km 
of motorways and 191.9 km of expressways were built; their share in 
the total length of hard surface roads in the country amounted to 
0.5% and 0.4%, respectively. 

Railroads: Due to geographic location, the railway network in Po-
land plays an important part in the transit traffic of passenger and 
freight in Europe. At the same time, it is a contact point of the Euro-
pean normal gauge network (1,435 mm) and broad gauge network 
(1,520 mm). 
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On the basis of the data available, it has to be noted that in 2013, 
Poland was at the third place (19,995 km) among the longest railway 
networks in the European Union. 

With the Pendolino had been built, the commercial passenger 
travel times on Warsaw - Kraków and Katowice lines were reduced to 
2h 58m from a travel time up to 6h. The project was party funded by 
the European Investment Bank. 

Air transport:  

From visiting family and friends to shipping high value products, 18 
million passengers and 53,000 tonnes of freight travelled to, from and 
within Poland. More than 96,000 scheduled international flights depart 
Poland annually, destined for 113 airports in 39 countries. Domesti-
cally, almost 26,000 flights make over 1.5 million seats available to 
passengers annually, destined to 10 airports. Air passengers resident 
in Poland comprise approximately 9 million of the passenger total. For 
the 18 million passenger flights in total, passengers paid PLN 20.5 
billion (inclusive of tax) for air travel, with Polish residents paying 
around PLN 10.3 billion. This expenditure is likely to significantly un-
derstate the value passengers actually attach to the flights they use 
(see Section 1). 

The connection between Hungary and Poland: The Visegrad 
Group (also known as the "Visegrad Four" or simply "V4") reflects the 
efforts of the countries of the Central European region to work to-
gether in a number of fields of common interest within the all-
European integration. The Czech Republic, Hungary, Poland and 
Slovakia have always been part of a single civilization sharing cultural 
and intellectual values and common roots in diverse religious tradi-
tions, which they wish to preserve and further strengthen. 

Sources: 
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