PRACE NAUKOWE

Uniwersytetu Ekonomicznego we Wroctawiu

RESEARCH PAPERS

of Wroctaw University of ECconomics

Nr 334

Local and Regional Economy
in Theory and Practice

edited by
Matgorzata Markowska, Dariusz Gtuszczuk,
Beata Bal-Domanska

UE Publishing House of Wroctaw University of Economics
Wroctaw 2014



Copy-editing: Elzbieta and Tim Macauley
Layout: Barbara Lopusiewicz
Proof-reading: Barbara Cibis

Typesetting: Adam Debski

Cover design: Beata Debska

This publication is available at www.ibuk.pl, www.ebscohost.com,

Lower Silesian Digital Library www.dbc.wroc.pl,

and in The Central and Eastern European Online Library www.ceeol.com
as well as in the annotated bibliography of economic issues of BazEkon
http:/kangur.uek.krakow.pl/bazy ae/bazekon/nowy/index.php

Information on submitting and reviewing papers is available on
the Publishing House’s website
www.wydawnictwo.ue.wroc.pl

All rights reserved. No part of this book may be reproduced in any form
or in any means without the prior written permission of the Publisher

© Copyright by Wroctaw University of Economics
Wroctaw 2014

ISSN 1899-3192
ISBN 978-83-7695-496-7

The original version: printed

Printing: EXPOL, P. Rybinski, J. Dabek, sp.j.
ul. Brzeska 4, 87-800 Wtoctawek



Contents

Preface .......c.ooooiiie e
Beata Bal-Domanska: Convergence of Central and Eastern European regions —
SPALIAL ASPECT...eeuvieuiieiieii ettt ettt e ettt eenaeeneeenneens
Barbara Danska-Borsiak: The determinants of migration outflows from
Polish sub-regions in both internal movement and abroad — identification
ANA COMPATISON....uviiiiiieieieeieieesteeeteeeteeeteeeseeeesebeessseessseessseeaseeesseensseensees
Anna Golejewska: Rethinking regional competitiveness. The role of
PLOAUCEIVILY .ottt ettt ettt sb e et e b e saeesneeees
Malgorzata Golinska-Pieszynska: Intellectual capital as an important
element of knowledge management..............ccoeevvevieevieeiieecieecieeieeie e
Piotr Hajduga: Special economic zones in the Lower Silesia region as a
regional development stimulator during the Crisis .........cceeevvevcveeecieeeiineens
Petr Hlavadek: Analysis of the development processes of the city of Usti nad
Labem as an example of the social and economic transformation of cities
in the Czech RepUbLIC.......c.iociiiiieiieie e
Anna Jasinska-Biliczak, Jan Buleca: Participation of economic self-
government in the process of the promotion of entrepreneurship — case
study of Poland, Germany and Slovakia.............cccceeveeriiieniiieecieecie e,
Malgorzata Karczewska: Diversity of the gross expenditure on R&D in
GDP by sources of funds in Poland against the background of the European
UTIOM ottt et st ettt s b e et e b et et b
Artur J. Kozuch, Janusz Sasak, Kamilla Noworol: Target costing and
participatory budget in Territorial Self-Government Units........................
Alina Kulezyk-Dynowska: National park as an element fostering the
sustainable development of the region — the example of the Tatra
IUNICIPAITEIES ..ottt ettt et et enee s
Iwona Ladysz: The regional dimension of economic security in the age of
globalisation using the example of the Lower Silesian Voivodship ...........
Krzysztof Malik: Smart specialisation and Key Enabling Technologies in the
New Regional Development POIICY .........cocvieviieriieniieiiiecieecee e
Stefan Marsina, Pavol Oravsky: Utilization of geothermal energy as
A TENEWADIE SOUTCE.....eieuiieiiieiiieiieete et ete et ettt et te et et eneeenaeeneeenneeas
Anna Mazurek-Kusiak, Julia Wojciechowska-Solis: Noticeability and
effectiveness of tourism promotion in Lublin province ...........cccccceeuenne.
Grygorii Monastyrskyi, Tetyana Monastyrska: Modernization of local
self-government in UKTAINe...........cceevvuiiiiieeiiieiiiecieeciee e
Alicja Olejnik: Prospects and frontiers of Multidimensional Panel Spatial
AUtoregressive MOdEIS .....o..eevieiieiieiiee e

11

22

33

43

56

66

78

&9

97

108

118

128

141

149

160



6 Spis tresci

Pavol Oravsky, Stefan Marsina: Infrastructure of energetics and its
AIVETSTTICATION L...teeiieeiie ettt
Alina Piagtyszek-Pych: The cluster development policy in Poland .................
Zbigniew Piepiora: Occurrence of natural disasters in Africaand international
cooperation in the field of counteracting their effects .............cceevvevirennns
Renata Pisarek: The importance of passenger air transport and high-speed
rail for regional development...........c.cccvieviieeciiiiiiieie e
Malgorzata Rogowska: The quality of public space in the development of
UTDAIN QTGS ...euvieuvieiiieiieie et et et et et et eteebe e bt enbeenbeenseesteenseenseenseenseenseas
Joanna Szafran: Public-private partnership in Poland and the European

Ewelina Szczech: Is there a creative city in Poland? Defining and measuring
the concept in Poland ...........ccoooiiiiiiiiiiicce e
Andrzej Sztando: Twelve rules for the construction of planning documents
prepared by self-government UNits ...........ccecevereerienenenieneneneeieneeeeen
Maciej Turata: Institutional capacity in Polish communes. Strategic, financial
and spatial planning diMenSION ...........ccvevvievveecieerieeieere e e e eae e e e
Alla Vasina: Management of the investment potential of Ukraine’s regions in
the process of regional structural policy realization ..............cccceeeevveeennrns
Svitlana Veleshchuk: Strategic development of the region in the context of
the branding CONCEPL........eeivieriierieiieiee et
Marcin Bogdanski, Wioletta Wierzbicka: Socio-economic potential of
Polish VOIVOAShIP CILIES.....ccvieriieiieiieiieieeie et
Marcelina Zapotoczna, Joanna Cymerman: Application of selected
synthetic measures in the assessment of the level of satisfied housing
needs in Poland .........coooiiiiiiiiee e

Summaries

Beata Bal-Domanska: Konwergencja regionéw (NUTS-2) Europy Srodko-
wo-Wschodniej — aspekt przestrzenny ..........cccecceeeeeveeerieenieenieenieenieenieeenn
Barbara Danska-Borsiak: Determinanty krajowych i zagranicznych odpty-
woOw migracyjnych z podregiondéw — identyfikacja i pordwnanie .............
Anna Golejewska: Rozwazania na temat konkurencyjnosci regionalnej. Rola
PIOAUKCYJNOSCI. . veeueiieiiieciiieciie ettt ettt e et e e e e ssbeeesaeeeaaeenes
Malgorzata Golinska-Pieszynska: Kapital intelektualny jako wazny ele-
ment zarzgdzania WiedZa..........ecverveeriieriieriieseeieeieeie et
Piotr Hajduga: Specjalne strefy ekonomiczne na Dolnym Slasku jako sty-
mulator rozwoju regionalnego w dobie KryzZysu .......cccceveevvverrierieenieeniennnnn

180
190

200

210

223

231

242

252

264

275

285

295

306

21

31

42

55

65



Spis tresci

Petr Hlavacek: Analiza proceséw rozwojowych miasta Usti nad Labem jako
przyktad spotecznych i ekonomicznych transformacji zachodzacych w
miastach Republiki CZesKie] ........cccevirerieneniniiiiiiiieceecse e

Anna Jasinska-Biliczak, Jan Buleca: Partycypacja samorzadu gospodar-
czego w procesie wspierania przedsigbiorczosci — analiza przypadku Pol-
SKi, NiemIEC 1 STOWACTT c.vvevvieeriiriieiieie et ete ettt ere e eveereevveeneerveesne e

Malgorzata Karczewska: Zréznicowanie udziatu wydatkéw na B+R w PKB
w Polsce wedlug zrodet finansowania na tle krajoéw Unii Europejskiej ....

Artur J. Kozuch, Janusz Sasak, Kamilla Noworol: Rachunek kosztéw do-
celowych a budzet partycypacyjny W JST.......cccovvveviiiiiiieieieeieee s

Alina Kulczyk-Dynowska: Park narodowy jako element wspierajacy rowno-
wazenie rozwoju regionu — przyktad gmin tatrzanskich .............ccococeeeee.

Iwona Ladysz: Regionalny wymiar bezpieczenstwa ekonomicznego w dobie
globalizacji na przyktadzie wojewodztwa dolnoslaskiego...........ccccceeene.

Krzysztof Malik: Specjalizacje inteligentne i technologie wiodace w Nowej
Polityce Rozwoju Regionalnego ...........ccvevvierieeriieiieiieiieieeie e

Stefan Marsina, Pavol Oravsky: Utylizacja energii geotermalnej jako zro-
dta 0dNaWIAINEZO ... .ccvievieiieiicieee et

Anna Mazurek-Kusiak, Julia Wojciechowska-Solis: Zauwazalno$¢ i sku-
teczno$¢ promocji turystyki w wojewodztwie lubelskim ..............ccceeee.

Grygorii Monastyrskyi, Tetyana Monastyrska: Modernizacja samorzadu
lokalnego na UKTAINIE ......c.eccvveieeieeiieie et eae e eve e enesene e

Alicja Olejnik: Perspektywy i ograniczenia panelowego wielowymiarowego
autoregresyjnego modelu przestrzennego ........ceeceeeveeeereseeeerieneeeeeeenes

Pavol Oravsky, Stefan Marsina: Infrastruktura energii elektrycznej i jej dy-
WETSYTTKACTA 1 .ve ettt ettt

Alina Piagtyszek-Pych: Polityka rozwoju klastréw w Polsce ........cc.ccccevenee

Zbigniew Piepiora: Wystepowanie katastrof naturalnych w Afryce i mig-
dzynarodowa wspotpraca w zakresie przeciwdziatania ich skutkom .......

Renata Pisarek: Znaczenie pasazerskiego transportu lotniczego i kolei du-
zych predkosci dla rozwoju regionalnego ........ccccvvvevvieriienieenieeeiee e

Malgorzata Rogowska: Jakos$¢ przestrzeni publicznej w rozwoju aglomera-
CJ1 MIGJSKICH 1.ttt

Joanna Szafran: Partnerstwo publiczno-prywatne w Polsce 1 w Unii Euro-
PEISKICT wveevvientieiieie et ettt ettt ettt ettt et et e e teesbe e taeta e ba e raenraenteeeaenees

Ewelina Szczech: Czy w Polsce istnieje miasto kreatywne? Proba definicji
1 pomiaru zjawiska W POISCE .......cccoeiiiiiiiiiieii e

Andrzej Sztando: Dwanascie zasad budowy dokumentdéw planistycznych
jednostek samorzadu terytorialnego.........cocevereeieniinirieneneneeeseene

Maciej Turala: Sprawno$¢ instytucjonalna polskich gmin. Wymiar planowa-
nia strategicznego, finansowego 1 Przestrzennego .........ceevvverveerveerveerveennens

77

87

96

107

117

127

140

148

159

169

179

189
199

209

222

230

241

251

263



8 Spis tresci

Alla Vasina: Zarzadzanie potencjalem inwestycyjnym regionéw Ukrainy
w realizacji regionalnej polityki strukturalnej.........cccocceevienieniencenennen.
Svitlana Veleshchuk: Strategia rozwoju regionu w kontekscie koncepcji
DIANAINZU . .c.vieiieiieiieie ettt et e s e et e eseenseenseenseenseas
Marcin Bogdanski, Wioletta Wierzbicka: Potencjat spoteczno-gospodar-
czy miast wojewOdzKich W POISCE........c.cccieviiiiiiiieiicie e
Marcelina Zapotoczna, Joanna Cymerman: Wykorzystanie wybranych
miar syntetycznych do oceny zaspokojenia potrzeb mieszkaniowych
W POLSCE ..ttt

284

294

305



PRACE NAUKOWE UNIWERSYTETU EKONOMICZNEGO WE WROCLAWIU
RESEARCH PAPERS OF WROCLAW UNIVERSITY OF ECONOMICS nr 334 e 2014

Local and Regional Economy in Theory and Practice ISSN 1899-3192

Renata Pisarek
University of Lodz

THE IMPORTANCE OF PASSENGER AIR TRANSPORT
AND HIGH-SPEED RAIL FOR REGIONAL
DEVELOPMENT

Summary: The article presents an overview of the theoretical aspects concerning the impact
of passenger air transport and high-speed rail on regional development. There will also be
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1. Introduction

Transport plays a fundamental role in the economy, and infrastructure is the basis of
its functioning. In the context of increasing globalization and the free movement of
people and goods, to cover distance as fast as possible is becoming increasingly
important. One can talk about geographical distance, measured by the amount of
kilometres and the distance of time given by the information of how long a journey
between two points in space takes. With the development of civilization and the
increasing prosperity of society we observe the growing value of time that is spent
on work or leisure. It becomes important to cover the distance as efficiently as
possible. Nowadays, according to the new model of the economy, quality of life as
an indicator of welfare is taken into consideration. The economic prosperity of
society is measured not only by indicators of income, but also by the study of quality
of life, which is related to the value of time and quick, reliable transport [Stiglitz et
al. 2010, p. 3]. Air transport is the fastest mode of transport regarding long-haul
journeys. High-speed trains meet the need for rapid movement between urban
centers, increasing the accessibility of regions at national and international levels.
This article discusses the role of high-speed rail and passenger air transport in
regional development. There will be also presented an overview of statistics
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concerning the development of high-speed rail and passenger air transport sectors
within the European Union, as well as the prospects for further development. Also
discussed will be passenger air transport development in Poland and plans to build
the so-called “line Y” of high-speed rail.

2. The economic importance of air transport and high-speed rail

The transport sector as an important component of the economy has a positive impact
on the development and welfare of populations. Efficient transport systems provide
socio-economic opportunities and benefits that result in positive multiplier effects
such as better accessibility to markets, employment and additional investment. By
contrast, deficient transport systems, also in terms of capacity or reliability, can have
an economic cost such as reduced or missed opportunities [Rodrigue 2013]. Lack of
infrastructure, known as an infrastracture gap can become a barrier to economic
growth and the development of regions and whole economies. The economic impacts
of transportation can be direct, indirect and related, which according to Rodrigue can
be explained as follows [Rodrigue 2013]:
e direct impacts — the outcome of accessibility changes where transport enables
employment, added value, larger markets and saving time and cost;
e indirect impacts — the outcome of the economic multiplier effects where the pri-
ce of commodities, goods or services drop and/or their variety increases;
e related impacts — the outcome of economic activities and firms partly relying on
efficient transport services for both passengers and freight.

The importance of transport can be considered at macroeconomic level, from
the point of view of the whole economy. Within a national economy transportation
and mobility are linked to the level of employment, output and income. On the other
hand, at microeconomic level the importance of transportation and infrastructure
affects the specific parts and sectors of economy, referring to producer, consumer
and production cost.

All economies and regions do not share the same level of mobility, which is
one of the most fundamental and important characteristics of economic activity,
satisfying the need for passengers and freight to be relocated. Mobility is not only
a catalyst for development, but also a reliable indicator of development. A transport
service employs people, pays wages, invests capital and generates income, thus
contributing to economic growth.

Many countries in the world have developed high speed rail systems, connecting
main cites and even airports with city centres. Nowadays a high-speed rail network is
perceived as a competitive and efficient substitute r highways and airports struggling
with congestion problems. Measuring the impact of high-speed rail networks on
local economies according to the key literature can lead to several transport and non-
transport impacts on regional development.
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The transport related effects of high-speed railway infrastructure can be pointed
out as follows [Kamel, Matthewman 2008]:

e increase in accessibility;
* location of economic activity;
e costs of new rail links.

The primary effect of high-speed rail lines is the increase of accessibility of the
connected cities and regions. Such benefits are important to passengers, particularly
commuters, but also international business passengers and tourists. An existing high
speed rail line can affect the location of economic activity, such as the positioning
of offices, and is taken into consideration in SWOT analyses as a strength of
infrastructural development. High-speed train lines can enhance the attractiveness
of an area. One-third of the respondents even indicated that high-speed train services
can be perceived as a factor in their location choice. The cost of new rail links and
building the infrastructure are significant so it should not be justified in transport
terms alone.

The non-transport benefits according to most studies are positive, but it is
difficult to separate its influence from other factors contributing to economic growth.
Mentioned below are the following non-transport impacts [Kamel, Matthewman
2008]:
¢ Jocational effects;

e property prices;

e labour market;

e intra-regional distributive effects;
e generative effects;

e catalytic effects.

As already mentioned above, some studies have indicated that the accessibility
and presence of high-speed rail links can be considered by companies locating their
business. Centrality and connectivity are important factors for the location of offices,
with connectivity effects resulting from reduced travelling times. The availability of
high-speed rail services can add to the attractiveness and image of a location. One of
the effects of office developments can be increased property prices. Accessibility can
enlarge a region’s labour market by increasing the maximum acceptable commuting
distance. High-speed rail can integrate formerly separated labour markets into one
functional region. Intra-regional distributive effects can be related to local movements
of people, companies and economic activities within a region and towards high
speed stations. Generative effects can be described as stimulating the total regional
or national level of economic activities. As far as the catalytic effect is concerned,
high-speed rail can be a catalyst for additional investment in transport infrastructure,
stations and the areas of cities surrounding the stations [Kamel, Matthewman 2008].

The modern economy nowadays is unprecedentedly dependent on the efficient
movement of goods, services and capital between the different markets. Aviation,
regardless of whether we live in a time of economic crisis or economic growth, plays
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a key role in connecting local to global markets, as a condition of their development.
The importance of air transport availability in the growth cycle is illustrated in the
diagram below.

Air

; transport @

Market
accessibility

Increase
in demand

Trade/
Investment

Economic
growth

Graph 1. The circle of economic dependency between air transport and economic growth

Source: J. Brass, York Aviation.

Air transport provides access to markets. Better accessibility, considered as a
strength of a region, is driving the growth in trade and foreign direct investment.
Economic growth stimulates demand, including demand for air transport services,
and thus the cycle closes. This simple mechanism shows the importance of air
transport to the global and local economy. The local markets benefit from the
presence of airport infrastructure, enabling the use of air transport services.

v direct effect
indirect effect +
L > induced effect catalytic effect
the overall impact <

Graph 2. The impact of air transport on regional development

Source: The economic and social benefits of air transport, ATAG, Geneva 2005.
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Traditionally there are four types of effects created by the presence of an airport
on aregion’s economy. These are direct, indirect, induced and catalytic effects. Direct
impact is related to the creation of new jobs directly at the airport and its cooperating
companies and organizations which enable its functioning. The indirect impact is
manifested through the purchase of goods and services in the local supply chain of
operators at the airport, which in turn stimulates employment and income in the units
present in the chain. The induced effects occur when a person directly employed in
companies operating at the airport and those working for the units occurring in the
supply chain will allocate their income to purchase various goods and services in
the local economy, which in turn will support employment and GDP growth. The
effect of the catalyst occurs due to the fact that the airport plays an increasing role
in improving accessibility for the business traveler, and supports the transport of
goods and tourists. The presence of the airport and air transport services in the region
significantly affect the economic development of the area.

3. Development of high speed rail and air transport in the context
of the European Union

High-speed trains, compared to conventional rail reach a higher speed, but also
require the appropriate infrastructure. According to the European Council Directive
96/48, high-speed trains can use three types of lines:

e special lines built for high speed rail, allowing for speeds of equal to or up to

250 km/h;

e standard line adapted to high speed allowing to achieve speeds of 200 km/h;
e standard line adapted to high speed which have special features as a result of
topographical or urban planning, speed is adapted to the conditions.

Depending on how the infrastructure and capabilities of high-speed trains
cooperate with conventional rail, the following models can be distinguished
[Campos, de Rus, Barron 2008, p. 6]:

* independent model — complete separation of high-speed rail and conventional
rail, high-speed trains use their own exclusive and independent tracks;

¢ mixed model — the ability to use high-speed trains from both the specially built
new lines, as well as the modernized lines of the conventional rail system.

The construction of high-speed rail infrastructure is extremely capital intensive.
Nevertheless, this mode of transport is growing rapidly in many countries in the
world. In most developed countries, in accordance with the procedures of this type
of capital intensive infrastructure, investment is preceded by a detailed feasibility
study which takes into account an analysis of the financial and economic benefits in
the broad sense. The final decision to pursue this type of infrastructure investment
is political, regardless of how widely it was consulted [Gorlewski 2012, p. 8]. As a
result of determination and political vision, the first high-speed rail lines in the world
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were established. The pioneer of the construction of a high-speed rail line was Japan,
where in 1964 the first line connecting Tokyo with Osaka was built as a brand new
infrastructure, replacing the pre-existing narrow-gauge line [Karbowiak 2009, p. 94].

In Europe the first country to develop high-speed rail lines was France, starting
in 1981, followed by Germany, Italy and Spain. Other countries, such as: Great
Britain, Sweden, Belgium and Holland have rail lines where trains can reach speeds
of at least 200 km/h. In the last decade one can observe the unprecedented extensive
development of high-speed rail [Towpik 2009, pp. 16-19]. The tendency of traffic
growth is shown in the graph below.
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Graph 3. Passengers served by high-speed rail transport in the 27 countries of the European Union
in 1991-2011(billion passenger-kilometres)

Source: Transport in Figures 2013, European Commission, Luxembourg 2013.

Several economic and cultural centres in Europe, such as London, Paris, Brussels,
Frankfurt, Amsterdam, Barcelona, Madrid, Rome and Milan can already be reached
by high-speed trains at speeds of at least 300 km/h. European standards are being
used for the development of high-speed railways in China,Latin America, the United
States and Morocco [European Commission 2010, High-speed Europe..., p. 3]

The development of further connections in the European Union remains a key
priority of several European programmes, such as the trans-European transport
network (TEN-T) focusing on the development of high-speed transport. About 14
of the 30 priority projects put forward under this programme concern high-speed
lines [European Commission 2010, High-speed..., p. 9]. There are currently different
technical standards on the high-speed lines European network and this generates
significant extra costs. The huge potential in terms of mobility throughout the
continent has still not been fully exploited. This is why the Euro-pean Union is
promoting a pan-European HSL network. In order to do so, it is issuing common
technical and quality standards for all Member States. It is also establishing a
framework for the development and implementation of standardised tools, such as
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the European rail traffic management system (ERTMS). It is being assisted in this by
the European Railway Agency (ERA), the body responsible for helping to integrate
the European rail networks by improving rail safety and allowing trains to cross
borders within the EU without having to stop [European Commission 2010, High-
-speed..., p. 6].
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Graph 4. Share of high-speed rail in total passenger-kilometres in rail transport in the European
Union in 2000-2011 (%)

Source: Transport in Figures 2013, European Commission, Luxembourg 2013.

The graph above presents the growing share of HSR lines in all rail lines in the
European Union. In 2012, high-speed lines made up about 27% of all rail lines.
According to Siim Kallas, Commissioner in charge of mobility and transport, Vice-
President of the European Commission: “The European Union is committed to
making the transport and the mobility of people more secure, more efficient and
more environmentally friendly, with priority given to social and territorial cohesion,
as well as to economic dynamism.” The European Union, in accordance with the
transport policy and the development of the Trans-European Transport Network
TEN-T, intends to triple the length of high-speed rail lines up to the year 2030.
[European Commission 2010, High-speed Europe..., p. 3]

The air transport market in the European Union before the liberalization process
was fragmented, with airlines treated as public entities to serve national interests. The
creation of a single air transport market in the European Union brought substantial
benefits for customers and improved the competitiveness of the European Union’s air
transport industry [Button 2001, pp. 255-256]. The opening-up of the European air
transport sector was implemented in four main stages, the so-called “air packages”
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by regulating rules of competition, access to the market, procedure of setting prices
and recognizing air carriers licenses, in order to create a single market for aviation
[European Commission 2005, Annual..., pp. 150-151]. As a consequence of the
liberalization process, every carrier having a license to offer air transport services
for passengers, issued by any of the Member States, can fly on any route and offer
any price of the service within the rules of free, fair and undisturbed competition.
The new conditions of competition forced airlines to restructure, to introduce more
flexibility in price setting and flight destinations. It contributed to the establishment
of a new type of air carrier, the so called “no-frills” or “low cost” carriers following
a cost leadership strategy, simplifying business by savings on all processes that do
not bring value added for customers. LCC (low cost airlines) can offer services
from secondary airports due to the lower landing and ground-handling fees. Such
restrictions enabled them to minimize costs and allowed the setting of lower fares.
The number of airlines has risen contributing to an increase in the amount of traffic.
LCC have contributed to the intensive development of regional airports in the
European Union. As a result, the competition on routes is much stronger in the sector
and consumers have benefited from lower prices and the greater supply of services.
Air passenger traffic is growing what is shown in the graph below.
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Graph 5. Number of passengers carried by air transport in 27 countries of the European Union
in 1996-2011 (billion passenger-kilometres)

Source: Transport in Figures 2013, European Commission, Luxembourg 2013.

The impact of liberalization in terms of ‘new entry’ and the development of
competition on many of the denser routes within Europe has been constrained by the
lack of capacity at key airports. While the existing aviation infrastructure has shown
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considerable ability to handle increased demand, scope for further expansion within
the existing infrastructure at certain airports is strictly limited. The estimates are that
air traffic will grow by 4% a year over the coming years, leading to a near doubling
of traffic by 2020. The forecasts undoubtedly show the opportunities for the further
development of regional airports in the European Union. The Single European Sky
is an ambitious initiative to reform the architecture of European air traffic control to
meet future capacity and safety needs by organizing airspace and air navigation at
a European rather than at a local level [European Commission 2004, The Single...,
pp. 4-11]. In open markets, it is important to ensure fair competition. Therefore,
the European Commission applies the competition rules on mergers and alliances,
price-fixing and other arrangements to the air transport sector. Furthermore, a strict
enforcement of state aid rules does ensure that airlines operate on a level playing
field. Moreover, European Union transport legislation is composed of rules in several
subject areas such as: economic policy, air traffic management, safety, security,
environmental matters, social matters, passenger protection and external relations
[European Commission 2004, Guide..., pp. 1-2].

4. Substitution and complementarity of high-speed rail
and air transport

The expansion of the high-speed lines network has revolutionized rail transport.
High-speed rail is very competitive to air transport on medium-haul routes. Nowadays
high-speed trains account for approximately 40% of traffic over medium distances
and even more on certain routes such as London—Paris, Paris—Brussels and Madrid—
Seville. On journeys which take under three hours high-speed trains are the most
competitive, because access time is much shorter than by air, and journey times are
shorter than by car. High-speed lines are preferred over air and road travel for
journeys of between 400 and 800 km. At below 150 km, they offer a limited bonus
compared with road or conventional rail travel. Between 150 and 400 km, travel by
rail (on both high speed and conventional lines) is quickest. Above 900 km, air travel
gains the upper hand, except for journeys on which rail offers specific advantages
[European Commission 2010, High-speed Europe ..., p. 10-11].

As far as intermodality and complementarity is concerned, there are some
particularly remarkable examples of high-speed rail stations operating along
intermodal lines with airports. Frankfurt International Airport observed a traffic
increase following the introduction of the Frankfurt—-Cologne high-speed line in
2002. According to Deutsche Bahn, two thirds of train passengers are either leaving
or have arrived by plane. In France, the station at Paris Charles-de-Gaulle Airport is
located at the interconnection between the north and the south-east high-speed line
[Bouffard-Savary 2011, p. 7], served by 52 high-speed trains a day, linking the main
towns in France, and by five high-speed trains serving northern Europe (Brussels
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and Amsterdam). Brussels National Airport is linked to all the main Belgian cities
and to several European cities such as Paris, Amsterdam, Cologne and Frankfurt.
Airlines can make use of high-speed line networks to channel passengers from
various regions to a central airport. This sort of synergy has been already created
between Brussels and Paris Charles-de-Gaulle Airport [ European Commission 2010,
High-speed Europe..., p. 16].

5. Development and importance of regional airports in Poland

Launching low cost airlines onto the Polish market contributed to the development
of regional airports. The enlarged infrastructure enabled traffic growth in the Polish
civil aviation market. Consumers benefited from the wider range of flights and
destinations. The table below shows the growth in passenger traffic at Polish airports
through the years. In 2012 all Polish airports served four times as many passengers
as ten years before.

Table 1. Number of passengers served at Polish airports 2002-2012 (in 000s)

Airport \ Year 2002 | 2003 | 2004 | 2006 | 2008 | 2010 2011 2012
Warszawa-Okecie 4936,8] 5167 6085,1| 8101,8 9437| 8 712,4 9337| 9567,1
Krakéw-Balice 500,9| 593,2| 841,1| 2367,5| 28953 2864| 3014,1 3409
Katowice-Pyrzowice 202,2 258 622,6| 14584| 2406,6| 24032 2544,1| 25184
Gdansk-Re¢biechowo 3179 3644 464,7( 1249,8| 1951,1| 2214,9| 2463,2| 2861,8
Wroctaw-Strachowice 236,11 2843 363,2| 8659 1480,5| 1654,4| 1657,5 1942
Poznan-Lawica 227,5| 263,6| 380,7| 670,7| 12559| 1419,1| 1463.4| 1560,3
Warszawa-Modlin - - - - - - - 857,5
Rzeszow-Jasionka 52,1 67,2 71,9 2069 321 4542 4913 562,9
L6dz-Lublinek 1,9 7.3 6,3 2168 341,8] 4135 3893 463.5
Szczecin-Goleniow 76,8 87,4 95,8 176,7| 298,6| 282,5| 262,1 347,1
Bydgoszcz-Szwederowo 13,4| 20,1 26,1 133| 264,9| 2781 279,5 328,1
Zielona Goéra-Babimost 7,6 7,8 43 8,3 5,2 4.6 7,5 12,3
Lublin- Swidnik - - - - - - - 5,7
TOTAL 6573,2|7 120,3| 8961,8|15 455,8(20 657,820 700,9| 21 909| 24 435,5

Source: ULC data and airports statistics.

The infrastructure of Polish airports developed rapidly after accession to the
European Union to face the challenge of growing traffic. In 2012, two airports
were opened in Warsaw and Lublin. All the Polish airports served about 20 million
passengers in 2010, and according to forecasts, in 2030 the predicted level is of 60
million of people. In the table above the growing trend is visible. The most up-to-
date statistics show more than 24 million air transport passengers in Poland in 2012.
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Table 2. Number of passengers served by regional airports in Poland in 2002-2012

Year 2002 2003 2004 2006 2008 2010 2011 2012
Passengers (in 000s) 1636 | 1953 | 2877 | 7354 | 11221 | 11989 | 12572 | 14869
Market share (%) 25 27 32 48 54 58 57 61

Source: ULC data, own calculations.

The role of regional airports has become more significant during the last decade.
In 2002 regional airports served only 25% of passengers and in 2012 about 61%.
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Graph 6. Air transport mobility index in Poland in 2000-2012

Source: Eurostat.

The air transport mobility index of Poland, showing how many times a year an
average inhabitant traveled using air transport, is growing and in 2012 reached the
level of 0,6. This is a typical ratio for a country in which the air market is developing.
Countries with small populations often have high ratios above 6%, and in developed
countries with a stable growth of air traffic the ratio varied from 2% to 6%. According
to the forecast presented earlier, a continuous growth in both mobility and traffic is
predicted to the year 2030 [ULC 2013].

6. Planned high-speed rail network in Poland

The planned high-speed railway network in Poland should consist of the new
Warsaw-Lodz-Poznan/Wroclaw line “Y” and the modernised E65 South Line
(Central Trunk Line) to reach high-speed railway parameters from Warsaw to
Katowice and Krakow with a possible extension to the German, Czech and Slovak
borders. The project contributes to the idea of drawing up international high-speed
connections to Central Europe in the framework of TEN-T. Line Y would have a
length of 450 km with trains running at a maximum speed of 350 km/h. Journey
times would be significantly reduced: passengers will travel from Warsaw to Lodz in
no more than 35 minutes (compared to today’s 1h 30min), from Warsaw to Poznan
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in 1h 35min (compared to 3h) and from Warsaw to Wroclaw in 1h 40min (compared
to 5h). Feasibility studies also take into account the reconstruction of the most
important junctions: Warsaw, Poznan, Wroclaw and Lodz. One of the most ambitious
projects is the construction of the cross-city tunnel in Lodz to link two railway
stations without any direct connection, resulting from the historical split of the Lodz
railway junction into the Lodz Kaliska and Fabryczna. “Radical actions are needed
in order to fulfil requirements of EU sustainable development policy and to restore
the importance of Polish railway transport”, concluded a study on the state of Polish
railways which boasted planned investment and a strategy of development to reach
synergy effect [The railway business magazine 2010, Poland..., p.1]

7. Conclusion

According to the wider economic benefits, infrastructure investment in high-speed
railways and regional airports contributes to the increasing availability of regions
from the point of view of different target groups, including residents, the business
sector, tourists and other visitors. It has wide impact on increasing the investment
attractiveness of regions and their economic development, urban revitalization and
enhance the safety of travel. Also relevant are the socio-economic benefits resulting
from the improvement of the standard and quality of life, according to consumers
using this kind of fast and reliable transport service.

The development of regional airports and airport facilities is largely catalyzed
by the low cost airlines. This tendency and new paradigm in airports’ infrastructure
planning is also observed in Poland, where regional airports have intensively
developed throughout the years following accession to the European Union. The
role of regional airports is growing in both passenger and cargo traffic.

High-speed rail can be, on the one hand, a substitute for air transport, on the
other hand plays a complementary role to airport high-speed rail links, giving the
opportunity to connect airports with city centres and other main cities. The high-
speed rail network in Europe is expected to expand substantially across the continent
over the next few decades, connecting regions and cities even faster and more
effectively than before.

Poland is expected to develop high-speed rail lines in the future, connected with
the European network. Also planned is the development of airports in Poland and
its infrastructure and a project of a central airport is being considered. According
to traffic forecasts, the development of a fast transport infrastructure seems to be
unavoidable in the foreseeable future to enable us to face the challenge of ongoing
economic development.
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ZNACZENIE PASAZERSKIEGO TRANSPORTU LOTNICZEGO
1 KOLEI DUZYCH PREDKOSCI DLA ROZWOJU
REGIONALNEGO

Streszczenie: Artykul prezentuje przeglad teoretycznych aspektow zwigzanych z wplywem
transportu lotniczego oraz kolei duzych predkosci na rozwdj regionalny. Pokazane sa rowniez
statystyki dotyczace rozwoju kolei duzych predkosci oraz transportu lotniczego w Unii Eu-
ropejskiej, a takze perspektywy dotyczace przyszlosci. Omdéwiony zostat rozwoj transportu
lotniczego w Polsce, a takze planowania ,,linii Y” kolei duzych predkosci.

Stowa Kkluczowe: infrastruktura transportu, kolej duzych predkosci, transport lotniczy, rozwoj
regionalny.





