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PREFACE 
 
 
Ladies and Gentlemen 

 
The condition for a high level of competitiveness of the Wielkopolska Region is cohesion – both 

external and internal. On the one hand, economic connections to the global or European environment 

require inclusion of our region’s space into the TEN-T network infrastructure. On the other, the transport 

infrastructure is also  a foundation for internal cohesion of the region which is one of the largest in the 

country. 

Since its establishment, the local government of the Wielkopolska Region has been aware that 

without a road network and accompanying infrastructure, any transport of goods and people cannot 

take place properly. It has been expressed in developmental policies of the region under preparation 

and implementation. All subsequent developmental strategies for our regions put the transport issues 

first, next to the strictly connected economic, environmental and social problems. The need to solve the 

Wielkopolska Region’s transport problems has its proper place in the structure of public outlays for that 

purpose, first of all within the scope of the Cohesion Policy. 

Today, we begin a broad discussion about a new shape of the region’s developmental policy. 

There is a new policy for country’s development management established on the national level – its 

founding documents are being developed. In turn, when it comes to the European Union level, there is 

a discussion about the future community budget and the future shape of the Cohesion Policy. Each  

of the discussed areas is strictly related to the transport policy.  

The presented collection of selected materials regarding the problems of transport development 

in the Wielkopolska Region is on the one hand an image of a planning and analytic heritage in that 

scope, and on the other an inspiration for a broad discussion about this topic – necessary to build  

the future of our region in a responsible manner. The publication is composed of eight articles, 

presenting both the place and role of transport in the policy of the Wielkopolska Region (reflected in 

the content of particular current regional documents of strategic, planning and operational nature), as 

well as an analysis of selected aspects of transport development in the region, identified in the works 

drafted by the staff of the Marshal Office of the Wielkopolska Region and in the works commissioned 

to external specialists by the Wielkopolska Regional Territorial Observatory. 

The first article gives an introduction into the whole topic, presenting the key aspect of the 

transport sector development in the Wielkopolska Region, i.e. the location of crucial transport corridors 

in this area, especially of the corridors of the Trans-European Transport Network (TEN-T).  

The work identifies the main developmental gap of the region – lack of the S11 expressway that is  

a major communication artery on a national scale, joining Central Pomerania and the Silesia Region, 

and the so-called “road of life” on the Wielkopolska Region scale, intended to strengthen the spatial 

cohesion of the northern and southern grounds of the Region with the capital. This issue, highly 

significant for our Region, is raised to a greater or lower degree in almost all articles of this publication, 

therefore emphasizing the current weight of the problem. 

Another three works constitute an element of an in-depth analysis of the transport policy 

exercised by the local government of the Wielkopolska Region in the past dozen or so years. Its priorities 

were highlighted in detail in three editions of the Region’s developmental strategy (from 2000, 2005 

and 2012), in the Region’s spatial development plan (and the Spatial development plan of the functional 

urban area of Poznań), in the basic implementation tool for the Development Strategy for  

the Wielkopolska Region, i.e. in the Wielkopolska Regional Operational Programme (for 2007-2013 and 

the current one, until 2020) and in the Transport plan for the Wielkopolska Region in the perspective 
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until 2020, supporting its implementation. Description of directions of the transport development in 

Wielkopolska, resulting from the listed documents, was prepared by the staff of the Strategic Planning 

Division of the Department of Regional Policy of Marshal Office of the Wielkopolska Region and the 

Wielkopolska Spatial Planning Office in Poznań. 

The fifth article is an update of the “Diagnosis of Transport in Wielkopolska” prepared in 2016 

by the Wielkopolska Regional Territorial Observatory (WROT), in relation to the works conducted then 

over the Transport Plan for the Wielkopolska Region in the perspective until 2020. The present version 

of the work (from 2017), dedicated to this publication, is focused on emphasizing the problems relating 

to various transport development aspects in Wielkopolska (according to the whole publication’s title), 

especially referring to the investment needs that result from the Region’s connections to various 

transport corridors (or no connection, as in the case of e.g. the S11 expressway). One of the sources that 

was employed for preparation of the transport diagnosis was the numerous expert studies 

commissioned by WROT. The summaries of the two most interesting studies, i.e. those related to the 

intermodal transport and investment territories in the Wielkopolska Region, constitute a continuation 

of the diagnostic part of this publication. They point to developmental directions for the intermodal 

transport in the Region, referring to the current condition of available transport infrastructure (its 

various types), and to the availability, conditions for development and utilization of investment 

territories located within the area of the Region, putting special stress on the issues related to  

the available transport infrastructure of particular parts of the Region. 

The last article, drawn up by Mr. Wojciech Jankowiak – Deputy Marshal of the Wielkopolska 

Region who remains very actively involved in the development of transport sector in the Region, brings 

closer the idea behind and the competencies of the “S11 Road” Union of Communes, Districts and 

Regions (Stowaryszenie Gmin, Powiatów i Województw “Droga S11”), which Mr. Marshal has  

a pleasure to be the President of. Active operation of the Union is an expression of the will  

of the communes, districts and regional local governments, whose representatives see the main 

developmental problem of their entities  in the lack of a proper-quality road connection on the route  

of the present national road No. 11. 

I would like to encourage you to a careful reading of this publication, which confirms  

the significant place of the transport policy in various types of actions undertaken by the authorities  

of the Region. 

 

 
 

Marek Woźniak 
 
 

Marshal of the Wielkopolska Region 
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Piotr Kupczyk 
Department of Transport of the Marshal Office of the Wielkopolska Region 

 

TRANSPORT CORRIDORS / TEN-T 
 

1. Introduction 

Location of the Wielkopolska Region towards the European transport connections is excellent. 
Trails and trade routes crossed this area latitudinally and longitudinally till the beginning of time, 
contributing to civilization and social development of the lands that are the cradle of the Polish state. 
Thanks to its location “on the crossroads of the European routes”, Poznań has always been  
an important economic center of the country, and a perfect place for foreign investors to contact  
the East. 

Today, there is the A2 highway running through the Wielkopolska Region, joining Warszawa and 
Berlin. The capital city of the Region has a direct railway connection to majority of Regional capital 
cities, also to Berlin and the Ruhr. Travel time of a freight train from Poznań to the port in Rotterdam 
is 22 hours, and 14-17 days to China. The International Poznań-Ławica Airport (POZ) operates more 
than 1.7 mln passenger per year (2016). The airport offers modern passenger and cargo terminals. 
There are regular air services provided, among others with Warszawa, Frankfurt, Munich, London, Oslo, 
Paris, Copenhagen or Eindhoven. 

 

2. Communication of people and goods through the Wielkopolska Region and other 

Polish lands across the centuries 

From ancient to modern time, the civilization of Europe and Asia connected the fixed trade 
routes - old precursors of transport corridors. One of the most known is the Silk Route, used from  
the 3rd century BC until 17th century AD. The route was about 12 thousands kilometers long, and it 
started on the North Sea, between the present shores of France, the Netherlands and Great Britain, 
and it ended at the shores of the Pacific Ocean. However, it lost its significance after the Portuguese 
created the sea route to China, and then the Russians established a new, land route through Siberia. 

In the 1st century AD,  the Romans developed the amber trade on a large scale, organizing 
expeditions to the Baltic Sea, taking several different routes. An exact course of the Amber Road was 
not determined specifically, but it probably started in Aquileia at the Adriatic Sea, it ran through  
the Moravian Gate, then it took a turn into north, and led to the Baltic Sea through Silesia, the east 
part of the Wielkopolska Region and Kuyavia. It can be presumed that the main thread of the route, 
starting from the turn of the 1st and 2nd century AD, ran from Vienna through Brno, Kłodzko, Wrocław, 
Kalisz, Konin, Bydgoszcz and Świecie to Gdańsk. The 2nd and 3rd centuries AD was the time when  
the Goths and the Gepids traveled from Scandinavia towards the Black Sea, and the Normans towards 
the upper Dniester River. 

In the past, the Western Europe was connected to the east part of the continent also with the 
Royal Route (Via Regia). It was started by tracts build by the Roman soldiers between the Spanish 
Galicia and Paris. With the course of time, the Roman legions turned to the east, towards the Elbe river, 
and then the route was extended through Zgorzelec to Wrocław, and through among others Rzeszów, 
Przemyśl and Lviv towards Kiev. A branch of the route, leading from Wrocław through Radom and 
Lublin to Vilnius, Smolensk and Moscow. A route that at a beginning served as a military tract, became 
an increasingly more important trade road within the course of time what accelerated development  
of cities that were located along. In Leipzig, Via Regia crossed the second highly significant route in  
the time of the Holy Roman Empire - Via Imperia. This route started in Rome, it ran through Verona, 
Brenner Pass, Regensburg, Nuremberg and Cologne, as far as to Szczecin. 
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Fig. 1. The course of Via Regia and Via Imperia 

 
Source: Department of Transport of the Marshal Office of the Wielkopolska Region 

 
In the Middle Ages, the shores of the Black Sea and the Baltic Sea were connected with  

the Hungarian and Baltic Route. It started in Buda and it reached Kraków, from where the goods were 
transported towards Gdańsk with the Wisła River. This route lost on its significance after  
the Reconquista, where the ports of the English Channel became an important loading point for the 
goods arriving from the Southern Europe. 

During the 15th and in the 1st half of the 17th centuries, Poznań was the most important trade 
center in Western Poland, as this is the crossroads of the trade routes joining the Grand Duchy  
of Lithuania and Russia with Western Europe, as well as Gdańsk with Silesia, Czech Republic and Austria. 
Polish Kings, being aware of the economic role adopted by Poznań, did not spare privileges and 
conveniences for the city. For instance, King Sigismund the Old ordered to remove all barriers from 
public roads taken by merchants to Poznań. He also provided the city with the so-called staple right 
(meaning that merchants who passed the city were obliged to stop and offer their goods on the market 
for several days). This was the time were Poznań hosted important fairs, lasting 3 months in a year  
in total. These were one of the most important trade events in this part of Europe. 

The main trade direction of Poznań merchants was first of all the German cities and Silesia.  
The main part of trading took place with the Margraviate of Brandenburg. The Electors of the 
Brandenburg wanted the land trade with Poland to be carried out from Poznań, omitting the Silesia, 
thus they provided the Poznań merchant with an array of facilities. For example, in 1564, the Margrave 
Joachim II relieved the Poznań merchants from the Frankfurt staple right. Poznań was most often 
reached by the merchants from Frankfurt, Berlin, Nuremberg, Lubeck and Hamburg, Prague or Olomuc. 

In the 14th century, the whole Europe was covered with a network of modern roads, where 
passenger stagecoaches used to travel. Fast courier coaches appeared on the routes from Kalisz and 
Poznań to Warszawa or Kraków, apart from the regular coaches. 

The 1st half of the 19th century is the beginning of railway in Europe. 14 June 1845 is the opening 
date of the first railway line on the Polish lands, between Warszawa and Grodzisk Mazowiecki -  
at the beginning a fragment of the Warszawa and Vienna line. The first train arrived at Poznań from 
Stargard on 9 August 1848. 
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The most modern transport investment in Poland during the period between the World Wars, 
was construction of the coal magistrate E65, which allowed to connect the Upper Silesia region and 
central part of the state with the Baltic shore and the new sea port in Gdynia. As a result of WWII, 40% 
of the railway line was destroyed or demolished on Polish lands. An opportunity for implementation  
of transport on the north - south axis was the take-over of a well-developed railway network of the 
former German territory after the war. As a result of the geopolitical situation and destruction of the 
port in Rostock, the transit through Poland (including Poznań) from the German Democratic Republic 
and Scandinavia developed. After the political breakthrough in 1989/90, as regards modernization  
of the transport infrastructure in former German Democratic Republic and opening of a bridge joining 
Copenhagen and Malmö, this transit route lost on its former significance. 

 

3. Development stages of TEN-T  

The concept of Trans-European Networks (TEN) emerged in the European Community in 1980s, 
together with the project assuming establishment of the Single Market. The legal basis for operation 
of TEN was constituted by Title XV of the Treaty on European Union (TUE), which entered into force  
in November 1993. Pursuant to the provisions of Article 154 TUE, the Trans-European Network was to 
contribute to efficient operation and development of the internal market, ensuring economic, social 
and territorial cohesion. Actions of the European Union should be directed towards support for mutual 
connections and interoperability of national networks, and provision of access to those networks, 
especially including the connection of peripheral, closed and island areas with central regions of the 
European Community. According to those objectives, the Community - pursuant to Article 155 TUE - 
established a collection of guidelines including objectives, priorities and general directions for actions 
suggesting the projects that are the subject of common interest of the member states. 

TEN-T was first established with the Decision No 1692/96/EC of the European Parliament and  
of the Council on Community Guidelines for the development of the Trans-European Transport 
Network. It has been in force since then, in a wording amended with the Decision No 1346/2001 and 
the Decision No 884/2004. Based on that Decision, the Trans-European Transport Network  
is developed gradually, through integration of network infrastructure of road, railway transport, 
motorways of the sea, maritime and inland waterways navigation, air transport and other points  
of internal connections between the modal networks in the Community. 

During the Second Pan-European Transport Conference in Crete that took place in 1994, it was 
agreed that the Trans-European Network will be expanded to the countries of the Central and Eastern 
Europe in a form of ten mutlimodal transport corridors. Four corridors were set for Poland: 

• Corridor I: Tallinn - Riga - Kaunas - Warszawa 
(+ branch I A: Riga - Kaliningrad - Gdańsk); 

• Corridor II: Berlin - Warszawa - Minsk - Moscow; 

• Corridor III: Berlin - Wrocław - Katowice - Lviv - Kiev 
(+ branch III A: Dresden - Wrocław); 

• Corridor VI: Gdańsk - Warszawa - Katowice - Zilina - Bratislava) 
(+ branch VI A: Toruń - Poznań). 

Documents regulating the cooperation between the states on the level of the Ministers  
of Transport and the European Commission were the Memoranda of Understanding, concluded by  
the parties. According to their provisions, there were the Steering Committees designated, the task  
of which was to promote, coordinate and monitor the progress and necessary actions aiming  
at development of the Corridors. Mr. Wojciech Żarnoch - the Transport Counsel in the Embassy of the 
Republic of Poland in the Republic of Slovakia - became the Head of the Steering Committee of the Pan-
European Transport Corridor No VI. The Memorandum of Understanding for the Corridor No VI was 
signed in Bratislava on 14 October 1999 by the Minister of Transport of the Czech Republic, Republic 
of Poland, Republic of Slovakia, and then in Brussels by the representative of the European 
Commission, the contemporary Transport Commissioner - Mrs. Loyola de Palacio. 



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

8 
 

Fig. 2 Course of TEN-T corridors in Poland until 2013 

 
Source: Department of Transport of the Marshal Office of the Wielkopolska Region 

 
After the EU Council adopted the Accession Treaty for the new member states, including Poland, 

the European Parliament and the EU Council adopted the Decision No 884/2004/EC of 29 April 2004, 
pursuant to which 4 priority transport projects ran through Poland: 

• the railway axis Gdańsk - Warszawa - Brno/Bratislava - Vienna; 

• the motorway Gdańsk - Brno/Bratislava - Vienna; 

• the railway axis Warszawa - Kaunas - Riga - Tallinn - Helsinki; 

• the motorway of the sea on the Baltic Sea. 
On 12 October 2006 in Luxembourg during the meeting of EU Council of Transport Ministers, 

the Ministers in charge of transport in Austria, the Czech Republic, Poland, Slovakia and Italy signed  
the Letter of Intent on development of the Baltic - Adriatic Transport Corridor. The Corridor would 
include the existing Pan-European Transport Corridor No VI Gdańsk - Warszawa - Katowice - Zilina / 
Breclav, Brno, and an expansion in the south-eastern direction: Bratislava/Vienna - Graz - Klagenfurt - 
Udine, Trieste/Venice - Bologna. 

In May 2008, the Ministers of Transport of Poland, the Czech Republic and Slovakia made  
a decision that the beginning of the Corridor No VI will be the ports in Gdynia and Gdańsk, thus 
implementing the concept of leading the Corridor infrastructure to the vessel. 

On 6 October 2009, fourteen regions representing Poland, the Czech Republic, Slovakia, Austria 
and Italy signed an agreement on “immediate development of the North-South railway corridor” 
(Gdańsk/Gdynia - Warszawa - Brno/Bratislava - Vienna - Bologna); in turn, on 3 December 2009,  
9 regions representing Poland, the Czech Republic and Austria signed a common declaration, 
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confirming the European and regional significance of the motorway axis Gdańsk - Brno - Vienna. During 
the XII Meetings of the Steering Committee of the Corridor No VI, held on 29-30 June 2009 in Bologna,  
a decision was made to support the concept of extending the projects of European significance No 23 
and 25 towards the Adriatic Sea, running through the territories of Austria and Italy in the “Baltic-
Adriatic” Corridor. 

 
Fig. 3. Map of corridors of the Trans-European Transport Network (TEN-T) since 20 December 2013 

 
Source: Department of Transport of the Marshal Office of the Wielkopolska Region 

 
The new principles on development of TEN-T, and establishment of 9 core network corridors, 

which are supposed to constitute the basis for the single European transport market, were stipulated 
in two Regulations by the European Parliament and EU Council of 11 December 2013: 

• No 1315/2013 on Union guidelines for the development of the Trans-European transport 
network and repealing Decision No 661/2010/EU; 

• No 1316/2013 establishing the Connecting Europe Facility (CEF), the attachment to which 
provided for an indicative course of those corridors and a list of projects that are ascribed 
to those corridors and which must be first to be funded from CEF. 

There are currently two TEN-T corridors that go through Poland and at the same time through 
the Wielkopolska Region: The Baltic-Adriatic Corridor and the North Sea-Baltic Corridor. 

 
Baltic-Adriatic Corridor 

The Baltic-Adriatic Corridor is 1,700 km long, it goes through six member states (Poland,  
the Czech Republic, Slovakia, Austria, Italy and Slovenia), it crosses five other corridors, connects the 
Baltic ports in Gdynia/Gdańsk and Szczecin/Świnoujście with Adriatic ports in Trieste, Venice, Ravenna 
and Koper.  

The Baltic-Adriatic Corridor covers the railway infrastructure that is 4,200 km long, and the road 
infrastructure that is 3,600 km long. The Corridor includes 13 urban hubs and airports (Szczecin, 
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Gdańsk, Poznań, Wrocław, Łódź, Warszawa, Katowice, Ostrava, Bratislava, Vienna, Ljubljana, Venice, 
Bologna), 10 ports (Szczecin and Świnoujście, Gdynia, Gdańsk, Trieste, Venice, Koper, Ravenna, Vienna 
and Bratislava) and about 30 railway and road terminals. Anex I to the Regulation No 1316/2013  
of the European Parliament and of the Council, defines the course of this corridor as follows: 

• Gdynia – Gdańsk – Katowice/Sławków 
Gdańsk – Warszawa – Katowice 
Katowice – Ostrava – Brno – Vienna 
Szczecin/Świnoujście – Poznań – Wrocław – Ostrava; 

• Katowice – Zilina – Bratislava – Vienna 
Vienna – Graz – Villach – Udine – Trieste 
Udine – Venice – Padua – Bologna – Ravenna 
Graz – Maribor – Ljubljana – Koper/Trieste. 

In the Wielkopolska Region, the core network of the corridors includes the E59 railway line, 
Krzyż - Rawicz section (west branch of the corridor) and the C-E65 railway line on the Zaryw - Wiesiołów 
short section (east branch of the corridor). 

 
Fig. 4. Map of the Baltic-Adriatic Corridor 

 
Key: continuous line - a road network, dashed line - a railway network 

Source: Department of Transport of the Marshal Office of the Wielkopolska Region 

 
North Sea-Baltic Corridor 

The North Sea-Baltic Corridor includes 5,986 km of railway lines and 4,092 km of roads. It goes 
through 8 member states, connecting their capital cities: Helsinki (FI), Tallinn (EE), Riga (LV), Vilinius 
(LT), Warszawa (PL), Berlin (DE), Brussels (BE) and Amsterdam (NL). 

The Corridor covers 17 city hubs, including 14 hubs that connect several corridors: Helsinki  
(2 corridors), Warszawa (2), Poznań (2), Łódź (2), Berlin (3), Hamburg (3), Bremen (3), Hanover (3), 
Cologne (2), Düsseldorf (2), Brussels (3), Antwerp (3) Rotterdam (3) and Amsterdam (3), 16 airports, 12 
sea ports, 20 inland waterways ports, 17 road and railway terminals. The crucial project in the area  
of this corridor is the railway line that connects Tallinn, Riga, Kaunas and the north-eastern Poland - 
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“Rail Baltica”. Anex I to the Regulation No 1316/2013 of the European Parliament and of the Council, 
defines the course of this corridor as follows:  

• Helsinki – Tallinn – Riga; Ventspils – Riga 
Riga – Kaunas 
Klaipeda - Kaunas – Vilinius 
Kaunas – Warszawa; 

• a boarder with the Republic of Belarus – Warszawa – Poznań – Franfkurt (Oder) – Berlin – 
Hamburg; 

• Berlin – Magdeburg – Braunschweig – Hanover 
Hanover – Bremen – Bremerhaven/Wilhelmshaven 
Hanover – Osnabrück – Hengelo – Almelo – Deventer – Utrecht 
Utrecht – Amsterdam 
Utrecht – Rotterdam – Antwerp 
Hanover – Cologne – Antwerp. 

 
Fig. 5. Map of the North Sea-Baltic Corridor 

 
Key: green line – railway network, red line – road network 

Source: Department of Transport of the Marshal Office of the Wielkopolska Region 

 

4. Coordination of the TEN-T core network corridors implementation 

To coordinate the implementation process of the core network corridors, the European 
Commission – upon reaching an agreement with the interested member states and after consultations 
with the European Parliament and the Council – designated the European Coordinators. The scope  
of the European Coordinator’s tasks includes: 

a) support for the coordinated implementation of a given core network corridor, especially 
timely implementation of the works plan for a given core network corridor; 

b) along with the member states, development of a work plan related to the corridor, and 
monitoring of its implementation; 

c) consulting the plan and its implementation with the corridor forum; 
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d) reporting any encountered difficulties, especially when development of the corridor slows 
down, to member states, the European Commission and – if necessary – to other entities 
involved in development of the core network corridors, to help to find a proper solution; 

e) preparing an annual report for the European Parliament, the European Council and  
the European Commission, and for the interested member states, about progress  
in implementation of the core network corridor; 

f) analyzing the demand for transport services, possibilities to ensure funds and financing for 
investments and actions that must be undertaken, and the conditions to be met in order to 
facilitate access to such funds and financing. 

The European Coordinator and the interested member states can consult with regional and local 
authorities, transport operators, transport users as regards the works plan and its implementation.  
The European Commission may turn for an opinion from the European Coordinator while examining 
the applications for EU funding for the core network corridor, which was entrusted to the coordinator. 

The European Coordinator for the Baltic-Adriatic Corridor is prof. Kurt Bodewig, and for the 
North Sea-Baltic Corridor – Mrs. Catherine Trautmann. 

 

5. Funding of projects implemented in the area of transport corridors of TEN-T 

Based on the analysis of the member states’ plans related to the transport infrastructure, the 
European Commission assessed that in order to meet the criteria stipulated in the Regulation  
No 1315/2013 of the European Parliament and of the Council (EU), the investment needs in transport 
are EUR 500 bln for the whole TEN-T in 2014-2020, out of which about EUR 250 bln will need to be 
invested in the TEN-T core network. 

Article 5 of the Regulation No 1316/2013 of the European Parliament and of the Council (EU) 
determined the budget for implementation of transport projects amounting to EUR 26,250,582,000,  
of out which EUR 11,305,500,000 is transferred from the Cohesion Fund for expenditures, pursuant  
to the Regulation, only in the member states that are eligible for the Cohesion Fund (including Poland). 
The grants awarded pursuant to the Regulation may take any form determined in the Regulation (EU, 
Euratom) No 966/2012 (the grant for Poland – up to 85%). 

 
Fig. 6. Financing of the transport projects within the Connecting Europe Facility 

 
Source: Department of Transport of the Marshal Office of the Wielkopolska Region 

 

6. Association of Polish Regions of Baltic-Adriatic Transport Corridors 

The founding convention of the Association of Polish Regions of No VI Transport Corridor 
(currently the Baltic-Adriatic Corridor) took place on 30 March 2012. The Association was registered on 
23 May 2012. The concept of the Association responds to the need for better representation  
of interests held by the regional local governments, which are located in the area impacted by  
the Baltic-Adriatic Corridor in Poland. These are the local government regions that are responsible for 
creation of economic conditions that support its economic growth, including the logistics and maritime 
industries. At the beginning, 7 regions of the corridor submitted their accession to the Association: 
Kujawsko-Pomorskie, Łódzkie, Śląskie, Mazowieckie, Małopolskie, Wielkopolskie and Pomorskie (that 

General part
57%

Cohesion part
43%
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was the initiator of the Association). Decisions adopted by the European Union regarding expansion  
of the Baltic-Adriatic Corridor with the Szczecin branch caused that the group of extraordinary 
members of the Association was extended in 2014 with Zachodniopomorskie Region. Also other local 
government units and economic entities can join the Association, as supporting members. Out  
of the Wielkopolska Region’s initiative, the following units joined the Association: Port Lotniczy Poznań-
Ławica Airport and CLIP Logistics, with its seat in Swarzędz. 

 
Fig. 7. Website of the Association of Polish Regions of the Baltic-Adriatic Transport Corridor 

 
Source: http://www.regionybac.pl/ 

 
President of the Board of the Association of Polish Regions of the Baltic-Adriatic Corridor is the 

Member of the Board of the Pomorskie Region, Mr. Ryszard Świlski. Thanks to the membership in the 
Association, the Wielkopolska Region can continuously monitor the process and events related  
to implementation of objectives and tasks stipulated in the EU Regulation No 315/2013 and 316/2013, 
and exert some active impact on creation and implementation of the transport policy by the European 
Commission and the Government of the Republic of Poland. Representatives of the Wielkopolska 
Region take part in consultations of the draft work plan for the Baltic-Adriatic Corridor, as well as  
in meetings and conferences organized by the Association’s authorities. The Association issues a report 
on condition of the infrastructure in the corridor area every year, and takes part in fairs and specialist 
exhibitions in Poland and abroad. 

 

7. Wielkopolska Region as a significant element of the logistics chain of the Baltic-

Adriatic and North Sea-Baltic transport corridors 

The Wielkopolska Region, apart from the Mazowieckie Region, is the main center of general 
cargo trading on national and international level. This is a location of two large and many small logistics 
centers. They are briefly characterized below. 
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Wielkopolskie Centrum Logistyczne S.A. (Wielkopolska Logistics Centre joint-stock company) 
The Wielkopolska Logistics Centre is a special investment zone offering infrastructure adapted 

to the needs of logistics companies, importers carrying out distribution in the whole country and  
the supply base for trade chains. This is allowed by a convenient location in the center of Poland,  
at the crossroads of the A2 motorway with the 25 national roads. The Wielkopolska Logistics Centre 
Konin-Stare Miasto S.A. was established in 2001 as public-private partnership. The stockholders and 
founders are the Stare Miasto commune, within the territory of which the investment was located,  
the city of Konin and 5 private entrepreneurs. The local governments of the Stare Miasto Commune 
and the city of Konin provided contributions in kind in a form of grounds, while the private investors 
provided the capital. The center is equipped with 100 ha of designated and developed land devoted to 
economic activity, an expanded system of internal roads, optical telecommunication media, utilities 
and sewage discharge systems. 

Furthermore, the company offers a wider array of maintenance and investment services, such 
as: customs, legal and financial, office, IT, real estate management, monitoring and protection, rental 
of warehouse space, operation of warehouses, organized purchase of lands, full service of investors, 
quick mode for obtaining permits, contracting and construction supervision. 

 
Centrum Logistyczno-Inwestycyjne CLIP Sp. z o.o. (Logistics and Investment Centre) 

The logistics center is located in Jasin, about 10 km from the center of Poznań, and at the same 
distance from A2 motorway and national way No 5. The logistics center is on the first place among the 
vehicle distribution centers, and CLIP has become one of the most modern logistics centers in Poland. 
STS operates all devices and facilities located in the surface area of 1.7 mln m2, necessary for 
warehousing, customs clearance, distribution and delivery, including a railway siding composed  
of three tracks. Currently, CLIP Logistics is a company that operates on logistics platform with surface 
area of about 80,000 m2, with direct access to its own railway siding and a container terminal. 

Clip Logistics offers services related to complex handling of trains. Since the beginning of May 
2012, together with its Dutch partner – ERS Railways – it has operated the shuttle train link between 
Rotterdam and Swarzędz. 

Today, the CLIP Intermodal Container Terminal covers the area of 6,500 m², and its capacity 
reaches 800 TEU. The terminal is attractive thanks to its locations, directly at the route of the most 
important trans-European railway transport corridor E30 Rotterdam – Moscow, and at A2 motorway 
Berlin – Warszawa. It is equipped with three modern hoisting cranes Reach Stacker made by KALMAR, 
with lifting capacity of 45 tonnes. Customers can make use from 3 shunting trains owned by CLIP what 
guarantees independence, effectiveness and flexibility of operations. Furthermore, CLIP Logistics has 
its own truck-tractors and semi-trailers for container transport. The terminal is equipped with  
a modern, dedicated IT system for record-keeping of movements and tracing location where particular 
containers are stored. The CLIP Intermodal Logistics Centre provides its clients with A class warehouses, 
with total surface area of 150,000 m2. 

 
Panattoni Park Poznań I  

The Panattoni Park Poznań I is a distribution center with surface area of 160,200 m², which along 
with other objects in this region – Panattoni Park Poznań II and Panattoni Park Robakowo – offers  
a total surface area of 249,200 m² for industry what is almost 1/3 of the whole warehousing supply in 
the Wielkopolska Region. The Panattoni Park Poznań I is located in Gądki, 13 km from the center  
of Poznań. The Center is located along the S11 national expressway, 1,200 m at a straight line from 
crossroads  
of A2 (E30) and S1. The Panattoni Park Poznań I can boast with conclusion of a rental agreement for 
50,000 m², one of the largest on the market, with a leading clothing manufacturer – Henner&Mauritz. 
Regarding its expansion, H&M decided to build another warehouse in Gądki, with the surface area  
of 30,000 m². 
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Panattoni Park Poznań II 
The Panattoni Park Poznań II is a modern distribution center with surface area of 92,300 m², 

which along with other investments of the company in the region – Panattoni Park Poznań I and 
Panattoni Park Robakowo – provides an enormous warehouse background, more than 243,000 m²  
of industrial area for the Poznań market. The Panattoni Park Poznań II is located in Żerniki, 13 km from 
the center of Poznań. It is composed of three warehouse buildings. The company ensure 
comprehensive operation of the objects, from customization of a plan according to the client’s needs, 
through its implementation, to administration of finished investments. The Center is equipped with 
about 140 unloading docks and 325 parking spaces. It is located along the S11 national expressway, 
800 m at a straight line from crossroads of A2 (E30) and S11. 

 
Panattoni Park Robakowo 

The Panattoni Park Robakowo is a distribution center with a surface area of 26,400 m², located 
16 km from the center of Poznań. It is equipped with 35 unloading docks, a car park for 40 trucks and 
60 parking spaces for passenger vehicles. The Center is located along the S11 national expressway, 2.5 
km at a straight line from crossroads of A2 (E30) and S11. It is situated next to two other investments 
of the Poznań company – the Panattoni Park Poznań I and the Panattoni Park Poznań II. 

 
Millennium Logistic Park Poznań 

MLP Poznań has the surface area of 190,800 m2, it is located in Koninko, about 15 km from  
the center of Poznań and 3.5 km from A2 motorway, and 1.5 km from S11 expressway. The investment 
covers 102,000 m2 of storage and production areas. 

 
Point Park Poznań  

Point Park Poznań (Point Park Properties) is a modern warehousing center located in Robakowo, 
at S11 expressway, near the A2 hub Krzesiny. The target surface area of the center is 181,000 m2. The 
surface area of the first two warehouses in the Park covers 40,000 m2. The areas are adjusted  
to operate goods that require specialist equipment. 

 
Prologis Park Poznań and Prologis Park Poznań II (Tarnowo Podgórne commune) 

The Prologis Park Poznań and Prologis Park Poznań I warehouses are located in the economically 
developed commune of Tarnowo Podgórne, directly at the national road No 92 and the Western 
Poznań Ring Road, with connection to A2 motorway. The park with the total surface area of 121,000 
m2, offers surface for rental for the companies located in Western Poland, or as a distribution center 
for the North-Western Poland or Western Europe. There is also a possibility to adapt the area for light 
production, installation or packaging. 

 
Prologis Park Września 

The center is located in the Central-Western Poland, in the area of the Września commune, 
about 40 km east from Poznań. It has some perfect connections with the North-South routes 
(Bydgoszcz – Wrocław, national route No 5) and East-West (A2 Berlin – Warszawa – Moscow).  
An additional asset of this location is the possibility to make use of an alternative access route to 
Warszawa (national road No 92). The total warehouse area is 147,000 m2. Prologis Park Września is 
mainly intended for logistics companies and enterprises handling light production. 

 
Tulipan Park Poznań (I-III) 

The Tulipan Park Poznań is located in the Komorniki commune, included in the group  
of communes of the Poznań district, directly bordering the city of Poznań, 10 km from its center, at A2 
motorway and the national road No 5 Poznań – Wrocław. The Tulipan Park Poznań covers the area  
of 53.5 ha, and offer a total modern warehouse and production space of 250,000 m2. The minimum 



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

16 
 

modules for rental begin from 2,500 m2. Particular spaces can be designed and construction according 
to individual requirements of a renter, along with the possibility to locate office spaces on a mezzanine. 
The communication structure in the park covers wide internal roads, maneuvering yards and parking 
lots for trucks. 

 
Intermodal Logistics Center of PKP (Polish National Railways) Cargo S.A in Poznań-Franowo  

The Poznań Terminal of PKP Cargo is an important point on the railway map of Poland –  
the Poznań Franowo station is passed by all trains that transport goods from the Western Europe to 
the central part of the country, and further to the East. The terminal is the largest freight station  
in Wielkopolska. Currently, the stacking yard’s surface area is about 20,000 m2, and the track outlay’s 
total length is 1,570 m. The estimated handling capacity of the terminal is 100,000 TEU per year.  
The terminal is operated by Cargosped, a company from the PKP Cargo Group, specialised in intermodal 
transport. 

 
Volkswagen Group Poland Logistics Center  

In 2015, a new Logistics Center of the VW Group Poland was put into service, with a surface area 
of 30,000 m2, constructed within the SEGRO Logistics Park Poznań, in the Komorniki commune.  
The complex is located in the direct neighborhood of the A2 motorway, connecting Poznań with 
Świecko, allowing to reduce the traffic intensity of trucks considerably in the center of Poznań. The VW 
Group Poland plans to expand the new logistics center in the future. When it comes to the surface area, 
this is the second warehouse investment in Wielkopolska and seventh in Europe. A novelty is the so-
called SDD (Same Day Delivery) introduced in the center, consisting in fulfilling of a dealer’s order on 
the same day. 

There are parts and accessories of six brands stored on the surface area of 30,000 m2: 
Volkswagen, Audi, Skoda, Seat, Volkswagen Commercial Vehicles and Porsche. Currently, there are 
about 65,000 different parts and accessories warehoused in the center. The parts from the center will 
reach the recipients in whole Poland, also the Belarusian market. There are almost 100,000 storage 
spaces in the warehouse. The facility employees an array of solutions allowing the employees to access 
the required products quickly. Opening of the center allowed to introduce daily quick deliveries – 
meaning delivery of parts ordered on the same day. Volkswagen Group Poland is to be the first 
company in Poland offering this service for such a broad group of recipients. 

 
Fig. 8. Factory of the Volkswagen Corporation in Białężyce near Września 

 
Source: http://auto.dziennik.pl/aktualnosci/zdjecia/galeria/496956,2,nowa-inwestycja-volkswagena-w-polsce.html/ 

 
The new generation of Volkswagen Crafter has been manufactured in Września since 2016.  

The new facility has become, next to VW Poznań, the second manufacturing center of the Volkswagen 
Commercial Vehicles make in Poland. Volkswagen Poland has been there for twenty years. And it has 
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already been ten years since Volkswagen Caddy and Volkswagen Transporter T5 were started to be 
manufactured in the factory, from where they reach the global car markets. The new factory  
in Września is located 50 km east from Poznań, in the area of the Wałbrzych Economic Zone. The area 
of the Crafter Facility is 2.2 mln m2 what corresponds to the area of 300 football yards.  
The manufacturing capacities of the new factory reach 100,000 vehicles per year. There is a modern 
paint shop, a body works construction and installation hall as well as the Suppliers Park with logistics 
surface. 

 
Amazon Logistics Center 

In October 2014, in Sady near Poznań, there was a logistics center of the American dispatch 
company Amazon opened, with a surface area of 95,000 m2, which will offer 5.5 thousands of work 
places in the high season. The investment is one of the first of such a type in the Central-Eastern Europe. 
Until now, the company had its warehouses, among others, in Germany, Great Britain, France and 
Spain. The center is one of the most modern facilities of the Amazon corporation among all 30 centers 
located around the world. The construction costs reached EUR 100 mln. The hall’s surface area exceeds 
100,000 m2, out of which more than 91,000 m2 is devoted to warehousing, and almost 9,000 m2 to 
offices and facilities. The investment is characterized with a strategic location and good access to  
the transport infrastructure, including the European network of modern roads – only 2.5 km from  
the S11 expressway and 16 km from A2 motorway and the Poznań-Ławica Airport. 

 
Warehouse and Office Center of Intermarché and Bricomarché 

On 10 June 2014 in Swadzim (Tarnowo Podgórne commune), the Musketeer Group, associating 
the owners of foodstuffs supermarkets Intermarché and “house and garden” supermarkets 
Bricomarché, opened a new logistics center adjusted to, among others, storage and distribution  
of foodstuffs in controlled temperatures.  

 
SPEDCONT Poznań Garbary Container Terminal 

The container terminal is located near the center of Poznań. Its surface area is 6,200 m2, while 
the storage are reaches 5,700 m2 allowing to utilize 600 TEU on 2 layers. The terminal is equipped with 
3 railway tracks, 450 m each. 

 
HUB Container Terminal Poznań Gądki POLZUG Sp. z o.o. 

Opened in September 2011, a modern container terminal is located in Gądki, about 20 km from 
Poznań, at S11 expressway. The total surface area is 320,000 m2, out of which 50% of the surface is 
devoted to the needs of the intermodal terminal, and 50% is the surface for expansion and the logistics 
surface. The terminal has a railway siding composed of 4 tracks, 610 m long, for handling whole trains, 
and 1 additional maneuvering and parking track. The scope of services provided by the terminal 
includes: storage, repair and cleaning of containers, customs clearance, electronic system  
of notifications and supervision over transport of containers with high-value goods. The terminal is 
operated by 6 Reach Stakers, with a maximum lifting capacity of 45 t. There is also a special surface 
area for containers with hazardous goods within the terminal. The annual handling capacity is 385,400 
TEU. 

 
CARGOSPED Container Terminal Poznań Kobylnica 

The container terminal is located in Kobylnica, about 15 km from Poznań, at S11 expressway. 
Total surface area is 6,300 m2. The terminal services cover loading, storage, handling of isothermal 
parcels, operation of units with hazardous materials, technical support and service of all types  
of universal and specialist intermodal transport units: large size containers 20’, 30’, 35’, 40’, 45’, 
replaceable bodyworks, semi-trailer, isothermal containers, oversize parcels like HIGH CUBE, as well as 
transport by railway, “door to door” vehicle transport. 
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Goodman Poznań Logisctics Centre 
The logistics park is located 10 km from the center of Poznań, on the area of 283,000 m2.  

The target surface area of the warehouses for rent will reach about 112,000 m2, while the current 
warehouse and office area is about 38,000 m2. Goodman Poznań III Logistics Centre is located in  
the already operating industrial zone, close to the ring road and A2 motorway. It guarantees quick, 
direct communication with the city center and easy access to qualified working staff. 

 
Panattoni Park Poznań Airport  

Located about 10 km from the center of Poznań, along Bukowska street, just 4 km from  
the Ławica airports and 2 km from S11 expressway, which is directly connected to A2 motorway.  
The Panattoni developer’s investment may be suitable both for the clients interested with high 
stacking, logistics and distribution as well as light production. What is more, one of the planned 
buildings may be constructed as a “cross-dock” what is a perfect solution for clients who look for  
a place for a trans-shipment or central warehouse. 

 
LOGIT Warehouse Park  

It is located within the Wielkoplska Logistics Center. The Park is situated in an interesting 
location in the center of Poland, 15 km from Konin, at A2 motorway and national road No 25. There is 
a railway line No E20 Warszawa – Berlin located 7 km from the park. The Park offers rental or sales  
of warehouse space in the existing A class building. It was situated within the area of the Wielkopolska 
Logistics Center. A characteristic feature of this object is its highly advantageous location what ensures 
perfect communication with various places in the country, and facilitates maintenance of commercial 
contacts. The Warehouse in Konin is located near important communication hubs what guarantees 
efficient logistics. The total area of the existing warehouse covers more than 13,600 m2.  
The distribution of poles on the hall is 24 m x 12 m. The floor is designed to bear loads reaching  
5 t/m2. The Logit warehouse gives an opportunity to adjust the surface to the needs of light production. 
The warehouse hall is equipped with necessary fire protection systems in a form of sprinkler and smoke 
dampers. 

 
Poznań Airport Logistics Centre 

The planned warehouse park which will be constructed by one of the largest developers around 
the world when it comes to the sector of warehouses – the Goodman company. The Center will be 
located in Poznań, at Bukowska street, in the neighborhood of an exit to the S11 expressway. The above 
location ensures perfect communication with the city, airport and A2 motorway connecting Poznań 
and Germany, as well as Warszawa. It will have the warehousing area of 50,000 m2. 

 

8. Summary 

Location of the Wielkopolska Region allowed to create advantageous national and international 
transport connections within its area what contributes to its constant and stable economic and social 
growth. The Region has become a significant element of the logistics chain of the Baltic-Adriatic and 
North Sea-Baltic transport corridors. 

The economic potential and human capital of the region exerts some positive impact on  
the economic condition of the whole European Union. It is the interest of the Community as well as 
national and local authorities to remove all barriers that hamper fluent and environmentally 
sustainable transport of people and goods, following the communication routes of the region. 
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TRANSPORT POLICY OF THE LOCAL 
GOVERNMENT OF THE WIELKOPOLSKA 
REGION IN SUBSEQUENT EDITIONS  
OF DEVELOPMENT STRATEGY  
OF THE WIELKOPOLSKA VOIVODESHIP 

 

In Poland, after the administration reform in 1999, it became possible to start to implement  
the strategic management on the new regional level (with larger and stronger regions). The socio-
economic growth strategies have become the key elements of this management. The current 
Development Strategy of the Wielkopolska Voivodeship adopted in 2012 is the third key document for 
regional growth, after the strategy adopted in 2000, designating the main developmental directions 
for the Region in new administrative boarders, and the strategy adopted in 2005, of a more 
implementational character regarding the possibility to undertaken real developmental actions, 
resulting from the income of external funds. In turn, the third-generation strategy – a document 
adopted in 2012 – can be called a real tool in management of the region, giving some basis for 
utilization of own resources of the Local Government of the Wielkopolska Region, and the external 
funds placed at its disposal. 

 

Strategy adopted in 2000 (after the administration reform in 1999) 

In 1999, the Wielkopolska Region, as a new territorial unit, begun to merge the areas that were 
not unitary in social and economic terms. There were some developmental and cultural differences, 
and there was no alignment of interests (local particularities). The Wielkopolska Region, posing a kind 
of reflection of the national situation on the smaller scale, was characterized with a dynamic center 
bearing high economic and social potential, the north part that used to be the area of state-owned 
farms, and the eastern wall. This image, although was simplified, signaled the need to undertake 
actions intended to merge the territory, eliminate the differences and make the development 
opportunities even. One of the most important element for implementation of those objectives was  
to undertake actions related to expansion and modernization of the region’s transport network, and 
its better connectivity with the system of national and European connections. 

The Strategy adopted in 2000 identified the region’s weaknesses as a bad condition and 
obstruction of the transport network, as well as only partial use of alternative forms of transport 
(water, air and railway). Condition of the transport infrastructure for that time did not allow to use the 
opportunity – i.e. the convenient location of Wielkopolska in Poland and Europe.  

Therefore, the main strategic goal for the transport system of Wielkopolska was “Development 

of a sustainable regional system of infrastructure and transport services, serving for internal integration 

of the Wielkopolska region and its functional connection to the surroundings”. The following sectoral 
objectives were defined to implement this goal: 

• Evolution of the region’s road system, within up to 15 years; 

• Increase in efficiency and effectiveness of the railway system; 
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• Use of developmental capabilities of air transport; 

• Maintenance of the existing system of inland waterways navigation; 

• Construction of a rational logistics system of the region. 
As the the Local Government of the Wielkopolska Region was responsible for management  

of regional roads1, a part of priority directions and actions leaned towards – in a form of postulates – 
other institutions as well, especially those functioning in the national level structures (governmental 
side). The actions necessary for development and modernization of the existing road structure  
of the region, were assumed as those related to construction of a motorway and expressways 
(construction of A2 motorway, adjustment of roads No 5, 8, 10, 11, 42 2  to the parameters  
of expressway), construction of ring roads around cities on roads with high traffic disturbances, 
adjustment of the surface area of the most loaded roads to the load of 115 kN/axis, or extentionand 
improvement of the road structure in the Poznań agglomeration. In case of modernization of a railway 
system of the region, such an action was adjustment of the transit routes to parameters compliant with 
the concluded international agreements. While in case of the Poznań-Ławica Airport, the most 
important actions planned in 2000 were: to convert the airport from a regional to a national level, 
opened up to international traffic, as well as its modernization and extentionso it could be used up to 
15 years (being aware that after that time it will be necessary to construct an airport for the 
Wielkopolska Region in a new location). It must be highlighted that stakeholders of the Airport at that 
time were: “Porty Lotnicze” a state-owned company, the city of Poznań and the Treasury. The Local 
Government of the Wielkopolska Region became a stakeholder in 2001, as a result of receiving shares 
from the Minister of the Treasury. 

On the basisi of strategic analysis, concept for the future of the region and determined 
objectives, there were sets of tasks and undertakings created, grasped in a form of regional strategic 
programs, related to 5 most important areas, including infrastructure. When it comes to  
the Infrastructure Program, the transport system was of special important. In relation to national roads, 
the most important tasks were: 

• construction of A2 motorway, including the southern ring road of Poznań; 

• adjustment of the national roads 5, 8 and 10 to the expressway parameters; 

• extentionthe group of expressways with roads No 11 (Kołobrzeg – Piła – Poznań),  
42 (Poznań – Pleszew – Kalisz – Sieradz), 43 (Pleszew – Ostrów – Kępno)3; 

• junction of road No 25 (Ostrów – Kalisz – Konin) with the main roads of accelerated traffic; 

• building the Third  Ring Road in Poznań – a fast-paced city ring road (northern part: 
Lechicka, Lutycka, Bałtycka, further Franowo, Arciszewskiego streets, with a node  
on Lutycka and Dąbrowskiego streets); 

• extentionof the Poznań-Ławica terminal, to the capacity of 1 mln passengers. 
In order to prevent from appearing the tunnel effect the Local Government of the Wielkopolska 

Region did not stop with actions regarding road and railway infrastructure, but it proposed  
a comprehensive approach, where among others it considered the actions in the area of logistics, 
namely: 

• development of a logistics center in Poznań; 

• development of a Kalisz-Ostrów terminal; 

• development of terminals in Konin, Leszno and Piła; 

• establishing of a training-counseling organization. 

                                                 
1 The Wielkopolska Regional Roads Authority in Poznań was designated on 1 January 1999 with a resolution No VII/23/99 passed 
by the Wielkopolska Regional Assembly on 25 January 1999, as a regional local government organization unit, through which  
the Wielkopolska Region Board exercises its duties of a road administrator. 
2 Fragment: Poznań – Pleszew – Kalisz – Sieradz (currently a part of national roads DK 11 and 12). 
3 The national roads No 42 and 43, mentioned in the Strategy submitted in 2000, overlap with the current national road DK11  
in a significant part. 
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Implementation of a part of the above-mentioned large transport investments already started 
during the term of the first Strategy, among other, A2 motorway was approved for construction: 
fragment: Konin – Emilia (accomplished in 2006), modernization of a railway line E59: Wrocław – 
Poznań fragment (Stage I). There was a new passenger terminal, Cargo terminal and a modernized 
General Aviation terminal put into service in the Poznań-Ławica Airport. 

Shape of the provisions in the Strategy adopted in 2000 (and the next document submitted  
in 2005) in the scope of transport was impacted among others by actions undertaken on the national 
and European level. When the multi-level development governance was being implemented  
in Wielkopolska, the European countries have had been undertaking actions towards uniformization  
of the structure and parameters of the transport infrastructure in Europe for numerous years. In 1996, 
the European Parliament and the EU Council adopted guidelines related to development of the trans-
European transport network on territories of EU member states 4 . 1990s was the time, where  
the process intended to integrate a dozen or so candidate countries, including Poland, with the 
European Union. Candidature of new countries to join the EU Community caused that one of the main 
conclusions of the Pan-European Transport Conferences (Prague 1991, Crete 1994 and Helsinki 1997) 
was paying special attention to the transport infrastructure in the Central and Eastern Europe states, 
aspiring to become members of the EU Community. What is more, there was the concept of the Pan-
European Transport Network developed, within which 10 pan-European transport corridors were 
determined (partially running also through the Central and Eastern Europe), including 2 that go through 
the area of Wielkopolska. 

• Corridor II: Berlin – Poznań – Warszawa – Mińsk – Moscow – Niżnyj Nowgorod, including  
a railway line E20 (No 3) with target maximum speed of 160 km/h and load of 225 kN/axis, 
and the A2 motorway; 

• Corridor VIa: Grudziądz – Świecie – Gniezno – Poznań, being a branch of the Corridor VI 
Gdańsk – Katowice – Żylina, including the national road No 5 on the fragment of Bydgoszcz 
– Gniezno – Poznań (intended to become an expressway) and a railway line No 353 Eastern 
Poznań Wschód – Inowrocław – Skandawa. 

There was also identification of the network started within the territories of 11 EU candidate 
countries within the TINA program (Transport Infrastructure Needs Assessment), the purpose of which 
was to evaluate the infrastructural needs. The program assumed, among others, construction and 
modernization of motorways, also expressways, mainly by strengthening the surface of the existing 
fragments. TINA road network covered all transport corridors, including those in Wielkopolska within 
corridor II Berlin – Poznań – Warszawa – Mińsk – Moskwa – Niżnyj Nowgorod, a railway line E20 
(Kunowice – Rzepin – Zbąszynek – Poznań – Konin – Kutno – Łowicz - Warszawa – Siedlce – Łuków  
– Biała Podlaska – Terespol) and the A2 motorway (Świecko – Nowy Tomyśl – Poznań – Września – 
Konin – Stryków near Łódź – Skierniewice – Warszawa – Siedlce – Biała Podlaska – Kukuryki). The TINA 
network was transformed into TEN-T together with expansion of the EU Community with new member 
states. 

 

Strategy adopted in 2005 (after Poland’s accession to the European Union) 

As a result of transformations of social, political, and macroeconomic conditions, it became 
necessary in 2004-2005 to develop the second-generation strategy for Wielkopolska, which was 
adopted on 19 December 2005. One of the significant reasons was also Poland’s membership in the 
European Union. Admittedly, the previous strategy had covered this aspect, but neither the date nor 
the conditions of the membership were known in 2000. What is more, there was a new possibility for 
financing implementation of the Strategy’s objectives after 2006, with community funds intended for 
implementation of the cohesion policy within the EU financial perspective for 2007-2013. Accession  

                                                 
4 The Decision No 1692/96/EC of the European Parliament and of the Council on Community guidelines related to development 
of the trans-European transport network. 
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to EU in 2004 caused that the Polish regions became outermost to the EU Community, including  
the geographical respect, thus the transport availability. Upon the Poland’s accession to the EU,  
the developmental perspective of the Wielkopolska region changed significantly. Other factors than 
just the developmental reserves, diligence , self-organization and thriftiness have taken priority. Crucial 
importance was ascribed to the intellectual potential, innovations, social activity as well as quality  
of the internal organization of the region. These factors were considered in the developed regions  
of the Union. Laggigng behind regions, such as those in Poland, needed significant financial resources 
for modernization and development of the basic infrastructure, including transport.  

The Development Strategy, adopted in 2000, was of a comprehensive nature (some called it 
“total”), which is why, apart of the decisions made by the Local Government of the Wielkopolska 
Region, it also included the competencies of central state bodies and state field administration, as well 
as such that were the subject of actions undertaken by district and local governments, or depended on 
decisions made by autonomous entities of the socio-economic life. As a consequence, the strategy was 
addressed to all actors of development in the region, not only to the local and regional government 
authorities. The next Strategy (adopted in 2005) modified this approach, namely the document was no 
more “about everything and for everyone”. It did not set objectives the implementation of which could 
not be influenced by the Local Government of the Wielkopolska Region. The Strategy was related to 
the area, notions, which were the subject of public intervention, and it formulated the objectives for 
actions undertaken by public entities.  

The general objective of the Strategy, i.e. “Improvement of spatial quality in the Region, 

education system, labor market, economy and social sphere leading to an increase of the quality  

of life” was implemented through 4 strategic objectives, including the Strategic objective 1, which 
covered the problems of communication infrastructure development. Adjustment of environment  

to challenges of the 21st century. The transport area in the Strategy still occupied a significant place. 
The document stressed that the communication infrastructure is a basic factor that integrates the 
environment of the region, both in the internal and external perspective, providing proper functioning 
of all sectors and posing the main source of the region’s competitiveness. Another Strategy, similarly 
to the previous one, ascribed special significance for Wielkopolska to communication links in various 
directions, first of all in the north-south line, exposing the national road No 11 (and the planned 
expressway at this direction, currently S11). It also pointed to great significance of national roads No 5, 
8, 10, 15, 25, and others. Therefore, there was the Operational objective 1.2 developed, Increase  

in communication cohesion and connections to the surroundings, the implementation of which was 
proposed, especially covering such actions as:  

• investments in the core network corridors, including the road, railway infrastructure along 
with facilitating infrastructure; 

• increasing the variety of transport forms; 

• investments in modern forms of goods trans-shipment; 

• improvement of the communication infrastructure and access to the Internet; 

• development of the air communication infrastructure, not only in the Poznań 
agglomeration but also in other places – its was related especially to the infrastructure  
of specialized services; 

• promotion of collective communication; 

• development of inland transport; 

• increase in communication security. 
During the period of 7 years, the Strategy developed the basis for programs, actions and projects 

for development of the region. The directions that it determined provided among others a good basis 
for undertaking of lobbing actions, no both the national and European level, in order to include the 
transport infrastructure of Wielkopolska into the TEN-T. Thanks to the efforts made by among others 
the Local Government of the Wielkopolska Region, the Guidelines of the European Parliament and  
of the EU Council for 2010, regarding development of the Trans-European Transport Network within 
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territories of the member states5, the following Wielkoposlka fragments of TEN-T were taken into 
account: 

• A2 motorway; 

• S5 expressway, Poznań – Gniezno – Grudziądz fragment; 

• S8 expressway Wrocław – Kępno – Sieradz – A1 motorway (Łódź); 

• railway line 3 (Berlin) – Kunowice – Poznań – Warszawa – (Moscow); 

• railway line 353, Poznań – Gniezno – Inowrocław fragment; 

• railway line 271 Poznań – Leszno – Rawicz – Wrocław; 

• railway line 351 Poznań – Szczecin; 

• Poznań-Ławica Airport. 
However, the national road No 11 (intended to be S11) was not considered, is the backbone 

network of the Wielkopolska Region, connecting the northern and southern parts of the region, also 
posing an important communication route between Silesia and Pomerania. Furthermore, by joining it 
in the northern part of the region with the S10 expressway, it may become a significant element of the 
Baltic-Adriatic Corridor. Failure to include the road No 11 in the TEN-T network and to undertake 
modernization of this road to reach expressway parameters had become a significant premise in the 
efforts to recognize the S11 road as one of several priority investments for Wielkopolska in the next 
Strategy (of 2012). 

 

Strategy adopted in 2012 (territorial dimension) 

After a decade from adopting a first strategy for Wielkopolska, the position of the whole region 
and country in the European Union was different, as Poland together with its regions had already 
reached a certain level of integration with the European Community. However, there were new 
developmental factors and conditions, resulting from the global crisis, progressive globalization, 
environmental and demographical problems, growing differences in development of the regions and 
changes in the standard of lifing of the citizents, becoming some significant premises for modification 
of Polish regional strategies. Furthermore, the developmental policies were significantly revalued, both 
on the EU and national level, what was related to preparations to the new financial perspective for 
2014-2020. 

The subjective and objective scope of the third-generation Strategy (submitted in 2012) was 
modified. As it was already mentioned, in the second strategic document for Wielkopolska, adopted  
in 2005, the subjective and objective scope was limited to public actions. But there was an approach 
adopted for the needs of the current Strategy, narrowing down the concept assumed in 2005, based 
on an assumption that: 

• a subject of the strategy is the Local Government of the Wielkopolska Region – the strategy 
is related to its competencies and those of the Region as regards impacting the behaviors 
of other entities; 

• an object of the strategy is the Wielkopolska Region and those spheres/fields and 
behaviors of other entities that the Local Government can impact, according to  
the competencies stipulated in the previous point. 

Such an approach, consisting in the fact that the strategy refers to what the Local Government 
of the Wielkopolska Region is responsible for, or what it can or intends to influence, caused that the 
Strategy does not cover the areas that are directly influenced by other entities, especially those 
governmental ones, the activity of which does not depend on the Wielkopolska Region. Therefore,  
the Strategy just articulates the crucial needs of the region in those spheres.  

                                                 
5  Decision of the European Parliament and of the Council No 661/2010/EU of 7 July 2010 on Union Guidelines for the 
development of the trans-European transport network. 
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Apart from significant investments in the scope of transport infrastructure development in the 
region in recent years, there are still major investment needs in that scope. This was reflected  
in provisions of the Development strategy of the Wielkopolska Voivodeship by 2020. Wielkopolska 

2020. The main observed threats for further development ware accumulation of lacks in  
the infrastructure, maintenance of formal barriers for infrastructural investments, competition  
of neighboring regions in terms of transit functions, development of the individual automotive industry 
at a cost of public transport, or especially desist from investmenting in communication infrastructure 
managed on the national level, as well as construction of the so-called “Wielkopolska ring road”, i.e. 
express roads around our Region (S3, S10, S8, A1). A problem is also posed by uneven transport 
accessibility of particular parts of the region to the Poznań metropolis and other centers of growth,  
as well as bottlenecks in the urban transport node of the city of Poznań. The weakness is the threat 
with spatial marginalization of a significant part of the region, especially its northern and southern 
parts. This results directly from weakness of the communication links on the north-south direction what 
is especially influenced by the failure to include the national road DK 11 into TEN-T, and lack  
of investments intended to convert this whole of the part of road into the S11 expressway, 
disproportions in distribution of communication infrastructure, decapitalization of a part  
of infrastructure (especially the national one) and insufficient development of public transport. 

The Strategy, as a basic challenge for Wielkopolska in the scope of transport, determined 
inclusion of the region into the European transport network. In this aspect, this complies with the EU 
transport policy, assuming development of the main European transport solutions, as well as support 
for development of infrastructure improving connections to the comprehensive and core TEN-T.  
A significant matter raised in the Strategy is the condition of communication links inside the region,  
in numerous cases limiting the advantages that result from inclusion of the Wielkopolska economy into 
the national and European space. A bad condition of connections is especially observable on the north-
south transport links. 

This document includes a vision for regional development, according to which by  
2020 Wielkopolska is intended to be a smart, innovative and cohesive region. Particular elements  
of this vision also include the one suggesting that the area of the region should be free from barriers 
for the residents’ mobility. The general objective of the Strategy is “Effective use of development 

potentials for the increaseof competitiveness of the region, to improve the quality of life of the 

residents in conditions of sustainable growth”. 
The first place in the group of 9 strategic objectives of the Strategy is occupied by “Improvement 

of the availability and communication cohesion of the region”. Accessibility in terms of transport and 
the internal cohesion are basic conditions for strengthening the regional competitiveness. A necessary 
action in this scope should also be improvement of quality of connections with the main transport 
corridors, between Poznań and subregional center and urban area, to activate and use their potential. 
Apart from modernization of the roads, there is also a need to modernize transport towards its smart 
character, more environmentally-friendly. Modernization of transport infrastructure will bring results 
if there will be integrated actions undertaken simultaneously in the remaining socio-economic fields. 
Development of the region’s transport infrastructure will be increasingly more dependent also on its 
integration into a functional whole. What is important here is the change of proportions between 
particular modes of transport – increase in the public transport share in relation to the individual 
transport, and of the rail to the road transport. The strategic objective named “Improvement  

of the availability and communication cohesion of the region” in the Strategy, formulates several 
operational objectives which cover such that are related to the road, railway and air infrastructure, 
namely: 

• Operational objective 1.1 “Increasing consistency of the road network ”, which is 
implemented through: 

− modernization of the core road network, construction of new sections forming and 
organizing  the system and integrating and connecting it with external systems; 
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− strengthening local road network, especially in areas with the lowest transport 
accessibility to the regional centre; 

− modernization and development of road systems along with the construction of ring 
roads, including the city center ring roads; 

− construction of a coherent system of bicycle lanes and the accompanying 
infrastructure; 

− taking initiatives, lobbing for adaptation of the national transport policy, in the field 
of road transport and the subsequent investments to meet the needs  
of Wielkopolska. 

Despite the fact that the Strategy is related to notions that the Local Government of the 
Wielkopolska Region is responsible for, or the notions that it has or intends to have 
influence, also idirectly, this objective was complemented with demands regarding 
governmental actions in the area of the Region, namely: 

− modernization of the core road network, construction of new sections forming and 
organizing the system and integrating and connecting it with external systems; 

− modernization and development of road systems along with the construction of ring 
roads. 

The above directions of actions are especially related to the national road No 11, in its final 
form – S11, as well as other national roads, and completion of the modernization of S5 road. 

• Operational objective 1.2 “Increase in divesity and promotion of effective forms  

of transport”, which was implemented first of all through the following directions  
of actions: 

− support for development of multimodal transport; 

− development of management and traffic control systems (ITS); 

− development of public transport management systems; 

− promotion of innovative and ecological fuels, as well as promotion of cleanenergy 
efficient road vehicles; 

− taking initiatives, lobbing for adaptation of the national investment policy on  
the railway lines to the needs of Wielkopolska. 

• Operational objective 1.5 “Development of public transport”, mainly implemented 
through: 

− modernization of the regional railway network and strengthening tis integration with 
other means of public transport; 

− modernization of the system of regional passenger transport system; 

− promotion of public transport in the cities by creating facilitaties for public transport; 

− development and promotion of metropolitan railway; 

− integration of fares and ticket systems; 

− taking initiatives, lobbing for adaptation of the national transport policy, in the field 
of road transport and the subsequent investments to meet the needs  
of Wielkopolska. 

• Operational objective 1.6 “Development of air transport”, especially implemented through 
the following directions of actions: 

− continuation of of the Poznań-Ławica Airport expansion and further development  
of international network of connections; 

− development of transport infrastructure facilitating access to airports; 

− providing intermodality of air transport with other means of transport. 
Moreover, the Strategy submitted in 2012 identifies various kinds of intervention areas, and 

provides them with a part of operational objectives, provided that the range and criteria for 
designation will be determined by the Spatial development plan of the Wielkopolska Voivodeship.  
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As a consequence, particular operational objectives are related to the whole region, the whole 
region with preferences in certain types of areas, or addressed only to specific types of areas. For the 
needs of spatial addressing of the objectives of the strategy , new own classification of types of areas 
was not created, although pre-existing structures have been used. The Strategy adopts classification  
of functional areas from the Concept of the National Spatial Planning 2030 and the Areas of Strategic 
Intervention of the National Strategy for Regional Development 2010-2020: Regions, Cities, Rural areas 
6. When it comes to the field of transport, within the operational objective 1.1 “Increasing consistency 

of the road network”, the Strategy adopts preferential treatment in case of the areas with the lowest 
transport accessibility to the regional center. 

The principles for determination and boundaries of particular support areas or preferences for 
particular operational objective are outlined in the Strategy, and described in more detail in  
the applicable implementation document. This document is the “Principles and criteria for 

determination of functional areas in the Wielkopolska Region” adopted in 2015, developed by the 
Wielkopolska Spatial Planning Office in Poznań, in cooperation with the Department of Regional Policy 
of the Marshal Office of the Wielkopolska Region. When it comes to transport, the “Principles” 
determine and delimit the “Areas of the lowest transport accessibility to the regional center”, i.e.  
the areas of very weak (90 minutes) and weak (60 minutes) time accessibility. 

Implementation of the Strategy’s objectives is carried out via different instruments – one  
of which is implementation of executive documents. In the area of transport, implementation  
of the Strategy’s objectives takes place through three detailed documents. One of the most significant 
instruments for implementation of the developmental policy is the Wielkopolska Regional Operational 
Programme for 2014-2020 (WROP 2014+), determining the directions of spendings the EU funds, for 
which there was the Transport Plan for the Wielkopolska Region in the perspective until 2020 
developed in a form of an implementation document. This plan determines framework conditions for 
support of transport undertakings in the scope of the 5th Priority Axis “Transport” of the Wielkopolska 
Regional Operational Program 2014+. A document including crucial objectives and directions for 
development of the public transport implemented within the Region by 2025, is the Sustainable 
Development Plan for the Public Transport in the Wielkopolska Region. In its scope, this document 
covers public service transport on a regional scale. 

As the Strategy does not include the areas influenced by other actors, apart from the regional 
authorities, entities, especially the government, also formulates the expectations in the Strategy 
towards the governmental policy. In the area of transport, they are related to the following 
undertakings: 

• extension of TEN-T of S11 ; 

• reconstruction of national roads, in particular construction of S11 and continuated 
construction of S5 road as well as DK 25 national road; 

• construction of northern ring road of Poznań; 

• modernization of railway lines, in particular the route Piła – Poznań – Kluczbork route (lines 
No 354 and 272), completion of modernization of railway lines Wrocław – Poznań – 
Szczecin (lines No 272 and 351) and Poznań – Inowrocław (fragment of the line No 353); 

• expansion of public transport system in the Poznań Metropolitan Area. 
All of the demands, excluding the first one, are up-to-date. As a result of revision of guidelines 

for TEN-T7 accomplished in 2013, its new structure within the territory of the EU member states was 
determined. Road No 11 (intended to be S11) Kołobrzeg – Koszalin – Piła – Poznań – Ostrów 
Wielkopolski – Tarnowskie Góry – A1, was included into the comprehensive TEN-T network, i.e.  

                                                 
6  The territorialisation of specific objectives principles provided for in the Strategy became, among others, the basis  
f the approach for territorialisation of interventions in the Wielkopolska Regional Operational Program 2014+. 
7 Regulation of the European Parliament and of the Council No 1315/2013/EU of 11 December 2013 on Union Guidelines for  
the development of the trans-European transport network, and repealing the Decision No 661/2010/EU. 
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an intermodal transport network of relatively high density, which ensures accessibility to all European 
regions (including the peripheral regions). Regarding the fact that road No 11 is an important 
communication route, and through its connection – in the northern part of the region – with S10 
expressway, it will pose a significant element of the Baltic-Adriatic Corridor, during the next revision  
of guidelines for TEN-T, there is a need to take the efforts heading to its junction – especially the Poznań 
– Piła road section – with the core network, i.e. covering the connections of a strategic significance for 
the European and world transport flows. 

As a consequence of revision of the TEN-T network in 2013, currently the following are included 
in the comprehensive network in Wielkopolska (excluding the core network road sections): 

• road No 11 (intended to be S11) Kołobrzeg – Koszalin – Piła – Poznań – Ostrów Wielkopolski  
– Tarnowskie Góry – A1; 

• road No 5 (intended to be S5) A1 (Grudziądz) – Bydgoszcz – Poznań – Leszno – A8 
(Wrocław); 

• road No 10 (intended to be S10) A6 (Szczecin) – Piła – Bydgoszcz – Toruń – S7 (Płońsk); 

• railway line No 353 Eastern Poznań – Inowrocław – Skandawa; 

• railway line No 131 Chorzów Batory – Tczew (as a passenger route). 
While the elements of the core network, being the key part of the comprehensive network, 

covering the connections of strategic significance for the largest European and world transport flows, 
are as follows in Wielkopolska: 

• road A2 (Berlin) state boarder – Świecko – Poznań – Łódź – Warszawa – Biała Podlaska – 
state boarder (Minsk); 

• road No S8 Wrocław – Kępno – Sieradz – A1 – Warszawa – Choroszcz (S19); 

• railway line No 3 West Warszawa – Poznań – Kunowice; 

• railway line No 271 Wrocław Main Station – Poznań Main Station; 

• railway line No 351 Poznań Main Station – Szczecin Main Station; 

• railway line No 131 Chorzów Batory – Tczew (as a freight route); 

• a planned line of high-speed railway Warszawa – Łódź – Poznań/Wrocław (so-called “Y”), 
with a connection in the direction of Berlin; 

• Poznań city node; 

• Poznań-Ławica Airport. 
Expansion of TEN-T in Wielkopolska gives an opportunity to obtain significant resources for 

qualitative and quantitative improvement of condition and functionality of the whole communication 
system of the region. This network is important for the region as it binds the regional system with  
the external system, embedding it into the single European transport area. 
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Tomasz Kuźniar, Jacek Wilczkowiak 
Wielkopolska Spatial Planning Office in Poznań. 

 

EUROPEAN CORRIDORS IN THE SPATIAL 
DEVELOPMENT PLAN OF THE WIELKOPOLSKA 
REGION 

 

Introduction 

Shaping of directions for development of transport systems is one of the most important 
objectives of spatial planning on the regional level. The need to ensure an efficiently functioning 
communication passage results from the need it plays in stimulation of development of the whole 
region. A well-developed network of roads, railways and waterways, complemented with airports and 
transport hubs, provides a basis for mutual connections of particular centers and areas, it conditions 
the possibility of growth poles’ impact on their surroundings, and ensures accessibility of the whole 
region and its particular parts, on the regional scale as well as in the national and international 
relationships. 

Communication routes included in the Trans-European Transport Network – TEN-T – are  
of special significance for development of Wielkopolska. Pursuant to the Regulation passed by the 
European Parliament and of the (EU) Council No 1315/2013 of 11 December 2013, this network is 
intended to allow seamless, safe, and sustainable mobility of persons and goods, ensure accessibility 

and connectivity for all regions of the Union, and contribute to further economic growth and 

competitiveness in a global perspective. Objective of the EU policy in the context of development  
of TEN-T is establishment of mutual connections and interoperability between national transport 

network in a resource-efficient and sustainable manner. 
While adopting a crucial role of the Trans-European Transport Network in stimulation of the 

regional growth, a special subject of the spatial policy of the Local Government of the Wielkopolska 
Region is shaping of developmental direction of particular elements of the communication 
infrastructure, included in the transport corridors. 

 

Spatial planning on a regional level 

A basic tool for spatial policy on the regional level is the spatial development plan of a region. 
This document stipulates a spatial policy, target structure of a region and actions intended  
to implement supraregional public goals. The regional plan is an intermediary mean between  
the National Spatial Development Concept (KPZK) and studies of conditions and directions of spatial 
development of communes, posing – together with the regional strategy – an integral element of the 
system for regional development planning. It plays a coordinating role towards all undertakings. One 
of the most important tasks of the regional plan is determination of elements of a settlement network 
in the region, as well as their communication and infrastructural connections, including the directions 
of trans-boundary connections. 

The international communication condition, including the transport and TEN-T corridors that go 
through Wielkopolska are included in the applicable Spatial development plan for the Wielkopolska 
Province, adopted by the Wielkopolska Regional Assembly with the Resolution No XLVI/690/10 of 26 
April 2010. This document points to existing TEN-T elements, as well as those planned by the EU, 
covering the A2 motorway, S5 expressway Poznań – Gniezno – Grudziądz (A1) fragment, S8 expressway 
Wrocław – Kępno – Sieradz – A1 motorway (Łódź), railway line 3 (Berlin) – Kunowice – Poznań – 
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Warszawa – (Moscow), railway line 353 Poznań – Gniezno – Inowrocław fragment, railway line 271 
Poznań – Leszno – Rawicz – Wrocław, railway line 351 Poznań – Szczecin and the Poznań – Ławica 
Airport. 

Provisions of the document signaled the need to expand the TEN-T transport corridors, including 
verification of the network within the Wielkopolska Region, among others, through a proposal for 
acceptance of a new corridor on the Poznań – Wrocław fragment, as a continuation of the current 
Grudziądz – Bydgoszcz – Poznań corridor, or expansion of the network with a Szczecin – Piła – Bydgoszcz 
– Toruń corridor , joining the north-western parts of the country with the existing corridors of the 
central and eastern Poland. The document also pointed a new corridor, i.e. Kołobrzeg – Koszalin – Piła 
– Poznań – Kępno – Katowice, leading through three strategic regions of the country, which would 
cover the S11 expressway and the following railway lines: No 272 Poznań – Kluczbork, No 354 Poznań 
– Piła and No 405 Piła – Szczecinek. 

 

New legal circumstances 

There were new guidelines determined in 2013, regarding development of the Trans-European 
Transport Network TEN-T. Pursuant to the Regulation of the European Parliament and of the (EU) 
Council No 1315/2013 of 11 December 2013, there were a comprehensive and a core network 
determined for particular types of transport. There were also corridors of the TEN-T core network 
established, intended to implement the network more effectively and accelerate the works over 
infrastructural projects that are crucial for elements of the whole network.  

Purpose for introduction of the corridors is coordination of various projects on a supranational 
level, which should contribute to development of the core network infrastructure, especially in  
the scope of solving the problem of bottlenecks, intensification of transboundary connections  
or improvement in efficiency and sustainable nature of the transport system. According to  
the assumptions, these actions should support improvement of cohesion in the EU regions through 
better territorial cooperation. The core network corridors are supposed to be implemented by 2030. 
There are nine corridors established within the EU area, two of which go through Poland: The Baltic-
Adriatic Corridor and the North Sea-Baltic Corridor. 

Determination of a new outline of the Trans-European Transport Network TEN-T, including  
the transport corridors, has become one of significant premises for revision of planning documentation  
of the Local Government of the Wielkopolska Region, including the spatial development plan  
of the Region. First of all, it became necessary to include new international connections and 
determination of a new spatial policy as regards shaping of the Region’s communication system, 
pointing to priority direction and actions in relation to development of particular transport networks. 

 

Spatial development plan of the Region 

Works over the Spatial development plan of the Wielkopolska Region were started in 2014. 
Wielkopolska 2020+ (the Spatial development plan of the Wielkopolska Region, PZPWW) along with 
the Spatial development plan of the Poznań urban functional area – Poznań Metropolitan Area 
(PZPPOM). The need to draft a new document resulted from the state development governance model 
introduced in recent years, based on strategic planning with varied time horizons. The key element  
of the system was to integrate socio-economic planning with spatial planning, expressed with 
formulation of development goals and directions, including their territorial dimensions. As a result, 
new strategic, program and planning documentation emerged, the findings of which impacted  
the shape of spatial planning of the whole country and particular regions. This documentation includes 
first of all the National Spatial Development Concept 2030 (KPZK 2030) and the Developmental Strategy 

for the Wielkopolska Region until 2020. Wielkopolska 2020. These documents established new 
objectives of the national and regional development policy in the perspective of the nearest years, and 
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determined the frameworks for functional planning, at the same time delegating its implementation 
through the spatial development plan of the Region.  

The new spatial development plan of the Wielkopolska Region will be complementary 
document, compliant with the Developmental strategy of the Wielkopolska Region until 2020. The role 
of the document will be first of all to implementation of the territorial dimensions of the strategic 
developmental objectives for the Region, by designating spatial distribution of implementation areas 
of strategic and operational objectives, with consideration of the spatial order and sustainable 
development aspects.  

Purpose of the Region’s plan will be to determine the spatial policy, directions for spatial 
development and areas for implementation of investment tasks. This document will play a coordination 
role through integration of spatial policies of the national and regional level, and direction, actions and 
tasks resulting from the Region’s strategy, regional sectoral programs and investment plans  
of particular entities. What is more, it must be noted that the spatial development directions 
determined in the plan, along with principles for development of functional areas, as well  
as distribution of public purpose investments of supralocal relevance, will pose a condition for 
reconciliation of local level documentation. Therefore, the Region’s plan, as a basic tool for execution 
of spatial policy of the local government, through pointing to location of the most important elements 
composing the region’s transport system, will first of all serve to provide spatial conditions for 
implementation of crucial communication investments in Wielkopolska. 

 

International connections 

Draft projects of the Regions put special emphasis on the notions related to communication 
conditions. The significant potential for shaping of spatial development in the Wielkopolska Region 
embraces the advantageous location of the Region, within range of the main transport route  
of international significance.  

The area of the Region is crossed by roads covered by the European Agreement on Main 
International Traffic Arteries (AGR): E30 (A2) Cork – London – Hague – Berlin – Warszawa – Minsk – 
Moscow – Omsk, E67 (S8) Helsinki − Tallinn − Riga − Kaunas − Warszawa − Wrocław − Hradec Kralove − 
Prague and E261 (S5) Świecie – Poznań – Wrocław. Furthermore, Wielkopolska is located on  
the crossroads of the main railway routes covered by the European Agreement on Main International 
Railway Lines (AGC): No E20 (No 3) Ostend – Brussels – Hanover – Berlin – Poznań – Warszawa – Minsk 
– Moscow – Omsk – Irkutsk – Vladivostok – Petropavlovsk and E59 (No 271 and 351) Malmo/Ystad – 
Świnoujście/Szczecin – Poznań – Wrocław – Opole – Chałupki. Among the railway lines stipulated in 
the AGC, those that are the most important ones for multimodal transport are C-E20 (No 3) Kunowice 
– Poznań – Warszawa – Terespol and C-E65 (No 131) Gdynia – Gdańsk – Bydgoszcz – Katowice – 
Zebrzydowice, which are additionally covered by the European Agreement on Important Combined 
Transport Lines and Related Installations (AGTC). A significant component of the Region’s 
communication system is also the Noteć river, providing certain potential for development  
of the inland waterways network. The European Agreement on Main Inland Waterways of International 
Importance (AGN) determined the E70 waterway in the lower part of the region (Warta, lower Noteć 
River) Rotterdam – Enschede – Magdeburg – Berlin – Bydgoszcz – Elbląg – Kaliningrad – Klaipeda. 

The draft plan of the region pays special attention to the course of transport network’s 
components, which are included in the Trans-European Transport Network (TEN-T). The core network’s 
components in the Wielkopolska Region include: railway lines No 3 (E20, C-E20), 131, (C-E65), 271 
(E59), 351 (E59), High-Speed Rail line (Warszawa – Łódź – Poznań/Wrocław), A2 motorway (E30), S8 
expressway (E67), Poznań-Ławica Airport, Poznań railway and road terminal and the Poznań city hub. 
The comprehensive network, apart from the core network’s elements, includes: railway line No 353, 
the planned High-Speed Rail line (Poznań – state border) and S5 (E261), S10, S11 expressways. 

 
  



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

31 
 

Fig. 1. International communication connections 

 

 
Source: Developed by the Wielkopolska Spatial Planning Office 2017 

 
The especially important communication conditions of international significance include 

location of Wielkopolska on the crossroads of two transport corridors determined within the TEN-T 
core networks. They are:  

• the Baltic-Adriatic corridor leading from the ports in Gdańsk and Gdynia, and in Szczecin 
and Świnoujście, through the Czech Republic, Slovakia and Austria, to the ports located  
at the Adriatic Sea, in Koper, Trieste, Venice and Ravenna; 

• the North Sea-Baltic corridor, spreading from the ports at the North Sea in Antwerp, 
Rotterdam, Amsterdam, Hamburg and Bremen, through Poland, to ports of the Baltic 
countries in Klaipeda, Ventspils, Riga, Tallinn and Helsinki. 

Within the borders of Wielkopolska, the Baltic-Adriatic corridor is created by the railway lines 
No 271, 351 and 131, the Poznań-Ławica Airport and the Poznań railway and road terminal while  
the North Sea-Baltic corridor covers the railway line No 3, A2 motorway, Poznań-Ławica Airport, Poznań 
railway and road terminal and a fragment of the future High-Speed Rail, Warszawa – Łódź – Poznań. 

 

Interregional connections 

The most important elements ensuring international connections of Wielkopolska also play  
a significant role in interregional connections. In draft of the Spatial development plan  
of the Wielkopolska Region. Wielkopolska 2020+, attention was drawn to the key role played by 
national roads of the highest technical class: A2 motorway, posing the most important communication 
passage, connecting to the Lubuskie and Łódzkie Regions, S8 expressway that connects the southern 
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parts of Wielkopolska with Dolnoślaskie and Łódzkie Regions, as well as the existing and implemented 
fragments of the S5 expressway, ensuring target connections with the Kujawsko-Pomorskie and 
Dolnoślaskie Regions. A significant problem is lack of connection of this level with Zachodniopomorskie, 
Pomorskie and Opolskie Regions. The remaining national and regional roads ensure connections to all 
neighborhood regions, however regarding the existing technical parameters, their capacity is limited. 

The radiant distribution of railway lines, spreading from the Region’s capital city, connects 
Wielkopolska to the neighboring regions. The most important ones are the main railway lines: No 3 – 
with the Lubuskie and Łódzkie Regions, No 131 – with Kujawsko-Pomorskie and Łódzkie Regions,  
No 271 – with Dolnoślaskie Region, No 351 – through the Lubuskie with Zachodniopomorskie Region.  
A complementation of the main lines are first-rate railway lines of national significance, connecting  
the Wielkopolska Region through the following railway lines: No 14 – with Łódzkie, Lubuskie and 
Dolnoślaskie Regions, No 18 – with Kujawsko-Pomorskie Region, No 203 – with Lubuskie Region,  
No 272 – with Opole Region, No 353 – with Kujawsko-Pomorskie Region and No 355 – with Dolnoślaskie 
Region. 

The existing outlay of inland waterways connects the Wielkopolska Region with the Lubuskie 
and Kujawsko-Pomorskie Region through the lower Noteć River, Warta and Ślesiński Channel. 

 

Intraregional connections 

Intraregional connections are equally important when planning spatial development. Here, it 
must be noted that the basic communication system, which is intended to provide accessibility  
of Wielkopolska on a national and European scale, also play an important role in operation of particular 
parts of the Region, first of all in connections with the Region’s capital city. 

The performed analysis of internal conditions proved a relatively high level of development  
of the communication networks. The Wielkopolska Region is characterized with a well-developed road 
network, where a superior role i played by national and regional roads, including first of all the A2 
motorway, fragments of S5, S8, S10 and S11 expressway and the remaining national and regional roads. 
A significant problem is lack of a cohesive network of expressways, important in case of national and 
international connections. In the region, the only one completely implemented expressway is the S8 
road. The missing fragments of the S5 road are currently under implementation. Negative impact on 
capacity of the road network of the region, especially on the north-south direction, is exerted first  
of all by the fact that there is no S11 road, which was implemented only on fragments that pose ring 
roads to selected cities. Currently, there are no fragments of the S10 expressway implemented in 
Wielkopolska. A significant barrier for development of the region is also posed by an insufficient – when 
compared to the needs of increasing traffic – number of ring roads, in stretches of national and regional 
roads, especially within urbanized areas. Intensification of road traffic in cities and within rural areas 
leads to collisions and conflicts of overlapping of local traffic on transit traffic. A road system  
of the region is characterized with above-average intensity of traffic – on the national scale – especially 
in the neighborhood of Poznań. 

Wielkopolska has a well-developed railway network, covering 9.8% of the general length  
of the railway network in the whole country. Within the borders of the region, 67% of the fragments is 
electrified, especially of the lines of national importance (except the lines No 203 and 403 and  
the fragment of the line No 14 Krotoszyn – Głogów). Among the fragments of regional significance, 
lines No 354 and 405 as well as fragments of the line No 181 (Herby Nowe – Kępno) and 281 (Oleśnica 
– Gniezno) are electrified. Total length of lines with two or more tracks is 61% of the total length in the 
Region. All lines of national significance have two or more tracks (except line No 403), and two 
fragments of the line of regional importance No 354 (Poznań – Oborniki and Dzięmbówko – Piła). 
However, the railway network is characterized with a significant level of decapitalization of railway 
routes. Low technical parameters result in reduction of trains’ speed, thus lowering the level  
of competitiveness of railway when compared to vehicle transport. A positive phenomenon is 
systematic modernization of selected fragments of railway lines, serving to increase the line capacity, 
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improve accessibility of railway as an alternative for other types of transport, reduction in time of travel 
and improvement of transport quality. 

An especially significant element of the Wielkopolska Region’s transport system is the Henryk 
Wieniawski international Poznań-Ławica Airport that operates passenger and freight traffic on national 
and international connections. When it comes to the number of checked passengers, the airport takes 
the 7th place in the country, with capacity of about 3 mln passengers per year. 

In the Wielkopolska Region, the transport potential of the inland waterways network created 
by the following, remains unused: free-flowing Warta (a fragment of the Ślesinski Channel to Luboń, Ia 
class, and a fragment from Luboń to the boarder of the Region, Ib class), the lower Noteć River 
connected to the sewage system (Ib class), Ślesinski Channel (II class), and ports in Krzyż Wielkopolski 
Czarnków, Ujście, Konin and Poznań. The most important water route in Wielkopolska is the Noteć 
River, posing the key fragment of the waterway connecting the Oder and Vistula rivers. Minor 
importance for the waterway transport in Wielkopolska results from a bad technical condition  
of waterways and ports, as well as low water levels, exerting adverse impact on development of this 
branch of transport. 

In recent years, within the Wielkopolska Region, there has been an increase in significance  
of intermodal transport observed, consisting in use of a single transport unit and at least two different 
means of transport. In the Region, the intermodal transport is carried out based on the road and railway 
communication, with use of six intermodal terminals: Gądki (Kórnik commune), Kalisz, Poznań-
Franowo, Poznań-Rudnicze, Swarzędz, Szamotuły. What is more, there are two currently unexploited 
terminals in Wielkopolska, holding infrastructure that is necessary for intermodal operation: Kobylnica 
(Swarzędz commune) and Poznań-Garbary. 

 

Spatial development model of the Region 

The performed analysis of external and internal conditions allowed to formulate a model  
of spatial development, posing a basis for determination of the spatial policy’s objectives. The spatial 
development model for the Region was based on the assumptions of the development model for 
Wielkopolska until 2020, determined in the Developmental strategy for the Wielkopolska Region until 

2020. Wielkopolska 2020. This model is based on the diffusion-absorption development concept, 
assuming support for the growth poles, i.e. the areas of the highest socio-economic potential, which 
are to pose the source of development factors, along with simultaneous strengthening  
of the neighboring areas. According to the adopted assumptions, the Region will develop as a result  
of diffusion of the growth poles into the environment. The Wielkopolska Region’s spatial development 
model determined the basic elements of a settlement network, functional and spatial zones as well as 
the main connections that will be the development determinants. According to the made assumptions, 
their applicable shape should ensure sustainable development of the whole region. Achievement  
of an assumed form of spatial organization will be possible by determination of adequate spatial policy 
and implementation of determined directions for spatial development. 

An especially important element of the spatial development model is posed by link of particular 
elements of the settlement model, posing a condition for mutual impacts between the centers.  
The adopted concept determined the connections of metropolitan significance of Poznań (network 
connections between Poznań and metropolises – Warszawa and Łódź, Bydgoszcz, Toruń and Tricity, 
Szczecin, Wrocław, Upper Silesian Agglomeration and Berlin), connections of metropolitan significance 
of the neighboring metropolitan centers (network connections of Szczecin with Bydgoszcz, and 
Wroclaw with Warszawa and Łódź, going through the Wielkopolska Region), as well as the remaining 
connections of supraregional significance (network connections between Poznań and regional cities, 
and network connections of the remaining urban centers of regional and subregional significance with 
the largest cities of the state), as well as connections of regional significance (network connections 
between particular urban centers within the Region: metropolitan, regional, subregional and local). 
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Following the made assumptions, the basis for diffusion processes of the growth poles 
development into their surroundings will be, among others, a well-developed communication system. 
Cohesion of transport system will pose a necessary condition for acceleration of development  
of the whole Region, improvement of its accessibility, competitiveness and attractiveness, both as  
a place for work or residents and investment space. Therefore, spatial policy will be focused on 
improvement of connections for all parts of the Region. 

 

Shaping of a cohesive communication system of the Region 

In order to implement the spatial development model of the region, there were eight objectives 
of the spatial policy determined in the Spatial development plan of the Wielkopolska Region. 
Wielkopolska 2020+, cohesive with strategic objectives of the Developmental strategy for  

the Wielkopolska Region. Wielkopolska 2020, regarding varied areas of spatial planning on a regional 
level. When it comes to transport notions, the main objective of actions of the local government was 
improvement of communication accessibility. The group of priorities of spatial policy includes first  
of all the need to construct the S11 expressway, posing one of the main communication axis  
of the region. This road will pose a key element of the network of motorways and expressways  
in Wielkopolska, ensuring connection of the Region’s capital to its peripheral parts. As a result, its 
implementation will contribute to improvement of Wielkopolska cohesion and accessibility of areas 
that require support for socio-economic development. An important priority for spatial planning is also 
modernization of railway lines, and as a result increase in significance of rail transport and relief for the 
road network, especially in the surrounding of the largest cities of the Region. 

The basic direction for spatial planning will be shaping of a cohesive communication system  
of the Region, covering the most important elements of the road, railway, airway and water system, 
which will form a basis for implementation of priority investment actions, serving improvement  
of communication accessibility of the region. The draft document points to the most important 
elements of the communication system, ensuring connections of an international character, located  
in transport corridors, while there was a separate typology of communication connections determined 
for internal operation: main-type connections (determined in relation to European corridors to ensure 
connections of Poznań and cities of supraregional and regional significance with other regions of the 
country) and complementary connections (determined to ensure connections of a regional and 
supralocal significance for Wielkopolska, also with the neighboring regions). There was also  
a classification of the railway connections adopted for the Region, specifying the system  
of interregional railway (operating the region’s connections to the largest cities of Poland, covering 
railway lines of national importance) and the regional railway systems (ensuring operation  
of the Region, railway lines of regional significance). The main elements of the Region’s communication 
system also include the Poznań-Ławica Airport and waterways of the lower Noteć River, Warta and 
Ślesiński Channel. 

According to the draft plan of the Region, shaping of a cohesive communication system  
of the Region will be carried out through development and integration of particular elements  
of road and railway communication, water and air transport, as well as development of logistics 
operations. There was a series of actions determined for implementation of a cohesive communication 
system. 

When it comes to development of road communication, attention was first of all paid to the 
need to increase accessibility of network through modernization and development of the existing road 
system, including especially the roads covered by the main and complementary type of communication 
links, with a possibility to change the course of particular road fragments, considering the existing 
natural, cultural, settlement, technical and economic conditions, development of new national roads 
(including the expressways), modernization of existing national roads, development of ring roads for 
cities or development of new supralocal roads. An important action will also be improvement  
of technical parameters of the existing road network, including adjustment of selected national and 
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regional roads to target technical classes, adjustment of national roads to required load-bearing 
capacities (in case of those included in the TEN-T, up to 11.5 t/axis), or liquidation of level crossings,  
as well as development of two-level crossings of roads with railway lines, covered by international 
agreements. 

 
Fig. 2. Communication system of the Region 

 
Source: Developed by the Wielkopolska Spatial Planning Office 2017 
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Within the scope of development of railway communication, stress was put on the need to 
increase accessibility of the railway network through construction of new and modernization of existing 
railway stations and stops, expansion of the Poznań Railway Hub, development of interchanges 
integrating railway, tram, bus and road traffic, use of the existing lines in passengers traffic, and 
reinstitution of railway traffic on inactive railway lines, or development of a metropolitan railway 
system. There must be construction of a new railway connection pointed within the group of significant 
actions embedded into the Trans-European Transport Network TEN-T, for operation of the Poznań-
Ławica Airport and improvement of rank of railway lines No 354 Poznań – Piła and No 405 Piła – Ustka, 
to strengthen connections of the Wielkopolska Region with Central Pomerania. Furthermore, it is 
planned to improve technical standards of the existing railway lines, including adjustment of the freight 
lines embraced within the TEN-T core network, No: 3, 131, 271, 351 to the speed of ≥100 km/h (for 
freight trains), minimum permitted load on axis reaching 22.5 t, and a possibility to start trains that are 
740 m long, as well as full implementation of the European Railway Traffic Management System 
(ERTMS) on lines of the TEN-T core network. The key investment in the Wielkopolska Region, included 
into the Trans-European Transport Network TEN-T, is construction of a new line of High-Speed Rail, in 
the so-called “Y” distribution, connecting Warszawa, Łódź, Poznań and Wrocław. 

Furthermore, the draft document stipulates actions related to development of water and air 
transport, including modernization of the main, regional Poznań-Ławica Airport, allowing to increase 
the number of air operations in passenger and freight traffic, guaranteeing road and railway 
connections. There were also actions pointed out in the scope of development of logistics operations, 
including construction of a network of logistics centers operating intermodal transport on 
international, national and regional connections. It is planned to determine, communicate and apply 
technical infrastructure on investment areas, especially in the scope of main transport hubs, as well as 
to develop multimodal transport based on the existing and planned infrastructure, especially within 
the main transport hubs (specifically Poznań, Konin, Września, Piła, Kalisz, Ostrów Wielkopolski, Kępno 
and Krzyż Wielkopolski). 

 

Poznań city hub 

The main transport hub of the Region is Poznań, located on the crossroads of two trans-
European transport corridors. The city of the Region is a place where two roads that are most important 
for operation of the Region cross, as well as the national and international railway lines (No: 3, 271, 
351, 353) and roads (A2, S5, S11). There is an international airport and numerous transshipment 
terminals. 

Concentration of particular elements of the transport infrastructure in the Poznań Metropolitan 
Area causes a series of problems related to capacity of the road and railway network. It results first  
of all from the increasing traffic intensity on transit routes and in local traffic. The bottlenecks that 
should be pointed out are among others lack of the third track on the railway line No 3 between  
the stations of Poznań Main Station and Poznań Wschód, or lack of the third traffic lane on the A2 
motorway between the Poznań Komorniki and Poznań Krzesiny hub. A significant problem is also posed 
by lack of particular road fragments posing the target ring system of the city, especially in the north-
eastern part of the area. 

A solution for the identified communication problems in the central part of the Region requires 
implementation of a series of actions. According to the draft of the Spatial development plan  

of the Poznań urban functional area (PZPPOM), there are plans for implementation of a ring and band 
communication model. According to the assumption, roads and railway lines that are band-shaped, will 
ensure accessibility of Poznań at internal and external connections. The roads that are ring-shaped 
(communication frames and external road rings), and railway rings of Poznań will play a function  
of distributing traffic in the center and within suburban areas. The system of communication 
frameworks of Poznań, especially the I and II frame, operates the inter-urban (between districts) 
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connections of Poznań. The external road rings will pose a continuation of the ring-shape within the 
remaining area. In relation to III communication framework, the rings will ensure operation  
of territories closest to the city, as well as settlement units located at a distance of about 20 km 
(External Short-Distance Road Ring) and 40 km (External Long-Distance Road Ring) from the center  
of Poznań. 

At the same time, attention should be paid to the fact that the development model  
of the Poznań Metropolitan Area is based on an assumption of preferences for transport systems based 
on the collective means of transport. It is planned to develop an integrate collective transport model, 
based on the metropolitan railway, where the railway network will be related to other subsystems  
of collective communication in organizational and spatial terms: suburban bus communication, urban 
communication in Poznań in interchanges, and with individual transport at places of Park&Ride car 
parks. Broader use of collective transport in operation of the area should contribute to limitation  
of traffic intensity generated by individual transport, thus to improvement of the whole city hub 
functioning. 

 
Fig. 3. Poznań city hub 

 
Source: Developed by the Wielkopolska Spatial Planning Office 2017 
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Implementation of the Spatial development plan of the Region 

The main objective of the Spatial development plan of the Wielkopolska Region Wielkopolska 

2020+ is to determine the spatial policy implementing the territorial dimensions of goals  
of the Developmental strategy of the Wielkopolska Region until 2020. Wielkopolska 2020 and 
establishment of frameworks for implementation of investment tasks stipulated in the Wielkopolska 
Regional Operational Program for 2014-2020. Spatial policy of the Local Government of the Region on 
the regional level in relation to development of the transport system will consist in protecting  
the possibility to implement public-purpose investments of supralocal significance. 

It should be emphasized that particular undertakings established in the Region’s plan, related 
to expansion of the communication system’s elements, as public-purpose investments of supralocal 
significance, will pose a basis for their inclusion into the planning documents of a local level. 
Implementation of the Region’s plan on the level of communes will consist in gradual adjustment  
of conditions studies and directions for spatial development of communes, and local spatial 
development plans to provisions of the spatial development plan of the Region, including public-
purpose investments of supra-local significance. It should be highlighted that consideration of all 
public-purpose investments of supralocal significance will pose a necessary requirement to recognize 
compliance of the conditions study and directions for spatial development of a commune with 
provisions of the spatial development plan of the Wielkopolska Regions, and of the local spatial 
development plant as regards tasks for the Local Government of the Region. 

At the same time, it should be noted that regarding the scale of the document, courses  
of particular investments are of an approximate character, identified by determination of spots that 
the investments are supposed to connect. Therefore, they are not binding when it comes to detailed 
location of actions in space. Localizations of particular elements must be clarified at the stage  
of developing the conditions study and directions for spatial development of the commune and local 
spatial development plans. 

 

Summary 

Determination of objectives and directions of development of the Wielkopolska Region is a basis 
of all strategic, planning and program documents, adopted on the regional level. Especially significant 
are the actions related to development of transport system, the functioning effectiveness of which 
conditions the possibility of the largest cities to impact their surroundings, and decides about 
accessibility of the Region and its particular parts in intraregional, national and international 
connections. 

On the one hand, advantageous location of Wielkopolska at the crossroads of transport 
corridors give some opportunities to stimulate the region’s growth, and on the other it causes the need 
to adjust the existing communication infrastructure to the requirements of the Trans-European 
Transport Network TEN-T. A task of the Local Government of the Region is to undertake actions for 
implementation of particular investments, necessary for efficient operation of all transport systems, 
but first of all to guarantee the possibility of their implementation. 

A basic tool allowing determination of communication investments location is the spatial 
development plan of the Region. Gradual implementation of the document on the local level,  
by introducing its provisions into the conditions studies and directions for spatial development  
of communes and local spatial development plans will assure accessibility and communication 
cohesion of Wielkopolska. A cohesive communication system of the Region will contribute to effective 
use of developmental potential to the benefit of an increase in competitiveness of the region, serving 
improvement of the residents’ life quality in sustainable development conditions, posing the general 
objective of the Region’s development.  
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WIELKOPOLSKA REGIONAL OPERATIONAL 
PROGRAMME FOR 2014-2020 AND 
TRANSPORT PLAN FOR THE WIELKOPOLSKA 
REGIONS AS EXAMPLES OF IMPLEMENTATION 
INSTRUMENTS OF TRANSPORT POLICY  
OF THE LOCAL GOVERNMENT  
OF THE WIELKOPOLSKA REGION 

 
In recent years, there have been significant investments in the area of the transport 

infrastructure development made in Wielkopolska Region. However, there are still significant 
investment needs in that scope, and investments related to the transport infrastructure are 
characterized with significant costs. Therefore, the need to continue the support for this area with EU 
funds in the financial perspective 2014-2020 is more than justified. 

One of the most important implementation instruments of the development policy  
of the Wielkopolska Region, determined in the Development Strategy of the Wielkopolska Voivoideship  

by 2020. Wielkopolska 2020 is the Wielkopolska Regional Operational Programme for 2014-2020 
(WROP 2014+). WROP 2014+ is one of the programmes serving the implementation of the Partnership 
Agreement – a document determining the strategy of EU funds intervention in Poland for 2014-2020. 
The main objective of WROP 2014+ is “Improvement of competitiveness and cohesion of the region”. 

The total funding amount of the programme is 2,450,206,417 EUR, including 1,760,975,177 EUR 
within the European Regional Development Fund (ERDF) and 689,231,240 EUR within the European 
Social Fund (ESF). Out of the whole allocation of WROP 2014+ 16.9% (414 mln EUR) is directed to the 
implementation of actions within the Priority Axis 5 „Transport”. It is the second largest allocation  
of the programme, after Axis 1. “Innovative and competitive economy”. In addition, it is also necessary 
to take into account the amount targeted to support the urban low-emission transport within Axis 3 
“Energy” – EUR 205.6 mln. Total support for the transport area in WROP 2014+ may reach 619.6 mln 
EUR (i.e. almost 25.3% of the whole allocation and more than 35% of the ERDF allocation in the 
programme), out of which as much as 65% is related to collective, railway and urban transport. While 
comparing allocation of WROP 2014+ in the field of transport with allocation in the same field within 
WROP 2007-2013, it may be concluded that the current regional programme allocates a much higher 
amount for actions in the area of transport infrastructure and urban transport (by 196.6 mln EUR). 

WROP 2014+ is not a simple continuation of the intervention covered by the regional 
operational programme for Wielkopolska in the financial perspective 2007-2013. Its scope results first 
of all from the EU development priorities, adopted within the cohesion policy for the perspective  
2014-2020, but also from national conditions and development objectives stipulated in the Region’s 
developmentl strategy. On the EU Community level, the main document determining the EU 
development vision, is EUROPE 2020 A Strategy for smart and sustainable and inclusive growth (Europe 
2020 Strategy). This Strategy obliges Poland to implement the objectives determined on the EU level, 



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

40 
 

including the transport goals (among others creation of smart, modernized and fully connected 
transport infrastructure, provision of coordinated implementation of infrastructural projects within the 
Trans-European Transport Network TEN-T, focus on the transport in cities, sources of traffic density 
and emission). 

The European Commission, in the legislative package for funds for perspective 2014-2020 
determined the scope of possible funds intervention, formulating 11 Thematic Objectives (TO), and 
one of them is related to transport. There were priorities for the scope of possible intervention 
introduced in particular thematic objectives, by formulating so-called Investment Priorities, within 
which transport undertakings from a particular transport field can be supported. Generally, within the 
thematic objective regarding transport TO 7 “Promoting sustainable transport and removing 

bottlenecks in key network infrastructures”, support for investments intended to improve the condition 
of transport connections (both road and railway) between all main cities of Poland in the TEN-T and 
investments improving transport accessibility by connecting the communication nodes to the TEN-T 
(mainly in relation to connecting the second- and third-tier nodes to TEN-T) was adopted as  
the community priority in the scope of transport undertakings on the national level. In order to direct 
the fund intervention for implementation of this objective, there are certain limitation on  
the programming of transport support by EU fund, introduced by both the European Commission as 
well as national authorities.  First of all, there were preferences related to railway transport introduced. 
Other limitations apply to preferences for support of transport investments intended to include  
the areas into the higher-tier transport networks, e.g. the support for regional or even local roads 
depends on whether they are connected to the national roads network or TEN-T, or fill the gaps in the 
road network between urban centers. 

During the preparatory works of WROP 2014+, there was a diagnosis of challenges, needs and 
potentials of the areas performed, in the scope possible to be covered by the programme intervention. 
It was stated that the starting situation of Wielkopolska in the field of road and railway transport  
as well as city collective transport is characterized by: 

• advantageous location of the region towards European and national communication 
connections; 

• A2 motorway as a development factor for the central parts of the region; 

• insufficient communication of northern and southern parts of Wielkopolska; 

• distant location of many areas of the Region from the growth centers; 

• bad technical condition of some parts of roads – the best of national roads, worse  
of regional roads, the worst of local roads what is causing the marginalization  
of a significant parts of the Region; 

• increasing traffic burden on the roads; 

• lack of ring roads and insufficient number of bridges; 

• unsatisfactory road traffic safety level; 

• unsatisfactory collective transport and worsening communication conditions in cities; 

• a developed railway network, but poor technical conditions and deepening 
decapitalization of its major part; 

• insufficient quantity and quality of rolling stock, necessary to operate the regional 
transport, especially within Poznań agglomeration; 

• increasing emission of pollution from the means of transport; 

• bad condition of railway station infrastrucure; 

• insufficient quantity and quality of traffic control and information systems, integration 
systems of different types of transport, interchange centers, cycling paths, Park&Ride 
parkings, reducing emission of pollution into the atmosphere. 
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While considering the diagnosed starting situation, there were problems identified that 
determine the most important challenges to be faced by the region when it comes to transport. These 
challenges are first of all: 

• expansion of the road system, improvement of the condition of roads and traffic safety  
in order to enhance intraregional accessibility, as well as of the national and European 
systems of road communication; 

• strengthening of communication connections of marginalized areas with nodes areas, for 
their inclusion into the regional system of transport connections with national and 
European systems, as a development chance for those areas; 

• provision of conditions for mobility of the residents through infrastructural investments  
on regional railways, modernization of railway stations infrastructure, purchase  
of the rolling stock units and investments no the technical background for regional 
passengers carriage; 

• integration of communication in the area of Poznań agglomeration; 

• restructuring and development of low-emission collective transport and limitation  
of traffic in city centers. 

What is more, the Development Strategy of the Wielkopolska Voivodeship identifies, among 
others, the factors that shape differences in particular territories of the region. The most significant 
one among them is communication accessibility, including the distance from Poznań. Areas with  
the lowest transport accessibility to the regional center (Poznań) are determined in the Strategy as one  
of the categories of troublesome areas in a regional scale. 

One of the most significant challenges for development of the whole Wielkopolska Region is its 
inclusion into the system of national and European transport connections what in practice determines 
further development and integration of the region with the European Community. This challenge posed 
one of the leading motives for determination of the intervention field within WROP 2014+ in the scope 
of transport. The designed actions of supporting transport infrastructure pose a response for this 
challenged in the broadest possible scope. The supported elements of transport, road and railway 
infrastructure constitute direct or indirect connections of areas of Wielkopolska with the national 
networks and TEN-T, also strengthening the connections of Wielkopolska with two corridors of the 
TEN-T core networks passing through the Region’s territory: Baltic-Adriatic and Northern Sea-Baltic. 

Bearing in mind the above-mentioned factors, programme circumstances, initial conditions, and 
taking into account the development objectives stipulated in the Development Strategy  
of the Wielkopolska Voivodeship and the challenges, needs and potential regarding transport, 
identified in the diagnosis developed for the needs of WROP 2014+, there was an intervention field 
proposed in this scope, focused on supporting the actions within the selected Investment Priorities (IP). 

 
Support for road investments within IP 7b “Enhancing regional mobility by connecting secondary and 

tertiary nodes to  TEN-T infrastructure, including mutlimodal nodes”. 
Implementation of the above-mentioned Investment Priority will allow to improve  

the intraregional accessibility, but also the region’s accessibility to the national and European road 
communication system, especially through strengthening the connections with the TEN-T. It will also 
contribute to reduction of intraregional differences, strongly marked in the area of Wielkopolska.  
The specific objective of this Investment Priority, i.e. improvement of road transport conditions, is 
implemented through construction, reconstruction or modernization of regional and local roads 
(district and commune), binding the regional transport system in a whole, including it to the TEN-T 
network, and removing so-called bottlenecks, and taking the transit traffic out of the cities. Support 
may be granted to investments facilitating the connections between socio-economic centers, including 
the economic activity centers, developing investment areas, logistics centers or ensuring necessary 
connection to the network of motorways and national roads. It is also possible to support investments 
to the benefit of improvement as well as safety and capacity of traffic on those roads, regarding 
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pedestrian safety. Construction of ring roads also supports investments intended to relieve  
the communication systems of particular cities. 

Numerous areas of the region are distant from regional, subregional and local growth centers. 
They have limited possibilities of benefiting the positive development factors, generated by those 
centers. Strengthening of communication connections of such lands with nodes areas and their 
inclusion into the regional system of transport connections, linked to the national and European 
system, may strengthen the development opportunities of marginalized areas. Two basic types  
of undertakings are provided for implementation of those plans: 

• construction, reconstruction, modernization and extension of regional and local roads, 
along with the accompanying infrastructure, including the investments for improvement 
of traffic safety and capacity on those roads; 

• construction, reconstruction and modernization of engineering objects along the roads 
(bridges, viaducts, flyovers, road tunnels and other). 

When it comes to regional roads, in order to provide transport accessibility, it is possible  
to support investments in the scope allowing inclusion of those roads into the system of national roads 
or TEN-T, fulfilling the gaps in the road network between the regional centers and other cities,  
in accordance with the performed diagnosis that points out the problem of transport accessibility  
of those cities, whichplay important roles on local labor markets. In turn, investments in local roads 
(commune and district) are possible only when they provide direct connections to TEN-T, airports, 
freight terminals and logistics centers or platforms, or investment areas. 

It is anticipated that the result of investments within this IP will emerge of 24 km of new roads 
and reconstruction or modernization of 256 km of the existing roads. 

 
Support for railway investments within IP 7d “Developing and rehabilitating comprehensive, high 

quality and interoperable railway systems, and promoting noise-reduction measures” 
Implementation of the Investment Priority will contribute to promotion of the railway transport 

in Wielkopolska, as well as to improvement of connectivity to TEN-T. This will result in improvement  
of traveling conditions on the most decapitalized fragments of regional railway lines. This will 
contribute to the improvement of mobility of residents living in particular areas of the region, within 
the range of the reconstructed railway infrastructure. Thanks to the above, the effects of considerable 
latitudinal stretch of the Wielkopolska Region’s territory exerting negative influence on internal 
cohesion of the region will be weaker. This will also contribute to the Region’s residents having more 
possibilities to reach their work, schools, cultural centers and social services. 

The detailed objective of this IP, i.e. improvement of conditions for railway transport, is 
implemented through, among others, works of a modernization, rehabilitation and revitalization 
character, as well as development of railway lines outside the TEN-T, having significance for the system 
of regional transport in the Region, purchase and modernization of the rolling stock units for  
the regional passenger transport, as well as construction, modernization, rehabilitation of the railway 
stations infrastructure outside the TEN-T. When it comes to the railway infrastructure, there are plans 
for implementation of projects of great significance for the system of regional transport, contributing 
to improvement of mobility of the Region’s residents and conditions of traveling. 

The following types of undertakings are assumed for implementation of those plans: 

• modernization works on railway lines, significant for the system of regional transport  
in the Region, along with their extension; 

• purchase and modernization of the rolling stock units for the regional passenger transport; 

• construction, modernization, rehabilitation of the railway station infrastructure and 
railway stops; 

• construction, extension, modernization of infrastructure for the rolling stock service and 
maintenance. 
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It is anticipated that the result of the investments within this IP will be, among others, 92 km  
of reconstructed or modernized railway lines, 16 purchased or modernized rolling stock units, 10 
modernized railway stations. 

 
Support for low-emission urban transport within IP 4e “Promoting low-carbon strategies for all types 

of territories, in particular for urban areas, including the  promotion of sustainable mutlimodal urban 

mobility and mitigation-relevant adaptation measures” 
Development of low-emission urban collective transport in cities of the region is considered  

as one of significant challenges that requires support within this IP. Promoting clean urban transport 
also means  facing the increasing problem that cities struggle with, namely excessive traffic intensity 
on communication routes witin cities and roads that allow to reach them. 

The main result of the IP implemented through support for low-emission and energy-efficient 
urban transport will be to increase the number of users of this kind of transport, as well as limitation 
of pollution emission what will contribute to improvement of the environmental condition. Such 
actions as construction and reconstruction of the urban communication infrastructure, 
implementation of projects supporting integration of collective and individual transport (e.g. 
construction of Park&Ride and Bike&Ride parkings, interchange centers), construction of cycling paths, 
development of traffic control and other systems, will result in limitation of road traffic in city centers, 
and thus limitation of emission. 

The following types of actions are provided for implementation of those plans: 

• purchase of low-emission stock for public transport and construction/reconstruction  
of public transport infrastructure; 

• construction and reconstruction of urban infrastructure to limit road traffic in city centers; 

• projects in the scope of collective transport supporting integration with individual 
transport; 

• cycling paths connecting cities and their functional areas; 

• installation of energy-efficient street lighting; 

• informational and promotional actions. 
It is anticipated that the investment within this IP will result in, among others, 40 constructed 

integrated interchange nodes, 30 purchased units of passenger stock in public collective transport  
of urban communication, 148 km of cycling paths, instalation of 3 smart transport systems. 

 
Support for road investments within IP 9b “Providing support for physical, economic and social 

regeneration of deprived communities in urban and rural areas” 
Investments in the scope of road infrastructure may be also supported within IP 9b “Proving 

support for physical, economic and social regeneration of deprived communities in urban and rural 

areas”. Such support can be related to construction, extension, modernization or renovation of local 
roads within the revitalized area, as well as their connections to the public road network, but it is 
possible only under condition that such investments will be an element of comprehensive revitalization 
programmes, and will contribute to physical, economic and social revitalization and regeneration  
of the revitalized areas. 

 

Transport Plan for the Wielkopolska Region in the perspective until 2020 
The European Commission obliged  member states and regions to meet the requirements  

of ex ante conditions, i.e. provision of particular starting conditions allowing effective implementation 
of programmes co-financed from the EU funds. Trigger  of the financing from the operational programs 
funds in particular thematic scopes depends on meeting particular conditions and criteria. Two 
preliminary conditions were applicable in the field of transport within WROP 2014+, related  
to existence of a comprehensive plan or comprehensive frameworks related to transport investments 
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(with consideration of public transport on the regional and local level), which support the development 
of infrastructure and improve connectivity with the comprehensive and core TEN-T network, and 
existence of references to railway development in this document. These conditions were not met  
at the moment of the adoption of WROP 2014+ by the European Commission, therefore there was the 
Action Plan for the Wielkopolska Region prepared in order to meet the preliminary conditions regarding 
transport. The Plan stipulates that the document meeting the above-mentioned conditions will be the 
Transport Plan for the Wielkopolska Region. It covers a simplified, general analysis of transport needs 
of the Region and, in order to facilitate implementation of transport projects, it presents basic 
information about the planned investments, along with the main stages of implementation. 

The ex-ante conditions pertaining to transport within WROP 2014+ were met upon adoption  
of the Transport Plan by the Board of the Wielkopolska Region what took place on 4th August 2016. 
After the European Commission’s acceptance on 21st September 2016, “The Transport Plan for  

the Wielkopolska Region in the perspective until 2020” as a document meeting the ex-ante conditions  
in relation to transport, has become a core document determining framework conditions of support  
of the transport investments in the scope of 5th Priority Axis of WROP 2014+ “Transport”. 

The Plan is a certain specification of the objectives formulated for the scope of intervention  
of WROP 204+, focused on improvement of conditions for road and railway transport through 
improvement of cohesion, effectiveness, safety and capacity of the regional road and railway systems. 
It determines the principles for selection of projects of supporting regional and local roads, and railway 
projects, as well as for the railway station infrastructure. It also includes lists of investments on regional 
roads and those planned for implementation within the Integrated Territorial Investments and railway 
projects planned for implementation in the 2014-2020 perspective. 

The Wielkopolska Region, regarding its geographical location, is a space for passengers and 
freight transit, especially in European corridors, in the east-west and north-south directions. A key 
matter is for the region not only to be the transit area, but to be embed into the single European 
transport and good exchange system to the broadest possible extent, and thus into the European 
economic area. The transport plan determines the vision of the Wielkopolska Region’s transport 
system. It is as follows: “In the 2020+ perspective, the Wielkopolska Region’s transport system will be 

based on cohesive, efficient, safe infrastructure with satisfactory capacity, harmonized with the 

European and national transport area”. In order to transfer the developed vision of the Wielkopolska 
Region’s transport system into the space, it was crucial to construct target, expected models  
of the road and railway network after 2020. The models indicated in the Plan create a starting point for 
formulation of priorities, objectives, desired directions for investments, and finally for selection  
of the necessary investments. The essence of those spatial models is basing on the historically shaped 
network and considering functional connections of the Wielkopolska Region, both internal and 
external, that require adjustment, i.e. strengthening and development. These models distinguish 
particular elements of the system and provide them with an appropriate relevance and meaning  
in communication service of the Wielkopolska Region and the whole country and, in result, into  
the single European transport area. 

The formulated models determine the relevance of communication connections (ranks) in order 
to  define their role in relational character connections between the most important elements  
of the communication networks system in the country and Europe. There were 4 ranks of connections 
distinguished: 

• roads and railway lines of an international meaning – strictly referring to TEN-T, which – 
within the Wielkopolska area – covers the A2 motorway (E30), S8 (E67), S5 (E261), S10, 
S11 expressways, railway lines: No 3, 131, 271, 351, 353, the planned high-speed railway 
line (so-called “Y”), the Ławica Airports and the Poznań city node; 

• roads and railway connections of the national meaning – complementing the connections 
of international significance; they connect different regions within the western parts  
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of the country and they ensure efficient communication of Wielkopolska with other parts 
of the state, especially with cities of a metropolitan character; 

• roads and railway lines of a regional meaning – complementing the international and 
national network of connections, ensuring connections between the metropolitan, 
regional and subregional centers with the supraregional centers (district cities); 

• roads and railway lines of a supraregional meaning – complementing the model, ensuring 
its internal cohesion, therefore all areas of the region are provided with advantageous 
accessibility to the administrative centers of the region. 

 
Fig. 1. Target spatial model of the road network 2020+ 

 
Source: Transport Plan for the Wielkopolska Region in the perspective until 2020 

 
Spatial models, apart from roads ranks described above, also define types of internal 

communication connections for transport service of the Region, dividing the roads and railway lines 
into the main and complementary ones. The following types of connections were definied: 

• main-type connections – that refer to the TEN-T road network and provide connection for 
the main city centers of the region. This group includes roads of an international and 
national ranks (except roads No 22, 39 and 83, and the railway line No 403), as well as 
selected roads of a regional rank that are the most important communication routes in  
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the northern and south-western parts of the region. They are especially concentrated in 
the Poznań Metropolitan Area, regarding its demographic potential and traffic intensity; 

• complementary connections – joining cities in the Region with each other, outside  
the main connections. This type of connections covers majority of the roads of a regional 
rank, which – while being a reflection of direct local connections – complement  
the network of main roads. They are of fundamental significance for equal communication 
accessibility in each parts of the region, especially in connections inside districts, within 
areas of specific geographical conditions (e.g. Puszcza Notecka) and peripheral areas; 

• basic connections – the remaining roads, not included in the classification of the Region’s 
internal connections, which regarding the supralocal meaning, pose a complementation 
and extension of the model in the local dimensions, especially important in the Region’s 
peripheral areas. 

 
Fig. 2. Target spatial model of the railway network 2020+ 

 
Source: Transport Plan for the Wielkopolska Region in the perspective until 2020 

 
The main objective of the Transport Plan is the same as the general objective  

of the Development Strategy of the Wielkopolska Voivodeship, which is: “Effective use of development 

potential for the increase of competitiveness of the Region, to improve the quality of life of the residents 

in conditions of sustainable growth”. The details objectives and directions for intervention are: 



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

47 
 

• Specific objective 1. Improvement of cohesion: 

− Strengthening the connection to TEN-T and the national system; 

− Improvement of the intraregional cohesion; 

− Increase in input-output connections.  

• Specific objective 2. Improvement of productivity: 

− Adjustment to the needs of economic exchange; 

− Strengthening of connections to the labor market; 

− Better use for the availability of services. 

• Specific objective 3. Improvement of safety; 

− Limitation of accidents; 

− Reduction of adverse environmental impact. 

• Specific objective 4. Increase ofcapacity: 

− Improvement of technical parameters (bearing capacity, width, number of traffic 
lanes or roadways); 

− Limitation in the number of bottlenecks (bridges, cities ring roads). 
The Transport Plan also includes: 

• a comparison of investments related to the regional roads managed by the Regional 
Government of the Wielkopolska Region, and by the cities with district rights, prepared  
in accordance with the assumed criteria: 

− communication accessibility; 

− investment cost per 1 km; 

− economic growth of the region; 

− average daily traffic intensity; 

− connections to other regional roads or roads of a higher category; 

− improvement of road traffic safety; 

− technical conditions (according to the Road Surface Condition Evaluation System). 

• a comparison of investments on regional roads implemented within Integrated Territorial 
Investments. 

• determination of the most important criteria for selection of projects in a competitive 
procedure, in relation to local roads, which were formulated in the following manner: 

− a road is a connection to TEN-T, airports, freight terminals, logistics centers  
or platforms (a pass and primary criterion); 

− economic development of the region; 

− average daily traffic intensity; 

− average daily heavy traffic intensity; 

− no alternative high-capacity road connection; 

− continuation of a road section; 

− connection to the higher-category roads; 

− improvement of road traffic safety; 

− communication accessibility to a regional center. 

• the accessibility criteria, based of which the railway lines were selected, for which it is most 
necessary to undertake or continue the actions heading towards their modernization, 
namely: 

− significance of railway line; 

− planned support from the national level; 

− a railway line with a priority for passenger traffic; 

− direct connection to the Poznań Metropolitan Area. 

• basic assumptions on technical background of the Koleje Wielkopolskie company: 
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− location at the ends  of particular lines; 

− concentration of servicing maintenance; 

− location of maintenance points within own real estates; 

− performance of own tasks for 100% of the held stock within the assumed scope  
of maintenance levels, with an option of opening to the external market. 

• selection criteria for the projects within the scope of the railway station infrastructure: 

− the project assumes increasing accessibility of an object for the needs of persons with 
disabilities (a pass criterion); 

− improvement of transport effectiveness; 

− improvement of accessibility; 

− complementarity. 
 

Case studies – transport infrastructure projects connecting the Wielkopolska areas 

with TEN-T, implemented within WROP 2014+ 
Investment Priority 7b WROP 2014+ 

The extention of a regional road No 306, on the road sections from the city of Buk to  
the crossroads with the S5 road, as well as from the crossroads with the S5 roads to the crossroads 
with the 431 regional roads, whi is implemented with two projects can be used as the  example  
of a road investment connecting the Region’s areas with the transport system  

The first project, which is planned to be  implemented by Augustl 2019, covers the project 
development and the extention of the regional road No 306, on the road section, from the city of Buk 
to the crossroads, with the new course of S5 (before the city of Stęszew). The investment consists  
of the development of the regional road No 306, on the length of 12.8 km The beginning  
of the roadextention  is planned for the 31+946 km in the city of Buk, while the  end at the junction  
of the regional road 306 with the designed S5 expressway. The following construction works are 
planned: ground works; the demolition of the existing road surfaces and other roadelements; 
construction of new surface structures ,modernization and construction of engineering structures; 
modernization and construction of crossroads along with the change of the geometry and new traffic 
organization ; modernization and construction of bus turnouts, passageways, cycling sections, rain 
sewage system, the development of road exits, steel protective barriers, horizontal and vertical road 
signs; street lights installation; the road and connected roads signs, and the equipment of road traffic 
safety devices; development of teletechnical installation in the buit-up area. The total value of the task 
will reach 19.4 mln PLN, including the EU funds amounting to 16.5 mln PLN. 

The second project, planned within this activity to be implementedby the end of 2019, covers 
the investment located in the southern part of Wielkopolska, in the Poznań district, in the communes 
of Steszew and Mosina. It begins with a crossroad with the designed S5 road, and ends with a crossroad 
with the regional road No 431, in the town of Dymaczewo Nowe. The scope of works is similar as  
the one in the previous project, it also covers renovation of the road surface area and passageways on 
the overpass over the railway line. Length of the modernized regional roads will reach 8.2 km, there 
will be 9 road engineering structures and 14 crossroads constructed or modernized. The total value  
of this task will reach 30 mln PLN, and the EU funding 25.5 mln PLN. 

Another example of road connections with the European network through the local roads can 
be the project named “Construction and reconstruction of a district road No 3903P, on the road section 

from the regional road 305 to the Nietazkowo node of the S5 road”, with the anticipated 
implementation completion dateof  September 2018. The subject of the investment is construction 
and reconstruction of the road on section road  of the district road No 3903P, from the crossroads with 
the regional road 305, Wschowa – Wolsztyn section, through the town of Wijewo, Brenno, Zaborowiec, 
Wloszakowice, Bukowiec Gorny, Boguszyn, Bronikowo, Podsmigiel, to the node of the S5 expressway 
planned for construction, as  of the part of TEN-T. Furthermore, the project is an example  
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of cooperation between local authorities – it is implemented by the Leszczynski and Koscianski districts 
(project partner). Length of the district roads modernized within the project will reach 21.5 km, and 
the newly-constructed one 6.6 km. There will be also 6.7 km of cycling roads implemented, 1 ring road, 
6.7 km of passageways, 7 road engineering structures, 27 crossroads. Total value of this task will reach 
49 mln PLN, and the EU funding will be 36.7 mln PLN. 

 
Investment Priority 7d WROP 2014+ 

The example of activity within railway infrastructure is “Modernization of a railway line No 354 

Poznań Main Station PoD – Chodziez – Piła Main Station” implemented by the PKP PLK S.A. (Polish 
National Railway Lines joint-stock company). This project is significant for the region regarding its 
latitudinal spread of the area what causes problems in efficient communication of the northern part  
of the Region with its central area. This is one of the key investments for regional carriage in the 
Wielkopolska Region. The project, negotiated with the European Commission, is implemented as  
a large one within WROP 2014+. Railway line No 354 is an electrified line of regional and interregional 
significance. It is 94 km log (including 35 km, which is a two-track section), and it covers 8 railway 
stations and 12 passengers stops. Within the area of the Poznań Railway Node, it is connected with 
TEN-T, among other through important international routes E20/C-E20 and E59. 

The main result of the project implementation will be improvement in accessibility for the 
residents of the northern Wielkopolska to the capital city of the Region, and through the Poznań node, 
also to TEN-T. The latter was achieved by shortening the travel time (on the Poznań – Piła route by 46 
minutes on average), increase in capacity of the railway line, increase in reliability of railway transport, 
the improvement of accessibility for disabled individuals, the improvement of travel comfort as well as 
of railway traffic and travelers’ safety. The project is planned to be accomplished in May 2020. 

The funding agreement for implementation of this project within WROP 2014+ was reached on 
21 April 2017 (total value of the project is 614.9 mln PLN, including the ERDF funds of 424.9 mln PLN). 
The project assumes, among others, construction of passenger stops: Poznań Podolany, Osiedle 
Grzybowe, Zlotkowo, Golaszyn (Bogdanowo), as well as works on railway surface routes and correction 
of geometry curves, the modernization of stations’ track systems, the modernization of train platforms 
and umbrella roofs and small architecture, visual and sound information devices for travelers, works 
on crossings level, construction of new power connections (power from railway operation devices and 
lighting), the modernization of engineering structures, themodernization of railway operation devices; 
the modernization and reconstruction of lighting on train platforms, the modernization of crossings 
and track system, with application of new and energy-efficient solutions, and what is more the 
construction of monitoring and access control devices, electric heating of turnouts. 

 

Conclusion 
The designed scope of the intervention within WROP 2014+ in the area of transport is 

embedded into the implementation of priorities of the Europe 2020 Strategy. It will not be possible  
to implement the objectives of this Strategy within smart and sustainable development contributing  
to social inclusion without implementation of transport projects. Contribution of WROP 2014+ into 
removal of barriers in operation of the most important transport infrastructures will allow to increase 
competitiveness of the whole EU economy, and when combined with low-emission solutions, it will 
pose a significant factor for sustainable EU development. This intervention complies with principles  
of the Common Strategic Framework, according to which sustainable forms of transport and 
investment in Trans-European Transport Network, and in connection of regions to TEN-T, also pose  
a priority. Significance of development of this infrastructure is also emphasized in the Partnership 
Agreement, listing this issue among the most urgent challenges for Poland. Development  
of infrastructure, resulting in filling in the gap in the existing transport system, should contribute to 
improvement of Wielkopolska accessibility, and improve the investment attractiveness of the region 
to a great extent.  



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

50 
 

Agata Jakubowicz, Sylwia Górniak 
Wielkopolska Regional Territorial Observatory  
Department of Regional Policy of the Marshal Office of the Wielkopolska Region 

 

DIAGNOSIS OF TRANSPORT IN WIELKOPOLSKA 
 

1. Basic information about the region 

Wielkopolska is one of the crucial regions in Poland, playing an important role in numerous areas 
of the socio-economic life, bearing great significance for integration of the Polish and European space. 
On the national scale, it is the second region in terms of size (29.8 thousands km2), and third in terms 
of population (3,481.6 thousands persons at the end of 2016), located in the central-western part  
of Poland, in the area of Pomeranian Lakeland, Wielkopolska Lakeland and the Wielkopolska Plain. Its 
major part is located on a plain land with a small number of hills (in the southern part) and numerous 
clusters of lakes (in the northern and central part) and complexes of forests (especially in the northern 
part). A significant are of the region is occupied by arable lands – 64.8% (average in the country in 2016 
– 59.6%), and forest lands, tree-covered and shrubs-covered areas. The developed and urbanized lands 
pose 5.2% of the area. 

In administration terms, the region neighbors the Zachodnipomorskie and Pomorskie Regions 
(from north), Kujawsko-Pomorskie and Łódzkie Regions (from east), Opolskie and Dolnośląskie (from 
south) and Lubuskie Region (from west). It includes 226 communes clustered in 35 districts (4 of them 
are cities with rights of a district: Poznań, Kalisz, Konin and Leszno). 

Wielkopolska is a region with average population density (8th place in the country), however 
this indicator remains on a regular increase. In 2016, 116.7 persons lived on 1 km2 of the total surface 
area of the Region (while it was 122.9 persons in Poland). More than half of its population, i.e. 54.7% 
lives in 112 cities (status for the end of 2016). This indicator decreases slowly what is related  
to an increase in the number of residents on rural areas. The group of largest cities of the region include 
the center of national significance – Poznań (540.4 thousands of residents), being at the same time  
the capital city of the Region, as well as centers of regional and subregional significance: Kalisz (102.2 
thousands of residents), Konin (75.3 thousands), Piła (74.0 thousands), Ostrów Wielkopolski (72.5 
thousands), Gniezno (69.1 thousands) and Leszno (64.2 thousands). Similarly to majority of centers, 
these cities are characterized with a drop in the number of residents. The Poznań agglomeration 
dominates within the settlement structure. The Region is also distinguished with a high number of small 
and medium cities, gathering less than 10 thousands residents (74 cities). 

 

2. Transport infrastructure in the international system 

Wielkopolska stands out with its high location potential and relatively well-developed transport 
infrastructure. The Region owes a high location allowance to, among others, its localization within  
the system of the most important transport corridors, stimulating development of the regional 
transport connections. The Region is a place where the A2 motorway Świecko – Warszawa and railway 
line No 3 (E20) Kunowice Warszawa run through, posing important sections of the European transport 
networks, connecting significant metropolitan centers of the continent: Paris, Berlin and Moscow. 
Pursuant to arrangements made during the Pan-European Transport Conferences (crete 1994, Helsinki 
1997), there are two out of ten trans-European transport corrdiors going through the Wielkopolska 
Region: 

• Corridor II: Berlin – Poznań – Warszawa – Minsk – Moscow – Nizhnyi Novgorod, including 
a railway line E20 (No 3) with target maximum speed of 160 km/h and load of 225 kN/axis, 
and the A2 motorway; 
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• Corridor VIa: Grudziądz – Świecie – Gniezno – Poznań, being a branch of the Corridor VI 
Gdańsk – Katowice – Zylina, including the national road No 5 (S5) on the fragment  
of Bydgoszcz – Gniezno – Poznań and a railway line No 353 Eastern Poznań – Inowrocław 
– Skandawa. 

TEN-T 
Two out of ten Trans-European Transport Network corridors go through Poland and 

Wielkopolska: 

• North Sea-Baltic corridor that connects east ports of the Baltic Sea shore with ports  
of the North Sea, through Finland, Estonia, Latvia, Lithuania, Poland, Germany,  
the Netherlands and Belgium 

• Baltic-Adriatic corridor that connects Baltic with Adriatic through the industrialized areas 
of among others, Upper Silesia, Vienna, Bratislava, north-eastern Italy. 

The Trans-European Transport Network covers various types of transport, including within 
Wielkopolska: roads, railway lines, inland waterways, air terminals. Support for development  
of the network within the aid program of the EU – TEN-T – may be directed to large projects of common 
interest, the main objective of which is development of the single EU market by contributing to among 
others the sustainable development of transport networks, interoperability of the transport system 
and its cohesion with other types of transport, environmental protection and growth of safety 
standards, as a condition from smart, sustainable and socially inclusive economic growth. The change 
of guidelines for TEN-T, in force since January 2014, developed on the basis of the White Paper  
of the European Commission from 2011, entitled “Roadmap to a Single European Transport Area – 

Towards a competitive and resource efficient transport system”, introduced the need to strengthen  
the core transport network, mainly through performance of actions intended to eliminate  
the transboundary bottlenecks and dealing with the general increase in mobility. TEN-T is currently 
composed of two levels: 

• a comprehensive network – a multimodal transport network of relatively high density, 
which ensures accessibility to all European regions (including the peripheral regions). Total 
length of the comprehensive network is: 138,072 km of railway lines, 138,072 km of roads, 
23,506 km of inland waterways. The comprehensive network within Wielkopolska includes 
(excluding the fragments of the core network): 

− road No 11 (intended to be S11) Kołobrzeg – Koszalin – Piła – Poznań – Ostrów 
Wielkopolski – Tarnowskie Góry – A1, 

− road No 5 (intended to be S5) A1 (Grudziądz) – Bydgoszcz – Poznań – Leszno – A8 
(Wrocław), 

− road No 10 (intended to be S10) A6 (Szczecin) – Piła – Bydgoszcz – Toruń – S7 (Płońsk), 

− railway line No 353 Eastern Poznań – Inowrocław – Skandawa, 

− railway line No 131 Chorzów Batory – Tczew (as a passenger route), 

• the core network – being the key part of the comprehensive network, covering  
the connections of strategic significance for the largest European and world transport 
flows. Total length of the backbone network is: 68,915 km of railway lines, 59,630 km  
of roads, 23,506 km of inland waterways. The core network within Wielkopolska includes: 

− road A2 (Berlin) state boarder – Świecko – Poznań – Łódź – Warszawa – Biała Podlaska 
– state boarder (Minsk), 

− road No S8 Wrocław – Kępno – Sieradz – A1 – Warszawa – Choroszcz (S19); 

− railway line No 3 West Warszawa – Poznań – Kunowice, 

− railway line No 271 Wrocław Main Station – Poznań Main Station, 

− railway line No 351 Poznań Main Station – Szczecin Main Station, 

− railway line No 131 Chorzów Batory – Tczew (as a freight route), 

− Poznań-Ławica Airport, 
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− a planned line of high-speed railway Warszawa – Łódź – Poznań/Wrocław (so-called 
“Y”), with a connection in the direction of Berlin, 

− Poznań city hub. 
Expansion of TEN-T in Wielkopolska gives an opportunity to obtain significant resources for 

qualitative and quantitative improvement of condition and functionality of the whole communication 
system of the region. 

 
Fig. 1. The core and comprehensive TEN-T in the scope of road transport in Poland 

 

 
Source: European Commission (http://ec.europa.eu/) 

 
Fig. 2. The core and comprehensive TEN-T in the scope of passenger railway transport in Poland 

 

 
Source: European Commission (http://ec.europa.eu/) 
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Fig. 3. The core and comprehensive TEN-T in the scope of freight railway transport in Poland 

 

 
Source: European Commission (http://ec.europa.eu/) 

 
European communication passageways, arising from international agreements 

The European communication network also distinguishes connection marked with single 
numeration, preserved while crossing the state boarders, including roads, railway lines and waterways, 
overlapping the above-mentioned transport corridors and TEN-T. The European Agreement on Main 
International Traffic Arteries (AGR), concluded in Geneva on 15 November 1975 (Official Journal  
of 1985, No 10, item 35), stipulates what follows within the territory of Wielkopolska: 

• road No E30 posing the main road in A category, covering A2 motorway, 

• road No E261, included in B category – branches, ramifications and connectors, covering 
the national road No 5. 

The European Agreement on Main International Railway Lines (AGC), concluded in Geneva  
on 31 May 1985, stipulates what follows within the territory of Wielkopolska: 

• railway line No E20, covering the line No 3, 

• railway line No E59, covering lines No 351 and 271. 
The European Agreement on Important Combined Transport Lines and Related Installations 

(AGTC), concluded in Geneva on 1 February 1991, stipulated what follows within the territory  
of Wielkopolska: 

• railway line No CE20, covering the line No 3, 

• railway line No CE65, covering the line No 131. 

Wielkopolska does not have any inland waterways included in the European Agreement on Main 
Inland Waterways of International Importance (AGN).  The document stipulates a network  
of waterways of a single structure, meeting the criteria of waterways of class IV parameters. No 
possibility to meet the above-mentioned criterion is a basic barrier preventing Poland from signing  
the agreement covering the road No E70. Ratification of the agreement would result in the need to 
ensure technical parameters adequate for class IV what would be related to the necessity to incur 
significant investment outlays. 
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2. ASSESSMENT OF TRANSPORT BEHAVIORS 

Assessment of transport behaviors 8 of residents of the Wielkopolska Region was carried out on 
the basis of results from research carried out on the Region’s households, for the need to develop  
a project entitled Sustainable Development Plan for Collective Public Transport in the Wielkopolska 

Region. They mainly pertain to transport between districts (they do not consider Poznań and the district 
of Poznań, for which a separate traffic research was carried out) leading to the following conclusions: 

• about 23% of the residents travel between communes on an ordinary working day, 

• every seventh resident of the Wielkopolska Region (15%) crossed a district’s boarder while 
traveling, 

• an average respondent carries out 0.5 of a travel between communes, including 0.3  
of a travel between districts, 

• the highest number of travels between communes is carried out by residents of villages 
(generally, the specificity of living on less urbanized areas forces the need for a greater 
number of travels), 

• the travels between communes are most often carried out by persons aged 18-39 (about 
30% of persons from this group), and in the 40-54 age group (about 25% of persons from 
this group). 

• the greatest percentage of travelers (outside both the commune and the district) remains 
within the group of working persons (32% of travels between communes, and 20%  
of travels between districts), 

• the residents’ mobility between communes and districts is related to a size of a district city 
and its distance from Poznań, but also to access to the transport infrastructure (e.g. the A2 
motorway), 

• along with an increase in the length of travels, particularly with crossing other territorial 
boarders, the share of travels related to commuting to work is lower, 

• when it comes to travels between districts, the individual means of transport dominates 
(63% as drivers, 21% as passengers), 

• a significant advantage of travels using individual vehicles may suggest a great potential  
to be managed by the collective transport (but under a condition of developing a proper-
quality offer for transport), 

• the main element related to selection of a preferred mean of transport by the researched 
residents is its duration (total duration of an average travel between the communes, but 
within boarders of a single district was 29 minutes; in case of travels between districts, but 
within the same commune, the average time was 49 minutes), 

• the strongest positive change in perception of collective transport can be achieved  
by adjusting the time schedules to actual expectations and needs of the residents, 
increasing the number of connections (what is important for 73% of households)  
or changing their times (it is significant for 58% of households); the respondents pointed 
to such elements of collective transport as ticket prices (24%), travel time (19%) or quality 
of the stock (15%) definitely less often. 

Results from research on the district level, complemented with data regarding Poznań and the 
district of Poznań, along with detailed information on the main traffic generators within the Region, 
allowed to calculate the traffic-generating potential of particular communes. The main traffic 
generators in the Region were assumed to be: schools (middle schools, high schools and schools  
of higher education), work places, administration objects, hospitals and health care centers, as well as 
other service objects, i.e. commercial objects (markets, stores), sport, cultural, hotel, etc. At a further 

                                                 
8 Research within the scope of works over the Sustainable Development Plan for Collective Public Transport in the Wielkopolska 

Region. Study upon request from the Marshal Office of the Wielkopolska Region. Poznań. 2015. 
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stage of the analyses, it allowed construction of a spatial distribution of travels (pictured below) 
between districts, carried out by residents of the communes in the Wielkopolska Region, including  
the determination of their intensity and direction. 

 
Fig. 4. Spatial distribution of travels in the Wielkopolska Region 

 
Source: Sustainable Development Plan for the Collective Public Transport in the Wielkopolska Region. Poznań. 2015 

 

3. ROAD TRANSPORT 

Road infrastructure 
The road network in Wielkopolska is relative well-developed. The basic distribution  

of the Region’s road network, covering the national and regional roads, ensures accessibility  
of the Region’s capital city from cities of supraregional and regional significance, including  
the neighboring regions and district cities. The total length of public roads of a hard surface in the 
Region increases year by year by 0.7% – 2.1% (between 2007-2015). The pace of increase in the number 
public roads when compared to other Regions is average. Since 2007, the length of roads of hard 
surface in Wielkopolska grew by 2,672.0 km (i.e. by 10.4%), in 2015 reaching 2,672.0 km what posed 
9.8% of the total length of roads in the country. In Poland, between 2007 and 2015, the total length  
of public roads with hard surface increased by 12.4%. The growth scale of the length of roads in  
the Wielkopolska Region is lower than in the country. 

In 2015 in Wielkopolska, the roads within cities posed 18.0% of the public roads length (with  
a hard surface). About 92.3% of public roads had an improved hard surface. The value of that indicator 
was closer to the state average (92.2%). The greatest share in the road network was held by local roads 
– district (39.7% of the roads length) and commune roads (44.3% of the roads length). The above 
classification of roads does not cover the internal roads, i.e. not having the status of public roads. 
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Fig. 5. Roads of a hard surface (km; %), according to the categories in the Wielkopolska Region in 2015 

 
Source: Own work based on Local Data Bank by the Central Statistical Office 

 
Fig. 6. Road network within Wielkopolska (without district and commune roads), according to the bearing 

capacity in 2014 

 
Source: Beim M., Mazur B., Soczówka A., Zajdler r. Transport intermodalny w województwie wielkopolskim  

w latach 2004-2014. Przemiany, stan obecny i perspektywy rozwoju. Poznań. 2014 

 
Wielkopolska is a region of an average density of a road network. The density indicator of public 

roads of average density in 2015 reached 95.4 km/100 km2 (86.5 km/100 km2 in 2007), and was slightly 
higher than the indicator for the whole country (93.0 km/100 km2). Wielkopolska does not deviate 
significantly from the national average also in terms of density of motorways and expressways. In 2015, 
it reached 1.2 km/100 km2 respectively in the Region, and 1.0 km/100 km2 in the country. Values  
of the above-mentioned indicators are about two times lower from the highest values, characteristic 
in both cases for the Śląskie Region. 
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At the end of 2015 in Wielkopolska, the public roads covered in general 2,068 bridges and 
flyovers, including two temporary ones. In places with no bridges, ferry crossings are organized. There 
was the highest number of ferry crossings functioning in the Region – 12 out of 53 in the whole country. 
The largest quantity of the ferry crossings was located on the Warta River. 

 
Tab. 1. Data regarding public roads of a hard surface between 2008 and 2015 

Variable 
Territorial 
cross section 

2008 2009 2010 2011 2012 2013 2014 2015 

Public roads 
In total (thousands of km) 

Polska 261.2 268.4 273.8 280.4 280.7 285.2 287.6 290.9 

Wielkopolska 26.2 26.8 26.9 27.2 27.4 27.8 28.0 28.5 

Public roads 
in total (km/100 km2) 

Polska 83.5 85.8 87.6 89.7 89.8 91.2 92.0 93.0 

Wielkopolska 87.9 89.7 90.3 91.2 91.8 93.2 93.9 95.4 

Motorways (km) 
Polska 765.2 849.4 857.4 1,069.6 1,365.1 1,325.6 1,556.4 1,559.2 

Wielkopolska 195.1 195.1 195.1 210.4 210.4 210.5 210.5 210.5 

Expressways (km) 
Polska 451.6 521.5 674.7 737.6 1,052.4 1,244.3 1,447.5 1,492.2 

Wielkopolska 14.8 29.6 42.3 36.3 90.6 116.4 147.2 150.2 

Motorways and 
expressways (km/100 km2) 

Polska 0.4 0.4 0.5 0.6 0.8 0.9 1.0 1.0 

Wielkopolska 0.7 0.8 0.8 0.8 1.0 1.1 1.2 1.2 

National roads (km) 
Polska 18,518.8 18,576.9 18,605.6 18,799.2 19,180.9 19,294.7 19,292.9 19,292.6 

Wielkopolska 1,727.8 1,729.1 1,730.8 1,743.1 1,796.7 1,752.8 1,736.4 1,735.8 

Public roads (km/100 km2) 
Polska 5.9 5.9 6.0 6.0 6.1 6.2 6.2 6.2 

Wielkopolska 5.8 5.8 5.8 5.8 6.0 5.9 5.8 5.8 

Regional roads (km) 
Polska 28,474.4 28,410.2 28,399.3 28,412.6 28,361.7 28,423.6 28,537.4 29,056.6 

Wielkopolska 2,693.4 2,693.3 2,693.0 2,695.4 2,685.0 2,683.9 2,683.8 2,812.5 

Regional roads  
(km/100 km2) 

Polska 9.1 9.1 9.1 9.1 9.1 9.1 9.1 9.3 

Wielkopolska 9.0 9.0 9.0 9.0 9.0 9.0 9.0 9.4 

District roads (km) 
Polska 114,384.3 114,402.0 114,478.0 116,364.1 114,589.4 114,409.8 114,717.2 114,712.3 

Wielkopolska 11,366.7 11,324.8 11,309.8 11,301.3 11,322.3 11,308.5 11,292.8 11,313.4 

District roads (km/100 
km2) 

Polska 36.6 36.6 36.6 37.2 36.6 36.6 36.7 36.7 

Wielkopolska 38.1 38.0 37.9 37.9 38.0 37.9 37.9 37.9 

Communal roads (km) 
Polska 99,855.4 106,983.1 112,276.9 116,824.6 118,587.1 123,037.0 125,102.4 127,857.6 

Wielkopolska 10,421.0 11,020.3 11,211.0 11,453.2 11,576.5 12,046.6 12,297.1 12,601.8 

District roads  
(km/100 km2) 

Polska 31.9 34.2 35.9 37.4 37.9 39.3 40.0 40.9 

Wielkopolska 34.9 36.9 37.6 38.4 38.8 40.4 41.2 42.3 

Passenger vehicles 
per 1000 residents 

Polska 421.6 432.2 447.4 470.3 486.4 503.7 519.9 539.2 

Wielkopolska 484.3 492.8 506.4 530.8 546.2 564.0 580.8 599.9 

Number of road accidents 
per 100 thousands 
residents 

Polska 128.6 115.8 100.8 104.1 96.2 93.1 90.9 85.8 

Wielkopolska 143.7 117.0 85.0 86.7 74.2 75.9 68.9 63.2 

Fatal victims from road 
accidents per 100 
thousands residents 

Polska 14.3 12.0 10.1 10.9 9.3 8.7 8.3 7.6 

Wielkopolska 16.3 11.8 10.0 11.7 9.1 8.3 7.7 7.1 

Source: Own work based on Local Data Bank by the Central Statistical Office 
 

National roads  
Regarding their functions held within a road network, the national roads are of the greatest 

significance. In 2015, there were 16 national roads functioning in the Wielkopolska Region, with total 
length of 1,735.8 km There were 1,484.4 km of roads managed by the General Directorate for National 
Roads and Motorways. About 160 km is the A2 motorway section managed by two concession 
companies (Autostrada Wielkopolska S.A., Autostrada Wielkopolska II S.A.). 

Because of the transit location of Wielkopolska within the system of European transport 
corridors, great significance is ascribed to the A2 motorway going from west to east. The motorway 
influences the investment attractiveness in its neighborhood, especially around road hubs, e.g. in  
the Stare Miasto and Września communes, or in the vicinity of Poznań. Since 2011, the course  
of the A2 motorway in Wielkopolska is complete, thanks to which it is included in the European network 
of roads of the highest category. Additionally, this limited the nuisance of transit through urban areas 
located in the course of the former national road No 2. In total, the A2 motorway in Wielkopolska is 
210.5 km long. There are no other – apart from A2 – sections of motorways planned to go through  
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the Region. A complementary and alternative function in relation to the A2 motorway is played by  
a parallel communication passage of the national road No 92. The most important directions for 
passenger traffic and commercial exchange are supposed to operate national roads covered in  
the target system of expressways. 

Pursuant to the regulation by the Council of Ministers, determining the goal network  
of motorways and expressways 9 , there are four expressways intended to be developed in  
the Wielkopolska Region:  

• S5 - course: A1 (Grudziądz) – Piła – Bydgoszcz – Poznań – Leszno – A8 (Wrocław), 

• S8 – course: Wrocław – Kępno – Sieradz – A1 – Warszawa – Choroszcz (S19),  

• S10 – course: A6 (Szczecin) – Piła – Bydgoszcz – Toruń – S7 (Płońsk), 

• S11 – course: Kołobrzeg – Koszalin – Piła – Poznań – Ostrów – Tarnowskie Góry – A1. 
Total length of expressways at the end of 2015 reached 150.2 km what posed 10.1% of roads of this 
class in the state. 

 
Tab. 2. A list of national roads managed by General Directorate for National Roads and Motorways  

(GDDKiA) (status for October 2017) 

Road 
No 

Course 
Length of the 
managed 
fragment (km) 

Fragments of national roads in the Wielkopolska Region that 
can be utilized by vehicles with permitted pressure of a single 
drive axis up to 11.5 t, 10 t and 8 t 

A2 
/Świecko/ – Nowy Tomyśl – Poznań – Konin –  
/Warszawa – Terespol/ 

45.6 11,5 t: whole road 

5 
(S5) 

/Świecie/ – Gniezno – Poznań – Stęszew – 
Kościan – Leszno – /Wrocław/ 
S5: 

− a ring road for Śmigiel,  

− an eastern ring road for Poznań 

− Kaczkowo – Korzeńsko 

91.7 
 
 

7.8 
35.5 
29.3 

11,5 t: /Świecie/ – Gniezno – Poznań (road No A2 – Komorniki 
hub) 

8 
(S8) 

/Piotrków Trybunalski/ – Kępno – 
/Warszawa/ 

23.8 11,5 t: whole road 

10 
(S10) 

/Szczecin/ – Piła – /Płońsk/, 
S10: 

− a ring road for Wyrzysko 

46.8 
 

7.8 
– 

11 
(S11) 

/Podgaje/ – Piła – Ujście – Chodzież – 
Oborniki – Poznań – Kórnik – Jarocin – 
Pleszew – Ostrów Wielkopolski – Ostrzeszów 
– Kępno – /Kluczbork/, 
S11: 

− Poznań – Kórnik  

− a ring road for Ostrów Wielkopolski 

− a western ring road for Poznań 

307.0 
 
 
 

14.8 
5.9 

25.7 

– 

12 
/Wschowa/ – Leszno – Gostyń – Jarocin – 
Pleszew – Kalisz – /Błaszki/ 

119.3 
10 t: /Wschowa/ – Leszno (road No 5) 
Pleszew (road No 11) – Kalisz (road No 25) – /Blaszki/ 

15 

/Milicz/ – Krotoszyn – Jarocin – Miąskowo – 
Miłosław – Września – Gniezno – 
/Trzemeszno/ 110.7 

10 t: /Milicz/ – Krotoszyn – Jarocin (road No 11) 
Miaskowo (road No 11) – Miloslaw – Września (road No 15) – 
Gniezno (road No 5 –  Poznańska street) 
Gniezno (road No 5 –  Trasa Zjazdu Gnieznienskiego street) – 
/Trzemeszno/ 

22 /Gorzów Wielkopolski/ – /Elbląg/ 26.9 
10 t: /Gorzow Wielkopolski/ – Jastrowie (road No 11) 
Podgaje (road No 11) – /Czluchow/ 

24 Pniewy – Gorzyń – /Skwierzyna/ 30.3 10 t: whole road 

25 
/Strzelno/ – Ślesin – Konin – Kalisz – Ostrów 
Wielkopolski – Antonin – /Oleśnica/ 

103.6 
10 t: /Strzelno/ – Slesin – Konin (road No 92) – Road 2 (”Modla 
hub”) 
8 t: Antonin (road No 11) – /Oleśnica/ 

32 
Stęszew – Grodzisk Wielkopolski – 
/Sulechów/ 

65.7 10 t: whole road 

36 
/Lubin/ – Załęcze – Rawicz – Krotoszyn – 
Ostrów Wielkopolski 

77.8 
10 t: Rawicz ( Paderewskiego street) – Krotoszyn – Ostrów 
Wielkopolski (road No 11) 
8 t: /Scinawa (road No 292)/ – Zalecze 

39 /Namysłów/ – Kępno 21.8 8 t: whole road 

                                                 
9 Regulation of the Council of Ministers of 19 May 2016, amending the regulation on the network of motorways and expressways 
(Official Journal Dz.U. 2016, item 784). 
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72 Konin – Tuliszków – Turek – /Łódź/ 45.9 10 t: whole road 

83 Turek – Dobra – /Sieradz/ 25.7 
10 t: Turek (road No 72) – Dobra – Dabrowa (road No 471) 
8 t: Dabrowa (road No 471) – /Sieradz/ 

92 
/Trzciel/ – Nowy Tomyśl – Pniewy – Poznań – 
Września – Słupca – Golina – Konin – /Kutno/ 

215.0 – 

* except fragments of expressways, where the bearing capacity may reach 11.5 kN/axis 
Source: Own work based on data compiled by General Directorate for National Roads and Motorways (GDDKiA) 

 
Fig. 7. Length of motorways and expressways in the Wielkopolska Region between 2007 and 2015 

 
Source: Own work based on Local Data Bank by the Central Statistical Office 

 
Regarding the spatial spread of the Region on the north-south axis, the S11 expressway called 

“the road of life for Wielkopolska” is of strategic significance for the Region. Development of the road 
on its whole length according to the parameters of an expressway will improve accessibility to  
the capital city of the Region and A2 motorway from extreme parts of Wielkopolska, and considerably 
reduce the nuisance of transit near Poznań, on the north-south axis. The S11 road, in its full course, is 
assumed for development after 2020. 

 
Regional roads 

Within the road system of Wielkopolska, great significance is ascribed to regional roads 
administered by the Local Government of the Wielkopolska Region through the Wielkopolska Region 
Road Authority in Poznań (WZDW). In 2015, the total length of regional roads reached 2,812.5 km. 
These roads connect all more important urban centers of the Region, and complement the basic 
distribution of national roads. 

 
Tab. 3. A list of regional roads managed by Board of Wielkopolska Regional Roads in Poznań (WZDW) 

(status for October 2017) 

Road 
No 

Course 
Fragments of regional roads that can be 
utilized by vehicles with permitted 
pressure of a single drive axis up to 10 t 

116 Bobulczyn – Binino – Orliczko – Nojewo – Podpniewki (Road No 187)  - 

117 Road No 180 – Średnica – Jędrzejewo - 

118 Road No 117 – Zielonowo – Nowe Dwory - 

123 Huta Szklana (Road No 174) – Kuźnica Żelichowska – Przesieki – Road No 22 - 

133 Chełst – Borzysko Młyn – Sieraków – Ryżyn – Chrzypsko Wielkie (Road No 186) - 

135 Wieleń – Miały – Piłka – Borzysko Młyn - 

140 Wronki (Road No 182) – Jasionna – Krucz – Ciszkowo (Road No 181) - 

143 Wartosław – Pierwoszewo – Road No 182 - 

145 Chojno – Biezdrowo – Road No 182 - 

150 Wronki – Chojno – Bukowce – Sieraków - 

153 Siedlisko (Road No 180) – Runowo – Gajewo – Ciszkowo – Goraj – Lubasz - 

160 
/Suchań – Piasecznik – Choszczno – Drezdenko/ – Międzychód – Gorzyń – Lewice – 
Miedzichowo 

- 

174 
/Nowe Drezdenko – Kosin – Stare Bielice/ – Nowe Bielice – Krzyż – Lubcz Mały – 
Wieleń Północny – Nowe Dwory – Gajewo – Kuźnica Czarnkowska – Road No 178 

- 

0
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177 /Czaplinek – Mirosławiec – Człopa/ – Wieleń - 

178 /Wałcz/ – Trzcianka – Czarnków – Oborniki whole road 

179 /Rusinowo/ – Piła - 

180 Kocień Wielki – Trzcianka – Piła - 

181 /Drezdenko/ – Wieleń – Czarnków - 

182 Międzychód – Wronki – Piotrowo – Czarnków – Ujście - 

183 Sarbia – Chodzież - 

184 Wronki – Ostroróg – Szamotuły – Przeźmierowo 
Szamotuły (Road No 187) – Przeźmierowo 
(Road No 92) 

185 Piotrowo – Szamotuły - 

186 Kwilcz – Wróblewo – Dobrojewo - 

187 Pniewy – Szamotuły – Oborniki – Murowana Goślina 
Szamotuły (Road No 184) – Murowana 
Goślina (Road No 196) 

188 /Człuchów/ – Debrzno – Złotów – Piła - 

189 Jastrowie – Złotów – Więcbork - 

190 Krajenka – Szamocin – Margonin – Wągrowiec – Gniezno - 

191 Chodzież – Szamocin – Lipa - 

193 Chodzież – Margonin – Gołańcz - 

194 Poznań – Road No 5 - 

195 Zatom Nowy (Road No 198)  – Rzeka Warta (prom) – Zatom Stary (Road No 182) - 

196 Poznań Komorniki hub (Road No 2) – Murowana Goślina – Wągrowiec 
Poznań (Road No 92) – Murowana 
Goślina – Wągrowiec 

197 Sławica – Rejowiec – Kiszkowo – Gniezno - 

198 
Radgoszcz (Road No 160) – Kaplin – Mokrzec – Zatom Nowy – Kobylarnia – Sieraków – 
Piaski 

- 

199 /Skwierzyna – Świniary – Wiejce/ – Międzychód - 

241 
/Tuchola – Sępólno Krajeńskie – Więcbork – Nakło at the Noteć River/ – Wągrowiec – 
Rogoźno 

 

242 Więcbork – Łobżenica – Wyrzysk – Gołańcz – Morakowo - 

251 Kaliska – Damasławek – /Żnin – Barcin – Pakość – Inowrocław/  

260 Gniezno – Witkowo – Wólka whole road 

262 Kwieciszewo – Gębice – Orchowo – Szyszłowo - 

263 Słupca – Ślesin – Sompolno – Kłodawa – Dąbie - 

264 Kleczew – Konin whole road 

266 /Ciechocinek – Służewo – Radziejów/ – Sompolno – Konin - 

269 Szczerkowo – /Izbica Kujawska – Chodecz – Choceń/ – Kowal - 

270 /Brześć Kujawski – Izbica Kujawska/ – Koło - 

302 /Brudzewo/ – Zbąszyń – Nowy Tomyśl - 

303 /Świebodzin – Brudzewo – Babimost/ – Powodowo - 

305 Bolewice – Nowy Tomyśl – Wolsztyn – Wschowa – Wroniniec 
Bolewice (Road No 92) – Nowy Tomyśl 
(Road No 308) 

306 Lipnica – Wilczyna – Buk – Stęszew – Nowe Dymaczewo 
Stęszew (Road No 5) – Nowe Dymaczewo 
(Road No 431) 

307 Poznań – Buk – Opalenica – Bukowiec whole road 

308 Nowy Tomyśl – Grodzisk Wielkopolski – Kościan – Kunowo Nowy Tomyśl – Bukowiec 

309 Road No 36 – Kaczkowo - 

310 Głuchowo – Czempiń – Śrem - 

311 Kawczyn – Czempiń - 

312 Rakoniewice – Czacz - 

313 Babimost – Kargowa – Klenica - 

314 Kargowa – Świętno - 

315 Wolsztyn – /Konotop – Nowa Sól/ - 

316 Sławocin – Ciosaniec – Kaszczor - 

323 Leszno – /Góra – Studzionki – Rudna – Rynarcice – Lubin (Road No 3)  / - 

430 Poznań – Mosina whole road 

431 Granowo – Nowe Dymaczewo – Mosina – Kórnik whole road 

432 Leszno – Krzywiń – Śrem – Środa Wielkopolska – Września  

434 Kleszczewo – Kórnik – Śrem – Kunowo – Gostyń – Road No 36 
Kórnik (Road No 11) – Sarnowa (Road No 
36) 

436 Pysząca – Książ Wielkopolski – Nowe Miasto at the Warta River - 

437 Dolsk – Koszkowo - 

438 Borek Wielkopolski – Koźmin - 

441 Miłosław – Borzykowo - 

442 Września – Pyzdry – Gizałki – Kalisz - 

443 Jarocin – Gizałki – Rychwał – Tuliszków - 

444 Krotoszyn – Odolanów – Ostrzeszów - 

445 Odolanów – Ostrów Wielkopolski - 

447 Antonin – Grabów Nad Prosną - 
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449 /Syców/ – Ostrzeszów – Błaszki - 

450 Kalisz – Grabów Nad Prosną – boarder of the Region - 

466 Słupca – Ciążeń – Pyzdry Słupca (Road No 92) – Road No 2 

467 Ciążeń – Golina - 

470 Kościelec – Marulew – Turek – Kalisz whole road 

471 Opatówek – Koźminek – Lisków – Rzymsko - 

473 Koło – Dąbie – /Uniejów – Balin – Szadek – Łask – Piotrków Trybunalski/ “Dąbie” hub (Road No 2) – /Uniejów/ 

478 Rzymsko – /Księża Wólka – Krępa/ - 

482 
/Łódź (city boarder) – Łask – Zduńska Wola – Sieradz – Złoczew – Wieruszów/ – Kępno 
– boarder of the Region 

- 

- 
węzeł S5 Gniezno Południe –Modliszewko 
(former national road No 5 – a fragment administered by WZDW since 12.07.2017) 

- 

- 
Passage through the city of Ostrów Wielkopolski  
(former national road No 11 – a fragment administered by WZDW since 12.07.2017) 

- 

Source: Own work based on data compiled by WZDW in Poznań  

 
Actions regarding the system of regional works within last several years covered construction, 

modernization and ad-hoc renovations of roads and bridges, intended to maintain their adequate 
conditions and gradually improve the traffic fluency and safety, including: 

• construction of ring roads for: Murowana Goślina in the stretch of the road No 196, 
Kleczewo in the stretch of the road No 264, Opalenica in the stretch of the road No 307, 
Czarnków in the stretch of the regional road No 178, Wągrowiec in the stretch  
of the regional road No 241 together with renovation of the existing fragments  
of the Wągrowiec ring road, II stage of construction of the Śrem and Zbrudzewo ring road; 

• modernization of roads No: 179 Wałcz – Oborniki on the fragment of Niekursko – boarder 
of the region, 180 Kocień Wielki – Piła H. Siemiradzkiego street, 188 Człuchów – Piła on  
the fragment of Piła – Lipka (I stage), 194 Wyrzysk – Morakowo, 306 Lipnica – Dymaczewo 
–  Wielkowiejska and Św. Rocha streets in Buk, 434 on the fragment from road No 36 to 
Śrem, 450 on the fragment of Doruchów – boarder of the region; 

• expansion of the roads No: 140 Wronki – Jasionna, 150 Wronki – Szklarnia in Wronki 
(Myśliwska street), 184 on the fragment of Pamiątkowo – Przeźmierowo, 185 Piotrowo – 
Zielona Góra, 187 Pniewy – Murowana Goślina on the fragments of Pniewy – Otorowo and 
Otorowo – Szamotuły, 188 Człuchow – Piła on the fragments of: Debrzno Wieś – Lipka, 
Żeleźnica – Dolnik, from the boarder of Złotów/Zakrzewo communes to the crossroads 
with the district road No 1022P and in the following villages: Zakrzewo, Klukowo, Krajenka 
and Blękwit, together with construction of a new bridge in the village of Skórka, 196 
Poznań – Murowana Goślina – Wągrowiec on the fragment of Murowana Goślina – 
Wągrowiec, 307 Poznań – Buk on the fragment of Poznań – Zakrzewo, 433 Swarzędz – 
Gądki on the fragment of Swarzędz – Garby, 443 Jarocin – Tuliszków in the village  
of Grodziec, 445 Odolanow – Ostrów Wielkopolski (Odolanowska street in Ostrów 
Wielkopolski) together with modernization of a flyover over a railway line, 449 with 
modernization of a bridge in Grabowo at the Prosna River, 470 Kościelec – Ceków-Kolonia; 

• construction of a flyover in Herbutowo, in the stretch of the regional road No 174, and 
modernization of a flyover over a railway line in Złotów, in the stretch of the road No 189; 

• modernization of the bridge on the Bukowa (Bukowka) River in Herbutowo, in the stretch 
of the regional road No 174; 

• change in the course of regional roads No 433 Swarzędz – Gądki in Żerniki and No 432 
Środa Wielkopolska – Września, on the fragment of Grzymysławice – Obłaczkowo; 

• strenghtenings of the roads No: 473 Przybyłów – Chełmno, 473 Chełmno – Dąbie, 241 
Wągrowiec – Morakowo and 308, on the following fragments: Ujazd – Kamieniec, Jerka – 
Kunowo, Biała Wieś – Grodzisk. 

Majority of those investments were implemented thanks to support obtained within the scope 
of the Wielkopolska Regional Operational Program, functioning in the financial perspectives of 2007-
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2013 (WROP 2007-2013) and 2014-2020 (WROP 2014+). Currently (October 2017), the following road 
undertakings are under implementation (funding within WROP 2014+): 

• expansion of regional roads No: 116 on the fragment from the crossroads with regional 
roads No 184 and 186, to the Nojewo village (inclusive), 123 on the fragment from  
the crossroads in Huta Szklana, through the village of Kuźnica Żelichowska, to  
the crossroads with the national road No 22 (Przesieki), 160 on the fragment of Sowia Góra 
- Miedzychód (including construction of a bridge in Miedzychód), 183 Miedzychód – Ujście 
on the fragment from the cillage of Jabłonowo to the city of Ujście, 184 on the fragment 
from the ring road of Wronki to the crossroads with regional roads No 186 and 116, 185 
Obrzycko – Szamotuły, 194 Wyrzysk – Gołańczz in the city of Wyrzysk, 263 on the fragment 
from the crossroads with the national road 92 to the crossroads with the regional road 92 
to the crossroads with the regional road No 473; 305 on the fragment from the bridge on 
the southern channel of the Obra River, through the village of Mochy nad boarder  
of the Leszczyński district, to the boarder of the Wielkopolska Region, 306 on the fragment 
from the city of Buk, through the crossroads with the new course of the S5 road, to the 
regional road No 431, 431 on the fragment of Rogalin – crossroad with the regional road 
No 306, 432 on the fragment of Środa Wielkopolska – Ruszkowo; 

• construction of ring roads: Oborniki in the stretch of the road No 178 Wałcz – Oborniki and 
Wronki in the stretch of the roads No 182 and 184 (from the road No 184, through the 
district road No 1895P, to the road No 182); 

• construction of a bridge on the Warta river along with access routes, in the stretch  
of the road No 431 in Rogalinek. 

What is more, between 2018-2020, within the scope of WROP 2014+, two regional roads will be 
expanded – No 431 on the fragment from the crossroads with the road No 306 to the national road 32, 
and No 432 on the Ruszkowo – Grzymisławice fragment. 

 
District and communal roads 

Wielkopolska has a developed network of district and communal roads that play a highly 
important role in access of population and economic entities to supralocal centers and the network  
of roads of a higher tier. Competences related to management of local roads are held by district and 
communal governments respectively. In 2015, there were 11,313.4 km of district roads and 
12,601.8 km of communal roads with a hard surface. Density of the local roads in the Wielkopolska 
Region (80.2 km/100 km2) was slightly higher than the national average (77.6 km/100 km2). The highest 
density of local roads was characteristic for the following regions: Śląskie and Małopolskie, where the 
indicator remained at the level of 145-155 km/100 km2. 

The length of roads changes slightly with each year, as a result of providing them with or 
depriving them of certain categories, and construction of new fragments. The technical condition is 
bad in a significant part, but it undergoes gradual improvement, among others thanks to EU funds and 
national programs. What is more, numerous local governments report a need to complement the 
existing network of district and communal roads with other fragments. 

 
Time availability of a regional center 

Time availability of urban centers, conditioning the efficiency and speed of traveling, poses one 
of the most important factors of development. The areas of very weak and weak transport accessibility 
in the Region are located at a communication distance exceeding 90 and 60 minutes respectively, in 
terms of reaching Poznań.  
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Fig. 8. Areas of the lowest transport availability to the regional center 

 
Source: Principles and criteria for designation of functional areas in the Wielkopolska Region. Wielkopolska Spatial Planning 
Office in Poznań in cooperation with the Department of Regional Policy of the Marshal Office of the Wielkopolska Region. 

Poznań. 2015 

 
Regarding the spread of the Region’s area, especially towards north and south, the communes 

located in the extreme parts of the Region have more difficult access to its center, and thus to  
the offered higher-tier services. Special significance in the context of ensuring territorial cohesion  
of Wielkopolska is acquired by the need to plan and develop the road No 11 with expressway 
parameters throughout its whole length (within the new course or as a result of modernization  
of existing fragments). Areas located along the A2 motorway are distinguished within the analysis  
of time availability of a regional center. High technical parameters of a road allow to reach greater 
effectiveness of a communication system in connections with Poznań in the east-west direction. 
 
Traffic intensity on national and regional roads 

Traffic intensity can be identified with importance of transport connections in the region. It also 
forms a basis for investment priorities in the network of national and regional roads. The national 
roads, apart from their transit significance, also play a function of a “backbone” that supports  
the system of road intraregional connections in Wielkopolska.  
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The transport system in case of a whole country is insufficient for the current traffic intensity 
and the increasing number of vehicles. This is confirmed by a study carried out by General Directorate 
for National Roads and Motorways about the average daily traffic intensity. According to the recent 
studies of 2015, average daily traffic on the national roads in Wielkopolska reached 12,171 
vehicles/day. In comparison to the last study from 2010, the traffic increased by 11.5%. Average daily 
road intensity on international roads reached 20,835 vehicles/day in 2015 what means that it was 
higher than in 2010 by 23.8%. The studies carried out on the regional roads in 2015 also suggested 
significant intensity of average daily traffic on this type of roads. On the regional roads, this indicator 
reached 4,250 vehicles/day on average, and it increased by 6.1% when compared to 2010. 

 
Fig. 9. Traffic intensity on national and regional roads according to regions 

 
Source: Own work based on the results of General Traffic Measurement of 2015 

 
In 2015, when compared to 2010, there was a slight decrease in the share of trucks (including 

the commercial vehicles) in the vehicles traffic on roads – from 28.6% to 27.1% in case of national 
roads, and from 15.3% to 13.8% in relation of regional roads. The passenger vehicles traffic prevailed 
on regional roads – their share in the traffic of vehicles was 71.7% on national roads and 83.8% on 
regional roads.  

Shares in traffic of the remaining categories of motor vehicles were significantly lower.  
The trend from 2005 and 2010 maintained, suggesting that the regional roads are utilized to a lower 
extent by heavy freight traffic than national roads. In case of regional roads, there was an increase in 
traffic of motorbikes, passenger cars and trucks with trailers, by 13%, 6% and 6% respectively. In case 
of the remaining categories, there was a drop in traffic, out of which the largest was for the buses and 
truck-tractors, 22% and 20% respectively. Increase in traffic of trucks with trailers, similarly to national 
roads, was definitely lower than in previous five years, reaching only 6%. 

The trend from 2010 maintained, suggesting that the regional roads are utilized to a lower 
extent by heavy freight traffic than national roads. A reason for such a situation is assumed to  
an expansions of expressways in recent years, as well as improvement of traffic conditions on national 
roads. 

The highest traffic intensity was recorded on fragments of national roads in the area of Poznań 
(30,000 – 60,000 vehicles/day), including mainly the A2 motorway, on the city fragments, as well as 
within the stretch of the road No 11 (S11) within the area of Kórnik, and within the stretch of the roads 
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No 92 and 5, within the area of Swarzędz, Tarnowo Podgórne and Komorniki. Furthermore, intense 
traffic was related to city centers and ring roads of larger cities, such as Gniezno or Konin. It is highly 
probable that the number of every-day travels to cities from their suburban areas will remain on  
the increase, while this increase will be the fastest in the area of Poznań, where the phenomena that 
accompany suburbanization are most visible. The traffic intensity above the Region’s average for 
national roads (except the above-mentioned) was present on various fragments of national roads No: 
92, 5 and S5, 11, 25, 12, S8, 154, especially in the areas of the following cities: Września, Buk, Kostrzyn, 
Oborniki, Jarocin, Kalisz, Krotoszyn, Piła. 

 
Tab. 4. Average daily traffic intensity on national roads (vehicles/day) in the Wielkopolska Region, with 

highlighted values that exceed the average for national roads in Poland 

National road No 
Minimum 
intensity 

Maximum 
intensity 

National road No 
Minimum 
intensity 

Maximum 
intensity 

A2 17,898 61,932 15 4,773 18,228 

S5 (Poznań – Gniezno) 15,814 22,509 22 - 4,373 

5 11,655 30,276 24 8,030 10,121 

8 - 18,497 25 5,604 18,773 

S10 (Wyrzysko ring road) - 6,534 32 5 67 9,354 

10 9,734 10,039 36 3,598 13,655 

S11 
(Poznań – Kórnik) 

18,177 41,527 39 - 6,053 

S11 (Poznań west ring road) 10,672 28,464 72 4,210 15,406 

11 5,986 16,640 83 2,667 6,297 

12 4,576 16,558 92 4,397 38,561 

Source: Own work based on the results of General Traffic Measurement of 2015 
 

Tab. 5. Average daily traffic intensity on regional roads (vehicles/day) in the Wielkopolska Region,  
with highlighted values that exceed the average for regional roads in Poland 

Regional road No Minimum intensity Maximum intensity 
Regional 
road No 

Minimum 
intensity 

Maximum 
intensity 

Regional 
road No 

Minimum 
intensity 

Maximum 
intensity 

116 - 1,380 191 1,016 2,848 312 2,894 3,481 

117  - 990 193 1,543 8,807 313 -  573 

118  - 203 194 991 2,199 314 583 917 

123  - 494 195 -  383 315 1,323 4,840 

133 488 706 196 2,671 16,690 316 498 1,399 

135  - 646 197 2,417 2,418 323 684 5,109 

140  - 1,525 198 -  334 430 14,302 15,179 

143 - 823 199 286 633 431 1,991 15,540 

145  - 225 241 1,900 8,584 432 2,191 7,065 

150 187 804 242 772 2,515 434 2,086 17,012 

153 395 1,390 251 1,296 10,285 436 4,032 4,656 

160 1,530 7,567 260 4,216 20,495 437 -  2,844 

174 1,260 2,571 262 1,276 3,758 438 -  2,916 

177 698 4,954 263 1,453 5,060 441 -  4,621 

178 2,084 18,838 264 4,177 7,818 442 3,780 7,016 

179 1,319 13,296 266 2,336 9,480 443 1,891 3,591 

180 1,594 8,201 269 996 2,091 444 2,138 7,590 

181 1,442 2,785 270 2,622 5,977 445 6,661 17,409 

182 1,674 11,853 302 898 5,458 447 2,405 5,198 

183 -  1,157 303 1,081 5,136 449 2,082 8,426 

184 3,403 12,116 305 1,140 9,313 450 1,564 4,166 

185 4,969 10,132 306 2,164 10,988 466 1,948 3,506 

186 496 2,268 307 5,033 17,564 467 2,076 2,181 

187 3,544 6,278 308 2,976 8,089 470 4,548 10,693 

188 2,092 16,377 309 -  247 471 1,328 4,329 

189 1,363 3,628 310 2,584 8,631 473 2,869 10,491 

190 1,465 8,014 311 -  3,655 478 971 1,814 

Source: Own work based on the results of General Traffic Measurement of 2015 

 



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

66 
 

Excessive values of road traffic intensity on regional roads (above average for national roads) 
emerged on roads No: 260 (Gniezno), 178 (Oborniki), 307 (Wysogotowo), 445 (Ostrów Wielkopolski) 
434 (Kórnik, Gostyń), 196 (Murowana Gośina), 188 (Piła), 431 (Mosina), 430 (Luboń). Traffic intensity – 
lower from the average for regional roads – is characteristic for the remaining fragments of the above-
mentioned roads, i.e. 83, 12 (Borek Wielkopolski.), 36, 83, 72. 

 
Car ownership coefficient 

In 2016 in Wielkopolska, there were 626.6 cars registered per 1000 residents (in 2007 – 437.9 
vehicles per 1000 residents), and the coefficient was the highest among the Regions of the country. 
Such a situation has maintained within the Region for numerous years. The number of passenger 
vehicles registered in the Region increases year by year – from 2007 by 4.1% on average, but the pace 
is one of the lowest in the state. 

In terms of the number of trucks per 1000 residents, in 2016, Wielkopolska was on the second 
place int he country – 108.4 vehicles per 1000 residents (after the Mazowieckie Region – 119.0 vehicles 
per 1000 residents). At the same time, the average value of the coefficients in the country was 
exceeded, remaining on the level of 92.1 per 1000 residents. 

 
Fig. 10. The car ownership coefficient in the Wielkopolska Region between 2007 and 2016 

 
Source: Own work based on Local Data Bank by the Central Statistical Office 

 
The road infrastructure distribution of the Region is not sufficiently adjusted to the increasing 

number of vehicles. This is related to, among others, lack of ring roads of cities that would separate  
the local from the transit traffic. Additionally, large cities struggle with the problem of limiting  
the capacity of existing roads, especially during hours of morning and afternoon communication rush. 
This results from a spatial policy carried out within the suburban areas resulting in the fact that 
expansion of the infrastructure does not take place simultaneously with dynamic development of new 
functions, especially the housing estates. 

 
Road accidents 

In 2016 in Wielkopolska, there were 2,316 road accidents recorded, where 249 persons were 
killed. It must be noticed that from 2007, the number of accidents within the Region is on a regular 
decrease, similarly to the number of victims. The number of fatal victims per 1 car accident in 
Wielkopolska in 2016 was 0.11, similarly to the previous years. A higher coefficient was also related to 
such Regions as: Podlaskie, Kujawsko-Pomorskie, Lubuskie, Lubelskie, Opolskie and Mazowieckie. In 
the intraregional distributions, the highest number of accidents was recorded in the Poznań district 
(242) and in the City of Poznań (429), while the greatest number of fatal victims in the Piła (19) and 
Poznań (19) districts. The situation was completely different when reflected by the coefficient  
of the number of fatal victims per 1 road accident, in case of which the districts, where the highest 
number of road accidents was registered, were characterized by the lowest values. 
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Fig. 11. Fatality in road accidents in the Wielkopolska Region in 2016 in particular districts 

 
Source: Own work based on Local Data Bank by the Central Statistical Office 

 
Fig. 12. Number of accidents and fatal victims within the Wielkopolska Region between 2007 and 2016 

 
Source: Own work based on Local Data Bank by the Central Statistical Office 

 
These data suggest the weight of the problem for providing road traffic safety. The significant 

number of accidents victims is caused to a great extent by above-average traffic intensity, bad technical 
condition and improper technical parameters of roads. A frequent reason is also a bad technical 
condition of vehicles and excessive speed of drivers.  
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4. RAILWAY TRANSPORT 

Railway infrastructure 
Total length of the utilized railway lines in the Region in 2016 reached 1,878 km what posed 

9.8% of the general length of the railway lines in Poland. Wielkopolska held the longest railway line, 
right after the Śląskie Region. As much as 61.7% were the two-track lines (45.6% in the country), while 
the share of electrified lines length was 67.4% of the while network of the Region, and it was higher 
than the national average – 62.1%. The density coefficient for the railway network in 2016 in 
Wielkopolska reached 6.3 km/100km2, and it was similar to the average in the country – 6.1 
km/100km2. 

 
Fig. 13. Density of railway network in Poland in 2016 in particular Regions 

 
Source: Own work based on Local Data Bank by the Central Statistical Office 

 
Tab. 6. Railway network of the Wielkopolska Region between 2007 and 2016 compared to the whole country 

Variable 
Territorial  
cross section 

2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 

Railway lines 
(km) 

Poland 20,107 20,196 20,360 20,228 20,228 20,094 19,328 19,240 19,231 19,132 

Wielkopolska 2,057 2,058 2,115 2,131 2,091 2,061 1,976 1,884 1,888 1,878 

Railway lines 
(km/100 km2) 

Poland 6.4 6.5 6.5 6.5 6.5 6.4 6.2 6.2 6.2 6.1 

Wielkopolska 6.9 6.9 7.1 7.1 7 6.9 6.6 6.3 6.3 6.3 

Source: Own work based on Local Data Bank by the Central Statistical Office 

 
In the group of active railway lines, nine go through Poznań on starts there. A status of a railway 

line within the Region is held by 10 lines. The remaining lines create a network of regional or local 
significance. Majority of the lines (13) is electrified, including two partially. There are 11 two-track lines, 
including three lines on selected fragments. Additionally, there are 20 lines (mainly sidings) in  
the Region, mainly of freight significance. Important connections included in the international transit 
railway routes are lines No 3, 131, 272 (Gądki – Poznań fragment) and 394, where transit trains can 
travel.  

In 2014, the passenger transport was carried out on 18 railway lines. There is no railway carriage 
on the remaining lines, but their technical parameters allow such operations. A definite majority  
of district cities have access to the district cities. Cities: Czarnków, Miedzychód, Gostyń, Śrem despite 
having access to the railway network, are excluded because the railway carriage in their area is 
suspended, while there is no railway line going through the Turek district. 
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Tab. 7. Basic information on railway lines or their fragments within the Wielkopolska Region,  
with a traffic priority for passenger carriage. 

No Category Electrification Number of tracks Starting station End station 

3 national electrified two-track Warszawa Zachodnia Kunowice 

14 national 
electrified on the Krotoszyn – 
Łódź Kaliska fragment 

two-track Łódź Kaliska Tuplice 

18 national electrified two-track Kutno Piła Main Station 

131 national electrified two-track Chorzów Batory Tczew 

181 - electrified single-track Herby Nowe Oleśnica 

203 - non-electrified 
two-track on the Piła – 
Kostrzyn fragment 

Tczew Kostrzyn 

271 national electrified two-track Wrocław Main Station 
Poznań Main 
Station 

272 national electrified two-track Kluczbork 
Poznań Main 
Station 

281 - 
electrified on the Gniezno – 
Oleśnica fragment 

two-track on the Gniezno – 
Jarocin fragment 

Oleśnica Chojnice 

351 national electrified two-track Poznań Main Station 
Szczecin Main 
Station 

353 national electrified two-track Poznań Wschód Skandawa 

354 - electrified 
two-track on the Poznań POD 
– Oborniki and Dziembówko – 
Piła Main Station fragments 

Poznań Main Station POD Piła Main Station 

355 national electrified single-track Ostrów Wielkopolski Grabowno Wielkie 

356 - non-electrified single-track Poznań Wschód 
Bydgoszcz Main 
Station 

357 - non-electrified single-track Powodowo Luboń 

359 - non-electrified single-track Leszno Zbąszyń 

403 national non-electrified single-track Piła Północ Ulikowo 

405 - electrified single-track Piła Main Station Ustka 

Source: Own work based on data compiled by Polish National Railway Lines company 

 
Tab. 8. Basic information on railway lines within the Wielkopolska Region, 

with a priority for freight traffic 

No Category Electrification 
Number  
of tracks 

Starting station End station 

352 national electrified two-track Swarzędz Poznań Starołęka 

394 national electrified two-track Poznań Krzesiny Kobylnica 

395 national electrified two-track Zieliniec Kiekrz 

801 national electrified two-track Poznań Starołęka PSK Poznań Górczyn 

802 national electrified two-track Poznań Starołęka Luboń 

803 - electrified single-track Poznań Piątkowo Suchy Las 

804 national electrified single-track Poznań Antoninek Nowa Wieś Poznańska 

805 - electrified single-track Swarzędz Stary Młyn 

806 national electrified single-track Poznań Franowo PFD Nowa Wieś Poznańska 

807 national electrified two-track Sokołowo Wrzesińskie Września 

808 national electrified two-track Września Podstolice 

811 national electrified single-track Stary Staw Franklinów 

812 - electrified single-track Kępno (R5) Hanulin (R39) 

813 - electrified single-track Kępno (KP1) Hanulin (R5) 

814 - non-electrified single-track Kępno (R38) Hanulin (R2) 

815 - electrified single-track Durzyn Krotoszyn 

816 - non-electrified single-track Krotoszyn Osusz 

823 - electrified single-track Poznań Franowo PFD Stary Młyn 

824 - electrified two-track Pokrzywno Poznań Franowo PFD 

984 - electrified two-track Poznań Franowo PFB Poznań Franowo PFA 

Source: Own work based on data compiled by Polish National Railway Lines company 

 
Narrow-gauge lines pose a complementation for the railway network, where mainly tourist 

carriage and partially freight transport take place in Wielkopolska. The most well-known rails are: 
Gnieźnieńska Narrow-Gauge Rail, Kaliska Commuter Railway, Pleszewska Local Rail (Krotoszyńska 
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Commuter Railway), Śmigielska Narrow-Gauge Rail, Średzka District Rail, Wyrzyska District Rail, Żnińska 
District Rail, Maltanka Steam Narrow-Gauge Railway in Poznań, Grodziska Go-devil Rail, Krzywińska Go-
devil Rail and a park rail in Cichowo. 

 
Fig. 14. A railway network in the Wielkopolska Region 

 
Source: Sustainable Development Plan for the Collective Public Transport in the Wielkopolska Region. Poznań. 2015 

 
Significance of railway lines in the Region may be proved by their use and the generated 

passenger traffic. The most loaded connections have been the lines running through the City of Poznań 
from numerous years, this refers especially to the line No 271 towards Wrocław, No 272 towards 
Katowice and No 353 towards Toruń. A slightly lower number of passengers is operated by  
the following lines: No 3 from Poznań, in the direction of both Warszawa and the western state 
boarded, No 14 and 355 towards Łódź – Ostrów Wielkopolski – Wrocław and regional lines No 354, 356 
and 357. The lowest passenger traffic takes place on lines No 403 and 181. The listed lines, having  
a status of national lines, create a network of interregional connections of Wielkopolska. The remaining 
ones are of regional significance.  

Modernization of regional lines and a higher standard of carriage (new rolling stock, higher 
frequency of connections), and a shorter travel time exert significant influence on an increase in 
interest in railway transport and a growing number of passengers. An example is the result  
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of modernization of regional railway lines No 356 and 357 from Poznań towards Wągrowiec and 
Wolsztyn, which contributed to significant increase of the number of passengers on those fragments. 
Investments on railway lines 

A technical condition of the railway infrastructure has some impact on traveling speed of trains, 
their frequency, travel time and traffic safety. Reduction in railway network maintenance standards 
deepens its capitalization. There have been lines of international significance maintained in 
Wielkopolska for numerous years. Gradual modernization of railway lines of regional significance can 
be notice, with participation of the Local Government of the Wielkopolska Region. 

Improvement of traffic safety and removal of operational threats is supported by 
comprehensive modernizations, on-going exploitation works as well as renovations of buildings along 
the railway lines. A response for the needs to reconstruct the railway network, and equip it with 
modern railway traffic management systems, are the implemented projects for railway lines 
modernization, both on the main railway routes and on the regional lines. What is more, there is a need 
for collision-free level crossings, especially within the stretches of the main roads with high traffic 
intensity.  

While appreciating the significance of railway communication for correct operation of the 
Region, the Local Government within WROP 2007-2013 modernized the regional railway lines No 357 
and 356, towards Wolsztyn and Wągrowiec. A significant element of the undertaking was construction 
of new railway stops. A response for the need in relation to construction of a new factory  
of the Volkswagen corporation in Białężyce near Września was development of a railway turnout on 
the line No 281 Oleśnica – Chojnice, Września – Miłosław route, along with accompanying works.  
The group of basic projects within WROP 2014+, which were initiated by the regional government, 
included modernization of the railway line No 354 Poznań Main Station POD – Piła Main Station. 
Continuation of modernization of the lines No 356 and 357 is planned within the Program. Funds from 
WROP 2007-2013 and WROP 2014+ are utilized to co-finance the purchase of rolling stock to operate 
the connections carried out by the Koleje Wielkopolskie Sp z o.o. company. 

The infrastructural prjects within the Wielkopolska Region will be also implemented by PKP PLK 
S.A. (Polish National Railway Lines joint-stock company). The list of basic projects financed from  
the Cohesion Fund within CEF and Infrastructure and Environment Operational Program, of the 
National Railway Program until 2023, includes the following investments: 

• modernization of the E59 railway line on the Wrocław – Poznań fragment; 

• works on the railway line E59, Poznań Main Station – Szczecin Dąbie fragment;  

• works on the freight ring road of Poznań; 

• modernization of railway infrastructure within the area of platforms of the Poznań Main 
Station, on the western side, adjusting it for operation of disabled individuals, 

• modernization of the E20 railway line, Warszawa – Poznań (Sochaczew – Swarzędz) 
fragment; 

• improvement of transportation services quality through enhancement of technical 
condition of the railway line No 272 on th Kluczbork – Ostrzeszów fragment; 

• works on railway lines No 14, 815, 816, on the Ostrów Wielkopolski – (Krotoszyn) – Leszno 
– Głogów fragment, together with electrification of the Krotoszyn/Durzyn – Leszno – 
Głogów fragment; 

• works on the railway line No 18, on the Kutno – Toruń Main Stationy fragment; 

• works on railway lines No 18, 203, on the Bydgoszcz Main Station – Piła Main Station – 
Krzyż Wielkopolski fragment (along with electrification of the Piła Krzyż Wielkopolski 
fragment); 

• works on lines 353, 206, 544 Poznań Wschód – Dziarnowo – Inowrocław Rąbinek – Western 
region; 

• works on line No 353 Poznań Wschód – Dziarnowo; 
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• construction of a two-level road and railway crossing on the line 353, near the Pobiedziska 
station. 

A factor exerting negative impact on the level and conditions for operation of travelers and  
the image of Polish railway industry is poor condition of part of stations with their adjacent areas. Polish 
National Railways company coordinates a wide program for modernization of railway stations. In 
recent years, it covered, among others, the stations: Chodzież, Koło, Leszno, Luboń,  Ostrów 
Wielkopolski., Poznań Main Station and Dworzec Letni, Puszczykowko, Swarzędz, Jarocin, Kępno, 
Wronki, Kościan, Środa Wielkopolska, Gniezno, Piła, Rawicz. 

Furthermore, especially when it comes to regional lines, there is a program under implemented, 
intended to hand over the station buildings to local governments for their revitalization. This process 
is especially intensive on line No 356 from Poznań, towards Wągrowiec. The renovated train station 
buildings can play a role of travelers service centers, tourist information points, daycenters, libraries, 
restaurants, cafes, and former railway lines can be used for e.g. development of cycling paths and 
roads, as well as creation of narrow-gauge tourist and recreational routes. 

 
High-speed Rail 

Modernization of the existing railway lines on the national level is accompanied by works over 
a project of a new high-speed rail (KDP), which is to connect four important agglomerations in Poland.  

 
Fig. 15. A vision for shaping the basic elements of a railway network, including the high-speed rail 

 

 
Source: National Spatial Development Concept 2030 

 
The project implemented by PKP PLK S.A., apart from outlining the route, also covered 

development of feasibility studies for particular railway hubs, and a concept to extend the line towards 
the wester and southern boarder state, to include it into the high-standard European railway system. 
The new line in the so-called “Y” distribution, is to run from Warszawa to Łódź, and further through 
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ramification in the area of Nowe Skalmierzyce - to Poznań and Wrocław. There is an additional KDP 
station planned in Wielkopolska, within the area of Jarocin. Trains on this route can travel at a speed 
of up to 350 km/h/. 

Currently, there is no final decision on implementation of the investment. The Ordering Party – 
i.e. the Management Board of PKP PLK S.A. – gave its preliminary approval for one of the variants  
of routes, but regarding lack of legal validity of the “Feasibility study...”, is remains highly troublesome 
to introduce the course into the planning documentation. The above-mentioned situation brings 
negative consequences mainly in the planning sphere. No possibility to reserve the land for the future 
railway results in misalignment of regional and local spatial policies to the course of the route and 
further development based on current planning documentation. Postponing the decision on 
construction of the line will also cause an increase in the initially assumed investment outlays for 
implementation of the investment, including in relation to limitation of issued decisions on 
environmental conditions for the undertaking in question. 

 

5. AIR TRANSPORT 

Airports and airstrips 
There is the Henryk Wieniawski Poznań-Ławica Airport in the Wielkopolska Region, having 

regional significance, operating international connections of European reach. The airport operates 
mainly the passenger but also the freight traffic. What is more, there are other civil airports in  
the region, entered into the civil airport register of the Civil Aviation Office, including: Kobylnica near 
Poznań, Michałków near Ostrów Wielkopolski, Strzyżewice near Leszno. These are airports that usually 
belong to flying clubs, posing a sport and training base, and operating civil private flight. 

Currently, there are also civil airstrips entered into the register of the Civil Aviation Office: 
Kazimierz Biskupi, Radzewice near Poznań, Sowiniec (Mosina commune), Powodowo (Wolsztyn 
commune), Poznań-Bednary (Pobiedziska commune), Debrzno, Jaryszewo (Obrzycko commune), 
Krępsko (Szydłowo commune), Piła, Śmiłowo (Kaczory commune), Zakrzewo (Dopiewo commune), 
Zborowo (Dopiewo commune), Żerniki (Kórnik commune), Oborniki-Słonawy (Oborniki commune), 
Kąkolewo (Grodzisk Wielkopolski commune), PAGO-Dąbcze (Rydzyna commune), Działyń (Kłecko 
commune). 

There are landing grounds for sanitary transport helicopters located near several larger 
hospitals. Such landing grounds are located in the following cities: Jarocin, Kalisz, Konin, Krotoszyn, 
Leszno, Międzychod, Nowy Tomyśl, Ostrów Wielkopolski, Piła, Pleszew, Poznań (2 airstrips), 
Puszczykowo, Śrem, Środa Wielkopolska, Trzcianka, Złotów, Szamotuły. Other private landing grounds 
for helicopters include: Clip Logistics (Swarzęd commune), Piła Motylewo, PRH Stawnica (Złotów 
commune), Sobota (Rokietnica commune), PZZ Piła, Koziegłowy ZD (Czerwonak commune). 

There are also two active military airports in the Region: in Powidz and in Poznań-Krzesiny. 
 

Poznań-Ławica Airport 
The Poznań-Ławica Airport is the most important airport of the Region. Length of the runway is 

2,504 m, and its width is 50 m. A result of expansion of the airport and terminal infrastructure  
of the Port, completed in 2013, are:  

• a new parallel taxiway, connected with the runway through the fast-exit paths, 

• an apron for airplanes, expanded with new parking spots, 

• a new arrivals zone, 

• main hall with check-in posts, 

• expanded and modernized commercial part. 

• modernized departure zone. 
The expanded terminal has about 23,000 m2 of surface area, and capacity on the level of 3 mln 
passengers per year. The cargo terminal includes export, import and national warehouses as well as 
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boxes for loading and unloading. The Airport in Poznań was entered into the code list of Lufthansa 
Cargo what means that parcels to Poznań can be sent from any airport around the world. 

The number and directions of the connections from the Poznań-Ławica Airport change, and they 
depend on current situation of the aviation market and preferences of the travelers. Currently,  
the Poznań-Ławica Airport operates regular connections to 30 airports in Europe (2017), including 
seven capital cities in EU member states, such as: Copenhagen, Paris, Athens, Madrid, London, Oslo, 
Dublin, Kiev, Stockholm, and to important interchange ports, such as Frankfurt am Main, Munich, 
Barcelona or Edinburgh. The greatest number of regular air connections (from 10 to 45) is carried out 
during a week, to: Warszawa, London, Dublin, Munich, Oslo, Copenhagen and Frankfurt. Charter flights 
take place to a dozen or so states, in 33 directions, to airports located at the seaside  
of the Mediterranean Sea, the Black Sea, the Red Sea and the Atlantic Ocean. 

For many years, also in 2016, Wielkopolska has occupied the sixth place in the country in terms 
of number of passengers served in airports. An increase in the number of served passengers in  
the Poznań-Ławica Airport is observed every year. In 2016, there were 1,710,216 persons served there 
in total, including 1,295,556 passengers in regular traffic, 408,900 in charter traffic and 5,760 in General 
Aviation traffic what covered 24,776 air operations in total. 

Since 2007, the passenger traffic in the port increased by 90.7% (in the country by 85.2%), while 
the value of the coefficient remained on an average level, when compared to results from other 
Regions. In 2016, part of the air traffic in Poznań was 4.8% of the air traffic in the whole country, and it 
was lower when compared to 2008-2012, when it reached maximum values – from 6.1% to 6.9%. 

 
Tab. 9. Passengers traffic in airports in the Wielkopolska Region between 2007 and 2016 when compared to the 

whole country (in thousands of persons) 

Variable 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 

Poland 

Arrivals 9,517.5 10,354.2 9,503.9 10,219.7 10,827.8 11,794.2 12,453.8 13,496.4 15,211.8 17,031.4 

Departures 9,610.5 10,362.5 9,586.8 10,327.9 10,938.1 11,883.2 12,607.4 13,584.8 15,275.9 17,072.8 

Transit 117.4 54.5 150.6 161.0 121.6 134.0 97.3 949.3 827.6 1,534.2 

Wielkopolska Region (Poznań-Ławica Airport) 

Arrivals 439.4 637.4 614.0 696.7 708.5 773.0 659.5 708.4 731.9 843.1 

Departures 431.6 626.1 628.1 693.9 725.1 794.3 676.5 721.5 751.9 851.8 

Transit 26.0 0.0 29.6 28.5 29.9 27.9 19.1 15.4 17.1 15.3 

Source: Own work based on Local Data Bank by the Central Statistical Office 

 
Fig. 16. Passenger traffic in airports between 2007-2016 

 
Source: Own work based on Local Data Bank by the Central Statistical Office 
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Share of air transport in freight carriage in Poland is low, and the quantity of transported goods 
and post often changed throughout the years. Results from cargo carriage pose the most sensitive 
indicator of the world economic situation. Air carriage is the most expensive mean of transport, which 
is why, as a consequence of adverse economic changes, the enterprises limit the transportation costs, 
and the cargo air traffic experiences it to the greatest extent. What is more, there are significant 
regional differences on the national scale, pertaining to the carriage transported in national and foreign 
traffic in particular airports, with a dominating position of the Mazowieckie Region, which in 2016 
operated 78% of the market. In 2007-2016, Wielkopolska recorded a decrease in transshipment  
of goods by as much as 81%, with the general increase by 30.4% on the national scale. In 2016, in the 
Poznań-Ławica Airport, the quantity of loaded and unloaded goods reached 107.8 t what posed only 
0.1% of the general size of transshipment in Poland. A low share of cargo at the Airport, is related to 
its inclination towards passenger service. 
 

Tab. 10. Transshipment of goods (together with post) in airports between 2007-2016 (t) 

Variable 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 

Poland 

Unloading 50,313 45,034 40,099 45,362 47,170 44,777 46,902 42,549 51,234 55,369 

Loading 34,071 35,423 29,152 35,682 38,911 35,942 40,601 43,588 52,409 54,673 

Wielkopolska Region (Poznań-Ławica Airport) 

Unloading 300 624 561 657 535 504 252 295 235 48 

Loading 269 742 735 566 603 526 260 306 252 59 

Source: Own work based on a report issued by the Central Statistical Office, Transport – results of operation (in 2007-2016) 

 
The Poznań-Ławica Airport is located about 5 km from the center of Poznań. Location  

of the airport within the city boarders brings both positive and negative consequences. Some positive 
aspects of the airport location may include the possibility to ensure good communication accessibility 
and a fast connection with the city center, including e.g. with the Poznań Main Station. Accessibility  
of the airport improved thanks to expansion of the Bukowska street in Poznań into a two-lane road 
(accomplished in 2011). Additionally, the airport gained a quick connection to the A2 motorway, as  
a result of construction of the western ring road of Poznań within the stretch of the S11 road, on  
the fragment from Tarnowo Podgórne to the Poznań Zachód hub. 

A spatial consequence of the Poznań-Ławica Airport location is a limitation for the structures 
height on glide and down paths of the airplanes. From the eastern side, the path of the airplanes runs 
over the city center, making impossible to construct buildings and structures above a specific height.  
A negative aspect of the Airport’s location is generation of excessive noise and its negative impact on 
the buildings that neighbor the Port. What is more, the Resolution No XVIII/302/12 adopted by  
the Wielkopolska Regional Assembly on 30 January 2012 on creation of a limited use area for the 
Poznań-Ławica Airport in Poznań, includes technical requirements related to buildings in a specific type  
of development, as well as limitations in location of buildings of a given function, including hospitals, 
social welfare homes and buildings related to permanent or temporary stay of children and youth. 

In 2015, 755,271 persons were included in the zone of temporary access to the Poznań-Ławica 
Airport. Majority of the Region’s residents (62.1%) lived within a zone of one-hour accessibility to  
the airport (Poznań-Ławica Airport or airports located in neighboring regions), and it was accessible for 
almost all residents (99.8%) within 2 hours10. 

                                                 
10 WB data (http://WBdata.pl). 
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Regarding the nuisance of the Airport’s location within the city boarders, according to  
a provision of the Developmental Strategy of the Wielkopolska Region until 2020. Wielkopolska 2020, 
the need for construction of a regional airport in another location cannot be excluded. 

 
Fig. 17. Road (time) accessibility of Polish airports (2015) 

 
Source: WB data (http://WBdata.pl) 

 
A role of small airports in development of subregions (Kalisz, Piła, Leszno, Konin) 

Essentially, the subregional airports and airstrips influence competitiveness of the region, 
however there was not a single successful model for such types of objects developed until now. They 
do not improve spatial mobility of the labor force, and they are not significantly embedded into  
the internal development of communication accessibility. Their activity is mainly related to operation  
of highly-qualified staff or capital administrator, not a mass customer.  

Small airports and airstrips located in subregions of Wielkopolska (Leszno, Piła, Ostrów 
Wielkopolski, Kazimierz Biskupi near Konin) are involved first of all in training and sport activities, and 
they operate the General Aviation traffic only to a small extent. Generally, no fundamental changes in 
operation of the objects in question are anticipated, including preservation of the existing function 
with simultaneous intensification of the General Aviation traffic and potential expansion with irregular 
cargo traffic. Development of small airports is justified despite a small scale of their operation and 
limited impact on local development. Each airport should use its potential in a unique manner.  
The potential functions that are implemented partially or that could be additionally developed include, 
among others: high-quality, intensive training and sport activities, development of technical 
operation/local business, development of an airport as a tourist product11. 

  

                                                 
11  Based on a study commissioned by WROT (Wielkopolska Regional Territorial Observatory): An analysis of potential and 

directions of local significance airports’ use , located within the Wielkopolska Region. BBSG Baca Gościniarek i Wspólnicy 
Doradztwo Gospodarcze Sp. z o.o. Poznań. 2014. 
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6. INLAND WATERWAY TRANSPORT 

Classification of inland waterways and infrastructure of inland waterway transport 
The largest rivers, at the same time posing waterways in Wielkopolska are the Warta River, 

flowing through the center of the Region, and its tributary – the Noteć River. A distribution of inland 
waterways is highly advantageous – as it ensures connection with the ports in Szczecin and Świnoujscie 
located at the Odra River, and in Gdańsk through the Wisła River. At the same time, the Warta and 
Noteć Rivers create the Wielkopolska Great Waterway Loop – an interregional path of high tourist 
significance for the Region. The most important waterway for the navigation in the Region is the Wisła 
– Odra path (a planned international waterway No E70), connecting the inland waterways systems  
of West and East Europe, covering the Noteć River in the Wielkopolska Region. 

The inland waterway transport plays a slightly significant role in the Region’s transport system 
and economy – currently the carriage is carried out incidentally. This is influenced first of all by strong 
competition from road and railway transport, as well as low technical parameters of inland waterway 
and bad condition of navigation infrastructure and hydro-technical devices (or their lack). The inland 
waterways in Wielkopolska, according to assumed classifications, belong to the waterways of regional 
significance (they include class Ia, Ib, II and III of waterways): 

The waterways in Wielkopolska are characterized with the following classes: 

• Ślesiński Channel: 
- II from connection to the Warta River to the Lake Gopło (32.0 km), 
- III the Lake Gopło (27.5 km); 

• The Warta River: 
- Ia from the Ślesiński Channel to Luboń (154.6 km), 
- Ib from Luboń to the outlet of the Noteć River (183.8 km), 
- II from the outlet of the Noteć River to the Odra River (68.2 km); 

• The Noteć River: 
- Ia from the Lake Gopło (through the Górnonotecki Channel) to the connection with  

the Bydgoski Channel (87.1 km). 
- Ib from the connection with the Bydgoski Channel to the outlet of the Drawa River 

(138.3 km), 
- II from the outlet of the Drawa River to the outlet of the Warta River (48.9 km). 

There is also a need to stress the unsatisfactory level of technical devices of the pointed 
waterways, necessary for realization of adequate transport economy. The existing river ports remain 
in a very poor technical condition, and they do not meet its task. On the Noteć River, these are among 
others: ports in Krzyż, Czarnków, Ujście, and transshipment quays outside of the Region (in Gorzów 
Wielkopolski, Nakło at the Noteć River). At the Warta River, these are among others: ports in Wronki 
and in Poznań, as well as transshipment quays in Obrzycko, Czerwonak, Poznań, Luboń and Konin. 

The above is reflected in the share of inland transport in carriage of freight in general in Poland, 
which is scarce. Currently, the inland waterways within the Region do not play any economic role.  
The use of the Warta and Noteć Rivers for transport purposes on a larger scale is conditioned with 
relatively high financial outlays for adjustment of waterways, deepening, modernization  
of hydrotechnical devices and structures, reconstruction and revitalization of river ports as well as 
renovation and purchase of new navigation stock. On the other hand, the inland waterway transport 
holds some clear advantages when compared to others, especially those related to positive impact on 
natural environment. 

As for now, the main potential zones for use of inland waterway transport in the cities is 
continuation of traditional directions, such as: transport of aggregate for construction and carriage  
of energy-producing raw-materials, as well as new zones for use: every-day supply for stores from  
the distribution centers, including the large-size markets, waste removal, paper deliveries and removal  
of waste paper for recycling. 
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7. PUBLIC COLLECTIVE TRANSPORT 

Bus transport 
In the scope of the regional public bus transport, competences of the Marshal Office  

of the Wielkopolska Region are focused on issuing permits for implementation of carriage, and for 
return of funds arising from application of statutory exemptions in ticket prices for passengers on bus 
lines. The Local Government of the Wielkopolska Region have not commissioned performance of bus 
carriage in a form of public service yet. The notions of justifiability of the transport services 
performance and their profitability depended solely on the carrier or other interested entities, e.g. 
communes. 

Regular bus communication in the Region takes place on the following types of lines12: 

• long-distance interregional, i.e. above 160 km, covering with its range the area of at least 
two regions that connect the regional cities and other more significant agglomerations, 

• regional, i.e. within 50-160 km, carried out within the area of several neighboring regions, 
connecting smaller cities with large centers in the region, 

• suburban, i.e. 50 km, connecting rural estates with communal, district and regional 
centers, 

• urban, i.e. functioning within the area of cities and in the zone of 5-10 km outside their 
boarders. 

The number of regular lines and the size of passenger transport results from the reported 
demand for carriage. The demand for passenger transport depends most often on the character of the 
operated area, including first of all the size of population, its density, spatial distribution of housing 
estates and location of industrial, scientific and administration centers, posing the traffic generators. 
The greatest number of regular bus lines occurs in the following districts: the Poznański District with 
the City of Poznań, the Koniński District with the City of Konin and in the City of Kalisz. In recent years, 
the number of regular transport lines in Wielkopolska running through the area of at least two districts 
dropped. In 2010-2013, it oscillated around 775-855, but since 2014 a systematic drop in the number 
of valid permits for regular carriage – to as much as 477 bus lines in 2016 (there were additionally 68 
special lines – “closed carriage”, covering the transport of children to schools and transport  
of employees).  

 
Fig. 18. The number of functioning regular bus lines in Wielkopolska, for which the Marshal of the Wielkopolska 

Region issued a permit, in 2010-2016 

 
Source: Own work based on the report compiled by the Department of Transport,  

entitled Public Transport in Wielkopolska, 2017. 

 
In 2016, within the area of the Wielkopolska Region, the regular passenger transport (based on 

permits issued by the Marshal of the Wielkopolska Region), was carried out by 45 carriers. As many as 
38 of them signed agreements with the Wielkopolska Region for funding of the statutory rights for 

                                                 
12 Public transport in Wielkopolska. Department of Transport of the Marshal Office of the Wielkopolska Region. Poznań. 2017. 
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discounts for traveling with the means of collective public transport. In 2016 in Wielkopolska, there 
were agreements concluded in total with 91 road carriers. The largest carriers in Wielkopolska are  
the Motor Transport Companies (Przedsiębiorstwa Komunikacji Samochodowej, PKS) of various 
ownership statuses. In case of bus transport, among others privatization of the state-owned Motor 
Transport Companies was of major importance, which function according to the market principles, 
interested with provision of services on those lines that are the most profitable ones. Unfortunately, 
this caused broad resignation from operation of lines that turn out to be unprofitable, not fully 
considering the needs of social communities. As a result of change of the structure of carriage, the bus 
carriage is operated by small, local carriers to an increasing extent. 

 
Fig. 19. The number of bus transport passengers in the Wielkopolska Region in 2009-2016 

 
Source: Own work based on reports compiled by the Department of Transport, entitled Bus Transport  

in the Wielkopolska Region, 2016, and Public Transport in Wielkopolska, 2014 and 2017. 

 
The number of passengers transported by carriers that are in hold of permits for regular 

passengers carriage issued by the Marshal of the Wielkopolska Region reached 21.7 mln of persons in 
2016, including 8.4 mln persons transported against one-one tickets, 12.7 mln persons against monthly 
tickets, and 0.6 mln of passengers against season tickets. 

 
Railway transport (regional carriage) 

The existing model for provision of public utility services in collective transport in the scope  
of regional railway carriage consists in execution of a (civil law) agreement between the Local 
Government of the Region and the carrier, for provision of services pursuant to the arranged schedule. 
These services cover 13  a compensation level determined annually, with consideration of: costs  
of execution of the ascribed carriage tasks, income from the tickets and rational profit (pursuant to  
the Regulation (EC) No 1370/2007 of 23 October 2007 on public passenger transport services by rail 
and by road).  

The carriers performing transport within public service in Wielkopolska are: 

• Regional Trains – Limited Liability Company (Przewozy Regionalne Sp. z o.o.), where  
the Wielkopolska Region has a share in the capital of 4.85%, 

• Wielkopolska Trains – Limited Liability Company (Koleje Wielkopolskie Sp. z o.o.), being  
a local government company with 100% of shares held by the Local Government  
of the Wielkopolska Region, established pursuant to the Resolution passed by  
the Wielkopolska Regional Assembly No XXXIX/542/09 of 28 September 2009. 

In 2016, the Przewozy Regionalne company transported almost 16.3 mln passengers in  
the region (more by 0.9 mln persons than in 2015), while the Koleje Wielkopolskie company 

                                                 
13  Sustainable Development Plan for the Collective Public Transport in the Wielkopolska Region. A study commissioned by  
the Marshal Office of the Wielkopolska Region. Poznań. 2015. 
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transported more than 8.1 mln passengers (more by 0.7 mln persons than in the previous year)14.  
The market share of both carriers changes. As a result of modernization of the regional railway lines 
No 356 and 357, as well as through taking over next railway connections from the Przewozy Regionalne 
company, and increase in the frequency of connections, the Koleje Wielkopolskie company records  
a systematic growth in the number of passengers. 
 

Tab. 11. The number of passengers in regional transport in 2012-2016 in the Wielkopolska Region 

Railway carrier 
Number of passengers (mln of persons) 

2012 2013 2014 2015 2016 

Koleje Wielkopolskie Sp. z . o.o.  3.4 5.4 7.2 7.4 8.1 

Przewozy Regionalne Sp. z . o.o. 16.6 15.2 14.2 15.4 16.3 

Source: Own work based on the report entitled Public Transport in Wielkopolska, 2014 and 2017 

 
The Local Government of the Wielkopolska Region holds an appropriate stock (22 rail buses with 

combustion engines – 17 of which were rented to the Koleje Wielkopolskie company and 5 to  
the Przewozy Regionalne company), for operation of the whole carriage work within the regional non-
electrified lines. Furthermore, in relation to an increase of the passenger streams, mainly on the line 
No 356, on the Poznań – Wągrowiec fragment, an agreement was concluded for rental of other four 
two-element rail buses (used by the Koleje Wielkopolskie company). 

Since the 2012/2013 schedule, the Koleje Wielkopolskie company performs transport services 
also on a part of electrified lines, with new and used electric multiple units, purchased by  
the Wielkopolska Region within the scope of WROP (Wielkopolska Regional Operational Programme) 
2007-2013. In this scope, the Region is an owner of (apart of the previously-mentioned rail buses)15: 

• 12 electric multiple units, EN57 series, 

• 22 electric multiple units, EN76 “Elf” series. 
There are numerous actions undertaken within the Region, for development of the railway 

transport, intended to improve quality of railway carriage, and thus to increase the number of persons 
using this type of transport. This is done not only through investments related to modernization  
of railway lines, but also actions intended to develop the rolling stock. They cover gradual repair and 
modernization of the previously used rail vehicles, as well as purchase of new trains – mainly thanks to 
the funds from WROP 2007-2013, which allowed to buy 22 multiple units, and WROP 2014+, which 
provided grants for purchase of 10 new (five-element) electric multiple units, and for modernization  
of 5 used electric multiple units. 

Regional carriage is performed on majority of railway lines of the Wielkopolska Region.  
The Przewozy Regionalne company operates the electric traction in relation to the following 
connections: Poznań – Gniezno – Mogilno, Poznań – Zbąszynek, Jarocin – Krotoszyn – region boarder, 
Poznań – Piła – Szczecinek, Poznań – Krzyż – Stargard Szczecinski, Piła – Wyrzysk – Bydgoszcz, Ostrów 
Wielkopolski – Oleśnica, Poznań – Leszno – Wrocław, Poznań – Ostrów Wielkopolski – Kępno – 
Kluczbork,  Ostrów Wielkopolski – Kalisz – region boarder,  as well as diesel traction in relation to  
the following connections: Chojnice – Piła – Krzyż, Piła – Wałcz. The Koleje Wielkopolskie company 
operates connections from Poznań and Leszno in the following directions: from Poznań to: Kutno 
(through Konin), Zbąszynek, Wolsztyn, Golańcz, Mogilno (through Gniezno), and from Leszno to Ostrów 
Wielkopolski  and Zbąszynek. 
  

                                                 
14 Public transport in Wielkopolska. A report by the Department of Transport of the Marshal Office of the Wielkopolska Region. 
Poznań. 2017. 
15 Public transport in Wielkopolska. A report by the Department of Transport of the Marshal Office of the Wielkopolska Region. 
Poznań. 2017 
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Fig. 20. Railway lines compared to bus lines in Wielkopolska, in the area of passenger transport between 
districts, divided into carriers 

 
Source: Sustainable Development Plan for the Collective Public Transport in the Wielkopolska Region. Poznań. 2015 

 
Integration of collective transport and metropolitan railway 

The currently formulated objectives of the transport policies, both on the national and local 
level, are directed to, among others development of sustainable collective transport, in order to 
minimize the negative impact of increasing road traffic. Development of collective communication 
should be directed first of all on integration of public transport in interchange points. In cities, this role 
can be played by communication stations and loops, while in case of other areas – train or bus stations 
(when there is no railway). It is especially significant to use the stations as interchange points that 
integrate various kinds of transport, including railway, bus, urban, car and bicycle transport. 
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Leaning on the assumption for integration of various form of collective and individual transport 
based on railway, there was a concept drawn up, for development of the Poznań metropolitan railway 
– reflected in the Master Plan for the Poznań Metropolitan Railway, posing an essential element for 
construction of the integrated system of public communication within the Poznań Metropolitan Area. 
Actions undertaken within the scope of Master Plan are intended to lead to facilitation of public 
communication within this area, through creation of appropriate conditions for functioning  
of connections (characterized with a high frequency and cyclicality, and a short travel time) between 
Poznań and neighboring communes. 

 
Assessment of public transport accessibility16 

Public transport poses an important socio-economic growth factor of cities and regions, but the 
offer available for the residents, from both railway and bust transport is regularly limited, mainly out 
of economic purposes. On the other hand, there is revaluation of public transport policy’s priorities 
and an increase in public transport on the national scale. The public collective transport serves first  
of all for equalization of opportunities in access to various services, especially for placec of work and 
education. 

The greatest problems in access to the collective public transport in Wielkopolska can be 
encountered in the north and east part of the Region. Definitely better access to collective 
communication is held by communes located near large cities and at the main railway communication 
routes. Accessibility of subregional cities from district cities is generally low and strongly dependent on 
location of the districts’ seats. A significant role for attractiveness of public transport is played here by 
the railway, especially in case of a railway line that connects two types of cities. Better accessibility 
from subregional cities to the City of Poznań than to other capital cities of subregions is also 
characteristics. 

Significant polarization in access to collective transport between different communes is 
observed – between communes located nearby large cities and the remaining communes  
of the Region. Definitely the greatest number of connection during a working day is held by: among the 
urban-rural communes – Luboń (143 connections), among the rural communes – Suchy Las (97 
connections), both situated in the Poznański District. An extreme case is the Wielichowo commune, 
not holding any direct connections to the district city – Grodzisk Wielkopolski. The need to change  
the mean of transport prolongs the total travel time in each case. 

In the absolute majority of communes, the time of travel with a collective mean of public 
transport from the seat of the commune to a district city in Wielkopolska takes more than 45 minutes. 
Furthermore, taking into account a low frequency of connections, distance to a stop or the travel time 
itself, it must be stated that total travel times with public transport are unsatisfactory and not very 
competitive when compared to individual vehicles. An especially significant situation, bearing some 
marks of social exclusion, can be found in those districts where it takes over an hour to get from  
the commune’s seat to the main city by public transport (e.g. Lobieznica, Drawsko, Wilczyn communes). 
This also refers to the communes where the connections are carried out less often than once per two 
hours. 

A similar problem in other areas of the Region is related to weekends. Accessibility of collective 
transport is strongly limited at that time what is a problem in the context of both regional tourism 
development, and access of extramural students to universities, and an issue for persons working on 
Saturdays or Sundays, who need to reach their workplace. A positive situation can be observed only in 
those communes that are located nearby large cities, where the commune’s seat has access to railway. 
  

                                                 
16  Based on a study commissioned by WROT (Wielkopolska Regional Territorial Observatory): Beim M., Matuszak B., 
Siemianowski A., Sobieraj M. Impact of public transport on the socio-economic development of the Wielkopolska Region (Wpływ 

dostępności transportem publicznym na rozwój społeczno-ekonomiczny województwa wielkopolskiego). Poznań. 2014. 
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Arrangements of the Transport Plan for the Wielkopolska Region17 
Arrangements of the Sustainable Development Plan for the Collective Public Transport in  

the Wielkopolska Region are focused on: 

• organization of the carriage market - the plan determined the public services provision 
model in passenger transport, 

• financing principles for public collective carriage of a regional character, including  
the funding forms and sources, as well as costs and income from performance of collective 
transport, resulting from the assumptions adopted in the Region’s budget, 

• principles for selection of operators, 

• planned transport solutions, including the principles for integration of passenger transport, 
planned changes in the transport infrastructure and a planned distribution of the public 
collective transport lines, where the Local Government of the Wielkopolska Region will 
organize the carriage, 

• target standards for carriage services provision (including a single passenger information 
system and requirements for the rolling stock). 

Development of a target offer of sustainable collective transport is based on four main criteria: 

• size of passenger streams, 

• accessibility and quality of transport infrastructure, 

• travel time (mainly in the context of selection between railway and bus transport), 

• population density (especially in the context of bus transport). 
The notion of passenger transport integration in the Sustainable Development Plan for  

the Collective Public Transport in the Wielkopolska Region is understood as: “all actions intended for 

cohesive functioning of different branches and means of transport, as well as transport operators and 

institutions”, which include infrastructural, informational, tariff and institutional integration. A role  
of integrated interchange hubs in the Region, intended to ensure efficient and convenient interchanges 
between various means of collective and individual transport, will be played by railway and bus stations 
located in: Chodzież, Czarnków, Czempiń, Gniezno, Gostyń, Grodzisk Wielkopolski, Jarocin, Kalisz, 
Kępno, Koło, Konin, Kościan, Krotoszyn, Krzyż, Leszno, Miedzychód, Nowy Tomyśl, Oborniki, Ostrów 
Wielkopolski, Piła, Pleszew, Pniewy, Pobiedziska, Poznań (in Poznań Main Station), Rogoźno, Skoki, 
Śrem, Środa Wielkopolska, Turek, Wągrowiec, Wolsztyn, Wronki and Września. According to  
the assumptions, each hub will be equipped with nearby stops and parking spaces, ticket selling spots 
and an information system. It is also planned to provide access to the interchange points for all 
collective transport operators and carriers. The target distribution of transport connections covers bus 
and railway lines, where the Local Government of the Wielkopolska Region plans to perform regional 
carriage in a form of public service-now or in the future. 

 
Tab. 12.  A list of standards of the collective public railway transport in Wielkopolska 

Line No 
according to 
the PKP PLK 
S.A. Network 
Timetable 

Line No 
according to 
D29 The PKP 
PLK S.A. 
International 
regulations 

Railway route Connection 

Daily frequency of the connections 
according to the scenario 

Abbreviated 
name reduced 

mobility 
realistic 

increased 
mobility 

321 281 
Gniezno – Września – 
Jarocin 

Gniezno – Września – Jarocin 5 5 6 K01 

300 3, 807, 808 
Poznań – Kutno 
(Warszawa) 

Poznań – Krzewie 2 2 2 

K02 Poznań – Kłodawa 3 4 4 

Poznań – Konin 9 9 9 

                                                 
17 Based on the Sustainable Development Plan for the Collective Public Transport in the Wielkopolska Region. The document 
developed upon request made by the Marshal Office of the Wielkpolska Region, adopted with the Resolution No XI/305/15  
of the Wielkopolska Regional Assembly of 26 October 2015. Poznań. 2015. 
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Poznań – Września 9 9 10 

321 281, 143 
Jarocin – Krotoszyn 
(Wrocław) 

Jarocin – Cieszków 4 5 6 K03 

350 14 
Leszno – Ostrów 
Wielkopolski 

Leszno – Ostrów 
Wielkopolski 

2 3 3 
K04 

Leszno – Krotoszyn 3 2 3 

328 359 Leszno – Zbąszynek 
Leszno – Zbąszynek 2 2 3 K05 

Leszno – Wolsztyn 2 2 3  

200 14, 355 
Sieradz – Ostrów 
Wielkopolski – 
Wrocław 

Skalmierz – Międzybórz 4 4 5 

K06 

Skalmierz – Ostrów 
Wielkopolski 

4 4 5 

Skalmierz – Kalisz 1 1 1 

Ostrów Wielkopolski – 
Międzybórz 

4 4 4 

425 18 Piła – Bydgoszcz Piła – Jadwiżyn 7 7 7 K07 

426 203 Piła – Chojnice Piła – Bukowo 5 5 6 K08 

365 403 
Piła – Wałcz – Kamień 
Pom. – Szczecin 

Piła – Dobino Wałeckie 2 3 3 K09 

430 353 Poznań – Mogilno 
Poznań – Mogilno  9 9 10 

K10 
Poznań – Gniezno 14 15 15 

320 272 Poznań –Kluczbork 

Poznań – Ostrów 
Wielkopolski 

7 8 8 K11.1 

Poznań – Jarocin 10 11 12  

Ostrów Wielkopolski – 
Kępno 

4 5 5 

K11.2 
Ostrów Wielkopolski – 
Kostów 

4 4 5 

360 351 
Poznań – Krzyż – 
Stargard Szczeciński 

Poznań – Drawiny 2 2 2 

K12 
Poznań – Krzyż 4 4 4 

Poznań – Wronki 2 2 3 

Poznań – Szamotuły 5 5 6 

330 271 
Poznań – Leszno – 
Żmigród (Wrocław) 

Poznań – Korzeńsko 4 4 5 

K13 
Poznań – Leszno 15 15 16 

Leszno – Rawicz 1 1 1 

Leszno – Korzeńsko 3 3 3 

340 354, 405 
Poznań – Piła – 
Szczecinek 

Poznań – Turkowo 4 4 5 

K14 
Poznań – Piła 5 5 5 

Poznań – Oborniki 
Wielkopolski 

7 8 9 

390 356 
Poznań – Wągrowiec – 
Gołańcz 

Poznań – Gołańcz 3 3 3 
K15 

Poznań – Wągrowiec 9 10 11 

332 357 Poznań – Wolsztyn 

Poznań – Wolsztyn 5 6 6 

K16 Poznań – Grodzisk 
Wielkopolski 

5 6 6 

300a 3 Poznań – Zbąszynek 
Poznań – Zbąszynek 8 8 8 

K17 
Poznań – Opalenica 4 4 4 

– 369 Śrem – Czempiń Śrem – Czempiń 6 7 8 K18 

– 360, 14 Gostyń – Leszno Gostyń – Leszno 6 7 8 K19 

345 203 Piła – Krzyż Piła – Stare Bielice 7 8 8 K20 

Source: Own work based on the Sustainable Development Plan for the Collective Public Transport in the Wielkopolska Region, 
2015 

 
A primary objective in planning the distribution and basic parameters of traffic, e.g. frequency 

of connections, was to provide communication between districts, on those lines where large streams 
of passengers are anticipated. Apart from demand for carriage between districts, the selection criteria 
for the routes were also: a possibly short travel time, accessibility of railway national connections, use 
of the existing or planned infrastructure and reach of arrangements between local government units 
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in the scope of their jurisdiction (e.g. existing unions between communes). Furthermore, in order to 
avoid competition of two means of transport from a single carrier, the traffic priority was granted to 
railway lines, and the complementary role – to bus lines. 

 
Fig. 21. Target distribution of lines of public collective transport 

 
* characteristics of the line according to markings in the tables No 12 and 13 

Source: Sustainable Development Plan for the Collective Public Transport in the Wielkopolska Region. Poznań 2015 
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Tab. 13. A list of parameters and standards of lines of bus public collective transport in the Wielkopolska Region 

Route 
Distance 

(km) 

Daily frequency of the connections according to the scenario Abbreviated 
name reduced mobility realistic increased mobility 

Sompolno – Konin – Turek 81 14 15 16 A01 

Międzychód – Poznań 80 5 6 7 A02 

Piła – Czarnków – Wronki 66 11 12 14 A03 

Czarnków – Oborniki 39 2 3 3 A04 

Chodzież – Czarnków 29 2 2 2 A05 

Międzychód – Wronki 38 6 6 7 A06 

Nowy Tomyśl – Pniewy – Wronki 54 5 6 6 A07 

Gostyń – Śrem 28 5 5 6 A08 

Sompolno – Koło – Turek 61 9 10 11 A09 

Jarocin – Turek 78 4 4 5 A10 

Turek – Września 96 9 10 11 A11 

Kalisz – Konin 59 10 11 12 A12 

Gniezno – Wągrowiec – Rogoźno 62 8 9 10 A13 

Pobiedziska – Skoki 28 3 3 4 A14 

Kalisz – Pleszew 30 13 15 17 A15 

Kościan – Wolsztyn 54 4 5 5 A16 

Grodzisk Wielkopolski – Kościan 31 3 4 4 A17 

Gostyń – Kościan 43 6 7 8 A18 

Kalisz – Turek 45 6 7 8 A19 

Września – Środa Wielkopolska 24 2 2 2 A20 

Gostyń – Jarocin 40 4 5 6 A21 

Jarocin – Śrem 45 6 7 8 A22 

Grodzisk Wielkopolski – Nowy 
Tomyśl  

20 2 2 3 A23 

Source: Own work based on the Sustainable Development Plan for the Collective Public Transport in the Wielkopolska Region, 
Poznań 2015 

 
8. FREIGHT TRANSPORT 

Carriage of freight and main direction of goods exchange 
The economy in Poland is undergoing some intensive transformations. Economic slowdown had 

its effects also in transport. Size of goods shipment fluctuates. In 2016, all means of transport carried 
1,836.7 mln tonnes of goods, i.e. by 1.8% more than a previous year, and there was transport activity 
performed to the amount of 385.7 bln tonne-kilometer, i.e. higher by 6.9 than in a previous year.  
An increase in carriage of goods in vehicle, air transport and shipping was recorded, along with  
a decrease in railway, pipeline and inland waterways transport. 

The logistics operations in Poland develop very dynamically, and are focused mainly in the local, 
branch logistics center. It is a rarity to build big multi-functional centers, as in case of the Eastern 
European countries. Transport operation of the goods is varied in particular regions, regarding their 
location and other spatial circumstances, including access to the transport infrastructure.  
The Wielkopolska Region remains within a group of regions operating the largest weights of loads, 
behind the Ślaskie, Mazowieckie and Pomorskie Regions. The main direction for international exchange  
of goods in Wielkopolska is Germany (almost 40% of exchange of goods in general), then the Czech 
Republic, the Netherlands, France, Great Britain, China and Ukraine. 

A freight structure of the Wielkopolska Region’s transport does not change significantly.  
The most important groups in export are the products of machinery (automotive), furniture and plastics 
sectors. Subsequent places are occupied by metal, pharmaceutical, foodstuffs (meat and edible offal) 
and wood-paper industries products. The same products has been prevailing in the product structure 
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of export from numerous years. Export of the Wielkopolska Region develops slowly. Growth dynamics 
of export is lower than dynamics for the whole country. 

 
Tab. 14. Directions of streams of goods in the Wielkopolska Region in 2013 

Export Import 

direction % share direction % share 

In total 100.0 In total 100 
Germany 38.8 Germany 34.9 
The Netherlands 5.0 The Czech Republic 8.0 
France 4.9 China 3.6 
The Czech Republic 4.6 The Netherlands 3.5 
Great Britain 4.5 Ukraine 3.2 

Source: Own work based on data from the Customs Administration Analytical Center,  
after: “Potential advantages and directions for goods exchange for creation of developmental  

impulses in the Regions of the Baltic-Adriatic corridor in Poland”, 2013 

 
Tab. 15. Transport operation of goods carriage in the Wielkopolska Region in 2013 

Export Import 

% share 
mean of 

transport 
% share 

mean of 
transport 

in general 100.0 in general 100.0 
in general 45.5 road transport 76.7 
maritime transport 7.1 maritime transport 18.0 
railway transport 4.4 railway transport 5.3 

Source: Own work based on data from the Customs Administration Analytical Center,  
after: “Potential advantages and directions for goods exchange for creation of developmental  

impulses in the Regions of the Baltic-Adriatic corridor in Poland”, 2013 

 
Tab. 16. Regional balance of freight carriage with vehicle transport in 2016 (thousands of tonnes) 

Direction 
Export Import 

Poland Wielkopolska Poland Wielkopolska 

In total 1,143,779 115,203 1,134,372 118,501 

inside the Region 718,141 69,743 718,141 69,743 

to and from other Regions 352,658 36,687 352,658 40,401 

abroad and from abroad 72,980 8,773 63,573 8,357 

Source: Own work based on data compiled by the Central Statistical Office, Transport – results of operation in 2016 

 
Fig. 22. The carriage of goods (sent and received) with vehicles transport in 2016,  

divided into regions (thousands of tonnes) 

 
Source: Own work based on data compiled by the Central Statistical Office, Transport – results of operation in 2016 
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Similarly to the state, a definitely dominating share in the structure of goods transport in 
particular branches of transport is held by road transport. But distances of transportation are not large, 
and are limited mainly to the Region’s area. In 2016, the Wielkopolska Region was placed on the fourth 
place in the country in terms of the transported weight of load via vehicle transport what posed 10.3% 
of the general weight of freight in the country. 

The railway freight transport within the Wielkopolska Region is carried out mainly by PKP CARGO 
S.A. (Polish National Railways CARGO joint-stock company) through the Cargo Transportation Plants in 
Poznań and Jarocin, and several other entities. A basic segment of goods transported by PKP CARGO 
S.A. i posed by solid fuels, mainly including the hard coal. Another sector of goods in terms of size is 
the aggregates and construction materials, as well as metals and ores. The goods sent from the area  
of the Region (data by PKP S.A.) are first of all: metals and metal products, wood and wooden products, 
crops, combined parcels and other loads. When it comes to receipts, a dominating role i played by bulk 
loads, such as coal, cement, crude oil and crude oil products, as well as any stones. In railway carriage, 
significant share is taken by passenger cars and their components, as well as furniture products.  
The greatest share in sent goods in the Region is ascribed to such cities of the Region as: Kłodawa, 
Konin, Swarzędz, Szamotuły and Ostrów Wielkopolski 

 
Intermodal transport 

One of the most important factors for shaping competitiveness of the Wielkopolska Region in 
the country and abroad is development of intermodal transport. The economic development is 
currently related to efficient exchange of various kinds of goods. Special significance in the scope  
of making use of the development potential in the regional perspective is borne by the notions related 
to transport and communication accessibility, but not longer only in the scope of transport costs and 
time, but increasingly more often as regards safety and environmental protection. The approach to 
transport evolves strongly towards notions related to intermodal transport, i.e. transport that makes 
use of at least its two different branches. 

 
Fig. 23. Impact of use of intermodal transport on the distribution of costs in transport 

 
Source: Beim M., Mazur B., Soczówka A., Zajdler R. Intermodal transport in the Wielkopolska Region in 2004-2014. 

Transformations, the state of the present and the prospects of development. Poznań. 2014 

 
The intermodal transport is a starting point for shaping sustainable transport policy (in Europe, 

the EU is an entity especially involved in the discussion over the role, significance and promotion  
of intermodal transport) and such creation of the branch division of tasks in transport that would 
generate the lowest environmental impact. Despite the fact that share of the intermodal transport in 
the balance of carriage of loads in Poland is not the highest, and its development encounters numerous 
limitations, the Region has some features allowing to adopt a function of one of the leaders when it 
comes to development of this type of transport in the country. 
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Fig. 24. Share of carriers in the transported weight of loads in intermodal transport in Poland, 2013. 

 
Source: Own work based on the data compiled by the Office of Rail Transport (UTK). 

 
Fig. 25. Main directions of intermodal transport in connections with terminal  

in the area of the Wielkopolska Region in 2014 

 
Source: Beim M., Mazur B., Soczówka A., Zajdler R. Intermodal transport in the Wielkopolska Region in 2004-2014. 

Transformations, the state of the present and the prospects of development. Poznań. 2014 

 
The group of barriers of intermodal carriage development should include18: a high level of rates 

for access to the infrastructure, poor quality of the railway infrastructure, no funding for intermodal 
transport by the state, high costs of terminal investments, a small number of terminals and 
transshipment points, lack of specialized rolling stock, difficulties in access to the spot infrastructure,  
a competition level on the market of intermodal railway carriage. 

 
Logistics and warehousing centers 

Objects carrying out logistics operations cover the logistics centers, warehousing centers and 
warehousing objects. A differentiator for division of the above-mentioned objects is first of all  
the infrastructure and the scope of provided services. A logistics center creates a spatially functional 
whole, along with infrastructure and organization. The logistics services are related to acceptance, 
storage, distribution and release of goods. A characteristic feature of the logistics centers is that they 
focused the attention of numerous investors, and offer some additional services, e.g. financial, hotel, 
food, sales of fuels services, provided by economic entities that are independent from the sender or 
recipient. The significance of logistics centers is manifested first of all in use of accessibility to spacious 
investment areas, common potential of the users and their cooperation, reduction of exploatation 
costs through common use of some resources, as e.g. transport-technical infrastructure. 

                                                 
18 Based on the presentation prepared by Marcin Foltyński, entitled “Development of intermodal transport in the Wielkopolska 

Region”, The Institute of logistics and stock-keeping (ILiM) in Poznań. 2013. 
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There are four logistics centers in Poland that correspond to the West-European standards, out 
of which two are located in the Wielkopolska Region: CLIP Logistic in Swarzędz and the Konin-Stare 
Miasto Logistics Center. Development of those centers, deprived of systemic support from  
the authorities, was initiated by local entrepreneurs. 

The market of warehouse areas is also well-developed in Wielkopolska, posing a basic element 
of the point logistics infrastructure. A high level of competition between the above-mentioned objects 
can be recorded in the area of Poznań, while great interest is enjoyed by territories located close to  
the crossroads of the A2 motorway and the S11 expressway (Komorniki and Gądki). The largest 
warehousing centers when it comes to the surface area (above 70 thousands m2) are: 

• Panattoni Park I and II in Gądki (with a joint area of about 300 thousands m2)  

• Prologis Park Poznań II in Sady (120.7 thousands m2), 

• CLIP in Swarzędz (73.8 thousands m2), 

• Tulipan Poznań Park I in Komorniki (73.8 thousands m2), 

• Amazon in Sady (with a total surface area of 123.0 thousands m2, including about 92.0 
thousands m2 of the warehousing surface). 

Development of the warehousing market is strongly related to the course of the A2 motorway 
and with Poznań itself, being a relatively big and rich agglomeration. Additionally, such factors as: 
proximity to the boarder with Germany and presence of the Volkswagen factory made the Region  
an interesting location for representatives of the automotive, logistics and commercial sectors.  
The largest competitors of Poznań are currently the region of Central Poland (Łódź), having more 
advantageous location for part of the logistics companies, as regards connection of two motorways – 
A1 and A2, and Wrocław – competing for renters interested in development of logistics operation in 
Poland based on low operational costs. 

 
Fig. 26. Market of warehousing surface in the largest agglomerations of Poland in 2016 

 
Source: Own work based on Warehouse property market in Poland in 2016  

(Rynek nieruchomości magazynowych w Polsce w 2016 r.) Jones Lang LaSalle, 2017 r. 
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Michał Beim, Bartosz Mazur, Andrzej Soczówka, Robert Zajdler 
(an article based on an expert study commissioned by the Wielkopolska Regional 
Territorial Observatory Department of Regional Policy) 

 

INTERMODAL TRANSPORT  
IN THE WIELKOPOLSKA REGION 

 

Introduction 
The European Union focuses its attention on the need for more intensive use of first of all 

waterways, inland and railway corridors in carriage of goods. In Polish realities, among others through 
the observed development of intermodal terminals, the increase in significance of transport that is 
alternative for roads is observed. This is not a topic that was deeply studies and popularized, especially 
in the regional perspective. 

The main purpose of the study was to analyze the trends and verify the developmental 
opportunities for intermodal transport within the Wielkopolska Region. A premise for taking the topic 
up was posed by considerations of sustainable transport policy shaping and the economic dimension 
of intermodal transport development, as an area for active competition between entrepreneurs.  
The research covered the rail, air and inland waterway transport, as three branches for which the road 
transport can (or even must) play a complementary role on the so-called last mile. 

The studies make use of: literature studies, analysis of strategic documentation, legal acts, field 
observations, statistical and specialist databases and cartography methods (for presentation of studies 
results). A significant research method was posed by in-depth interviews with selected stakeholders 
and economic entities, which because of the scale of their operations, generate large shipment  
of goods, as well as an analysis of statistical data. Selection of respondents was of a purposeful 
character. The studies embrace also those of them who use only the road transport, so the potential 
reasons for reluctance to less environmentally disturbing means of transport could be identified. 

The conclusions are important in the context of identifying the needs and potential for 
development of particular branches of transport in Wielkopolska, in relation to the possibilities 
provided by the instruments of the EU regional policy, available within the scope of European funds for 
2014-2020. They can also be applied in the context of implementation of current development policies, 
and planning of the future ones, so they can be adjusted to circumstances and awaiting challenges  
to the best possible extent. 

 

Formal and legal circumstances 
On the first stage of studies, the analysis was employed in case of regulations regarding 

intermodal transport on the international, EU and national levels. The most frequent definition is  
the notion of “combined transport”, which occurs in international, EU and national regulations. 
According to the AGTC European agreement, this is carriage of loads within a single transport unit, 
adopting more than one mean of transport. According to the definition included in the UN Convention 
on International Multimodal Transport of Goods, the intermodal transport means: “transport of goods 

by at least two different means of transport, based on a single multimodal transport contract from  

a location in a single state where the goods belong to the multimodal transport operator until the 

destination in another state”. 

The notion of multimodal transport is also present in Article 38 para 1 of the Act of 28 March 
2003 on Railway Transport, where it is stipulated that “public funds can be used to finance or co-finance 

railway investments resulting from the transport infrastructure development programs, or purchase  
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of railway vehicles intended to transport goods based on a single carriage agreement with use  

of at least two various branches of transport (intermodal transport)”. Dependence between the above-
mentioned notions consists in presence of a single feature, i.e. coexistence of various means  
of transport within a single service. The differences are related to additional elements, such as: distance 
covered on a road, the employed means of transport, transshipment. 

The intermodal transport is an object of interest for the EU transport policy. The Trans-European 
Transport Network (TEN-T) is a EU program related to road, railway, waterway and air networks.  
The EU policy in this scope is intended to develop mutual transport connection within EU, as well  
as interoperability of the national transport networks. The basis for performance of transport through 
railway within the EU is harmonization of principles for operation of this infrastructure and making use 
of its services. 

Within the scope of transport policies from 1990s. attention was drawn to the significance  
of intermodal transport for development of transport that would be more innovative and 
environmentally-friendly. A document in this scope was, “The White Paper:  European Transport Policy 

for 2010: time to decide” of 2001. When it comes to transport, there were some postulates put forward 
in relation to further harmonization, especially when it comes to technical requirements. It was 
observed that there are no intermodal connections, especially between the waterway and railway 
means of transport. Main postulates related to the support system for multimodal transport were 
formulated, being focused on support for development of intermodal services and improvement  
of functioning of the supply chain. Strategic actions were strengthened by subsequent support systems 
(Marco Polo I and Marco Polo II). They ensured support for projects between 2003 and 2013. Their 
purpose was to reduce the overburdens in traffic, improvement of the transport system functioning 
and its impact on the environment, as well as increase in the use of intermodal transport. 

 
Fig. 1. Unloading of containers in the Polzug intermodal terminal in Gądki 

 
 

 
 

Photo A. Soczówka 
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The current stage of EU program actions consists in creation of a single multimodal network 
with the EU, covering traditional ground objects, smart transport systems allowing safe and efficient 
flow of traffic, which are not only to serve for development of transport, but also to stimulate  
the innovative potential. To allow the freight transport logistics to make the full use of its growth 
potential, the EU policy must ensure a proper infrastructural base, especially covering the intermodal 
terminals, capacity of railway as well as sea and river ports, smart transport systems and centers for 
traffic and goods origin monitoring. The role of member states is to make sure that different kinds  
of transport connect in: goods terminals, inland ports, airports and sea ports, to allow intermodal 
transport of goods. A strategic objective related to intermodal transport in Poland is expansion  
of the combined transport network and TEN-T. The basis source of funding for projects assuming 
modernization and those assuming construction of new railway infrastructure, are the EU funds, 
including: the Cohesion Fund, the European Regional Development Fund, TEN-T Fund. The national 
sources of financing for the infrastructural projects include the state budget and the Railway Fund. 

 

Road infrastructure  
One of the basic factors that condition the interest of transport policy with development  

of intermodal transport is a scale of negative impact on the environment, generated by the increasing 
vehicle traffic. Emission of harmful substances is partially reduced by implementation of increasingly 
more restrictive standards, but it does not change the picture where the vehicle transport poses one 
of the main sources of pollution. 

An expression of unsustainable development of particular branches of transport is a constantly 
growing share of road transport in operation of the remaining branches of the economy. A reason for 
such a state of affairs is first of all more efficient implementation of investments into road 
infrastructure, when compared to investments in other branches of transport. Thanks to better 
conditions of road traffic, the vehicle transport improves its competitive position in the fight for freight. 

This is reflected in the performed studies, where the respondents give positive opinions on the 
scale and pace of investments in national roads and motorways. Construction of the West and East ring 
road of Poznań enjoys special recognition. In turn, some criticism was applied to those investments in 
regional roads that pose unexploited opportunities to make use of the full bearing capacity.  
At the same time, it was observed that although roads development supports operation of the “last 
mile”, when it comes to delays in the scope of railway investments, it significantly reduces  
the competitiveness of intermodal transport. 

 
Fig. 2. Dynamics of changes in the scope of number of heavy vehicles registered within the territory  

of Wielkopolska in years 2004-2013 

 
Source: Own work based on the Local Data Bank of the Central Statistical Office 

 
A clear expression of the continuous development of vehicle transport is the continuously 

increasing number of trucks. In case of Wielkopolska, within the decade in questions, the number  
of registered trucks grew by about one fourth, from the level of 243 thousands in 2004, to 303 
thousands in 2013 what is pictured on the diagram below. 
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Railway infrastructure in Wielkopolska 
The general length of the railway line in the Wielkopolska Region is 1,902 km what causes that 

density of the railway network, remaining on the level of 6.2 km/100 km2 of surface area, is slightly 
lower from the national average amounting to 6.4 km/100 km2. Almost two thirds of the general length 
of a railway line in the Region are the electrified lines. The share of two-track lines is definitely lower 
than in the whole country because it reaches 60% of the general length of the network, while this 
indicator for Poland is slightly higher than 45%. 

Bearing it in minds that one of the basic competitive advantages of the railway transport is  
the possibility to carry much larger batches of goods, including loading of a larger unit weight on a 
wagon, a significant direction of actions for development of the freight transport is shaping an 
appropriate network that would allow large axis pressure on a railway track. The situation in 
Wielkopolska is presented on the illustration below, where D3 class means an axis pressure of 221 
kN/axis (22.5 t/axis), and C3 class is 196 kN/axis (20.0 t/axis), while in both cases the maximum pressure 
on a running meter of a track cannot exceed 71 kN (7.2 t). The B2 class permits to operate trains, where 
the axis pressure does not exceed 177 kN/axis (18.0 t/axis), with a linear pressure of 63 kN/m (6.4 t/m). 
It must be emphasized that there are works over improvement of the permitted axis pressure on  
a railway line 272 Kluczbork – Poznań Main Station. It poses an important freight route, connecting 
Poznań (as well as a complex of ports Szczecin-Świnoujście) with Upper Silesia. 

 
Fig. 3. Classes of railway lines in the Wielkopolska Region 

 
Source: Own work based on the document: Rules for allocation of train routes and using the allocated train routes by licensed 

railway carriers within the train timetable 2014/2015, Attachment No 2.2B - lines classes, PKP PLK S.A., Warszawa 2014 
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A basic factor that shapes position of the Wielkopolska Region in the intermodal transport 
sector is its location. Poznań is the largest city located on the E20 railway line between Warszawa and 
Berlin, and at the same time the first big city in Poland, looking from the side of Germany. This is  
an important development aspect of intermodal transport because the line in question remains the 
only electrified railway border crossing on the western border of the country. Therefore, the Poznań 
agglomeration meets all the conditions to take on a role of a basic re-distribution element for cargo 
passing the western boarder of the state. A factor that supports concentration of railway traffic on the 
E20 route is also posed by development of railway market, including in the aspect of using it for carriage 
of multi-system electric locomotives. They allow to cross the boarders smoothly, regardless  
of the voltage employed in an overhead contact line. When it comes to transit traffic, great significance 
is held by the coal trunk-line constructed in the period between the wars, leading from the Upper Silesia 
to Gdynia, through the easter parts of the Region. 

A challenge for the Region is improvement of transport accessibility of peripheral areas. Carrying 
out a business activity within the areas of communes located far from the capital city of the Region 
encounters various problems, including those related to transport accessibility. In a longer perspective, 
there is devaluation of peripheries and economic concentration in the center. The barriers for 
accessibility may include e.g. temporary closure of traffic posts on selected railway lines (Wolsztyn, 
Rakoniewice, but also Trzcianka and others), as well as total exclusion of fragments of railway network 
from exploitation. 

From the perspective of railway operation of intermodal transport, the problems from 
neighboring regions as well as nation-wide issues become highlighted. The prolonging modernization 
and revitalization works significantly worsen the conditions for operation of traffic, leading to  
a situation when it stops being a predictable mean of transport. What is more, the works on particular 
lines overlay, and deficiencies in strategic planning are visible through the fact that works on two 
parallel passages going out from Poznań in the southern direction are carried out simultaneously. 

The most significant bottlenecks of the railway network are located outside Wielkopolska, but 
these are the ones with significant influence on situation in the Region, being also reflected  
in possibilities for the intermodal transport development. There is a need to mention here first of all 
the situation in Tricity, where intensive modernization works disturbed effective operation of Polish 
sea ports. Lack of necessary capacity in the Tricity hub complicated the railway traffic in the whole 
country, although influence of those perturbations exerts stronger influence on those regions that are 
closer. The status of railway connections with the Dolnośląskie Region was identified as the second 
significant problem area. The condition of single-track lines, going out in the northern direction from 
the Oleśnicki hub, hinders the transport of aggregates in a situation of works on the line between 
Wrocław and Poznań. A significant level of their technical exploitation causes a situation when heavy 
freight trains travel according to restrictive speed limits. 

A problem signaled in the studies is also posed by a very high pressure on adjusting the railway 
network to the needs of passenger traffic. A result of such a state of affairs is removal of traffic posts 
what decreases capacity, and shortening of additional tracks what hinders operation of long freight 
trains. This is a disturbing phenomenon as it is not of a temporary character, on the contrary, it keeps 
the imbalance between branches in transport. 

Generally, the respondents strongly criticized the investment policy adopted by PKP PLK S.A. 
(Polish National Railway Lines joint-stock company), stating that it was not well-though, weakly 
consulted with the sector of freight carriage, and subjected to political effects. Special attention was 
paid to the fact of disproportionately high charges collected by the infrastructure administrator, related 
to investments on previously modernized lines. What is more, Poland does not have a stable preference 
system for intermodal transport, and decisions on discounts are issued for a dozen or so days before 
new price lists enter into force what makes stable planning impossible. 
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Waterways in Wielkopolska 
Total length of inland waterways in Poland is 3,659 km, out of which 591 km are located  

in Wielkopolska. The main waterway in the Region is the Odra – Wisła connection, leading through  
the following rivers: Warta, Noteć, Bydgoszcz Channel and Brda, to the Vistula River. It is a part  
of the designed international waterway E70, from the Netherlands to Russia. To put it more specifically, 
the Region is crossed by the following inland waterways: the Noteć River (class II or Ib), the Warta River 
(class Ia and Ib) and the Ślesiński Channel (class II). These are waterways with very low parameters, 
while roads of at least class IV are of international importance. An additional problem is posed by 
engineering structures that reduce the parameters of the main water route of the Region.  

Unfortunately, Wielkopolska has neither good infrastructural conditions nor real possibilities for 
growth of waterway transport of goods. All developmental actions in that respect will clearly devour  
a lot of capital, especially the need to modernize a series of engineering structures (road, railway) with 
improvement of the waterways classes. Another problem is the risk of ecological conflicts (numerous 
“Nature 2000” areas), while undertaking investment actions on a broader scale. 

The interviews carried out with entrepreneurs did not prove the need for actions in the scope 
of inland waterways transport in the Region. This results from the fact that they do not use the inland 
waterway transport, and the intermodal transport based on waterways is utilized only through 
maritime transport, selecting sea ports for transshipment. The cases of use of inland waterways freight 
transport recorded in recent years in the Region, were actually of an incidental character. 

However, this does not mean that this type of transport should be completely abandoned. There 
are two direction of actions pointed out - all forms of tourist activity, and occasional transport of large-
size goods, exceeding the road and railway gauge, and possible to be transported through waterways 
with such low-quality classes. 

 

Air transport infrastructure in Wielkopolska 
There is one airport in the Wielkopolska Region, employed for passenger and freight traffic: 

Poznań-Ławica Airport. The potential for operation of air freight is also held by two other airports –  
the former military airport in Piła, currently used by sport airplanes, and the Zielona Góra-Babimost 
Airports located several kilometers from the boarder of the Region, which is currently utilized only by 
passenger airplanes. 

Ławica has a relatively modern equipment for handling of goods. The terminal constructed  
in 2001 has among others, the customs-bonded warehouse, strongboxes or cold rooms. An advantage 
of the port is also a good connection to the Polish road network through the system of two-lane roads, 
avoiding the center of Poznań (DW307 and S11). A limitation for development of air freight in Ławica 
is proximity of the city center and the flying route over the city. This contradicts the characteristics  
of cargo flights that usually take place at night. In 2011, after protests by residents, against the noisy 
post airplane, the Regional Director for Environmental Protection issued a decision putting the post 
airplane AN-26 off service, “and in the period of up to 10 years – the Yakovlev Yak-40 airplane”19.  
At the same time, it was decided that the “Airport services will exclude air operations related to Cargo 
handling outside a post airplane. The goods are and will be transported first of all with liners”. This 
decision blocked development of air freight. 

The remaining two suggested airports are characterized with interesting equipment, from  
the perspective of freight. They have military hangars, maintained in a relatively good condition, which 
could serve as warehouses. A disadvantage of the airport in Piła is proximity of the city center and  
the need to cross it in order to reach the regional road network. The airport in Babimost has a much 
more advantageous location. It impacts a relative small group of residents (about 6 thousands persons), 
and it is located near the national road network (A2, S3, DK32 and DK92). Despite those advantages, 

                                                 
19 Decision of the Regional Directorate for Environmental Protection of 28.02.2011; ref. mark: RDOS-30-OO.II-66191-45/10/js, 
WOO-II.4230.1.2011.JS. 



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

97 
 

the airport operator did not manage to run the freight operations. In turn, municipalization  
of the airport in Piła took part in order to handle cargo. No demand for those services questions the 
economic purpose of the object. 

 

Air freight in Wielkopolska 
In 2004, the Poznań-Ławica Airport occupied the fifth place in terms of the quantity of served 

air freight in Poland. Ławica operated 2.67% of transshipment. In 2013, the Poznań airport took the 
ninth position, operating only 0.59%. Ławica is the only Polish airport with a decrease in the number  
of handled goods between 2004-2013. During a decade, the volume of cargo dropped by almost a half. 

It must be remembered that the notion of air freight should be understood as transport of goods 
with special cargo airplanes, transport in cargo hatches of passenger airplanes and transport to airports 
with trucks – Road Feeder Service (RFS). All traffic on the airports is considered to be air parcels. In light 
of the study by T. Wyszyński (2014)20, in the Poznań-Ławica Airport in 2013, there were 76.5% of parcels 
sent via Road Feeder Service, 17.1% were post parcels and 6.4% by the air freight. 

 
Tab. 1. Volume of goods handled in Polish airports (in tonnes) 

Source: Own work based on the data compiled by the Central Statistical Office 

 
Fig. 4. Structure of share of particular types of air transport  
in the weight of goods sent or received on Polish airports 

 
Explanation: the figure does not include airports in Zielona Góra and Modlin, which did not handle any transshipment. 

Source: Wyszyński T., pasażer.com (an article of 23.04.2014; access 15.12.2014) 
 

                                                 
20 Wyszyński T., Cargo w 2013 r. na polskich lotniskach, portal pasażer.com (article of 23.04.2014; access 15.12.2014). 
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Bydgoszcz - Szwederowo

Gdańsk  Rębiechowo

Kraków - Balice

Katowice - Pyrzowice

Łódź - Lublinek

Lublin - Świdnik

Poznań - Ławica

Rzeszów - Jasionka

Szczecin - Goleniów

Warszawa - Okęcie

Wrocław - Starachowice
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Post

 
2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 

Bydgoszcz 138 162 340 413 468 1 406 414 389 378 360 

Gdańsk 1 917 2 208 4 037 4 757 4 611 4 017 4 487 4 942 725 4 916 

Katowice 3 065 3 367 6 113 7 795 12 546 6 544 11 195 12 138 10 546 10 203 

Kraków 1 774 1 802 3 437 3 801 4 219 4 163 4 464 4 166 2 214 1 892 

Lublin - - - - - - - - 0 12 

Łódź 0 0 0 0 0 0 0 295 1 047 3 183 

Poznań 970 918 2 245 567 1 368 1 296 1 222 1 137 1 030 512 

Rzeszów 323 217 558 529 514 558 466 639 600 609 

Szczecin 346 378 662 1 737 1 113 194 729 765 730 621 

Warszawa 27 358 30 812 60 715 63 333 54 521 50 043 57 116 60 625 62 520 64 278 

Warszawa Modlin - - - - - - - - 0 0 

Wrocław 432 452 1 000 1 451 1 100 1 031 946 984 928 916 

Zielona Góra 0 0 0 0 0 0 5 2 0 0 
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The Poznań airport has some regular Road Feeder Service connections with airports  
in Warszawa, Franfkurt am Mein and in Copenhagen. The operators are companies from corporations 
that operate regular passenger traffic on the Ławica Airport (excluding low-cost carriers), i.e. PLL LOT 
S.A. (Polish Airlines), Lufthansa Cargo AG and SAS Cargo Group. The RFS connections with Warszawa 
take place six times in a week in total, and the transportation lasts from 4 to 9 hours, three times  
a week with Frankfurt (13-15 hours), and once a week with Copenhagen (17-23 hours). Establishment 
of regular air connections of post airplanes preceded the decision of the Polish Post on liquidation  
of post wagons and trains until the half of 2011. Ławica was initially included in the Szczecin – Poznań 
– Warszawa connections, which became the source of the above-mentioned conflict with the residents. 
In 2014, the Polish Post used the airport in Poznań for transportation of a part of parcels to Warszawa, 
and afterwards also through air to Kraków and Rzeszów. 

Minor significance of Ławica in air freight does not mean limitations for the economic growth  
of the Region. An alternatively good road and railway infrastructure pose an interesting alternative for 
sending the good via air transport in numerous cases. This fact limits the opportunities for air freight 
in Piła and Babimost. 

 

Intermodal terminals 
In light of the data from the Office of Rail Transport, there is the greatest number of terminals 

in the Region, out of all regions in the country. One of the largest investments in development of the 
intermodal transport, apart from seaports, is adjustment of the Poznań Franowo freight station for 
greater share in container traffic. Ultimately,,it is possible to create a logistics center there, with  
a whole necessary warehousing background, allowing comprehensive operation of stakeholders. 
Thanks to development, it will become possible to carry out transshipment directly from the railway 
transport into commercial vehicles, omitting the additional link, which is the trucks for container 
transport. 

Majority of the active terminals have good connection to the national road, expressway and 
motorway networks, thus it is possible to operate the Region effectively, especially the Poznań 
agglomeration. A problem in development of terminals is posed by troubles with capacity of the Poznań 
railway hub. As a result, the transport of goods prolongs and increases costs. 

 
Tab. 2. Intermodal terminals in the Wielkopolska Region 

Terminal Operator 
Annual handling capacity 

(TEU) 
Main directions for handling 

of freight traffic and other notes 

Poznań Rudnicze container terminal 

(Junikowo) 
Loconi 40,000 Tricity 

Poznań Garbary container terminal Spedcont no data the terminal is not exploited currently 

Gądki container terminal (Polzug) POLZUG 385,400 
Hamburg, Bremerhaven, Rotterdam, Tricity 

and the Commonwealth of Independent States  

Gądki container terminal 

(Cargosped) 
Cargosped 30,000 the terminal is not exploited currently 

Swarzędz container terminal CLIP 50,000 Krefeld, Rotterdam, 

Kobylnica container terminal Cargosped 20,000 the terminal is not exploited currently 

Szamotuły container terminal Ost-Sped no data Tricity 

Kalisz container terminal Ost-Sped no data 
Infrastructure of a loading yard can be used as 

a terminal. 

Poznań Franowo container terminal Cargosped no data Tricity 

Source: Own work based on data compiled by the Office of Rail Transport, verified with own studies 
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Fig. 5. Location of intermodal terminals in the Wielkopolska Region 

 
Source: Own work 

 
Regarding significance of intermodal transport in the EU transport policy, the projects related 

to expansion of the terminal infrastructure and purchase of specialist stock were assumed for support 
already in the 2004-2006 period. In other perspectives, there are applicable support instruments 
maintained consequently. Definitely, the largest beneficiary of the EU support for intermodal transport 
are the terminals in sea ports. In the period of 2007-2013, the total amount from the EU funds allocated 
to those projects reached PLN 272.5 mln what is more than 42% of the whole granted funding for 
development of intermodal services. The projects assumed for implementation in Wielkopolska were 
allocated with PLN 78.6 mln what is 30% of the funds for terminal investments, including the sea ports.  

 
Tab. 3. EU projects (2007-2013) in the scope of intermodal transport implemented in Wielkopolska 

Title of the project Beneficiary’s name 
Investment value 

[PLN] 
Funding amount 

[PLN] 

Development of an intermodal terminal in Kórnik HHLA Intermodal Polska Spółka z o.o. 165 399 804,61 55 286 032,40 

Development of an intermodal container terminal 

in the city of Jasin near Poznań 
Centrum Logistyczno-Inwestycyjne 

Poznań II spółka z o.o. 
39 824 168,09 13 875 285,26 

Development and equipment of a railway 

intermodal terminal on the Poznań Franowo 

station – Stage IA 
PKP CARGO SA 25 912 282,56 9 428 007,03 

In total - 231 136 255,26 78 589 324,69 

Source: Ministry of Infrastructure and Development – “Subsidies map” for 31.12.2014. 
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It is observed in the context of intermodal transport development that logistics operators 
ascribe great attention to location. A proof for such a state of affairs is that they remain in locations 
where terminals do not longer function (e.g. Kobylnica), waiting for further development of the sector. 
It might be expected in the future that competition between regions will increase in the scope  
of attracting investments of an intermodal character, and there is a need to expect standardization  
of railway traffic what can increase competitiveness of intermodal carriage. The main competitors  
of Wielkopolska seem to be Dolnośląskie and Zachodniopomorskie Regions. Both regions apply for 
electrification of railway border crossings and track fragments on the German side. An impulse for 
development of intermodal terminals is the fact that intermodal transport is the only one that grows 
systematically within the structure and volume of railway carriage in the state. 

A decision must be made, whether the public support should serve creation of a large network 
of small terminals or a dozen or so large terminals (1-2 per Region)? According to the respondents, 
demand for small terminals, distributed in a relatively even order in the Region, regarding location  
of industry in the largest agglomerations, and functioning costs of the terminals, is limited. 
Representatives of the terminals also stressed the need for planning protection of the logistics and 
industrial territories. Weakness of planning governance of the communes, and as a consequence  
the chaotic issuance of residential houses building permits, poses a real threat for operation of 
terminals, which must operate 24/7. 

 

Summary 
The performed studies show that Wielkopolska has a great potential for the intermodal 

transport development. On the one hand, it is influenced by dynamically developing economy, 
functioning within the international connections, and on the other an advantage is location  
of the Region within the transport network, especially the railway route E20 that allows connections 
with Germany, without a need to change a locomotive. The inland waterway transport practically does 
not exist, and there is no greater demand for such services. At the same time, relatively good road and 
railway connections on the east-west axis pose an interesting alternative for air freight. The railway 
investments have a much lower dynamics than the road investments. This poses a big threat for 
intermodal transport. In the EU 2014-2020 budget perspective, Poland and the Wielkopolska Region 
should pay more attention to investments in the rail transport. 

The work organization culture, higher than in other regions, supports the intermodal transport. 
However, numerous entrepreneurs lean on the logistics partners, who they signed agreements with, 
when it comes to selection of a form of transport. Therefore, growth in the sector of intermodal 
transport depends first of all on attitudes of forwarders. The EU funds pose an important impulse for 
development of the intermodal transport infrastructure. 

Based on the performed research, it must be concluded that a role of the intermodal transport 
is limited, and knowledge of advantages that they bring is rather limited among the entrepreneurs. 
There is a quite great dichotomy when it comes to selection of a mean of transport. Relatively few but 
at the same time large entities are willing to use maybe not the intermodal transport, but the full-train 
carriage, directly on the facility’s railway siding. However, this requires specific conditions, including  
bi-directional flow of goods and equipment in analogical siding infrastructure of the facility on  
the second end of the logistics chain. 

There are smaller entities on the second pole, among which the use of road carriage dominates. 
A factor that can compel particular companies to entrust intermodal transport operators with transport 
handling, is implementation of a strategy for corporate social responsibility. According to its principles, 
selection of stakeholders takes place not only through the prism of costs, but also undertaking  
of actions to the benefit of environmental protection. It must be stressed here that this type  
of a strategy can be a domain of the same company, but also of a forwarder or stakeholder. 
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Wojciech Dziemianowicz, Klaudia Peszat 
(an article based on an expert study commissioned by the Wielkopolska Regional 
Territorial Observatory Department of Regional Policy) 

 

ACCESSIBILITY AND CONDITIONS FOR 
DEVELOPMENT AND USE OF INVESTMENT 
AREAS IN THE WIELKOPOLSKA REGION – 
CONCLUSIONS FROM THE PERFORMED 
STUDIES 

 

Purpose of the study 
The main purpose of the performed study was to determined accessibility and conditions for 

development and use of investment areas in the Wielkopolska Region. By employing varied research 
methods21, the analysis covered the following notions: 

• the offer of investment areas of communes (land for economic activity of a manufacturing, 
processing and logistics character available for investors, including those covered  
by special economic zones, the possibilities to prepare new areas); 

• the need to support development of a new investment offer in communes  
of Wielkopolska, both in the scope of creating and developing investment lands, as well  
as promotional actions; 

• incentives and financial preferences employed by local authorities (including the taxation 
policy); 

• informational and promotional activities adopted by the local governments in order  
to promote the investment offer (starting from “passive” means of promotion, such as the 
website, to active actions and a direct contact with the investor, e.g. during investment 
fairs or economic missions); 

• institutional preparation of communes for handling the investors and cooperation  
of the entrepreneurs with administration on various stages of the investment process; 

• factors for location of enterprises in the communes of the Wielkopolska Region; 

• spatial distribution of investment territories, determinants and mechanisms for their 
development and further use. 

It is worth emphasizing that there are at least several manners to define the notion  
of “investment territories”, which employ another meaning when we look at various kinds of economic 
activities, or evaluate the condition of their investments, or legal circumstances. There are no doubts 
that reliable monitoring of investments within investment territories requires a precise definition  
of the notion “investment territory”, or definition of several categories of “investment territories”. 

                                                 
21 The study adopted the following research methods: CAWI survey questionnaire carried out among 191 (on the first stage) and 
182 (on the second stage) local governments of the Wielkopolska Region; individual in-depth and phone interviews with 50 
entrepreneurs, who invested in the Region within carious economic activity spheres (among others, SSE, SAG, technological 
parks, business incubators and other municipal investment areas); individual in-depth interviews with representatives of 5 local 
governments (Gostyń, Murowana Goślina, Nowe Skalmierzyce, Stare Miasto, Szamocin) located in various subregions of the 
Region; an analysis of databases of the investment lands (PalilZ, COI, SSE and others), as well as proposals published on websites 
of all Wielkopolska communes; statistical analyses; literature studies. 
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The performed studies and analyses allowed to draw a series of conclusions on the current 
development of investment territories in communes of the Regions, activity of local government to  
the benefit of preparing and promoting an investment proposal, as well as other significant factors  
of economic location that are compared to the current developmental trends and policies. 

 

Trends in inflow of foreign capital – increase of competition 
The Wielkopolska Region belongs to the group of leading Polish regions, characterized with  

a high level of investment attractiveness. This is proved by e.g. statistics on inflow of foreign capital,  
as well as the number of persons employed in enterprises with foreign share (Fig. 1 and Fig. 2). 
According to the national trend, the center of interest of the foreign investors in Wielkopolska is the 
Poznań Metropolitan Area, but a high number of new external investors is also attracted to Leszno, 
former capital cities of Regions, and generally the whole western part of the Region (Fig. 3). Generally 
weaker activity of foreign investors is identified in the stretch of communes from the northern part  
of the Region to its eastern areas, but such a situation is applicable also in case of southern or even 
western communes located at the border. 

 
Fig. 1. Foreign capital according to Regions 

 
Source: Own work based on data compiled by the Central Statistical Office (Operation... 2010, 2015) 

 
Fig. 2. Employed in entities with foreign shares, according to Regions (circle size:  Poland = 100%; number of the 

employed in thousands) 

 
Source: Own work based on data compiled by the Central Statistical Office (Operation... 2010, 2015) 
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Fig. 3. Change in the number of companies with foreign share, registered in the REGON system between 2008 
and 2014 per 100 residents. 

 
Source: Own work based on the data compiled by the Central Statistical Office 

 
The literature review and analysis of data and trends allow to formulate a conclusion that  

the competition for investment capital will keep increasing on the national, regional and smaller 
territorial units scale. However, crucial significance for attracting investors to Wielkopolska will be held 
by the competition within the state. This results from the fact that all communes and economic entities  
in Poland are subjected to the same legal circumstances, and what is more, all regions try to encourage 
investors to located within their territories. 

It must be emphasized that preferences of foreign investors locating their activity in Poland do 
not undergo any changes. Even the decisions made by large investors, actually governing location  
of a specific subzone of the Special Economic Zone do not alter the general picture of location  
of the foreign companies in Poland (they still prefer well-communicated metropolises and generally 
the Western Poland). From this perspective, it is important to support development  
of entrepreneurship in the region, which will create attractive cooperation background for large 
companies, through the policy of network structures development (including the economic local 
government). 

 

An offer of investment territories 
An attempt to obtain information about investment territories covered all communes in the 

Region. A high response rate was achieved, reaching 85% of the whole community, but it must be 
stressed that not all of the communes filled in the questionnaires completely. Based on the compiled 
data, it can be concluded that about 30% of those communes in the Region does not have any 
investment territories, and only 8% of such territories are developed among the group of communes 
that hold any (Fig. 4). Spatial distribution of developed municipal territories offered to the investors 
does not show any particular socio-economic interdependencies. Differences in the degree and scope 
of preparation of the investment territories result from various premises, but the investors’ attention 
is attracted most quickly to those that are possibly fully equipped with technical infrastructure. 
Therefore, there is a need to promote the concept of investment zones and economic activity areas, 
as well as organizational and financial support for development of this type of space. 
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Fig. 4. Availability of investment territories in communes of the Wielkopolska Region (on the left, n = 165) and  
a general degree of their development (on the right, n=112) 

 
Source: Own work based on results from the questionnaire 

 

Degree of utilization of the investment territories 
A significant part of the analyzed investment territories is already developed (Fig. 5) what means 

that the municipal governments of the Wielkopolska Region have broad experience in contacts with 
investors, both national and foreign. Bearing in mind the fact that subzones of special economic zones 
still have some free lands, it can be assumed that the investors should look at a Region as an area  
of numerous opportunities. In order to determine the real utilization degree of investment areas  
on a scale of a region and its particular communes or districts, the monitoring process should cover all 
investment areas. An expanded and effective monitoring should be carried out, among others, 
regarding quite elaborate plans for further development of investment areas, declared by  
the municipal government (Fig. 6). 

 
Fig. 5. Utilization degree of the investment territories prepared between 2010 and 2016 

 
Source: Own work based on results from the questionnaire 
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Fig. 6. Plans for development of investment territories in the communes of the Wielkopolska Region between 
2016 and 2023 

 
Source: Own work based on results from the questionnaire 

 

Strengths and weaknesses of investment territories 
The study confirmed that a commune holding free investment territory is not a sufficient factor 

to attract investors. Selection of potential investment territories, made by entrepreneurs, is preceded 
with numerous analyses on the national and regional level, and with a study of local development 
conditions. The Region, willing to win with the competition, should go beyond the schemes of all 
investment attractiveness ranks, and develop a database of knowledge about communes, based  
on results from qualitative studies and information that come from other sources than public statistics. 
There is also a need to draw conclusions from experiences of the Region’s local authorities that point 
to crucial field of interest from the side of potential investors. The infrastructural equipment of the 
parcel is still a key matter, as well as provisions of the Municipal Spatial Development Plan and 
communication accessibility of the parcel (Fig. 7). 

When compared to investors’ expectations and in the contest of policy assuming support for 
regional investments, strengths and weaknesses of investments territories in the Wielkopolska 
communes are significant (Fig. 8 and Fig. 9). Comparison of strength and weaknesses allows to draw 
the following conclusions: 

• location of the investment territory, thus the commune, is more often a strength than  
a weakness what is pictured by the fact that not all communes in the Region are equally 
interesting from the perspective of location, but it must be borne in mind that the location 
issue also refers to localization of the territory within the commune; 

• communication accessibility is another feature that more often occurs as a strength than 
a weakness – it is worth stressing that this is the most frequently mentioned strength what 
proves the generally good communication of the Wielkopolska Region; 

• land development is less often determined to be a strength than a weakness, and at the 
same time it is the most frequently mentioned weakness, and this when compared  
to expectations of the investors justifies the investments needs of communes 
(development of investment territories). 
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Fig. 7. Features of a communes that the investors asked most often about between 2014 and 2016  
(% of communes, n = 119) 

 
Source: Own work based on results from the questionnaire 

 
Fig. 8. Strengths of investment territories that decide about interest from investors  

(according to opinions of the municipal governments) (% of communes, n = 191) 

 
Source: Own work based on results from the questionnaire (open questions) 

 
Fig. 9. Weaknesses of investment territories that decrease the interest from investors  

(according to opinions of the municipal governments) (% of communes, n = 191) 

 
Source: Own work based on results from the questionnaire (open questions) 

 

Strategic approach 
Quality, attractiveness and competitiveness of investment territories of the communes can  

or even should be embedded in a broader context of developmental policy on the national, regional 
and local level. The developmental strategy for the Wielkopolska Region until 2020 is a document that 
reliably shows the territorial dimensions of the developmental policy of the Region, and faces  
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the challenges brought by the Region’s surroundings. The strategy does not delimit the strategic 
intervention area, referring to types of such areas listed in the National Regional Development Strategy 
and the National Spatial Development Plan, and assuming that the Strategic Intervention Areas will be 
determined in the Spatial Development Plan of the Wielkopolska Region. Within the update process  
of the Developmental Strategy for the Wielkopolska Region, the territorial dimension should be 
reflected to a greatest extent, based on a rich heritage of WROT (Wielkopolska Regional Territorial 
Observatory) as well as other analyses and strategic documents of communes. 

In turn, local strategies are most often directed to the “general socio-economic” improvement, 
and not until recently have we talked more bravely about specialization of communes, giving a clear 
sign for the entrepreneurs as well. Therefore, it seems significant to review the local strategies (and 
implemented policies) in terms of developmental potential assessed from the perspective of regional 
policy and local aspirations. The strategic approach adopted by communes when it comes to notions 
related to attracting the investment capital is poorly spread, and is often of an ad hoc character what 
is visible through, among others, organization manner of the investor operation. Hence, it is important 
to promote good practices in the scope of relationships with entrepreneurs, covering various (or  
at best) all stages of the investment process in close cooperation with local authorities, economic local 
government and the business surroundings institutions. The municipal governments in Wielkopolska 
are deeply experiences in contacts with potential investors, both the national and foreign ones, and 
further development should take place through, among others, strengthening the relationships 
between the Investor Service Center – the city and the commune. 

 
Fig. 10. Communes that between 2014 and 2016 had contact with the investor seeking for a territory for a 

production or service activity (% of communes, n= 182) 

 
Source: Own work based on results from the questionnaire 

 
Local governments pay a lot of attention to the notion of having their own free investment 

territories, as thanks to their sales, the commune can generate income to the budget, and development 
of companies will result in further positive effects (according to the principle of cumulative causation). 
Although majority of local governments declare that they undertake promotional actions intended  
to attract internal investors, these actions can be most often described as “passive”. Therefore, there 
is a need for a systemic guarantee for improvement of institutional efficiency of the local 
administration in the scope of stimulating entrepreneurship, going outside preparation of a developed 
investment land (trainings, experiences exchange forum, contests for communes). Regarding a high 
level of the Regions’ attractiveness and its significance on the national scale, an important action that 
increases the investor’s interest in the Region should be development of a collection of information 
about the investment territories in the Wielkopolska communes, and its promotion based on  
the possibilities provided by the Polish Investment and Trade Agency. 

 

Looking in the future 
It can be assumed with a high level of probability that location of economic activity will still 

depend of the factors that belong to the canon of localization theory (access to labor force, 
transportation costs, market size). However, there is a need to consider the advancing process  
of deliberating the significance of particular factors to an increasingly more detailed degree (e.g. 



SELECTED ISSUES OF TRANSPORT DEVELOPMENT IN THE WIE LKOPOLSKA REGION 

108 
 

currently, the number of employees and their qualifications are as important as social behaviors and 
attitudes of workers). 

When it comes to analysis for location factors of the investors there still is the need to consider 
the soft factors, i.e. such that are indirectly related to the economic activity, and at the same time 
difficult to quantify. These factors are of lower importance within the decision-making process than 
the hard factors, but it often happens that in the face of similar economic conditions, they decide about 
the investment.The local authorities should evaluate their possibilities to build an investment climate, 
remembering that both the foreign companies and local entrepreneurs are important, and  
an entrepreneur is most of the commune’s resident. The fact that vast majority of local companies 
assume the “owner’s place of residence” as the most important factor for localization, should not mean 
that the communes do not need to take care of their local entrepreneurs. If they fail to do this,  
the local companies, as well as young people willing to develop their entrepreneurship, will look for 
other communes and regions (the waves of relocation are not only related to the willingness to avoid 
tax audits). 

Majority of key localization factors within a given territory is still outside the direct and strong 
impact from the local authorities (Fig. 11). Some local governments have optimistic attitudes, trying to 
broaden the zone of their impact to e.g. support for vocational education, even of the higher degree. 
Legal exclusions do not mean that local authorities cannot establish cooperation of build coalition for 
solving the problems of their own local environment on higher levels of the administration (political 
lobbing). The investment territories, especially the related technical and road infrastructure, still pose 
some key localization factors of the investors, governed by the local authorities. Hence, it should not 
be surprising for the national and regional decision-makers that they encounter such strong pressure 
to support the development instruments for local roads and infrastructure, all the more that it often 
serves not only single investors but the whole community of the commune. 

 
Fig. 11. Impact of local authorities on localization factors of the enterprises - a look in the future 

 
Source: Own work 
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Wojciech Jankowiak 
President of the “S11 Road” Union of Communes, Districts and Regions 

 

“S11 ROAD” UNION OF COMMUNES, 
DISTRICTS AND REGIONS 

 
The “S11 Road” Union of Communes, Districts and Regions was established in July 2006  

in Koszalin.  It is a voluntary and self-governing association of communes, districts and regions located 
near to the national road No 11, remaining under its direct influence. The main purpose of the Union 
is to achieve development of the S11 expressway Koszalin – Pyrzowice, about 550 km long, going 
through 4 regions: Zachodniopomorskie, Wielkopolskie, Opolskie and Śląskie, connecting the North  
to the South of our country. The Union’s Office is the city of Poznań. Currently, the Union embraces 57 
members, including 52 regular members (2 regions, 14 districts and 36 communes) and 5 supporting 
members. On 3 February 2015, regarding lapse of the four-year term, there were new members  
of the Union’s Board elected: Wojciech Jankowiak – President of the Board , Tomasz Sobieraj, Piotr 
Jedliński, Piotr Głowski, Violetta Wabińska-Chmielewska, Roman Pacholczyk and Sylwester Lewicki – 
Members of the Board. 

Statutory objectives of the Union are: 
1) promotion of development of the S11 road with parameters of an expressway in  

the possibly shortest time; 
2) initiating, preparing and implementing – within the areas of communes, districts and 

regions associated in the Union – common undertakings contributing to cooperation 
between local governments to the benefit of development of the S11 expressway; 

3) helping the territorial government units associated in the Union to undertake necessary 
actions allowing to develop the S11 road as soon as possible; 

4) coordinating and supporting cooperation to the benefit of development of the S11 
expressway; 

5) implementation of tasks determined in the contracts and agreements signed by  
the Union; 

6) supporting the concept of a territorial government, and defending common interests  
of the entities that are members of the Union; 

7) implementation of other undertakings that promote development of the S11 
expressway. 

The planned S11 expressway is intended to run through the western part of Poland in  
the latitudinal distribution, on a route about 550 km long, near the existing national road No 11.  
The road will run from Koszalin to the crossing with the A1 motorway and connection with the S1 
expressway, in the northern part of the Silesian agglomeration. Within its whole route, the S11 
expressway is planned in a basic dual carriageway four-lane system (each carriageway must have  
at least two lanes). Connections with the internal road system will take place through road hubs (two-
level crossings). Development of the S11 road was introduced into the “Program for construction  
of national roads between 2014 and 2023, announced in July 2015. In June 2017, the Council  
of Ministers passed an amendment to the resolution on this matter, increasing the financial limit  
of the Program for Construction of National Roads for 2014-2023 (with a perspective until 2025), up to 
PLN 135 bln. After publication of an updated list of investments that will be financed within the scope 
of a new limit of funds, it turned out that a much bigger part of investments was not included in  
the list of key projects. It covers the ring roads of Szczecinek, Jarocin, Ostrów Wielkopolski, Kępno and 
Olesno and a fragment of the Koszalin – Szczecinek road, but the remaining part, which is necessary to 
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ensure fluency of road traffic from north to south, i.e. the fragments of: Bobolice – Szczecinek, 
Szczecinek – Piła, the ring road of Oborniki, Oborniki  – the Poznań Północ hub, and the fragments  
of Kórnik – Ostrów Wielkopolski, Ostrów Wielkopolski – Kępno and further Kępno – A1 motorway, is 
included as tasks of a lower priority, with an unknown implementation date. 

 
Fig. 1. A current route of national road No 11 through the Ciasna Town 

 
Source: Department of Infrastructure of the Marshal Office of the Wielkopolska Region, 

 
Fig. 2. Swadzim hub 

 
Source: Department of Infrastructure of the Marshal Office of the Wielkopolska Region 

 
The first thing that attracts attention while looking on the existing network of expressways and 

motorways and that planned for construction in Poland, is lack of a connection of the Central Seaside 
of Poland with the Southern part of the country. During the period after the so-called system 
transformation, especially after Poland accessed the European Union structures, there was dynamic 
development of the national roads network, focused on construction of the highest technical classes 
roads, i.e. motorways, expressway and main roads of accelerated traffic, in the east-west direction, 
serving to ensure efficient communication connections with the Western European countries. This 
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development was not accompanied by adequate expansion of the national roads network in the north-
south direction, highly significant for acceleration of development of the country’s internal economy. 
This led to concentration of investment actions along the above-mentioned roads in the latitudinal 
distribution, leaving sizable areas of the state – distant from the network – in a peripheral location. 
Therefore, even if the entrepreneurs and investors decide to locate their factories along those roads, 
the advantageous impact on the national and regional growth can be significantly limited by the above-
mentioned underdevelopment of the national roads network in the north- south direction, including 
the limitation related to lack of ring roads for larger cities in the stretches of those roads. The national 
road No 11 can definitely be included in a group of such roads. 

 
Fig. 3. Course of road No 11 in Poland 

 
Source: Own work 

 
Modernization of the national road DK 11 to reach the expressway parameters will connect  

the Central Pomerania, Wielkopolska, Śląsk Opolski, and further through the Upper Silesia will ensure 
connection to the EU states what will contribute to transit of goods and services as well as economic 
and cultural exchange between the EU regions. This transport corridors fits perfectly to  
the developmental priorities of the Trans-European Transport Network TEN-T, as the main objective  
of its development is to ensure the EU territorial cohesion and facilitate the free flow of persons and 
goods. Low internal cohesion hinders development of cooperation of a network type within  
a subregion, and an effective network of road transport is a basic condition for competitiveness  
of the macro-region. What is more, this route is highly occupied in the Summer season, when residents 
of the southern and central part of the country go to rest to the Baltic Sea and to the neighborhood  
of Kołobrzeg. This road poses a so-called transport “bottleneck”; it is of strategic importance for  
the western part of Poland, and it is a “road of life” and development for several dozens o cities and 
communes located within its course. Territory of the northern part of the Wielkopolska Region and  
the eastern part of the Zachodniopomorskie Region, which the national road No 11 runs through, 
belong to the areas of the lowest communication accessibility in the country. 
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Tab. 1. Average daily traffic of motor vehicles on the national road No 11 

 
Source: Data of General Directorate for National Roads and Motorways (GDDKiA) 

 
It needs to be emphasized that results from the general measurement of traffic performed  

in 2015 by the General Directorate of National Roads and Motorways on particular fragments  
of the road No 11, clearly suggest a real threat related to insufficient capacity of this communication 
passage, as they reach several thousands of motor vehicles per day: Kołobrzeg/Przejście – 24 494 
vehicles/day, Mścice – Koszalin – 15 675 vehicles/day, Piła Al. Piastów 15 555 vehicles/day, 
Oborniki/Przejście – 15 400 vehicles/day, Oborniki – Golęczewo – 19 727 vehicles/day, Środa 
Wielkopolska – Miąskowo – 15 577 vehicles/day, Miąskowo – Klęka – 16 640 vehicles/day, Tarnowskie 
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Góry/ring road/crossing with national road DK 78 – 17 418 vehicles/day. Average annual traffic  
of motor vehicles on the national road No 11 is 13 140 vehicles/day. This is a value that exceeds  
the average daily annual traffic of motor vehicles within the whole network of national roads, which is 
11 178 vehicles/day. 

Special attention must be paid to the fact that traffic increases year by year, and regarding  
the fact that the road No 11 runs through the center of numerous towns, it limits the fluency of transit 
traffic and poses a threat for safety of both the residents and drivers. The collected data and performed 
analyses suggest that the national road DK 11 belongs to road lines of a very high number of road 
incidents, i.e. accidents, impacts, collisions, fatalities, heavily and lightly injured. As a result of those 
incidents, the state budget loses dozens or even hundred of millions of zlotys every year, only  
in relation of road accidents on the national road DK 11 what has great contribution into the increases 
in losses of the state budget. Taking the above into consideration, it can be concluded that 
improvement in road quality and its exploitation standard may become a developmental impulse also 
for other segments of the national economy, because the financial outlays “saved” in this manner can 
be distributed to other economic sectors of the state. 

Since establishment of our Union in July 2006, we have been constantly monitoring the situation 
in the government, media and press related to actions for modernization of this national road, and we 
have been applying for implementation of this task in a possibly close time perspective. The last actions 
undertaken by the Government (a published update of the list of investments planned for 
implementation within the Program for Construction of National Roads for 2014-2023) prove that 
despite our constant efforts, this important undertaking is still not included in priorities of the national 
authority. This still valid and unresolved problem makes lives of entrepreneurs, investors, as well  
as ordinary citizens of our country more difficult. 

More information about activity of the “S11 Road” Union can be found on the website: 
http://droga-s11.pl/. 

 

 


