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Ignacy Góra, BEng, PhD 

President of the Office of Rail Transport 

 

 

Dear Madams and Sirs,  

The situation on the rail transport market in 2019 should be assessed in positive terms. This 
particularly refers to passenger transport. Railways are popular with Poles, and this is true both for 
long-distance (holiday) travel and for commuting to work at short distances. We closed a record-
breaking year. In 2019, as many as 335.9 m passengers travelled by rail, which means an increase by 
25.6 m passengers in relation to 2018. These figures demonstrate the growing attractiveness of rail 
transport, and increasingly competitive services rendered by railway undertakings. We are all the 
more so delighted that the number of passengers is increasing for the fifth year in a row, which shows 
that the passengers’ growing trust for railways has consolidated. Moreover, transport performance 
and operational performance in passenger transport were also on the rise in 2019. 

As regards freight transport, following excellent results in 2018, we recorded a decreasing demand 
mainly in relation to the transport of bulk goods, including coal, metal ores and other mining and 
quarrying products. In 2019, cargo weight amounted to 236.4 m tonnes, and was reduced by 5.5% 
in relation to 2018. Hence, the value of the remaining parameters was also lower than in the previous 
year, as transport performance and operational performance decreased. However, we recorded an 
increased average speed of both freight trains and intermodal trains. The upward trend in the field 
of intermodal transport, which has been continuing for years now, should also be perceived as an 
advantage. The previous year was record-breaking, as 19.5 m tonnes of goods were transported, 
which means that the weight rose by 1.8 m tonnes (10.2%) In 2019, railway undertakings 
transported a record number of freight units and TEUs. The data for recent years shows that 
intermodal transport is the future of railways.  

By giving you this “Report on Rail Transport Market Operations in 2019”, I am aware of the changes 
which will surely be recorded in the next annual report for 2020. We already know that the 
coronavirus epidemic has affected all aspects of the economy, and rail transport is no exception.  The 
crisis we are experiencing proves that transport is vulnerable to global threats. 

I am certain that the data collected in this report, and the analyses presented, will be a valuable 
source of information about the rail market in Poland. I am pleased that the document we prepare 
each year at UTK attracts so much interest. We are motivated to intensify our efforts to provide 
reliable studies and analyses of our rail market. 

Best regards, 
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1. Passenger transport 

1.1. Operation of the passenger transport market in Poland1 

Passenger rail transport in Poland is performed by licensed railway undertakings. It can be provided 

as:  

• public services; 

• commercial transport; 

• occasional transport. 

Passenger rail transport services are currently performed as public services for 18 organisers of public 

collective transport under public service contracts, i.e. for the minister in charge of transport, for 

Province Marshals, and for the Mayor of Warsaw. The scope and duration of such contracts is 

individually determined by the respective organisers. 

For instance, the Marshal’s Office of the Mazowieckie Province entered into framework agreements 

with Koleje Mazowieckie (in force until 2031) and with WKD (in force until 2030). The Marshal’s Office 

of the Łódzkie Province entered into an agreement with Łódzka Kolej Aglomeracyjna, in force until 

2028.   

Tab. 1. List of organisers and operators with concluded contracts 

organiser operator 

Ministry of Infrastructure  PKP Intercity 

Marshal’s Office of the Dolnośląskie Province 
Koleje Dolnośląskie 
POLREGIO 

Marshal’s Office of the Kujawsko-Pomorskie Province in Toruń 
Arriva RP 
POLREGIO 

Marshal’s Office of the Lubelskie Province POLREGIO 

Marshal’s Office of the Lubuskie Province POLREGIO 

Marshal’s Office of the Łódzkie Province 
POLREGIO 
Łódzka Kolej Aglomeracyjna 

Marshal’s Office of the Małopolskie Province 
POLREGIO 
Koleje Małopolskie 
Koleje Śląskie 

Marshal’s Office of the Mazowieckie Province 
Koleje Mazowieckie 
WKD 

Marshal’s Office of the Opolskie Province POLREGIO 

Marshal’s Office of the Podkarpackie Province POLREGIO 

Marshal’s Office of the Podlaskie Province POLREGIO 

Marshal’s Office of the  Pomorskie Province 
POLREGIO 
PKP SKM in Tricity 

Marshal’s Office of the Śląskie Province 
POLREGIO 
Koleje Śląskie 

Marshal’s Office of the Świętokrzyskie Province POLREGIO 

Marshal’s Office of the Warmińsko-Mazurskie Province in Olsztyn POLREGIO 

Marshal’s Office of the Wielkopolskie Province 
POLREGIO 
Koleje Wielkopolskie 

Marshal’s Office of the Zachodniopomorskie Province POLREGIO 

The City of Warsaw SKM in Warsaw 

                                                                            

1 This study does not include narrow-gauge rail. 
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In addition to public service transport, the operators may perform commercial transport services 

under decisions granting open access. This involves transport services along paths which are not co-

financed if the receipts from ticket sales are insufficient. The provision of commercial transport 

services on domestic and international paths requires the President of UTK’s decision on granting open 

access. The railway undertaking receiving such a decision  may  apply  for  access  to railway 

infrastructure to the infrastructure manager of the indicated path. These regulations do not apply to 

connections for which a contract has been signed with the organiser of public collective transport. 

In 2019, 12 applications were lodged with the President of UTK for granting open access, including 7 

applications from POLREGIO, 2 from Leo Express Global, 2 from Leo Express, and 1 application from 

RegioJet. Moreover, PKP Intercity filed a total of 5 applications for amendments to decisions in 2019. 

Some of the application proceedings are pending in 2020. 

Before issuing such decisions, the President of UTK may examine the impact of new connections on 

the ones which are currently in operation. The subject of the test is the impact of the new service on 

the economic equilibrium of a given valid Public Service Contract (PSC). However, such a test is 

performed only at the request of the so-called authorised entities, including a railway undertaking and 

an organiser of public collective transport, which are parties to respective public service contracts 

concerning rail transport. Pursuant to Implementing Regulation 869/2014, the interested parties have 

four weeks to file a request, or 1 month in accordance with Regulation 2018/1795. 

Due to the inflow of requests for an economic equilibrium test, the President of UTK examined 

whether a new commercial transport service would not impact the economic balance of the services 

provided on the basis of public service contracts. The analyses included the potential benefits for 

passengers arising from the growing competition, including an increase in the number of available 

connections, the attractiveness of the service package for people who had not previously used rail 

transport, or providing connections to attractive tourist destinations or areas with previously 

insufficient transport options. The needs of passengers using currently available trains and the traffic 

intensity on the railway line were also taken into account. 

As regards all the requests received, the analysis performed by the President of UTK showed that new 

passenger transport services would complement the transport services performed as public services, 

and would foster the development of the passenger rail transport market. Taking the above criteria 

into consideration, nearly all requests submitted in 2019  (except one) for issuing decisions on open 

access were granted. The exception is a request for open access filed in 2019 by RegioJet, for which 

the proceedings were discontinued after the expiration of a set time limit to remedy formal 

shortcomings (the applicant filed a further request for the same path again in 2020). 

Decisions granting open access in 2019 were issued to the following railway undertakings:  

• POLREGIO – 4 decisions for the following routes: 

o Przemyśl Główny – Lublin; 

o Katowice – Gdynia Główna;  

o Kraków Główny – Przemyśl Główny; 

o Wieliczka Rynek-Kopalnia – Kraków Główny – Kraków Airport. 

• Leo Express Global  – 2 decisions: 

o Praha hl. n. – Medyka (state border); 

o Praha hl. n. – Terespol (state border). 

Moreover, at the request of PKP Intercity, 4 decisions were issued which concerned amending a 

decision granting open access issued by the President of UTK for passenger rail transport services 

along the following routes: 

• Gdynia Główna – Bielsko-Biała; 

• Gdynia Główna – Gliwice; 
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• Warszawa Wschodnia – Jelenia Góra; 

• Przemyśl Główny – Kołobrzeg. 

As regards decisions granting open access issued as of Q4 2019, the President of UTK introduced an 

additional clause. Under the clause, any transport undertaking which provides transport services 

based on that decision is obliged to inform the President of UTK about the occurrence of any 

circumstances justifying the opening of a service along a part of the path, or in intervals or on dates 

other than those expressly indicated in the approved conditions. 

Similarly to any other previous clauses, its aim is to guarantee that the right to provide transport 

services will be exercised in accordance with the information included in the request filed by the 

transport undertaking, and at the same time it will not compromise the functioning of transport 

services performed under public service contracts. 

Railway undertakings also provide occasional transport services, i.e. one-off passenger transport 

services provided beyond the scope of binding public service contracts or connections offered on the 

basis of decisions granting open access. Such transport services should be provided when people need 

to be transported to an event, such as a festival, a match, a concert, a convention or another mass event. 

They may also arise from the performance of a transport agreement associated with a business trip, 

a corporate team-building trip, a summer camp, etc. Occasional transport differs from regular 

passenger transport services because it has a specific clearly defined one-time objective. For instance, 

occasional transport services may involve  the  transport of  supporters to a match. However, they do 

not include additional trains in the summer season. 

The  “one-time”  nature  of  occasional  passenger  transport services should not be understood only as 

involving a one-time return ride. The nature of an event might require the transport of many people 

using a larger number of trains, also from locations in various areas of the country, along various paths. 

In such a situation, we can still refer to the service as occasional transport, as it is associated with 

a single event. In 2019, this category accounted for around 0.03% of the total number of passengers. 

In 2019, railway was chosen by 335.9 m passengers. 98% of the group travelled by trains operating as 

part of public services. The remaining 2% used commercial transport services. In 2018, railway 

recorded 310.3 m passengers, but the share of public services and commercial transport services did 

not change (98% vs. 2%). 

As regards transport performance, the share of passenger-kilometres performed as part of public 

services accounted for 88% of the total transport performance. In 2018, that share amounted to 89%. 

This means that the share of transport performance as part of public services decreased by 

1 percentage point, whereas the share of transport performance as part of commercial transport 

services increased by 1 percentage point, from 11% to 12%. 

As far as operational performance is concerned, i.e. the total number of train-kilometres covered in 

2019, public services accounted for 93% of the total operational performance, while the remaining 7% 

of the total operational performance can be attributed to commercial transport services. The same 

proportions for this parameter were recorded in the 2018 results. 
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Fig. 1. The  share  of  public  and  commercial  transport  services  in  the  number  of  passengers 
transported, transport performance and operational performance in 2019 

 

Having a decision granting open access or a signed public service contract, a licensed railway 

undertaking or an applicant submits a request for a train path (infrastructure capacity) within the time 

limit specified in the  network statement. Then, the railway infrastructure manager grants capacities 

on the basis of the priority determinations and according to appropriate rules defined by the 

Regulation on the conditions of access to railway infrastructure. 

In addition to the above rules applicable to the annual timetable, railway undertakings could apply for 

the infrastructure capacity within the update of the timetable from 9 June 2019 or within an individual 

timetable in the case of a spare capacity.  

PKP PLK, as a rail infrastructure manager, introduced four modifications to the 2018/2019 annual 

timetable, which resulted in its division to the following periods: 

• 9 December 2018 – 9 March 2019;  
• 10 March 2019 – 08 June 2019; 
• 9 June 2019 – 31 August 2019; 
• 1 September 2019 – 19 October 2019; 
• 20 October 2019 – 14 December 2019.  

Their validity dates arise from Appendix No. 5.2 to the 2018/2019 network statement. The 2018/2019 

timetable became valid on 9 December 2018, and the validity of the first Substitute Timetable began 

on 9 March 2019. The described arrangement of railway transport results from the repair, upgrade and 

maintenance works financed from both EU and national funds. 
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1.2. The basic parameters of the passenger transport market 

In 2019, 335.9 m passengers used railway services, which was by 25.6 m passengers more than in 2018 

(an increase of 8.3% in relation to 2018). The growth trend in the number of passengers has continued 

since 2015, thanks to which in 2019 the number of passengers was by 66.8 m higher than 5 years 

before. 

Fig. 2. The number of railway passengers in Poland in 2009-2019   

 

Transport performance amounted to 22.1 bn passenger-kilometres and was over 1 bn passenger-km 

higher than in 2018, which corresponds to an increase of 4.8% (the 2018/2017 growth dynamics 

amounted to 3.6%). A higher growth dynamics in transport performance in 2019 was primarily related 

to the increasing role of railway as an integral part of municipal public transport in many agglomeration 

areas. 

Fig. 3. Transport performance in passenger rail transport in 2009-2019  

 

Operational performance in 2019 reached 170.1 m train-kilometres. It was higher by 4.6 m train-

kilometres in relation to 2018.  

In recent years, the growth dynamics related to the number of passengers has been higher than the 
growth dynamics of operational performance. It should be, however, noted that operational 
performance is generated both by trains listed in the timetable and vehicles without cars, so the value 
does not depend on the number of cars in a given train, or on the number of multiple unit staff members.  
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Passenger transport 

 

Fig. 4. Operational performance in passenger rail transport in 2009-2019  

 

Fig. 5. The percentage share and number (in million) of checked-in passengers in 2019 by province 

 
The data on passenger transport in individual provinces in 2019 leads to the following conclusions: 

• The share of 6 provinces where the number of checked-in passengers exceeded 20 m amounts 
to 76.4%. A total of nearly 257 m passengers used railway services in the said provinces. The 
Mazowieckie Province has the largest share in the group. The passengers checked-in in that 
region accounted for 31.2% of the total number of passengers in 2019. 

• In addition to the Mazowieckie Province, where the number of passengers rose by nearly 7 m, 
the most substantial increase was recorded in Dolnośląskie (5.4 m) and Pomorskie (4.3 m);  

• Only three regions recorded a lower number of passengers in relation to 2018; these were: 
Małopolskie (a decrease of 400 thousand), Świętokrzyskie (a decrease of 270 thousand), and 
Opolskie (a decrease of 100 thousand). The reduced number of passengers in these provinces 
was mainly associated with an interrupted operation of regional connections related to 
modernisation and track works. 
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Fig. 6. The number of trips per 1 resident of a given province in 2016-2019 

 

One of the measures which characterise rail transport services in a given location is the number of trips 

(checked-in passengers) per 1 resident of a state or province (the measure is  further referred to as “the 

rail usage rate”). The rate shows, in a simplified manner, the rail transport mobility of residents living 

in, for instance, a selected province. For the purposes of calculating the indicator, data on the number 

of residents of provinces in the respective years, provided by Statistics Poland, were used together 

with data on the number of checked-in passengers in a given province according to reports submitted 

by passenger railway undertakings. 

In 2019, the rail usage rate for Poland amounted to 8.7 trips per 1 resident, which means an increase 

of 0.6 trips in relation to 2018, and of over 1 trip per 1 resident compared to 2016. In recent years, the 

most significant change in this respect was recorded in the Dolnośląskie,  Łódzkie and Pomorskie 

Provinces. In relation to 2018, the greatest increase in the average number of trips took place in the 

Dolnośląskie Province (of nearly 1.9 trips per person). For years, the highest rail usage rate has been 

recorded in the Pomorskie Province, amounting to 26.1 trips per 1 resident (an increase of 1.4), 

followed by the Mazowieckie Province with 19.4 trips (an increase of 1.2), and the Dolnośląskie 

Province with 11.2 trips (an increase of 1.8). The rail usage rate above the national average was 

recorded in the Wielkopolskie Province (9.1).  
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Passenger transport 

The indicator values for several provinces have remained considerably lower than the average number 

of trips per 1 resident for Poland. The worst situation was recorded in the following provinces: 

Lubelskie (1.9), Podlaskie (2.1), Świętokrzyskie (2.3), Podkarpackie (2.4), Warmińsko-Mazurskie (3.5), 

Lubuskie (3.6) and Kujawsko-Pomorskie (4.3) In these regions, it is essential to develop solutions which 

would provide the possibility to use public transport services, at least with regard to a part of a given 

trip, thanks to a model of cooperation between railways, bus undertakings and municipal transport 

services. These provinces are characterised by valuable tourism assets which should be taken into 

consideration while preparing service packages. Moreover, a part of railway and service infrastructure 

can now boast much better parameters than previously thanks to EU funds (i.a., the Warmińsko-

Mazurskie and Podlaskie Provinces). 

 

The integrated ticket initiative, i.e. a ticket enabling the use of services of several selected railway 

undertakings, was being further developed in 2019. The service is currently provided by eight railway 

undertakings.  

The data also clearly point to a change in the ticket distribution channels and an increased popularity 

of electronic outlets. In the regions characterised by low numbers of passengers, the role of electronic 

distribution channels is equally essential due to, for example, a lack of ticket offices at some of the 

stations. The role of selected distribution channels was discussed in Sub-chapter 1.8.  

1.3. The role of railway stations in the passenger traffic in Poland 

Availability of rail transport is dependent on railway stations. For that reason, a large number of these 

facilities have undergone upgrades in recent years, with a view to improving their functionality, 

accessibility and aesthetics. The 2016-2023 Programme for Railway Station Projects is one of the 

initiatives implemented as part of the Strategy for Responsible Development for the period up to 2020 

(including the perspective up to 2030) and covers nearly 200 facilities. it is worth stressing that, in 

some cities, rail is becoming an integral part of municipal transport, as the development of systems of 

regular rail connections within agglomeration areas has significantly extended rail usage in the area of 

province capitals, which can be observed, i.a., in the results concerning passenger flow in Warsaw, 

Wrocław and Poznań.  

Passenger flow means the number of passengers getting on and off a train at a given station. In 2019, 

the total passenger flow in all stations in Poland amounted to over 669 m (each passenger is counted 

twice - getting on and off a train. The number of passengers getting on and off abroad is subtracted 

from the obtained figure). 

The highest passenger flow was recorded at the Poznań Główny Station The station served nearly 62 

thousand passengers a day, which means an average of over 2.5 thousand of entries/exits per hour on 

a given day. 22.6 m people used the station in 2019. In relation to 2018, it means a 7.3% increase in the 

number of passengers, which resulted from, i.a., the increased rail usage by the passengers of Koleje 

Wielkopolskie. On average, nearly 16 trains per hour stopped at the Poznań Główny Station, while 

approximately 164 persons got on each of them. 
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Tab. 2. The largest passenger railway stations in province capitals in 2019 

  

Average daily 
passenger flow 

(in thousand) 

Average number of 
trains per hour 

Average passenger flow 
per 1 train stopover 

Poznań Główny 62.0 15.7 164 

Wrocław Główny 57.7 16.7 144 

Warszawa Centralna 45.1 13.7 137 

Warszawa Śródmieście 44.5 20.3 91 

Katowice 43.0 15.0 119 

Warszawa Wschodnia 42.6 34.5 52 

Kraków Główny 42.3 10.2 173 

Warszawa Zachodnia 37.6 37.3 42 

Gdynia Główna 30.3 18.7 67 

Gdańsk Wrzeszcz 24.1 18.3 55 

As regards cities as a whole, and not individual stations, the highest passenger flow value was recorded 

in Warsaw. In 2019, it amounted to 119 m passengers, which corresponded to 17.8% of passenger flow 

reported by railway undertakings providing regular transport services.2 This clearly results from the 

fact that in 2019 trains stopped at stations in the City of Warsaw area a total of over 3.6 m times. The 

number accounts for nearly 45% of all stopovers in the Mazowieckie Province area. On average, per 

each train stopover in the Warsaw area, there were over 33 persons getting on/off the train.  

Province centres, due to their key economic and public roles, are often responsible for generating 

substantial passenger traffic. The share of stations located in 18 province centres (Białystok, 

Bydgoszcz, Gdańsk, Gorzów Wielkopolski, Katowice, Kielce, Kraków, Lublin, Łódź, Olsztyn, Opole, 

Poznań, Rzeszów, Szczecin, Toruń, Warsaw, Wrocław and Zielona Góra) accounted for 45.4% of the 

total passenger flow. This is mainly due to the initiatives aimed at developing a dense network of 

connections thanks to the construction of new stops and stations in city areas. However, such solutions 

involve certain risks, including: 

• difficulties in goods transport, in particular where plans are being made to use the new 

locations of stops along a railway line which were originally intended for goods transport (the 

concept of further development of railway services in the Poznań agglomeration can serve as 

an example); 

• restrictions in managing rail traffic as regards prioritising long-distance and agglomeration 

connections; 

• congestion in vehicles which may pose considerable social threats in the times of 

globalisation. 

Currently, only WKD and Pomorska Kolej Metropolitarna are initiatives whose objectives and usage 

are strictly related to passenger traffic, and their operations show that a permanent timetable and 

punctuality levels are more effective than in the case of mixed traffic. 

 

                                                                            

2 The data do not include trips in other cities by CargoMaster, LeoExpress, Parowozownia Wolsztyn, 
PKP Cargo and SKPL 
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Tab. 3. Passenger flow at stations located in cities where provincial authorities are based 
(in million passengers) 

province  city 

passenger flow 
 

 

dynamics % 
 

 

share in total 
passenger 
flow in 2019 

2019 2018 2019/2018 2019/2015 

Dolnośląskie Wrocław 30.1 26.2 15% 65% 4.5% 

Kujawsko-Pomorskie  Bydgoszcz 5.8 5.2 11% 29% 0.9% 

Kujawsko-Pomorskie  Toruń 4.0 3.6 11% 35% 0.6% 

Lubelskie Lublin 2.0 2.0 2% 28% 0.3% 

Lubuskie 
Gorzów 
Wielkopolski 1.0 1.0 6% 8% 0.2% 

Lubuskie Zielona Góra 1.8 1.6 9% 43% 0.3% 

Łódzkie Łódź 12.1 10.3 17% 118% 1.8% 

Małopolskie Kraków 18.9 18.5 2% 54% 2.8% 

Mazowieckie Warsaw 119.2 122.1 116.6 -2% 17.8% 

Opolskie Opole 4.7 4.4 6% 14% 0.7% 

Podkarpackie Rzeszów 3.2 2.8 17% 63% 0.5% 

Podlaskie Białystok 2.7 2.5 7% 111% 0.4% 

Pomorskie Gdańsk 43.8 38.3 15% 39% 6.5% 

Śląskie Katowice 17.6 14.7 20% 47% 2.6% 

Świętokrzyskie Kielce 2.2 2.1 7% 41% 0.3% 

Warmińsko-
Mazurskie Olsztyn 3.5 3.3 6% 19% 0.5% 

Wielkopolskie Poznań 25.7 23.9 8% 24% 3.8% 

Zachodniopomorskie Szczecin 6.9 6.5 6% 14% 1.0% 

The access to rail transport is greatly diversified depending on a given region of Poland. In numerous 

stations and stops, the average frequency of train stopovers (in annual terms) amounted to less than 

one train per hour in 2019, while there were also stations where trains stopped approximately once in 

10 minutes. In 2019, this was the case for: 

• 24 stations in Warsaw; 
• 9 stations in Gdańsk; 
• 9 stations in Gdynia;  
• Wrocław Główny; 
• Bydgoszcz Główna; 
• Szczecin Główny; 
• and Łódź Widzew.  

It is worth noting that, in the case of smaller towns, such frequency was recorded for stations where 

services were provided by WKD, and in Legionowo, Piastów, Pruszków, Reda, Reguły, Rumia, 

Sulejówek, Tczew, Tychy and Wejherowo. This can be attributable to the proximity of large centres 

where educational institutions and workplaces are located. Substantial passenger flow in Skierniewice 

is associated with commuting to work or school in Warsaw or Łódź, and the popularity of stations 

located in Dęblin and Łuków is related to convenient communication connections with Warsaw, 

available to the residents of these parts of the Lubelskie Province. 
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In some cases, the development of passenger traffic was, to a great extent, caused by the opening of 

international connections, as in Przemyśl, for example. Here, the passenger flow recorded by PKP 

Intercity increased fourfold compared to 2015, after launching connections in collaboration with a 

Ukrainian railway undertaking. 

Pruszków is an example of how the completion of modernisation works can contribute to the return of 

passengers to trains. As regards trains run by SKM in Warsaw, the passenger flow rose by over 2 m in 

relation to 2018. 

It is worth noting that, in most provinces, the principal passenger flow (about 70%) was mainly 

associated with stations located in the area of 5 key centres.  

Tab. 4. Data on train stopovers and passenger flows by province 

 

average number 
of train stopovers 

per hour in the 
province 

number of 
stations with 

passenger flow 
above 1000 

persons per day 

number of stations 
with passenger 
flow between  
100 and 1000 

passengers per day 

number of stations 
where the number of 

train stopovers per 
year exceeded 1000  

Dolnośląskie 280 30 96 233 

Kujawsko-Pomorskie 143 11 49 137 

Lubelskie 74 5 27 99 

Lubuskie 68 5 26 95 

Łódzkie 175 16 51 125 

Małopolskie 182 12 60 173 

Mazowieckie 923 106 106 297 

Opolskie 81 9 25 95 

Podkarpackie 96 5 28 140 

Podlaskie 45 14 2 79 

Pomorskie 418 48 63 175 

Śląskie 334 25 77 221 

Świętokrzyskie 59 3 18 51 

Warmińsko-Mazurskie 62 7 24 107 

Wielkopolskie 294 31 99 260 

Zachodniopomorskie 129 13 40 172 

The return of trains to some of the centres and the construction of new stations are of particular 

importance. In 2019, trains returned to, i.a., Lubin and Bielawa in the Dolnośląskie Province, and two 

new stops were built in Jelenia Góra. In addition, after a long time, in 2019 transport services were 

reinstated at Stare Drzewce and Wschowa stations in Lubuskie Province and in Jeleśnia in Śląskie 

Province.  

The moderate level of frequency of trains may pose problems for some of the stations. The insufficient 

number of trains and their irregularity are some of the main factors contributing to the negative 

perception of railway. One can hardly speak about an easy access to railway services where the 

average waiting time between two trains exceeds one hour. The problem is clearly visible in the 

Lubuskie, Lubelskie, Podlaskie, Podkarpackie or Warmińsko-Mazurskie Provinces. As regards the 

Podlaskie Province, trains stop more frequently than once an hour at only 4 stations in the region. 

Moreover, for some of the stations, substitute transport is used to a vast extent. This is the case, i.a., in 

the Podkarpackie Province, where permanent substitute transport is used at some of the stations due 

to shortages in rolling stock. 
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Passenger transport 

Fig. 7. Cities with the highest share in passenger flow in the respective provinces and the 
passenger flow in selected cities (in million) 

Dolnośląskie Małopolskie 

 

 

Wrocław 52% 30.1  

 

Kraków 58% 18.9 

Legnica 4% 2.4 Tarnów 7% 2.3 

Wałbrzych 2% 1.2 Wieliczka 3% 1.0 

Oborniki Śląskie 2% 1.1 Bochnia 3% 0.9 

Jelenia Góra 2% 1.0 Zakopane 2% 0.8 

Kujawsko-Pomorskie Mazowieckie 

 
 

 

Bydgoszcz 30% 5.8  

 

Warsaw 56% 119.2 

Toruń 20% 4.0 Pruszków 3% 7.0 

Włocławek 5% 1.1 Grodzisk 2% 5.1 

Inowrocław 5% 1.0 Siedlce 2% 4.1 

Grudziądz 3% 0.7 Żyrardów 2% 3.8 

Lubelskie Opolskie 

 

 

 

Lublin 23% 2.0  

 

Opole 38% 4.7 

Dęblin 14% 1.2 Brzeg 12% 1.5 

Łuków 11% 1.0 Kędzierzyn-

Koźle 

8% 1.0 

Biała Podlaska 7% 0.6 Lewin Brzeski 4% 0.5 

Chełm 7% 0.6 Kluczbork 4% 0.5 

Lubuskie Podkarpackie 

 

 

Zielona Góra 23% 1.8  

 

Rzeszów 32% 3.2 

Gorzów Wlkp. 13% 1.0 Przemyśl 20% 2.1 

Kostrzyn 10% 0.8 Jarosław 8% 0.8 

Zbąszynek 10% 0.8 Dębica 6% 0.7 

Nowa Sól 5% 0.4 Przeworsk 5% 0.5 

Łódzkie Podlaskie 

 

 

Łódź 42% 12.1  

 

Białystok 52% 2.7 

Skierniewice 17% 4.8 Łapy 13% 0.7 

Łowicz 5% 1.5 Szepietowo 5% 0.2 

Koluszki 4% 1.2 Suwałki 3% 0.2 

Kutno 4% 1.0 Kuźnica 

 

3% 0.2 
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Pomorskie Warmińsko-Mazurskie 

 

 

Gdańsk 36% 43.8 
 

 

Olsztyn 31% 3.5 

Gdynia 20% 24.5 Iława 13% 1.4 

Sopot 8% 9.4 Elbląg 10% 1.1 

Wejherowo 5% 5.8 Działdowo 7% 0.8 

Rumia 5% 5.6 Ostróda 5% 0.6 

Śląskie Wielkopolskie 

 

 

Katowice 33% 17.6 
 

 

Poznań 41% 25.7 

Częstochowa 9% 4.7 Gniezno 4% 2.4 

Gliwice 9% 4.5 Leszno 3% 1.7 

Bielsko-Biała 4% 2.3 Ostrów Wlkp. 2% 1.5 

Tychy 4% 2.1 Piła 2% 1.4 

Świętokrzyskie Zachodniopomorskie 

 

 

Kielce 34% 2.2 
 

 

Szczecin 31% 6.5 

Skarżysko-Kamienna 17% 1.2 Stargard 9% 1.9 

Sędziszów 10% 0.7 Świnoujście 7% 1.4 

Starachowice 5% 0.4 Koszalin 6% 1.3 

Jędrzejów 5% 0.3 Kołobrzeg 6% 1.2 

 

1.4. Licensing passenger railway undertakings 

Pursuant to the provisions of the Rail Transport Act, a railway undertaking is: 

• an entrepreneur licensed to perform rail transport services or traction services, or 

• an entity providing transport services on narrow-gauge rail infrastructure.  

As regards licensing passenger transport services in 2019, the President of UTK:  

• did not issue any railway undertaking licence to provide passenger rail transport; 

• extended licensed operations to the provision of freight transport and passenger transport 

services in the case of one railway undertaking (Mobil Lok Servis). 

At the end of 2019, 33 railway undertakings had active licences for the provision of passenger rail 

transport (except for suspended ones), 16 of which reported regular passenger transport services on 

normal-gauge infrastructure or additionally on broad-gauge infrastructure. 
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Passenger transport 

Fig. 8. The number of licensed railway undertakings authorised to provide transport services and 
actually operating on the rail market in 2010-2019 

 

1.5. The passenger railway undertaking market 

For the majority of railway undertakings providing regular passenger railway transport services, the 

number of passengers increased in 2019, as compared with 2018. UBB was an exception as it recorded 

a  1% decrease in the number of passengers. 

Four major railway undertakings, i.e. POLREGIO, Koleje Mazowieckie, PKP Intercity and PKP SKM in 

Tricity, served over 242 m passengers, which accounted for over 72.3% of the total number of 

passengers travelling by train in 2019. The greatest number of passengers, nearly 88.9 m, travelled by 

POLREGIO trains. Koleje Mazowieckie transported 62.1 m passengers, while services of PKP Intercity 

were used by 48.9 m people. 

 

 

POLREGIO also recorded the highest increase in the number of passengers. The number of passengers 

travelling by trains of this railway undertaking rose by 7.7 m (9.5%) in relation to 2018. The highest 

increase was recorded in March, September and October. POLREGIO is demonstrating a growing 

interest in transport services, in particular in the Dolnośląskie and Pomorskie Provinces. In 2019, a 

concept of mutual acceptance of tickets by railway undertakings and urban public transport 
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undertakings was being developed. The company also extended the possibility to purchase tickets via 

different distribution channels, and introduced a new train brand, superREGIO, to boost the 

availability of connections between towns in selected provinces.   

The number of passengers in PKP Intercity trains increased by over 2.7 m (6%). The company is 

continuing to expand their service package. According to the 2014/2015 timetable, PKP Intercity 

trains reached 296 cities and towns. In 2019, the number of stations with over 100 stopovers during 

the year reached 418.   

Last year, a substantial increase in the number of passengers was also noticeable for local government 

railway undertakings. An increase in the number of passengers by over a million, in relation to 2018, 

was recorded by Koleje Śląskie (3.5 m passengers more), SKM Warszawa (3.1 m), Koleje Mazowieckie 

(2.4 m), Koleje Dolnośląskie (2.4 m), ŁKA (1.3 m) and Koleje Wielkopolskie (1.2 m). As regards the 

percentage increase in the number of passengers, ŁKA took the lead (a 27% growth), followed by 

Koleje Śląskie and Koleje Dolnośląskie (20% each). The number of passengers travelling by SKM 

Warsaw rose by 17%, and Koleje Wielkopolskie recorded an 11% growth. 

Reducing disruptions with respect to the functioning of the Warsaw agglomeration area, i.a. thanks to 

the completion of works on Line 447, resulted in the passengers’ return to Koleje Mazowieckie and 

SKM in Warsaw.  

Despite the increase in the number of passengers recorded by major railway undertakings, for some 

of them, the share in the total number of passengers was lower than in 2018. This concerned, for 

example, PKP Intercity and Koleje Mazowieckie. The market share of these companies decreased by 

0.3 percentage points and 0.8 percentage points, respectively. The highest growth in the number of 

passengers was recorded by Koleje Śląskie (0.6 p.p.), SKM in Warsaw (0.5 p.p. and Koleje Dolnośląskie 

(0,4 p.p.).  

Fig. 9. The market share of passenger transport undertakings by number of passengers in 2019 
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Passenger transport 

Fig. 10. The evolution of the number of passengers (in million passengers, and a percentage 
change) by railway undertaking in 2019/2018 
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Tab. 5. The number of passengers by railway undertaking in 2015-2019 (in million passengers) 

Railway 
undertaking 

Year 

2015 2016 2017 2018 2019 

in total 280.3 292.5 303.6 310.3 335.9 

POLREGIO 76.8 79.5 79.9 81.2 88.9 

Koleje Mazowieckie 63.2 60.9 62.0 59.7 62.1 

PKP Intercity 31.2 38.5 42.8 46.1 48.9 

PKP SKM in Tricity 39.3 41.9 42.3 42.2 43.1 

SKM Warsaw 25.3 23.8 23.1 18.9 22.0 

Koleje Śląskie 15.9 15.3 15.7 17.0 20.4 

Koleje Dolnośląskie 5.2 7.3 9.4 11.7 14.1 

Koleje Wielkopolskie 7.4 8.3 8.1 11.0 12.2 

WKD 7.7 6.9 7.7 8.6 8.8 

Koleje Małopolskie 1.8 4.8 5.7 6.4 6.5 

Łódzka Kolej Aglomeracyjna 1.6 2.5 3.9 4.7 6.0 

Arriva RP 4.3 2.3 2.3 2.1 2.3 

UBB 0.5 0.5 0.5 0.5 0.5 

other 0.03 0.1 0.05 0.06 1.0 

 

In the four-year period (2015-2019), the highest percentage increase in the number of passengers was 

recorded by local government companies: Łódzka Kolej Aglomeracyjna (an increase of 275%, from 1.6 

m to 6 m passengers), Koleje Małopolskie (an increase of 261%, from 1.8 m to 6.5 m passengers) and 

Koleje Dolnośląskie (an increase of 171%, from 5.2 m to 14.1 m passengers). It should be stressed that, 

for these companies, 2015 marked a period of development of transport operations.  
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Passenger transport 

Fig. 11. The share of railway undertakings in the passenger transport market in 2016-2019 by 
number of passengers  
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Fig. 12. The passenger transport market structure by transport performance in Poland in 2016-
2019  
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Passenger transport 

 
 
 

Fig. 13. The market share of passenger railway undertakings by transport performance in 2019 

The largest railway undertaking in terms of transport performance was PKP Intercity, with a market 

share increase from 52.7% in 2018 to 52.8% in 2019. The average travel distance for a passenger using 

the services of this railway undertaking amounted to 238 km. During the holiday season (July-August), 

the result was higher – approx. 270 km. Travel distance is a major factor affecting PKP Intercity’s share 

in the total transport performance value. The share of the second company, POLREGIO, increased by 

0.2 percentage point, to 20.2%, while Koleje Mazowieckie, ranked third in terms of the market share, 

recorded a decrease of 0.3 percentage points. (from 10% to 9.7%).  

In 2019, most railway undertakings providing transport services at the agglomeration and regional 

level recorded an increase in the number of passengers, in particular in the field of transport within 

agglomeration areas with the use of special offers combined with municipal public transport. 

Therefore, despite the significant increase in the number of passengers, their market share, from the 

transport performance perspective, was lower than in 2018. This concerned Koleje Śląskie and Koleje 

Mazowieckie.  

The average travel distance for a single passenger for the entire market amounted to nearly 66 km in 

2019, and was by 2 km lower in relation to 2018. As regards the majority of local government railway 

undertakings, the distance did not exceed 50 km. In addition, it is possible to observe a considerable 

increase in the average travel distance during the summer months, when some of the railway 

undertakings launch commercial long-distance connections, and when passengers are increasingly 

interested in holiday travel. 
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1.6. Employment at passenger railway undertakings 

In 2019, the passenger transport sector had 23 240 employees 3. Employment rose by nearly 600 

persons (2.6%) in relation to 2018. 

Fig. 14. Employment in the passenger transport sector in 2010-2018  

 

Most companies operating on the market recorded an increase in employment. In 2019, the highest 

number of employees was hired at Łódzka Kolej Aglomeracyjna – an employment increase from 299 

to 380 persons (27.1%) Only two companies reduced the number of their employees: PKP SKM in 

Tricity and WKD. 

Fig. 15. Employment structure at passenger railway undertakings in 2019  
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Passenger transport 

Nearly 80% of all those employed with companies performing regular passenger transport services 

(based on the timetable) were employed with three companies, PKP Intercity (36.3%), POLREGIO 

(28.9%) and Koleje Mazowieckie (12.5%).  

The key employees of railway undertakings are individuals dealing directly with train traffic who must 

have the required predispositions and authorisations to perform duties in a given job position. These 

employees are subject to the legislation on regulated professions. 

Tab. 6. Employment structure with regard to regulated professions at passenger railway 
undertakings in 2018-2019 

regulated professions 
Year 2019/2018 

change 2018 2019 

in total 10,380 10,420 +0.4% 

train driver 5,025 4,993 -0.6% 

train manager 3,942 4,047 +2.7% 

rolling stock inspector 852 826 -3.1% 

adjuster 282 271 -3.9% 

shunter 130 127 -2.3% 

traffic controller 52 45 -13.5% 

signaller 46 52 +13.0% 

railway vehicle driver 34 44 +29.4% 

track supervisor 15 14 -6.7% 

control engineer 1 1 0.0% 

 

Employees licensed to practise professions directly associated with train traffic accounted for 44% of 

all individuals employed with passenger railway undertakings. Compared to 2018, the number of 

employees representing regulated professions grew by 40 (0.4%). Train drivers comprised the most 

numerous group of employees representing regulated professions, as there were 4993 persons 

employed in this position (a decrease of 0.6% in relation to 2018). Train managers were ranked second. 

In this position, employment increased by 2.7% in relation to 2018. 
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Tab. 7. Age structure of all employees hired by passenger railway undertakings in 2018-20194  

Year age structure employees 
under 30 

employees 
aged 30 to 50 

employees 
over 50 

2018 
in FTE 3,183 9,777 9,223 

percentage share 14.3% 44.1% 41.6% 

2019 
in FTE 3,341 9,959 9,563 

percentage share 14.6% 43.6% 41.8% 

2019/2018 change +5% +2% +4% 

The age structure of employees working at railway undertakings in 2019 shows a significant share of 

persons aged between 30 and 50 (43.6%) and over 50 (41.8%). Employees under 30 accounted for 

14.6% of the workforce, according to FTEs. 

Tab. 8. Age structure of train drivers hired by passenger railway undertakings in 2018-20195  

Year age structure employees 
under 30 

employees 
aged 30 to 50 

employees 
over 50 

2018 
in FTE 1,013 2,237 1,943 

percentage share 19.5% 44.1% 37.4% 

2019 
in FTE 974 2,497 2,055 

percentage share 17.6% 45.2% 37.2% 

2019/2018 change -3.8% +11.6% +5.8% 

 

As regards the age structure of train drivers, it is worth noting that, compared with 2018, the number 

of persons employed in this position, by FTE, decreased in the group of employees under 30, from 1013 

to 974 (by 3.8%). At the same time, the number of employees in the other age groups grew by 11.6% in 

the group of employees aged between 30 to 50, and by 5.8% in the group of employees aged over 50. 

This means that the gap among the youngest employees occurred as some of them turned 30 in 2019, 

and were classified to the group aged between 30 and 50, and that gap was not filled by newly 

employed staff. 

                                                                            

4 Age structure calculated on the basis of FTEs for railway operations from 1 January to 31 December 
2018, and from 1 January 2019 to 31 December 2019. The FTE (full-time equivalent) should be 
interpreted as the total number of hours (including overtime) worked in a given position, divided by the 
average number of hours worked annually in a full-time position. 

5 Age structure calculated on the basis of FTEs for railway operations from 1 January to 31 December 
2018. The FTE (full-time equivalent) should be interpreted as the total number of hours (including 
overtime) worked in a given position, divided by the average number of hours worked annually in a full-
time position. 
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1.7. The financial performance of passenger railway undertakings  

Fig. 16. The business performance of passenger railway undertakings (in PLN billion) in 2010-2019 

 
2019 saw a growth in revenue and operating costs of passenger railway undertakings. This was yet 

another year in a row when the revenue, consisting in receipts from ticket sales, state budget and local 

government subsidies allocated for the provision of public services, and covering the deficit related to 

statutory relief, increased. The total revenue of railway undertaking closed at PLN 6.53 bn, while the 

costs incurred were estimated at PLN 6.30 bn (the companies’ revenue with subsidies exceed the costs 

by approx. PNL 30 m). The positive difference between the revenue and the costs was the highest in 

the last 9 years. 

Fig. 17. Cost structure at passenger railway undertakings in 2019 

 

As regards the structure of costs incurred by railway undertakings, the greatest share (37%) can be 

attributed to third-party services. In this item, the cost of access to railway infrastructure takes the 

leading position. The second highest cost structure items are staff costs which account for 30% of the 

expenditures incurred by the enterprises. The railway undertakings incur nearly 20% of their total 

costs on the purchase of materials and energy. Depreciation accounts for 11% of the costs, while the 

share of other costs is 2%. 
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1.8. The range of commercial services provided by railway undertakings 

Domestic and international transport policy affects the perception of public collective transport 

among potential customers who have been choosing private transport, both in short-distance and 

long-distance travel. 

Railway transport is not the only sector benefiting from this phenomenon. Taking a closer look at 

operations in competitive transport sectors, despite investments in rolling stock and infrastructure, 

railway still does not fully exploit its potential, especially in areas characterised by a high demand for 

high-capacity and eco-friendly means of transport. 

An example which marks out the right directions for the development of passenger rail transport 

services is the launch of a railway connection along the Poznań – Wągrowiec route, as part of 

Poznańska Kolej Metropolitarna. The high frequency, regularity and attractive prices, in addition to 

the shortened travel time, turned out to effectively attract new clients. 

Tab. 9. The number of passengers (in thousand) in various categories of services in 2015-2019 

connections 
Year 

2019/2018 
2015 2016 2017 2018 2019 

in total 280,309 292,549 303,555 310,284 335,900 +8.26% 

province (domestic) 244,336 251,611 258,453 261,761 284,203 +8.57% 

inter-province (domestic) 33,367 38,099 41,962 44,410 47,069 +5.99% 

international 
(including cross-border traffic) 

2,455 2,724 2,997 4,007 4,435 +10.68% 

occasional 151 114 143 106 194 +83.02% 

In 2019, an increase was recorded in the number of passengers in all categories of passenger transport 

services. Province rail transport was used by 284.2 m passengers (22.5 m more than in 2018). Over 47 

m passengers travelled by trains operating as part of inter-province connections (an increase of 2.6 m).  

The development of international tourism and a growing demand for international transport services 

(i.a., the growing number of passengers travelling to/from Ukraine) resulted in an increased popularity 

of rail travel outside Poland. As regards international connections, over 4.4. m passengers were 

recorded in 2019 (an increase of 400 thousand in relation to 2018). The number of passengers using 

occasional passenger transport services as part of domestic tourism also increased. 

Domestic province and inter-province transport services were performed by 13 railway 

undertakings: Arriva, Koleje Dolnośląskie, Koleje Małopolskie, Koleje Mazowieckie, Koleje Śląskie, 

Koleje Wielkopolskie, Leo Express, Łódzka Kolej Aglomeracyjna, PKP Intercity, PKP SKM in Tricity, 

POLREGIO, SKM in Warsaw and WKD. 

International and cross-border traffic transport services were provided by 7 railway undertakings: 

Koleje Dolnośląskie, Koleje Małopolskie, Koleje Śląskie, Leo Express, PKP Intercity, POLREGIO and 

UBB. 

Occasional services were performed by 7 railway undertakings: Cargo Master, Koleje Małopolskie, 

Parowozownia Wolsztyn, PKP Cargo, PKP SKM in Tricity, POLREGIO and SKPL Cargo. 
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Tab. 10. The range of services provided by passenger railway undertakings in 2019 

Railway 
undertaking 

service availability 

number of 
passenger 

stations 
in Poland where 

the railway 
undertaking 
provides its 

services 

Transport services 

d
o

m
estic 

in
tern

atio
n

al 

categories of trains 
operated as part of 

Public Service 
Obligation (PSO) 

categories of 
commercial trains 
operated under a 
decision granting 

open access 

Arriva 

Kujawsko-Pomorskie 
Mazowieckie 

Pomorskie 
Wielkopolskie 

94 ✔  
stopping train; 
fast stopping 

train 
stopping 

Koleje  
Dolnośląskie 

Dolnośląskie 
Lubuskie 

Wielkopolskie 
237 ✔ ✔ 

stopping train; 
fast stopping 

train 

fast stopping 
train 

Koleje  
Małopolskie 

Małopolskie 
Podkarpackie 

Świętokrzyskie 
97 ✔ ✔ 

stopping train; 
fast stopping 

train 
 

Koleje 
Mazowieckie 

Lubelskie 
Łódzkie 

Mazowieckie 
Podlaskie 

Pomorskie 
Świętokrzyskie 

Warmińsko-Mazurskie 

311 ✔ ✔ 

stopping train; 
fast stopping 

train 

fast stopping 
train 

Koleje Śląskie 
Małopolskie 

Opolskie 
Śląskie 

210 ✔ ✔ 

stopping train; 
fast stopping 

train 
 

Koleje  
Wielkopolskie 

Kujawsko-Pomorskie 
Lubuskie 
Łódzkie 

Wielkopolskie 

195 ✔  
stopping train; 
fast stopping 

train 
 

Leo Express 
Dolnośląskie 
Małopolskie 

Śląskie 
42 ✔ ✔ stopping Leo Express 

Łódzka Kolej 
Aglomeracyjna 

Łódzkie 
Mazowieckie 106 ✔  

ŁKA 
ŁKA Sprinter 

 

PKP Intercity whole country 4186 ✔ ✔ 

TLK [Twoje Linie 
Kolejowe - Your 

Railway Lines] 
IC [InterCity] 

EIP [Express 
InterCity 
Premium] 

EIC [Express 
InterCity] 

PKP SKM  
in Tricity 

Pomorskie 62 ✔  
SKMT [Fast City 

Rail in Tricity] 
 

POLREGIO whole country 18717 ✔ ✔ 

stopping 
REGIO 

interREGIO 
superREGIO 

SKM in Warsaw Mazowieckie 44 ✔  stopping  

UBB Zachodniopomorskie 1  ✔   

WKD Mazowieckie 28 ✔  stopping  

                                                                            

6 The number indicates all passenger stations along a railway line in Poland with more than 100 stopovers of trains operated by 
the railway undertaking in 2019  
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Fig. 18. The share of railway undertakings in the number of passengers in domestic (province) 
connections7 in 2019 

 

The key railway undertaking (30.9% of passengers) on the province railway transport service market 

is POLREGIO, a company responsible for providing services as part of Public Service Obligation across 

15 provinces. The basic service range of this transport undertaking includes REGIO trains and stopping 

trains (as part of Szybka Kolej Aglomeracyjna [Fast Agglomeration Rail] in the Kraków Agglomeration). 

Koleje Mazowieckie has a nearly 22% share in the province transport service market, and the company 

provides transport services under the agreement with the Mazowieckie Province. The transport 

undertaking is operating stopping trains and fast stopping trains. Koleje Mazowiecke constitutes one 

of the pillars of railway in the City of Warsaw, providing railway travel to holders of season tickets 

issued by Zarząd Transportu Miejskiego [Municipal Transport Authority] in Warsaw across the area 

corresponding to the ticket zones marked out by the organiser of public collective transport in the 

capital city. 

PKP SKM in Tricity holds over 15% of the market, and operates under an agreement with the 

Pomorskie Province. This transport undertaking is operating SKTM category trains along nine regular 

lines as part of Szybka Kolej Miejska [Fast City Rail] and Pomorska Kolej Metropolitarna [Pomeranian 

Metorpolitan Rail]. 

Nearly 8% of the market share belongs to SKM in Warsaw, owned by the City of Warsaw. The 

transport undertaking performs tasks related to the service of local connections as part of collective 

public transport services in the area of Warsaw, and to towns located within the Warsaw 

agglomeration. Szybka Kolej Miejska constitutes a vital element of the public  transport system in the 

capital city, and integrates regional traffic with transport services within the agglomeration. 

                                                                            

7 Railway undertakings which are public collective transport operators, in line with the provisions of agreements for passenger 
transport services provided as part of Public Service Obligation, qualify stopping trains as province trains, even if the transport 
service is performed to a destination outside the province where the organiser of public collective transport is based. 
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The remaining transport undertakings are Koleje Śląskie (an over 7.2% market share), Koleje 

Dolnośląskie (4.8%), Koleje Wielkopolskie (4.3%), WKD (3.1%), Koleje Małopolskie (2.3%), Łódzka 

Kolej Aglomeracyjna (1.9%) and Arriva (0.8%). 

Fig. 19. The share of railway undertakings in the number of passengers in domestic (inter-
province) connections in 2019 

 

Domestic inter-province transport services were dominated by PKP Intercity, which operates inter-

province fast transport as part of Public Service Obligation, and inter-province express transport on a 

commercial basis. The network of connections covers the entire territory of the country. The 

company’s range of domestic services is limited to four commercial brands: 

• Express InterCity Premium (EIP) operated on a commercial basis, with electric multiple units 

ED250 (Pendolino); 

• Express InterCity (EIC) operated on a commercial basis, with standard wagon sets; 

• InterCity (IC) operated with electric multiple units and standard wagon sets, including new or 

upgraded train cars; 

• Twoje Linie Kolejowe (TLK), operated with standard wagon sets. 

Nearly 2% of the inter-province transport service market is held by POLREGIO which, in 2019, 

operated inter-province connections, including the Łódź – Warszawa connection (as part of PSO under 

the interREGIO brand), and Katowice – Zator, Kraków – Zator, Ostrowiec Świętokrzyski – Wrocław 

Główny connections (commercial services provided under the superREGIO brand). 

Łódzka Kolej Aglomeracyjna, a local government railway undertaking, has an over 1% share in the 

market, and it performs fast inter-province transport services as part of PSO, including the Łódź – 

Warszawa connection, under the ŁKA Sprinter brand. The transport undertaking operates this 

connection only on weekends and selected holidays, using electric multiple units Stadler FLIRT. 

Koleje Dolnośląskie reached a 0.5% market share, operating inter-province connections as part of 

PSO, including Wrocław – Rawicz, Krotoszyn – Jelcz Laskowice and Wrocław – Głogów connections.  

Koleje Mazowieckie held a 0.3% market share, providing commercial inter-province transport services 

during the summer season, including the Warszawa Zachodnia – Gdynia Główna – Ustka connection. 

Arriva RP, a holder of a 0.2% market share, provided inter-province commercial transport services, 

including the Bydgoszcz – Hel connection, under the trade name “Słoneczny Patrol.” The transport 

undertaking operated trains under a decision granting open access. 
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Fig. 20. The share of railway undertakings in the number of passengers in international 
connections in 2019 

 

PKP Intercity is a leader in the field of international connections. It provided fast international 

transport services as part of PSO, and express transport services launched on a commercial basis. The 

transport undertaking’s trains reach Germany, the Czech Republic, Austria, Slovakia, Hungary, 

Ukraine, Belarus, Russia and France. These international trains also serve passengers travelling along 

domestic routes. 

Over 11% of the share in the international rail transport market was held by a German transport 

company UBB, providing commercial international transport services from Świnoujście Centrum to 

Stralsund. The transport undertaking utilises the domestic infrastructure owned by UBB Polska, an 

infrastructure manager and a subsidiary of Deutsche Bahn. 

Koleje Dolnośląskie is also a railway undertaking running activities in the field of international traffic. 

The company is developing connections with German and Czech cities, in collaboration with local 

transport undertakings based abroad. The entity operates such railway connections as Wrocław – 

Dresden, Wrocław – Forst, Wrocław – Berlin, Wrocław – Lichkov, Szklarska Poręba – Liberec, Jelenia 

Góra – Gorlitz, Sędzisław – Trutnov, and Wrocław – Adršpach. 

Over 3% of the market share is held by POLREGIO which operates international train connections in 

cross-border traffic to Lithuania (Białystok – Kaunas), Belarus (Terespol – Brest), Slovakia (Rzeszów – 

Medzilaborce), and Germany (Gorzów Wielkopolski – Berlin, Szczecin – Berlin, Kostrzyn – Berlin, 

Szczecin –Luebeck, Szczecin – Angermuende, Zielona Góra – Frankfurt (Oder), Żagań – Forst, and 

Zielona Góra – Goerlitz). 

Leo Express Global, a Czech-based private railway undertaking, obtained nearly 1% of the market 

share. As part of international connections, the company operated seasonal international transport 

services under a decision granting open access along the route from Prague to Kraków, and transport 

services as part of PSO along the route from Prague to Wrocław in cooperation with Koleje 

Dolnośląskie. 

As part of international connections, Koleje Śląskie performed only transport services as part of cross-

border traffic with the Czech Republic along the routes from Katowice to Bohumin and Cieszyn to 
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Cesky Tesin. In addition, Koleje Małopolskie launched seasonal international connections along the 

route from Muszyna to Poprad-Tatry. 

 

1.9. Railway ticket sales and distribution 

The use of modern tickets sales technologies is gaining popularity. Ticket sales via applications or 

interactive sales systems facilitate reaching to persons who explore transport options, changing the 

existing approach to the distribution of railway tickets. The use of these solutions provides a possibility 

to purchase tickets in any location. 

The decreasing sales figures recorded in traditional ticket offices is also associated with the fact that 

railway undertakings are resigning from the maintenance of ticket offices in small towns, substituting 

them with stationary ticket machines located on platforms, in station buildings or in trains, and with 

mobile sales run by train crews. However, the last solution is a considerable burden on the staff hired 

by railway undertakings. 

Other distribution channels include public transport tickets accepted by local government railway 

undertakings as part of cooperation with the organisers of public collective transport. 

Tab. 11. The share of various distribution channels in 2016-2019 

distribution channel 
Year 

2019/2018 
2016 2017 2018 2019 

ticket offices 56.0% 54.2% 51.2% 46.5% -4.7 p.p. 

train service 
(train crews) 

16.1% 14.5% 15.0% 16.2% +1.2 p.p. 

mobile apps and online sales 
systems 

5.4% 7.7% 10.7% 14.3% +3.6 p.p. 

stationary ticket machines 
(on passenger stations) 

6.0% 6.8% 7.4% 6.6% -0.8 p.p. 

mobile ticket machines  
(in vehicles) 

0.4% 1.0% 1.0% 0.6% -0.4 p.p. 

other 16.1% 15.7% 14.8% 15.8% +1.0 p.p. 

 

In 2019, nearly 45.3% of trips by rail were made on the basis of single tickets. A little over 45.3% of 

trips by rail were made on the basis of season tickets provided by passenger railway undertakings. 

Over 9.4% of transport services were provided on the basis of urban public transport tickets or other 

special offers. The ticket sales structure varies depending on the railway undertaking. 

Nearly 41.1% of all trips by rail were made on the basis of full-fare tickets. Transport services provided 

on the basis of statutory entitlements to discount tickets accounted for almost 32% of all trips by rail, 

whereas nearly 26.8% of trips by rail were made on the basis of commercial offers. Some railway 

undertakings have such an extensive commercial and promotional offer system that full-fare tickets 

account for less than a third of all sales. 
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Fig. 21. The share of the number of passengers by ticket types (single, other) in 2019 

 

 

Fig. 22. The share of the number of passengers by ticket types (full-fare, discount) in 2019 
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1.10. Basic data on the punctuality of passenger trains 

In 2019, passenger railway undertakings operated over 1.7 m passenger trains, out of which 1.3 m 

reached their destination station on time. On average, each day over 4701 passenger trains were run, 

out of which nearly 3686 trains arrived on time. Simply put, 20% of the trains operated in 2019 

encountered difficulties along the routes, which directly or indirectly hindered the provision of the 

transport service as planned. 

In order to harmonise the data on punctuality collected in selected European Union countries in 2019, 

UTK modified the mode and method of data presentation, including the method of adopting the ratio 

of punctuality on arrival. The punctuality threshold was raised to 5 minutes 59 seconds, from the 

previously applicable 4 minutes and 59 seconds. The applied method is consistent with the delay 

compensation settlements between railway infrastructure managers and passenger railway 

undertakings. 

February was the best month in 2019 in terms of punctuality, as punctuality reached the level of 

94.34%, while the lowest punctuality level was recorded in October, reaching 89.46%. During the year, 

a steady fall in punctuality on arrival was also noticeable. Over the four quarters, that value was 

reduced by 1.31. percentage points. The low value in Q4 2019 can be mostly attributable to events 

related to damage to rail traffic control devices. 

Fig. 23. Punctuality on arrival in 2019 (with delays over 5 minutes and 59 seconds) by quarter 

 

Fig. 24. Punctuality on arrival in 2019 (with delays over 5 minutes and 59 seconds) by month 
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Fig. 25. The number of dispatched trains arriving on time and delayed in 2019 

 

The highest number of passenger trains were operated during the holiday peak, in July (over 151 

thousand) and August (nearly 150 thousand), while the lowest number of trains were dispatched in 

February (below 133 thousand). The total number of trains operated in a month also depends on the 

number of days in individual months, that is why we need to take into account a parameter related to 

the average daily number of trains operated in a given month, which amounted to 4734. July was the 

best month in this respect, with 4882 trains a day, while November took the last position, with 4595 

trains. 

Fig. 26. Average delay time (in minutes) in 2019 at terminal stations 

 

The average annual delay time of passenger trains for all delays amounted to 540 seconds (9 minutes). 

For delays over 5 minutes and 59 seconds, the average annual delay time was 1289 seconds (20 

minutes 42 seconds). The highest monthly delay time for passenger trains was recorded in June, 

whereas for train delays above 5 min. 59 sec. at terminal stations, the highest value was recorded in 

August, which primarily resulted from the number of long-distance transport services.  
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The most punctual transport undertaking in 2019 was WKD 8 . That transport undertaking is 

responsible for the transport of approx. 3% of all passengers in Poland. On average, WKD passengers 

travel a distance of 15.1 km. PKP SKM in Tricity and UBB also recorded similar punctuality values. As 

regards UBB, this railway undertaking provides transport services only along a short route section 

with a length of 1.44 km, owned by the infrastructure manager UBB Polska, and for that reason, the 

possibility of any disruptions on the part of this undertaking is marginal.   

Fig. 27. Punctuality on arrival in 2019 (with delays over 5 minutes and 59 seconds), by railway 
undertakings9 

 

Given railway undertakings operating on the basis of timetables, the lowest punctuality level was 

recorded by PKP Intercity, for which average punctuality in 2019 amounted to 80.7%. The lowest 

values were recorded by the company in January and October. PKP Intercity is responsible for a major 

share of long-distance transport services, which results in a substantially higher risk of delays. 

In October, as many as nine railway undertakings recorded the lowest punctuality levels. The situation 

was related to, i.a., a fire at the relay station in Leszczyny, in the Śląskie Province. This incident proves 

                                                                            

8 Provided that the infrastructure manager, WKD, does not have systems recording delays below 5 minutes. 
9 The trains of the ODEG and České dráhy railway undertakings are used for transit traffic purposes, and their punctuality is 
measured in Poland on one station, and on border stations. 
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that railway is a system which is closely interrelated in terms of the interplay between phenomena and 

joint liability for delays along the railway network. 

Tab. 12. Data on the number of trains and stopovers on intermediate stations in 2019 along the 
PKP PLK network.  

Railway undertaking 
number of 

trains 
dispatched 

number of train 
stopovers on 

stations 

average 
number of 
stopovers 
per 1 train 

punctuality 
indicator on 

intermediate 
stations 

average delay for a 
train delayed by over 

5 minutes. 

Arriva RP 41,002 532,456 13 95.10% 16 min. 32 sec. 

Cargo Master 236 849 4 74.79% 16 min. 46 sec. 

České dráhy 2,737 8,163 310 93.37% 16 min. 0 sec. 

Koleje Dolnośląskie 107,577 1,672,248 16 88.83% 14 min. 41 sec. 

Koleje Małopolskie 39,371 651,790 17 92.66% 14 min. 5 sec. 

Koleje Mazowieckie 270,035 5,063,964 19 93.49% 17 min. 17 sec. 

Koleje Śląskie 127,659 2,288,804 18 88.94% 13 min. 24 sec. 

Koleje Wielkopolskie 73,263 1,374,656 19 93.87% 16 min. 20 sec. 

Leo Express 307 3,482 11 80.99% 18 min. 5 sec. 

Łódzka Kolej Aglomeracyjna 57,234 699,604 12 94.74% 13 min. 57 sec. 

ODEG Ostdeutsche 7,783 23,347 311 94.00% 13 min. 20 sec. 

Parowozownia Wolsztyn 48 108 2 99.07% 8 min. 0 sec. 

PKP Cargo 158 760 5 83.95% 19 min. 36 sec. 

PKP Intercity 137,305 2,202,649 16 80.88% 24 min. 18 sec. 

PKP SKM in Tricity 95,320 2,202,169 23 98.14% 11 min. 56 sec. 

POLREGIO 593,717 10,023,143 17 91.64% 16 min. 13 sec. 

SKPL Cargo 1,066 17,128 16 91.36% 22 min. 6 sec. 

SKM in Warsaw 84,593 1,417,155 17 95.62% 13 min. 6 sec. 

Authors, based on data from PKP PLK. 

Data on train stopovers on stations, the punctuality indicator values and the average delay for trains 

delayed by more than 5 min. 59 sec. demonstrate considerable differences between individual railway 

undertakings. While POLREGIO operated 1626 trains daily on average, and each of them stopped 17 

times on stations, the remaining railway undertakings dispatched between approx. 100 to 350 trains 

(Koleje Mazowiecke is an exception, as it operates nearly 740 trains a day). If such a substantial 

number of trains is dispatched, the possibility that events resulting in train delays will occur is much 

higher, and the number of delays is proportional to the number of the transport services provided. PKP 

Intercity dispatched over 137 thousand trains in 2019, which translated into over 375 trains a day on 

average.  One in three stopovers of a PKP Intercity trains was subject to a delay over 5 min. 59 sec. 

                                                                            

10 PKP PLK data take into account the stopovers on Głuchołazy, Jindrichiv ve Slezsku and Milukovice stations. 
11 PKP PLK data take into account stopovers on Krzewina Zgorzelecka, Hegenwerder and Hirschfelde stations. 
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(the average delay time amounted to over 24 minutes). Passengers choosing PKP Intercity travel much 

longer distances than passengers travelling by regional or agglomeration railways. The average travel 

distance of a single passenger recorded by this railway undertaking was over 200 km. As regards 

regional railway, this value does not normally exceed 50 km. Most regional and agglomeration railway 

undertakings reported delay times of approx. 15 minutes. If transport undertakings dispatch a 

substantial number of trains and operate on long-distance routes, the possibility that events resulting 

in train delays will occur is much higher, and the number of delays is actually proportional to the 

number of the transport services provided. 

 

1.11. Passenger transport services in Poland compared to other European 
countries 

In Poland, the increase in the number of passengers between 2018 and 2019 amounted to 8.3%. Data 

from other European countries have not been officially provided yet. UTK directly inquired 

representatives of market regulators in the countries affiliated in IRG-Rail. Initial results on the 

number of passengers in 2019 were obtained from 11 countries. According to a summary of the 

dynamics, most of the countries recorded a growth. The highest growth in the number of passengers 

was recorded in Greece, from 19.4 m to 22.4 m (an increase of 15.5%). Poland came second among the 

countries under consideration, with a growth of 8.3%. A decrease in the number of passengers was 

recorded in Hungary and Croatia. 

Fig. 28. The dynamics of change in the number of passengers in selected European countries (in 
2018/2017) 

 

As at the date of publishing this report, the official data on passenger railway traffic in Europe covered 

2018 and were published in March 2020 in the IRG-Rail report. They present selected parameters and 

comparative indicators recorded for countries which are part of the European market. 
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Fig. 29. The transport performance indicator per resident in 2018 (passenger-km/resident) by 
country 

 

Data presented in the above figure show average transport performance values per resident for 

selected affiliated countries, monitored in 2018. The transport performance per resident varies 

greatly across Europe. Switzerland, Austria and France are countries with the highest transport 

performance (expressed as the number of passenger-km per resident). In Switzerland, an average 

resident travelled 2410 km by train, compared to 1502 km in Austria and 1373 km in France. The total 

distance covered by an average Polish resident amounted to 545 km. Given that an average Polish 

resident travels by rail 8 times a year, the distance of an average trip amounted to approx. 68 km.  

 

Comparing Poland to Austria, it is worth noting that a similar number of passengers travelled by rail in 

both countries in 2018 – 310 m. In Austria, that was a record-breaking number of passengers, while in 

Poland the number of passengers had exceeded 300 m for the first time in a few years, yet considering 

that the population of Austria is approx. 8.9 m, and the Polish population is approx. 38 m, it is visible 

how great the disproportion between rail usage rates is. While an average Polish resident uses railway 

services 8 times a year, an average Austrian travels by rail nearly 35 times in the corresponding period. 
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Fig. 30. The passenger load factor in monitored countries in 2018 (the number of passengers/train) 

 

IGR-Rail also examined the train passenger load factor in the Member States which submitted reports 

on their markets. It is worth noting that the load factor is not equivalent to the occupation rate; the 

latter is expressed in percentage terms and shows the extent to which trains are occupied. The 

passenger load factor, in turn, is calculated as the quotient of the total transport performance 

(expressed in passenger-km) and the total operational performance (expressed in train-km), and shows 

the average number of occupied seats on trains (or the average number of passengers per train). As 

regards the countries which submitted their reports, the passenger load factor amounted to 134 

passengers per train. The indicator value which is above the said average was recorded in France 

where, on average, 235 passengers travelled by a single train. It resulted from the use of rolling stock 

with higher capacity by a major long-standing railway undertaking, SNCF, for the purpose of providing 

services by “budget railway undertaking” Ouigo, owned by SNCF, and from better rail usage rates for 

other services during railway strikes in Q2 2018. 

In Poland, the average number of passengers in a single train was 126. This puts Poland below the 

average, behind the United Kingdom, Finland and the Netherlands, but before Germany and Austria.  
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Fig. 31. The share of domestic and international transport services in countries monitored by IRG-
Rail, by transport performance in 2018 

 
In the monitored countries, the average share in the international traffic in 2018, by transport 

performance, was very low and amounted to 6%. In some countries, such as Spain, Greece and Norway, 

the share in international traffic was below 3%. The share in international traffic above the average (i.e. 

6%) was recorded in eight countries, among which the greatest share of transport performance in 

international trains was reported by Austria, Luxembourg and Lithuania. In Austria, the high share of 

international traffic (23%) is primarily the outcome of the geographical location of the country. All 

long-distance trains running through Austria from east to west, and back, must pass the German 

territory between Salzburg and Tyrol. 
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Moreover, because numerous urban areas, like Vienna, Salzburg and Innsbruck, are situated close to 

state borders, Austria has many regional/suburban trains which go to/from a neighbouring country, 

and are classified as international trains. The same applies to Luxembourg where international traffic 

accounted for 29% of the total transport performance. In addition, a substantial percentage of 

employees commute to work from neighbouring countries (mostly from France). 

In Poland, the share of international traffic in transport performance is around 4%, and is by 2 

percentage points lower than the average rate for the monitored countries. Passengers using 

international services mainly travel by PKP Intercity trains. The cross-border package of regional 

railway undertakings and the package provided as part of open access is growing year-on-year. 

Fig. 32. The share of PSO services and commercial services, based on operational performance in  
the countries monitored by IRG-Rail in 2018 
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On average, in all the monitored countries, services provided under PSO accounted for 82% of the 

number of train-kilometres offered on the passenger railway market. 

In eleven countries (Belgium, Croatia, Estonia, Finland, Hungary, Luxembourg, the Netherlands, 

Norway, Romania, Slovenia and the United Kingdom), the share of PSO services in operational 

performance is above 95%. In Belgium, the share of PSO in train-kilometres amounted to 96%, because 

the entire domestic sector of passenger railway services is based on public service contracts, and the 

share of international commercial services is limited. In the UK, the share of PSO in operational 

performance was 98%. 

 

In some countries, such as Portugal, Sweden, Spain, France, Austria, Serbia and Italy, the share of non-

PSO services is set above the average value of 18%. Portugal is the only state among the monitored 

countries where the share of commercial services in operational performance is higher than the share 

of PSO services. 

In Poland, the share of PSO services in operational performance amounted to 93% in 2018, and the 

share of the other services amounted to 7%. In relation to transport performance, the share of PSO 

services was lower and amounted to 89%, whereas commercial (non-PSO) services accounted for 11% 

of transport performance. As regards Poland, this can be attributable to the operations of PKP 

Intercity which recorded a considerably high transport performance as part of long-distance 

commercial transport services. 
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2. Freight transport 

2.1. The basic parameters of the freight transport market 

In 2019 railways in Poland transported nearly 236.4 m tonnes of cargo. A year before this figure was 

250.3 m tonnes. This meant a decrease of 5.5% (13.9 m tonnes). The months with the lowest freight 

transport performance were December (17.5 m tonnes) and June (18.6 m tonnes).  

The decline in 2019 followed two consecutive years of growth in the weight of transported goods. The 

result for 2019 most closely resembles the one for 2010.   

In 2019 entities which had been on the market for a relatively short time engaged in intensive 

transport activities. The data for 2019 also indicate a rising interest in entering the market among new 

railway undertakings. Freight rail transport services were provided, i.a., by logistics operators and 

railway undertakings being part of international rail enterprises, as well as manufacturing companies 

(e.g. aggregate producers). 

Fig. 33. Cargo weight in freight rail transport in 2010-2019  

 

Transport performance in 2019 was 55.9 bn tonne-km and was 3.7 bn tonne-km lower than in 2018 (a 

decrease of 6.3%). The decrease rate of transport performance was higher than the decrease rate for 

the weight of the transported freight. Despite the decrease, it was still the second best result in the last 

decade. One of the reasons for this was the increased length of serviced paths. Many paths, e.g. in 

intermodal transport, are transit or international paths extending over distances greater than 500 km. 

Despite this, in 2019 the average transport distance of one tonne of cargo decreased by 2 km to 236 

km (by 1%). 
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Fig. 34. Transport performance in freight rail transport in 2010-2019  

 

 

Fig. 35. Operational performance in freight rail transport in 2010-2019  

  

From 2012 the level of operational performance remained constant. This parameter grew in 2017 and 

2018. This might have resulted from the larger number of international paths, as well as track closures 

and bypasses.  It should be taken into account that operational performance calculations cover the 

operation of all vehicles, including light engines and empty wagon sets. 
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2.2. The main groups of goods  

Freight transport by rail involves several primary groups of goods. In recent years, the transport of 

processed products and products in containers has become increasingly significant. This was 

particularly notable in 2019, in which the use of rail to transport coal or aggregate considerably 

decreased when compared to 2018. At the same time, the share of intermodal transport continued to 

grow in 2019, which is described at length in  Chapter 3. 

In 2019 the following groups of goods had the highest share in transport with regard to the carried 

weight: 

• Coal and lignite; crude petroleum and natural gas – 38.5%, of which 98.5% was hard coal, 

• Metal ores and other mining and quarrying products (including iron ores, aggregates, sand, 

gravel and clay – 27.4%. The transport of aggregate contributed to 75.1% of this result,  

• Coke and refined petroleum products – 11.8%. In this group, refined petroleum products 

contributed to 65.1% of the result.  

The above three groups amounted to 77.7% of the net weight of freight transported by freight railway 

undertakings.  

There was a 7.4% decrease in the group “Coal and lignite, crude petroleum and natural gas”  and a 8.4% 

decline in the group “Metal ores and other mining and quarrying products (including iron ores, 

aggregates, sand, gravel and clay.” In total, this accounted for more than 12.8 m tonnes less in these 

groups in relation to 2018. The group in which the decrease in absolute numbers also exceed 1 m 

tonnes was “Basic metals, fabricated metal products, except machinery and equipment” – 1.1. m 

tonnes.  

A comparison of data for 2010-2019 reveals a continuing decrease in hard coal transport. Despite the 

fact that the share of coal in Poland’s energy generation is still dominant, the gradual changes in energy 

policy and the use of new power blocks have significantly affected transport performance in this group. 

The evolution of the remaining groups indicates that metal ores and mining products still have 

a relatively high impact on the values on the whole market, while simultaneously the transport of 

refined petroleum products is gradually increasing in significance and the change rates are varied for 

the other groups.  

As compared to 2018, the group “Unidentifiable goods” recorded the largest nominal increase in 

weight, by nearly 1.9 m tonnes (13%). The use of containers for the transport of cargo that had 

previously been transported in conventional rail wagons might have contributed to the increase.  In 

line with the Standard Goods Classification for Transport Statistics, unidentifiable goods include those 

which for any reason were not identified and assigned to groups according to sections 01-16 in line 

with the NST 2007 classification. This also refers to goods transported in containers or swap bodies 

which cannot be identified.  

In terms of percentage, the highest growth was recorded in the following groups:  

• furniture, other manufactured goods n.e.c. – 52.2%;  
• food products, beverages and tobacco products – 24.3%;  
• machines, appliances, electrical and electronic equipment – 21.5%;  
• transport equipment – 16.7%.  

  



   

 

53 

 

Freight transport 

Tab. 13. NST 2007 classification 

section description 

01 Products of agriculture, hunting, and forestry; fish and other fishing products 

02 Hard coal, lignite, crude oil and natural gas 

03 Metal ores and other mining and quarrying products; peat; uranium and thorium 

04 Food products, beverages and tobacco 

05 Textiles and textile products; leather and leather products 

06 Wood and products of wood and cork (except furniture); articles of straw and plaiting materials; 
pulp, paper and paper products; printed matter and recorded media 

07 Coke and refined petroleum products 

08 Chemicals, chemical products, and man-made fibres; rubber and plastic products; nuclear fuel 

09 Other non-metallic mineral products 

10 Basic metals; fabricated metal products, except machinery and equipment 

11 
Machinery and equipment n.e.c.; office machinery and computers; electrical machinery and 
apparatus n.e.c.; radio, television and communication equipment and apparatus; medical, precision 
and optical instruments; watches and clocks 

12 Transport equipment 

13 Furniture; other manufactured goods n.e.c. 

14 Secondary raw materials; municipal wastes and other wastes 

15 Mail, parcels 

16 Equipment and material utilized in the transport of goods 

17 Goods moved in the course of household and office removals; baggage and articles accompanying 
travellers; motor vehicles being moved for repair; other non-market goods n.e.c. 

18 Grouped goods: a mixture of types of goods which are transported together 

19 Unidentifiable goods: goods which for any reason cannot be identified and therefore cannot be 
assigned to groups 01-16 

20 Other goods n.e.c. 
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Fig. 36. The evolution of raw material transport by weight transported in 2010-2019 (2010=0%) 

 
The freight transport performance in 2019 amounted in total to 55.9 bn tonne-km. This result was 

mainly shaped by transport in the three primary groups:  

• Metal ores and other mining and quarrying products  – 15.7 bn tonne-km;  
• Coal and lignite; crude petroleum and natural gas – 15.2 bn tonne-km; 
• Coke and refined petroleum products – 9.5 bn tonne-km. 

The total transport performance for the groups “Metal ores and other mining and quarrying products” 

and “Coal and lignite; crude petroleum and natural gas” amounted to 55.2% of the whole transport 

performance.  

The average transport distance of coal is 163 km. For refined petroleum products, this distance is 

approx. 366 km. The average transport distance of hard coal is influenced by, i.a., relatively small-

distance transport in industrial areas in Silesia or to stations located near storage yards in border areas.  
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Fig. 37. The average transport distance of selected freight groups in 2019  

For the transport of two groups, “Unidentifiable goods” and “Empty packaging”, the average distance 

is similar (344 km and 355 km), which results from the performance of a considerable part of paths as 

part of permanent and regular connections – between terminals, from and to ports and in international 

transport.  

Freight transport over distances higher than 300 km largely involves international connections. 

International transport is especially important for groups connected with intermodal transport, as well 

as highly-processed goods, often having a significant share in the total result for that group.  

The impact of international transport on the values of transport parameters is particularly noticeable 

in transport performance. Some groups involve a very wide range of products. This applies e.g. to 

“Metal ores and other mining and quarrying products.” While aggregate transport largely involves 

domestic transport, ore transport is strictly connected with imports. The subject of international 

transport was discussed at length in the chapter “Freight transport in international transport” (2.8). 
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Fig. 38. The share of a given transport type in the value of transport performance of individual 
groups of goods in 2019  
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Tab. 14. Main groups of goods transported by freight railway undertakings in 2019 

railway 
undertaking 

hard coal, 
lignite, crude 

oil and 
natural gas 

metal ores 
and other 

mining and 
quarrying  
products 

coke and 
refined 

petroleum 
products 

chemicals, chemical 
products, and man-

made fibres; rubber and 
plastic products; 

nuclear fuel 

basic metals, fabricated 
metal products, except 

machinery and 
equipment 

Alza Cargo ✔ ✔ ✔  ✔ 

Barter ✔ ✔    

B.R.S.  ✔    

Bartex ✔ ✔    

Bartex Plus  ✔    

Captrain Polska ✔  ✔ ✔ ✔ 

Cargo Master  ✔    

Cargo PTT ✔     

CD Cargo Poland ✔ ✔ ✔ ✔ ✔ 

CL Łosośna ✔ ✔    

Ciech Cargo ✔ ✔  ✔  

Colas Rail ✔ ✔    

CTL Logistics ✔ ✔ ✔ ✔ ✔ 

CTL Północ ✔ ✔ ✔  ✔ 

DB Cargo Polska ✔ ✔ ✔ ✔ ✔ 

DB Cargo Spedkol    ✔  

Depol  ✔    

Ecco Rail ✔ ✔ ✔ ✔ ✔ 

EP Cargo ✔ ✔ ✔   

Eurotrans ✔ ✔ ✔ ✔ ✔ 

Freightliner PL ✔ ✔   ✔ 

HSL Polska ✔ ✔ ✔ ✔ ✔ 

Grupa Azoty „Koltar” ✔ ✔  ✔  
Inter Cargo ✔ ✔ ✔  ✔ 

IRT ✔ ✔ ✔ ✔ ✔ 

JSW Logistics ✔  ✔   

Karpiel     ✔ 

Kolej Bałtycka ✔ ✔ ✔ ✔ ✔ 

KP Kotlarnia ✔ ✔    
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railway 
undertaking 

hard coal, 
lignite, crude 

oil and 
natural gas 

metal ores 
and other 

mining and 
quarrying  
products 

coke and 
refined 

petroleum 
products 

chemicals, chemical 
products, and man-

made fibres; rubber and 
plastic products; 

nuclear fuel 

basic metals, fabricated 
metal products, except 

machinery and 
equipment 

LTC ✔ ✔    

Lotos Kolej ✔ ✔ ✔ ✔ ✔ 

LTE Polska  ✔  ✔ ✔ 

LW Bogdanka ✔     

Majkoltrans  ✔  ✔  

Moris      ✔ 

Olavion ✔ ✔ ✔ ✔ ✔ 

ORLEN KolTrans ✔  ✔ ✔  
PKP Cargo ✔ ✔ ✔ ✔ ✔ 

PKP Cargo International ✔     
PKP Cargo Service ✔ ✔   ✔ 

PKP LHS ✔ ✔ ✔ ✔ ✔ 

Pol-Miedź Trans ✔ ✔ ✔ ✔ ✔ 

POZ BRUK  ✔    

PPMT  ✔    

PUK Kolprem ✔ ✔ ✔  ✔ 

Rail Cargo   ✔ ✔ ✔ 

Rail Polska ✔ ✔ ✔ ✔  

Rail STM ✔ ✔   ✔ 

Railpolonia  ✔    

Silva LS    ✔  

SKPL Cargo  ✔    

STK ✔ ✔ ✔  ✔ 

Swietelsky Rail Polska  ✔    

Tabor Rail ✔ ✔    

Torpol  ✔   ✔ 

Trakcja PRKiI  ✔   ✔ 

Transchem   ✔ ✔ ✔ 

Wiskol  ✔   ✔ 

ZIK Sandomierz  ✔  ✔  

ZUE  ✔    

Agnieszka Dolata  ✔    
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According to declarations, goods classified under “Coal and lignite, crude petroleum and natural gas” 

were transported by 39 railway undertakings. For the group “Metal ores and other mining and 

quarrying products” the number of railway undertakings was 51. Such a large number results, i.a., from 

the fact that there were numerous transport destinations for the purposes of rail investments.  

For other groups, transport was carried out only by several or a dozen or so entities. This was the case 

e.g. for transport equipment and food products. 

Tab. 15. The volume of transported weight by groups of goods (in thousand tonnes) and market 
shares in 2019 

Weight of goods 

Groups of goods 
In total (in thousand 

tonnes) 
Market share [%] 

total 236,396.270 100.00% 

Products of agriculture, hunting, and forestry; fish and other fishing products 2,931.595 1.24% 

of which cereals 520.084 0.22% 

Hard coal, lignite, petroleum and natural gas 91,091.339 38.53% 

of which hard coal 89,736.371 37.96% 

Ores and other mining and quarrying products 64,777.058 27.40% 

of which 
iron ores 9,878.301 4.18% 

aggregates, sand, gravel, clay 48,668.227 20.59% 

Food products, beverages and tobacco products 1,735.705 0.73% 

Textiles and textile products, leather and leather products 14.404 0.01% 

Wood and articles of wood, cork, articles of straw, paper and paper products, 
printed matter and recorded media 

2,149.923 0.91% 

Coke and refined petroleum products 27,823.018 11.77% 

of which refined petroleum products 18,100.416 7.66% 

Chemicals, chemical products, and man-made fibres; rubber and plastic 
products; nuclear fuel 

10,041.382 4.25% 

Other non-metallic mineral products 2,932.647 1.24% 

of which 
cement, lime, gypsum 2,469.072 1.04% 

other building materials 328.314 0.14% 

Basic metals, fabricated metal products, except machinery and equipment 9,219.169 3.90% 

Machines, appliances, electrical and electronic equipment 250.081 0.11% 

Transport equipment 1,431.277 0.61% 

Furniture, other manufactured goods n.e.c. 281.139 0.12% 

Secondary raw materials, municipal waste 2,829.441 1.20% 

Letters, packages and courier's parcels and shipments 0.144 0.0001% 

Empty packaging 1,292.886 0.55% 

Goods moved in the course of household and office removals, other non-
market goods n.e.c. 

5.432 0.002% 

Mixed goods excluding foodstuffs 414.866 0.18% 

Unidentifiable goods 16,470.174 6.97% 
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Other goods 704.588 0.30% 

Fig. 39. The share of transported groups of goods by weight in 2017-2019 
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Tab. 16. Transport performance by groups of goods (in thousand tonne-km) and market shares in 
2019 

Transport performance 

Groups of goods 
In total (in thousand 

tonnes) 
Market share [%] 

total 55,905,458 100.00% 

Products of agriculture, hunting, and forestry; fish and other fishing 
products 

911,678 1.63% 

including cereals 184,956 0.33% 

Hard coal, lignite, petroleum and natural gas 15,185,671 27.16% 

including hard coal 14,630,848 26.17% 

Metal ores and other mining and quarrying  products 15,661,146 28.01% 

including 
iron ores 3,880,453 6.94% 

aggregates, sand, gravel, clay 10,103,764 18.07% 

Food products, beverages and tobacco products 415,392 0.74% 

Textiles and textile products, leather and leather products 654 0.001% 

Wood and articles of wood, cork, articles of straw, paper and paper products, 
printed matter and recorded media 

400,454 0.72% 

Coke and refined petroleum products 9,511,347 17.01% 

including refined petroleum products 6,627,721 11.86% 

Chemicals, chemical products, and man-made fibres; rubber and plastic 
products; nuclear fuel 

3,160,444 5.65% 

Other non-metallic mineral products 796,381 1.42% 

including 
cement, lime, gypsum 695,669 1.24% 

other building materials 66,513 0.12% 

Basic metals, fabricated metal products, except machinery and equipment 2,102,664 3.76% 

Machines, appliances, electrical and electronic equipment 57,377 0.10% 

Transport equipment 488,653 0.87% 

Furniture, other manufactured goods n.e.c. 117,924 0.21% 

Secondary raw materials, municipal waste 761,081 1.36% 

Letters, packages and courier's parcels and shipments 2.304 0.000004% 

Empty packaging 445,294 0.80% 

Goods moved in the course of household and office removals, other non-
market goods n.e.c. 

974.6 0.002% 

mixed goods excluding foodstuffs 63,042 0.11% 

Unidentifiable goods 5,766,422 10.31% 

Other goods 58,856 0.11% 
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Fig. 40. The share of transported freight groups by transport performance in 2016-2018 
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Fig. 41. Transport volume changes involving particular groups of goods in 2019 in relation to 2018   
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2.3. Speed of freight trains 

The methodology used to calculate the speed of freight trains was similar to the one applied in the 

previous years. Average commercial speed is the quotient of path length (calculated in kilometres) and 

travel time (in hours). The average annual speed as declared by railway undertakings was adjusted with 

the market share of individual entities in terms of their operational performance. The average speed 

for intermodal transport was adjusted with the number of trains.  

Fig. 42. The average commercial speed of all freight trains and of intermodal trains in Poland in 
2013-2019 (in km/h) 

 

The average speed of freight trains increased in 2019. In total transport an increase in average speed 

of approx. 4 km/h was recorded and approx. 3 km/h in intermodal transport. In the chapter describing 

intermodal transport, the speed parameter was discussed in greater detail, particularly along main 

paths, where intermodal transport units are transported.  

In determining average speeds the elements which somewhat distort the results should be considered. 

The most important of these are sections with relatively low speeds, which, however, have a significant 

share in generating traffic flows. These include border sections in the eastern part of this country. In 

addition, it should be considered that the speed of trains moving around the network is one of the 

elements of the logistics process, which includes the timeliness and completeness of deliveries, etc. 

Without a doubt, a speed increase positively affects the costs of performing a transport service and 

should therefore impact the price and quality of the services provided by the rail transport sector. This, 

in turn, is key to the competitiveness of freight rail transport on the broadly-understood TSL market. 

 

 

  

23,9
23 23,1

24,9 25,1

21,52

25,51

32

33,6

31,8 31,3
29,9

28,6

31,69

20

24

28

32

36

40

2 0 1 3 2 0 1 4 2 0 1 5 2 0 1 6 2 0 1 7 2 0 1 8 2 0 1 9

freight transport in total intermodal transport



 

 

 

66 

Fig. 43. The average commercial speed of trains along the Rykoszyn – Oderburke path in 2018-
2019 

 

Fig. 44. The average commercial speed of trains along the Płock Trzepowo – Świnoujście path in 
2018-2019 
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Fig. 45. The average commercial speed of trains along the Rogoźnica – Białystok path in 2018-
2019 

 

 

Fig. 46. The average commercial speed of trains along the Zebrzydowice – Korsze path in 2018-
2019 
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2.4. Freight railway undertaking licensing 

At the end of 2019, valid licences (suspended licenses excluded) were held by 101 railway 
undertakings. Throughout 2019, 85 railway undertakings reported operational performance (i.e. at 
least 1 light engine or empty wagon set travel), of which 71 reported transporting freight. 

In 2019 the President of UTK granted 9 railway undertaking licences, of which: 

• 6 licences for the provision of freight transport services: 
− Stalserwis Batory; 

− IRT; 

− CMC Poland; 

− Cognor;  

− Cedrob; 

− Damian Żur conducting activities under the name FDM-REW Damian Żur; 

• 2 licences for the provision of freight transport and traction services: 
− CL Cargo Logistics; 

− GT Rail; 

• 1 licence to carry out freight transport, passenger transport, and traction services (Railtrans 
Poland).  

In addition, one railway undertaking (Mobil Lok Service) extended its licences activities to include the 
provision of freight and passenger transport services. 

One railway undertaking (B.R.S.) had its licence for the provision of freight transport services 
reinstated. 

One railway undertaking providing transport services on the infrastructure of a narrow-gauge rail 
(Piaseczynsko-Grójeckie Towarzystwo Kolei Wąskotorowej), holding a licence for the provision of rail 
transport services of people and goods, changed its scope of licensed activities, restricting it to 
passenger transport.  

The President of UTK revoked the railway undertaking licence of PNI Warszawa and declared the 
expiry of the licence for Grupa Azoty “Kolzap” and F.H.U. Orion Kolej.  

The scope of the railway undertaking licence was changed for six entities, extending it to include 
traction services (Inter Cargo, Railpolonia, Pol-Miedź Trans, Barter, HSL Polska, Karpiel).  

In 2019 consultations12 among entrepreneurs operating on the freight transport market were held. 
These involved entrepreneurs who applied for, or obtained, a railway undertaking licence in 2019 and 
focused on learning the reasons for their decision to carry out rail transport independently. Most 
enterprises interested in obtaining a railway undertaking licence in 2019 operated on the market for 
steel, scrap, aggregate or construction and support services for railway or were indirectly or directly 
associated with the railway undertakings existing on the market. 

The main indicated factors include: 

• the necessity to optimise logistics processes; 
• unsatisfactory quality of transport services provided by railway undertakings; 
• the intention to become independent of the current service providers (external operators); 
• the desire to introduce new logistics solutions on the rail market. 

Becoming operationally independent of external operators should, in the opinion of those applying for 

a licence, improve control over the whole supply chain and the control over the transport process 

should allow optimising operations and costs.  

An interesting example is the Cedrob company (a poultry farming company and a producer of poultry 
meat, feedstuffs and fertilisers), which had had no previous connections with the rail market, but saw 

                                                                            

12 Pursuant to Article 13 (3) (1b) of the Rail Transport Act. 
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the enormous potential of developing intermodal transport for its own purposes. The consultations 
demonstrated that the main reason for the said entities’ intention to provide rail services was the need 
to optimise the logistics processes arising from the unsatisfactory quality of the services provided by 
external railway undertakings (including, i.a., lengthy preparation of proposals, delays in putting on 
wagons or rejected orders), as well as the desire to create new logistics solutions on the domestic 
market. In the opinion of the applicants, gaining operational independence from external operators 
should increase their control over the whole supply chain and the supervision over the transport 
process should allow them to optimise operations and costs. 

Fig. 47. The number of licensed railway undertakings authorised to provide transport services 
and operating on the rail market in 2010-2019 

 
Since 2017 railway undertakings are required to have cover for civil liability (OC)13. For this reason, 

the minimum guaranteed amount of the civil liability insurance of a railway undertaking taken out in 

2019 was the PLN equivalent of, respectively: 

• EUR 100 000, i.e. PLN 430,160.00 – for railway undertakings with a licence to provide rail 

services, providing rail services only on narrow-gauge railway lines; 

• EUR 250 000, i.e. PLN 1,075,400.00 – for railway undertakings providing rail services only on 

the infrastructure which they manage; 

• EUR 2,500,000, i.e. PLN 10,754,000.00 – for other railway undertakings. 

The analysis carried out in 2018 by the President of UTK demonstrated that railway undertakings 

adjusted the guaranteed amount of the civil liability insurance to the amounts specified in the 

regulations. As a result of changes in legislation,  guaranteed amounts of the civil liability insurance 

increased among railway undertakings previously insured for less than PLN 10 m. Prior to the legal 

change in 2017 63% railway undertakings had been insured for less than PLN 10 m. After the change 

in 2018, 96% railway undertakings were insured for more than PLN 10 m. Among the entities covered 

by the insurance obligation for an amount of EUR 2.5 m surveyed in 2018, 44% had insurance with a 

guaranteed amount higher than the minimum required by law, and 8% had insurance for an amount 

                                                                            

13  The average EUR exchange rate announced by the National Bank of Poland on 2 January 2019 is PLN 4.3016 (Table 
001/A/NBP/2019). 
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exceeding PLN 50 m. The analysis of the insurance level of freight railway undertakings demonstrated 

that undertakings insured for more than PLN 50 m account for almost 15% of transport performance. 

2.5. The freight railway undertaking market  

In 2019 the market share of the three largest railway undertakings, PKP Cargo, DB Cargo Polska and 

Lotos Kolej was almost 63% in terms of transported weight and more than 59% in terms of transport 

performance. The remaining part of the market belonged to smaller companies. The market for freight 

rail transport in Poland has potential for development. More and more companies are interested in 

providing rail transport services on their own.  

In 2019, the dominant position on the Polish freight transport market was held by PKP Cargo, with a 

40.4% share in the market according to the weight of transported goods. Despite the weight of 

transported goods in 2019 being nearly 95.4 m tonnes, the railway undertaking recorded a decrease 

by more than 13.6 m tonnes in relation to 2018, which means results lower by over 12.5%. The market 

share of PKP Cargo in terms of weight transported decreased by 3.2 p.p. as compared to 2018.  

 

An increase in market share by 0.6 p.p. (a transport volume increase of 1.2 m tonnes) was recorded by 

PKP Cargo Service. As for DB Cargo Polska, in 2019 it recorded an increase of 0.5 p.p. in market share 

in comparison to the previous year. Interestingly, the said market share increase was achieved despite 

the decrease in the volume of transported weight by 1.1 m tonnes in comparison to 2018. It should be 

noted that the other companies which recorded a significant market share increase were: Orlen 

KolTrans (0.5 p.p. – an increase of 0.8 m tonnes) and Lotos Kolej (0,3 p.p. – an increase of 0.3 m tonnes).  
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Fig. 48. The market share of the largest railway undertakings by weight of transported goods as 
at the end of 2019 

 
The market share by weight of transported goods exceeded 0.5% in 21 companies. As for transport 

performance, a market share above 0.5% was observed in 22 companies. The transport performance 

of PKP Cargo was 24.6 bn tonne-km and decreased by nearly 4.3 bn tonne-km in comparison to 2018 

(a 4.4. p.p. decrease in market share in terms of transport performance). 

As for companies in which the market share in terms of transport performance exceeded 0.5%, the 

highest rise was observed for LTC and Lotos Kolej (in both by nearly 0.9 p.p.). In addition, the market 

share increased in Kolprem (nearly 0.5 p.p.) and Orlen Koltrans (over 0.4 p.p.). In the companies: 

PCC Intermodal, Railpolonia, LTE Polska and Inter Cargo the increase on the Polish freight transport 

market was over 0.3 p.p., while in DB Cargo Polska and Captrain Polska it was close to 0.3 p.p. 

Fig. 49. The market share of the largest railway undertakings by transport performance as at the 
end of 2019 

 

PKP Cargo 40,35%

DB Cargo Polska 16,91%

Lotos Kolej
5,42%

PKP LHS 4,13% CTL Logistics 3,55%

PUK Kolprem 3,32%

Orlen Kol-Trans
2,55%Freightliner 

PL 2,46%

Pol-Miedź 
Trans 1,87%

Rail Polska 1,61%

CD Cargo Poland 1,33%
PKP Cargo Service 1,29%

Ciech Cargo 1,19%
KP Kotlarnia 1,00%

Inter Cargo 0,98%

PCC Intermodal
0,88%

LTE Polska 
0,72%

JSW Logistics
0,65%

Ecco Rail 0,58%

HSL Polska 0,56%

Others 7,30%

PKP Cargo 43,92%

Lotos Kolej 9,79%

DB Cargo 
Polska 5,66%

PKP LHS 5,44% CTL Logistics 3,95%

Orlen Kol-Trans 3,71%

Freightliner PL 3,17%

Inter 
Cargo
2,33%Captrain 

Polska
1,97%

PUK 
Kolprem

1,89%

Pol-Miedź 
Trans
1,80%

Rail 
Polska
1,75%

CD 
Cargo 
Poland
1,75%

PCC Intermodal 1,19%

LTE Polska 1,02%
Ciech Cargo 0,98%

STK 0,94%

LTC 
0,87%

Olavion
0,83%

Ecco Rail
0,82%

Railpolonia
0,60%

HSL Polska 0,58%

Others 5,05%



 

 

 

72 

Tab. 17. The structure of the freight transport market according to the weight transported in 
Poland in 2015-2019 – data for railway undertakings with a market share above 0.5% as 
at the end of 2019.   

railway undertaking 
year 

2015 2016 2017 2018 2019 

PKP Cargo 47.48% 43.87% 44.24% 43.57% 40.35% 

DB Cargo Polska 17.71% 17.99% 17.88% 16.41% 16.91% 

Lotos Kolej 5.61% 5.70% 5.56% 5.00% 5.42% 

PKP LHS 4.30% 4.48% 4.20% 4.28% 4.13% 

CTL Logistics 3.58% 4.31% 3.84% 4.12% 3.55% 

PUK Kolprem 2.23% 2.73% 2.87% 3.03% 3.32% 

Orlen KolTrans 1.45% 1.61% 1.81% 2.08% 2.55% 

Freightliner PL 2.52% 2.27% 2.27% 2.47% 2.46% 

Pol-Miedź Trans 2.33% 2.26% 2.20% 1.82% 1.87% 

Rail Polska 1.39% 1.61% 1.68% 1.70% 1.61% 

Captrain Polska 0.42% 0.64% 0.77% 1.18% 1.37% 

CD Cargo Poland 0.15% 0.95% 1.33% 1.53% 1.33% 

PKP Cargo Service 0.20% 0.30% 0.54% 0.74% 1.29% 

Ciech Cargo 1.02% 1.23% 1.26% 1.20% 1.19% 

KP Kotlarnia 1.36% 1.13% 1.12% 1.26% 1.00% 

Inter Cargo 0.23% 0.63% 0.78% 0.85% 0.98% 

PCC Intermodal - - 0.04% 0.68% 0.87% 

LTE Polska - - 0.15% 0.47% 0.72% 

JSW Logistics 0.41% 0.66% 0.63% 0.54% 0.65% 

Ecco Rail 0.36% 0.60% 0.65% 0.55% 0.58% 

HSL Polska 0.29% 0.22% 0.26% 0.58% 0.56% 

other 6.96% 6.81% 5.92% 5.95% 7.30% 
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Tab. 18. The structure of the freight transport market according to transport performance in 
Poland in 2015-2019 – data for railway undertakings with a market share above 0.5% as 
at the end of 2019  

railway undertaking 
year 

2015 2016 2017 2018 2019 

PKP Cargo 55.66% 51.37% 51.43% 48.35% 43.92% 

Lotos Kolej 9.91% 10.20% 9.76% 8.94% 9.79% 

DB Cargo Polska 5.17% 5.21% 5.32% 5.40% 5.66% 

PKP LHS  6.24% 6.58% 5.68% 5.69% 5.44% 

CTL Logistics  5.75% 5.94% 4.47% 4.65% 3.95% 

Orlen KolTrans 2.23% 2.27% 2.84% 3.27% 3.71% 

Freightliner PL 2.74% 2.83% 2.91% 3.21% 3.17% 

Inter Cargo 0.07% 0.53% 1.50% 2.02% 2.33% 

Captrain Polska 0.36% 1.05% 1.11% 1.72% 1.97% 

PUK Kolprem 0.94% 1.29% 1.30% 1.43% 1.89% 

Pol-Miedź Trans 1.96% 1.87% 1.89% 1.67% 1.80% 

Rail Polska 1.63% 1.72% 1.74% 1.55% 1.75% 

CD Cargo Poland 0.08% 0.66% 1.55% 2.18% 1.75% 

PCC Intermodal - - 0.02% 0.83% 1.19% 

LTE Polska - - 0.22% 0.69% 1.02% 

Ciech Cargo 0.87% 1.05% 1.05% 1.07% 0.98% 

STK 1.09% 1.10% 1.60% 1.52% 0.94% 

LTC - - - 0.005% 0.87% 

Olavion - - - - 0.83% 

Ecco Rail  0.61% 0.94% 1.00% 0.77% 0.82% 

Railpolonia - 0.00003% - 0.24% 0.60% 

HSL Polska 0.02% 0.02% 0.07% 0.40% 0.58% 

other 4.69% 5.37% 4.54% 4.39% 5.05% 
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2.6. Employment at freight railway undertakings 

In 2019 the freight transport sector had 28,332 employees. The analysis of employment rates showed 

a continuous decrease in employment by railways from 2010 to 2017. An increase in employment was 

observed in 2018 and 2019. This is connected with, i.a. the emergence of new railway undertakings 

and the positive employment balance in most existing companies. 

Fig. 50. Employment in the freight transport sector in 2010-2019 (number of people) 

 

The largest employer on the market, PKP Cargo (61% of all employees) recorded an approx. 1% 

decrease in employment. The largest increase in employment was recorded by the Freighliner PL and 

Lotos Kolej companies. The total market balance is positive, with 56 more employees in comparison to 

2018. 

Fig. 51. Employment structure at freight railway undertakings in 2019  

 

The share of employees of DB Cargo Group, CTL Group, Lotos Kolej, Kolprem, PKP LHS and Pol-Miedź 

Trans in total employment on the market is around 3-4% each. The remaining companies on the market 

collectively account for 20% of the total employment. 
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Tab. 19. Employment structure of all employees dealing directly with train traffic employed by 
freight railway undertakings in 2018-2019 

regulated professions 
year 

2019/2018 change 
2018 2019 

in total 16,292 16,275  

train driver 8,352 8,198 -2% 

adjuster 2,325 2,317 -0% 

rolling stock inspector 2,074 2,114 +2% 

train manager 1,286 1,329 +3% 

shunter 886 929 +5% 

railway vehicle driver 579 619 +7% 

traffic controller 503 471 -6% 

track supervisor 133 158 +19% 

signaller 92 89 -3% 

control engineer 48 41 -15% 

level crossing attendant 14 11 -21% 

Individuals licensed to perform professions directly associated with train traffic accounted for 57% of 

all individuals employed with freight railway undertakings in 2019. Total employment in regulated 

professions decreased by 17. The largest professional group was drivers (8198), followed by adjusters 

(2317), rolling stock inspectors (2114) and train managers (1329). 

Tab. 20. Age structure of train drivers employed by freight railway undertakings in 2018-2019 

year age structure 
employees 

up to 30 
years of age 

employees 
from 30 to 50 
years of age 

employees 
over 50 years 

of age 

2018 
in full-time equivalents 742 4,028 3,364 

percentage share 9% 50% 41% 

2019 
in full-time equivalents 938 3,817 3,904 

percentage share 11% 44% 45% 

2019/2018 change +26% -5% +16% 

 

The presented employment age structure points to a high FTE proportion of drivers > 50 years (45%). 

In comparison to 2018, this proportion increased by 4 p.p., i.a., due to the transition of some drivers out 

of the medium age group 30-50 years (the FTE proportion in this group decreased from 50% to 44%). 
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A positive sign is that the FTE proportion of drivers under 30 years of age increased from 9% in 2018 

to 11% in 2019.  

A considerable proportion of employees over 50 years of age in total employment may lead to the 

emergence of a generation gap, which might negatively affect the availability of drivers on the labour 

market, taking a toll on the operation of rail transport services. 

2.7. Financial performance of freight railway undertakings  

It was the third year in a row with improved financial results of companies operating on the freight 

transport market. In 2019 freight railway undertakings recorded an increase in revenue and operating 

costs. However, the rate of growth was much higher than in the case of operating costs. The incurred 

costs increased from PLN 8.06 bn in 2018 to PLN 8.28 bn in 2019 (a rise of 2.8%). In the same period 

the revenue grew by 0.4% (from PLN 8.75 bn to PLN 8.79 bn). Market profitability is still high, despite 

the decrease from 690 m in 2018 to 510 m in 2019.  

Fig. 52. The business performance of freight railway undertakings (in PLN bn) in 2010-2019 
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Fig. 53. The percentage share of various operating cost types based on a sample of 
representative companies 

 

In 2019 a substantial part of the costs of freight railway undertakings was taken by payroll costs (33%). 

The cost of access to infrastructure paid to infrastructure managers, and the cost of purchased energy 

(liquid fuels and electricity – traction energy) accounted for 13% each.  Depreciation accounted for 

14% of costs. Other costs constituted 27% of the expenditures incurred by freight railway 

undertakings. 

2.8. Freight transport in international transport 

In 2019 freight transport in international transportation was provided by 37 licensed railway 

undertakings, which transported nearly 78.1 m tonnes of goods, and their transport performance 

amounted to 25.1 bn tonne-km. Transported weight in comparison to the previous year decreased by 

5.3%, with a simultaneous decrease in transport performance of 5.2%. 

Fig. 54. The weight of transported goods in domestic and international transport in 2014-2019  
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Fig. 55. Transport performance in freight transport in domestic and international transport in 
2014-2019  

 

In 2019 imports recorded a year-on-year decrease in the transported weight of goods of 7% and in 

transport performance of 6.3%. In comparison to exports and transit, the highest transported weight 

and transport performance were observed for imports – over 45.9 m tonnes and 12.9 bn tonne-km, 

respectively. 

In exports, in comparison to the previous year, transported weight volume decreased by 4.2%, with a 

simultaneous drop in transport performance of 8.5%. The transported weight was 24.3 m tonnes and 

transport performance – 7.3 bn tonne-km. 

In transit, when compared to 2018, there was a 2.7% increase in transported weight with a 

simultaneous 4% increase in transport performance. Transit in Poland accounted for 7.9 m tonnes of 

transported weight of goods, with transport performance of 4.8 bn tonne-kilometres. 

Domestic transport recorded a volume decrease in comparison to 2018. Nearly 9.5 m tonnes of goods 

less than a year ago were transported (a 5.7% decrease). Transport performance in the analysed period 

decreased by nearly 2.4 bn tonne-kilometres (a 7.1% decrease).  
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In 2019 the average distance in imports was 281.6 km, which was more than 2 km more than in 2018. 

Transport distance also increased in transit. At the same time, due to the fact that transit crosses the 

territory of the whole country, it had the largest transport distance, 611.5 km. This is an increase by 

7.6 km in comparison to the previous year. In exports the transport distance decreased by 14.4 km to 

302.2 km. In many cases renovation works contributed to decreased throughput and increased travel 

times.  
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Tab. 21. The average transport distance (in km) for one tonne of cargo in international transport 
in 2014-2019 

transport type 
year 

2014 2015 2016 2017 2018 2019 

imports 282.51 288.64 287.75 280.27 279.44 281.57 

exports 318.95 328.22 329.85 294.04 316.58 302.17 

transit 616.00 616.57 565.88 612.03 603.90 611.54 

The companies of PKP Group (PKP Cargo and PKP LHS) still held the largest share in international 

transport. At the end of 2019, their combined share amounted to 59.3% by weight and 57.2% by 

transport performance.  

Among the companies whose share exceeded 2%, DB Cargo Polska recorded a nearly 8.0% share by 

weight and 9.7% by transport performance, CTL Logistics 5.1% and 5.2%, Lotos Kolej 3.0% and 3.6%, 

CD Cargo 3.0% and 2.8%, Inter Cargo 2.9% and 5.2% and Captrain Polska 2.4% and 2.5%. 

Fig. 56. Railway undertakings' share in international transport in 2019 by weight (over 1.0%) 
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Fig. 57. Railway undertakings' share in international transport in 2019 by transport performance 
(over 1.0%) 

 

In analysing the structure of transported goods in international transport, similarly to the previous 

years, a significant share of hard coal transport can be noticed despite a decrease in comparison to 

2018. In 2019 it was 20.8 m tonnes and in 2018 it was 22.7 m tonnes. Imports in international transport 
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as coke, briquettes and refined petroleum products, coal and cargo classified as “Unidentifiable goods” 
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Tab. 22. The structure of goods transported internationally in 2019  

groups of goods 

exports imports transit 

weight 
Transport 

performance 
weight 

Transport 
performance 

weight 
Transport 

performance 

thousand 
tonnes 

thousand tonne-
km 

thousand 
tonnes 

thousand tonne-
km 

thousand 
tonnes 

thousand tonne-
km 

total 24,277.1 7,335,790.4 45,962.1 12,941,375.7 7,874.3 4,815,398.1 

products of agriculture, hunting, and 
forestry; fish and other fishing 

products 
369.6 111,025.2 1,632.9 432,258.3 81.6 48,924.7 

including cereals 141.0 36,556.3 262.0 93,783.5 3.6 2,503.7 

hard coal, lignite, crude oil and natural 
gas 

4,759.1 558,255.5 14,693.3 4,220,280.0 1,952.7 1,315,469.9 

including hard coal 4,582.8 551,833.8 14,382.6 4,206,132.4 1,819.4 1,222,102.3 

Ores and other mining and quarrying  
products 

2,048.0 837,522.0 9,664.1 3,455,872.4 1,636.5 980,057.9 

including 
iron ores 53.5 25,540.5 6,462.8 2,872,822.5 1,285.6 787,681.6 

aggregates, sand, gravel, 
clay 

799.4 357,131.3 2,072.2 297,648.3 0.0 0.0 

Food products, beverages and tobacco 
products 

374.1 113,738.9 848.7 112,051.7 22.7 5,124.4 

textiles and textile products, leather 
and leather products 

1.1 23.0 12.4 237.5 0.9 393.5 

wood and articles of wood, cork 
(excluding furniture), articles of straw, 

paper and paper products, printed 
matter and recorded sound 

374.2 80,547.0 1,432.0 209,506.7 81.2 44,980.0 

coke and refined petroleum products, 
manufactured gas 

6,000.4 2,376,914.9 4,125.3 792,226.7 330.2 196,812.3 

including 
refined petroleum 

products 
435.4 201,032.8 2,578.4 551,109.0 124.8 80,195.8 

Chemicals, chemical products, and 
man-made fibres; rubber and plastic 

products; nuclear fuel 
2,961.2 985,973.9 2,659.0 645,711.8 375.6 190,746.1 

Other non-metallic mineral products 131.2 41,894.3 473.5 36,360.5 25.4 15,206.0 

including 
cement, lime, gypsum 72.2 28,349.1 327.6 22,086.2 3.7 2,165.0 

other building materials 38.6 9,684.8 61.1 864.7 0.0 0.0 

basic metals, fabricated metal 
products, except machinery and 

equipment 
1,401.4 451,629.2 2,382.5 622,791.5 875.3 505,697.7 

Machines, appliances, electrical and 
electronic equipment 

108.8 37,403.0 99.9 8,364.1 12.0 8,852.4 

Transport equipment 402.4 113,965.7 542.5 163,708.2 317.7 180,084.7 

Furniture, other manufactured goods 
n.e.c. 

14.4 776.1 45.8 1,022.5 28.2 20,821.4 

Secondary raw materials, municipal 
waste 

189.3 43,297.9 585.7 158,617.2 26.7 16,023.8 

letters, packages and courier's parcels 
and shipments 

0.0 0.0 0.1 2.3 0.0 0.0 

Empty packaging 429.3 149,928.2 266.8 71,516.8 110.4 67,654.1 
goods moved in the course of 

household and office removals, other 
non-market goods n.e.c. 

0.2 46.0 2.3 7.1 0.6 28.7 

mixed goods excluding foodstuffs 60.3 1,752.0 186.4 3,636.6 101.0 56,994.3 

unidentifiable goods 4,641.7 1,430,860.2 6,209.9 2,005,239.1 1,821.0 1,149,436.3 

other goods 10.3 237.4 98.9 1,964.8 74.7 12,089.9 
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In 2019 the main international trading partners in exports were Germany, the Czech Republic, Austria, 

China, Ukraine, Italy, India and Slovakia. For this reason also the share of these directions was the 

highest – total transports to those countries accounted for 69.7% of transported weight in 

international rail transport. The share of transport performance between Poland and these countries 

in 2019 reached 63.7%. In imports, the main international trading partners with Poland were Russia, 

Ukraine, Germany, Belarus, China and the Czech Republic. The share of these countries in imports was 

70.9% by weight and 61.8% by transport performance of international rail transport.  

As regards the place of dispatch and destination of goods (according to waybills), transportation 

between Poland and Russia - 15.1% of the total volume of goods (10.6 m tonnes) and between Poland 

and Germany – 14.5% (10.2 m tonnes) constituted the largest shares in terms of weight of transported 

goods. An important partner in trade is also Ukraine. The share of transport between Poland and 

Ukraine by weight amounted to 14% (9.8 m tonnes). Also notable was the trade with the Czech 

Republic, with 9% share by weight (6.3 m tonnes), followed by Belarus, 7.2% (5.1 m tonnes) and China, 

5.2% (3.7 m tonnes). 

The statistical data on international trade indicate a consistent growth in transport between Poland 

and China. For China, Poland is not just a transit country connecting Asia with the Western Europe any 

more, but an important trading partner.  

In 2019 exports accounted for 48.7% and imports for 51.3% of the overall international rail trade with 

that country. In addition, for freight transported from China, Poland continues to be an important 

transit country for cargo transported to such countries as Germany, France and Italy. This country has 

an opportunity to take advantage of the global trend due to its geographical location (the easiest land 

route from Asia to Western Europe) and intermodal transport will continue to grow. The gradually 

growing transport from Poland to China should also be noted.  

International transport connections are an important part of rail transport in Poland. For trade to 

continue to develop effectively, we should aim at improving the infrastructure parameters. With the 

increasing volume of cargo, it is crucial to modernise boundary infrastructure on border crossings by 

improving the throughput parameters of individual crossings. It is also important to adjust the tracks 

to sustain the axis load of at least 22.5 tonnes. This standard has not been achieved on many crossings 

yet. It should also be noted that a large number of border crossings are unable to process train sets 

with a length exceeding 750 m.   
Improving the technical and operational parameters of nodal and linear railway infrastructure should 

take into account throughput improvement at sections with mixed traffic or high frequency of 

connections.  

The travel time is also key for railway undertakings as effective and regular connections contribute to 

the profitability of the services provided. It is also important to introduce electrified lines at border 

crossings, as currently many crossings are only adapted to combustion traction vehicles. This extends 

the travel time when there is a need to change the traction type used by the train. 

2.9. The transport of dangerous goods 

In 2019 the transport of dangerous goods was carried out by 31 carriers, i.e. by one more than in 2018. 

The weight of dangerous goods was 28.7 m tonnes (27.7 m tonnes in 2018), and transport performance 

was 9.4 bn tonne-km (9.1 bn tonne-km in 2018). 

The share of dangerous goods transport in the rail market reached: 12.2% by weight (11.1% in 2018) 

and 16.9% by transport performance (15.2% in 2018). The average transport distance did not change 

significantly, amounting to 329 km (328 km in 2018). 

The transport of dangerous goods is performed mainly in domestic transport. Only slight changes were 

recorded in this respect: in 2019 domestic transport accounted for 68.3% (66.4% in 2018) by weight 
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and 73.7% (72.9% in 2018) by transport performance. In 2019 the imports of dangerous goods by rail 

was at the level of 22.5%, exports – 7.4% and transit – 1.9%. 

Dangerous goods are examined in line with the Regulation concerning the International Carriage of 

Dangerous Goods by Rail (RID)14. 

Tab. 23. Classes of goods according to RID 

class according 
to RID 

name 

1 explosive substances and articles 

2 gases 

3 flammable liquids 

4.1 flammable solids, self-reactive substances, polymerizing substances and solid desensitized explosives 

4.2 substances liable to spontaneous combustion 

4.3 substances which, in contact with water, emit flammable gases 

5.1 oxidising substances 

5.2 organic peroxides 

6.1 toxic substances 

6.2 infectious substances 

7 radioactive material 

8 corrosive substances 

9 miscellaneous dangerous substances and articles 

 
In 2019, Flammable liquids – class 3 according to RID (crude petroleum and petroleum products, e.g. 
fuels, diesel oil) continued to be the most important commodity group, with a market share in the rail 
transport of dangerous goods by transported weight of 62.2% (63.2% in 2018) and 64.1% by transport 
performance (64.3% in 2018). 

According to the classification of dangerous goods (RID), in addition to flammable liquids, the highest 

share in the transport of dangerous goods was held by goods from the following classes: 

• 9. Miscellaneous dangerous substances and articles – 13.8% by weight and 15.1% by transport 

performance (12.1% and 15.1% in 2018); 

• 2. Gases – 11.3% by weight and 9.6% by transport performance (12.0% and 9.4% respectively); 

• 8. Corrosive substances – 5.8% by weight and 4.7% by transport performance (5.8% and 4.6% 
respectively). 

 
  

                                                                            

14 Regulation concerning the International Carriage of Dangerous Goods by Rail (RID), section 2.1.1.1 (Journal of Laws of 2017, 
item 1355) 
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Fig. 58. The share of transport of particular groups of dangerous goods (according to RID) in 2019 
(by weight) 

 

Fig. 59. The share of transport of individual groups of dangerous goods (according to RID) in 2019 
(by transport performance) 
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2.10. Freight railway transport in Poland as compared to Europe 

In Poland the decrease in weight of transported goods between 2018 and 2019 was 5.5%. To compare 

this parameter with that of other European countries, UTK directly contacted representatives of 

market regulators in countries associated in IRG-Rail15.  

The largest increase in the weight of cargo (as well as in the number of passengers) was recorded by 

Greece – from 408 m tonnes to 502 m tonnes (a 22.3% increase). However, most of the surveyed 

countries recorded a decrease in transported weight. Finland recorded a similar decrease as Poland 

(-5.5%). The largest decrease of all surveyed countries occurred in Estonia – 23% (from 27.8 m tonnes 

to 21.3 m tonnes). 

Fig. 60. The evolution of weight of goods transported by rail in selected European countries 
associated in IRG-Rail (2019/2018) 

 
 

The official and complete data on the freight transport market in Europe are based on breakdowns 

provided in the IRG-Rail report for 2018.16 

In 2018 the volume of the rail freight transport market (in countries monitored by IRG-Rail) was 

approx. 470 bn tonne-km net. The German rail freight transport market was still the largest, with 131.8 

bn tonne-km. The second largest freight transport market in Europe was Poland, with 59.6 bn tonne-

km, and France took third place with 32 bn tonne-km. Germany, Poland and France together accounted 

for almost 50% of total transport performance in freight transport of the surveyed countries. 

  

                                                                            

15 The official results for the whole market have not been made officially available yet. The results of freight transport for Poland 
were compared with the preliminary results of rail freight transport received from 10 countries: Greece, Croatia, Slovenia, 
Bulgaria, Hungary, the Czech Republic, Sweden, Lithuania, Finland and Estonia. 

16 https://www.irg-rail.eu/irg/documents/market-monitoring/260,2020.html  
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Fig. 61. Transport performance volume in monitored countries in 2018 (bn tonne-km) 

 

Fig. 62. The change rate of the transport performance volume in the monitored countries in 
2018/2017 (in %) 

 
 

On average, the rail freight traffic in the analysed countries recorded an increase in transport 

performance of 3.4% between 2017 and 2018. The change rate differs by country, from a decrease of 

4.2% in France to an increase of 17.4% in Greece and 19% in Latvia. In general, a decrease in net tonne-

km in comparison to 2017 was recorded in seven countries, while the demand for freight transport 
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Freight transport 

services increased in 19 countries and remained at the same level in one country. In Poland transport 

performance increased between 2017 and 2018 by 8.8%.  

In Latvia, an increase of 19% was achieved owing to an increase in both international rail traffic (+20%) 

and domestic rail traffic (+17.4%). The largest share in international transport was held by imports and 

the main partners were Russian and Belarusian suppliers. Greece recorded a growth in 2018 (17.4%), 

although it had started from a very low nominal level. This mainly resulted from solving some of the 

problems encountered by Greece in the previous years, such railway lines being occupied by 

refugees/immigrants. The improved economic situation and the entry on the market of a second 

railway undertaking in September 2018 contributed to competition development. 

Fig. 63. The load capacity of a freight train in the monitored countries in 2018 (tonnes/train) 

 
 

The load capacity of a freight train was calculated for every country as the quotient of transport 

performance in tonne-km and operational performance in train-km. This results in the average net 

weight of a train which facilitates the comparison of average transport loads between countries in 

Europe. In 2018, as in the previous years, it was the Baltic states, in addition to the Republic of North 

Macedonia that clearly showed the highest load capacities. In Latvia, Lithuania and the Republic of 

North Macedonia the load capacities were more than three times higher than the average, which was 

calculated as 550 tonnes. 

In Lithuania, Latvia and Estonia this is connected with the wide-gauge infrastructure, which allows the 

use of freight wagons with higher permissible axle loads able to transport more cargo. After the Baltic 

states, North Macedonia and Finland, the sixth place is occupied by Poland, in which the average net 

weight of a train is 678 tonnes, which is 23% higher than average. The lowest value was recorded in 

Denmark (121 tonnes per train) and the remaining countries recorded close-to-average load 

capacities.
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3. Intermodal transport 
2019 was yet another year of growth in intermodal transport. This involved both global trade based on 

maritime and inland transport and intercontinental inland transport as part of the New Silk Road 

Initiative. In this chapter, we take a closer look at intermodal transport from a broader perspective, as 

a pillar of global trade and an essential part of the global supply chain. Starting from worldwide data, 

we move on to the situation in Europe, in particular in the Baltic Sea region. 

As part of intermodal transport operations, approximately 19.5 M tonnes of cargo were transported in 

2019, whereas in 2018 it was 17.7 m tonnes. This is equivalent to an increase of 1.8 m tonnes (approx. 

10.2%). Therefore, the share of intermodal transport in the rail transport market, measured with the 

weight of transported goods, reached the level of 8.3% and was 1.2 p.p. higher than in 2018. 

Transport performance in intermodal operations was at 7.1 bn tonne-km. Comparing the values to 

2018 data, an increase of over 0.6 bn tonne-km was recorded (9.8%). In 2019 the share of intermodal 

transport in the rail transport market, measured with transport performance values, reached the level 

of over 12.6% and was approx. 1.8 p.p. higher than in the previous year.  

This is the best result in the history of intermodal rail transport in Poland so far. In 2019 railway 

undertakings transported a record number of freight units. For their first time, the market reached the 

level of 1,394 thousand freight units, out of which 1,343 thousand were containers. Compared to 2018, 

the number of transported units increased by approx. 7.6%. Analysing intermodal transport in terms 

of transported TEUs in 2019, 2,137 thousand TEUs were transported by rail, which corresponds to an 

increase by 10.6% in relation to 2018. 

When it comes to the intermodal transport sector, the report presents data on basic operational 

parameters, such as the speed of intermodal trains along the main routes, the length of trains, gross 

weight and the rolling stock. This chapter also includes a statistical part concerning the intermodal 

transport market in Poland. 

3.1. Intermodal transport in Poland 

According to the data collected by UTK, intermodal transport in 2019 developed dynamically and saw 

an increase in all parameters as compared to the 2018 results.  

In 2019 the number of entities providing intermodal transport services decreased from 21 in 2018 to 

20, whereas in 2016 it was only 13 railway undertakings. Taking into account the total number of 

entities providing freight transport services, 20 companies is still not an impressive figure.  

International statistics point to the global increase in the number of transported containers. Container 

use is increasing in intercontinental freight transport. Due to its geographical location, Poland is 

expected to take advantage of this trend, and intermodal transport will continue to develop in our 

country. The north-south and east-west transport corridors run through Poland. The transshipment 

volume in Polish sea ports is growing year on year. In addition, Poland is a major transit country on the 

route from Asia to Western Europe. 

The intermodal transport market is open and creates extensive development opportunities.  In recent 

years the increasing significance of entities with a lower market share in this segment has been 

observed, e.g. of PCC Intermodal and Metrans Polonia, which combined the roles of railway 

undertakings and logistics operators. The growing number of intermodal railway undertakings forces 

all entities to work on competitive service ranges that respond to client needs.  Since 2010, intermodal 

rail transport saw an over fourfold growth in terms of the weight of the transported goods. 
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Tab. 24. A list of undertakings engaged in intermodal rail transport in 2010-2019 

Railway 
undertaking 

Year 

2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 

Alza Cargo          ✔ 

Captrain Polska    ✔  ✔ ✔ ✔ ✔ ✔ 

CD Cargo Poland       ✔ ✔ ✔ ✔ 

CTL Rail    ✔ ✔ ✔     

CTL Logistics  ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ 

CTL Express ✔ ✔ ✔        

DB Cargo Polska ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ 

Ecco Rail    ✔ ✔ ✔ ✔ ✔ ✔ ✔ 

Eurasian Railway         ✔ ✔ 

Eurotrans     ✔ ✔ ✔ ✔ ✔ ✔ 

Freightliner PL     ✔ ✔ ✔ ✔   

Inter Cargo         ✔  

Karpiel     ✔   ✔ ✔ ✔ 

Kolej Bałtycka        ✔   

Lotos Kolej ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ 

LTE Polska        ✔ ✔ ✔ 

Majkoltrans   ✔     ✔ ✔  

PCC Intermodal        ✔ ✔ ✔ 

PKP Cargo ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ 

Pol-Miedź Trans        ✔ ✔  

Metrans Polonia     ✔ ✔ ✔ ✔ ✔ ✔ 

PKP LHS ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ 

Rail Cargo          ✔ 

Rail Polska   ✔ ✔ ✔ ✔ ✔ ✔ ✔ ✔ 

STK  ✔ ✔ ✔   ✔  ✔ ✔ 

Transchem         ✔ ✔ 

ZIK Sandomierz         ✔ ✔ 
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For the continued development of intermodal transport, it is necessary to provide appropriate 

conditions for these services, i.a. appropriate capacity of the railway network and fast connections. 

Special attention should be given to the key role of sea ports, as good access to them is of great 

importance. It is crucial to provide the appropriate capacity of railway networks to/from the ports. 

A vital element contributing to the effectiveness of intermodal transport is also the provision of 

appropriate parameters of transshipment infrastructure. Intermodal terminals as an element of the 

logistics system should be designed in an optimal way in terms of location and technology.  
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Fig. 64. Intermodal rail transport in Poland in 2010-2019 (in thousand tonnes) 

 
 

Fig. 65. Intermodal rail transport in Poland in 2010-2019 (in thousand tonne-kilometres) 
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Fig. 66. Intermodal rail transport in Poland in 2010-2019 (in thousand pcs.) 

 
 

Fig. 67. Intermodal rail transport in Poland in 2010-2019 (in thousand TEU) 
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in intermodal transport in 2019. Taking into account the weight of transported goods, their total 

market share amounted to approx. 39%. In terms of transport performance, in addition to the 

dominating PKP Cargo, the greatest market share was attributable to Captrain Polska, DB Cargo 

Polska, PCC Intermodal and LTE Polska. These railway undertakings had a total of 37.7% market share 

measured by transport performance. 

Similarly to previous years, 2019 marked a significant reduction in intermodal transport services 

provided by Lotos Kolej. In 2019, the company had a 0.8% market share, by weight, compared to 2.7% 

in 2018 and 13.8% in 2017. In 2018 and 2019, the railway undertaking shifted its focus on transport 

covering other cargo groups. 

Fig. 68. The share of railway undertakings in the intermodal transport market by weight in 2019 
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Fig. 69. The share of railway undertakings in the intermodal transport market by transport 
performance in 2019 

 

In 2019, the total share of transport performance as part of intermodal transport in domestic transport 

was 20.8%. This corresponds to an increase of 1 percentage point in relation to 2018, when the share 

was 19.8%. The weight of goods transported domestically accounted for 22.0% of the total weight in 

2019, while international transport accounted for the remaining share of 78.0%. According to the 

number of transported freight units, imports accounted for 34.1%, exports for 25.5%, and transit for 

15.9% of the total weight (nearly 75.6% in total). The share of domestic transport amounted to approx. 

24.4%.  

Fig. 70. Share of international transport in intermodal transport in 2019 
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The high costs of transport by rail and low commercial speed affect the competitiveness of rail 

transport when compared to road transport. The average distances for intermodal transport are 

between 350 and 370 km.  In intermodal rail transport, profitability increases with distance.   

Fig. 71. Average distance in intermodal transport in 2015-2019 (in km) 

 

Intermodal transport mainly involves container carriage.  The proportion of containers in the total 

number of units at the end of 2019 was 96.4%.  20- and 40-foot containers prevailed, accounting for 

45.8% and 43.1% of the total number of units transported in intermodal transport, respectively. The 

share of other containers amounted to 0.3% for 25-foot, 1.7% for 30-foot, 1.7% for 35-foot and 3.7% 

for 45-foot containers. Vehicle trailers and semi-trailers accounted for 1.6% of units used, and swap 

bodies for 1.1%. 

Fig. 72. The share of specific types of transport units in 2019 
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3.2. Intermodal transport in the world and in Europe 

2019 marked further growth in intermodal transport and transshipment on the global market. Approx. 

800 m TEUs were transshipped in all world ports, a figure approx. 2% higher than in 2018.  

The global container transshipment market has grown by approx. 29% since 2012. The main ports and 

container flow directions have not changed. Out of 10 largest ports of the world, 9 ports are located in 

East Asia, and 7 in the People's Republic of China   

Fig. 73. TEU transshipment in 2012-2019 

 

The largest port in the world in terms of the number of transshipped TEUs is Shanghai, China, with over 

43 m TEUs. Rotterdam was ranked 10th, just one rank ahead of Dubai, which was placed 11th in the 

port ranking. 

Tab. 25. Container transshipment in 11 largest ports of the world (in million TEUs) 

No. Port Location 
Year 2019/2018 

change 2018 2019 

1 Shanghai China 42.0 43.3 3.1% 

2 Singapore Singapore 36.6 37.2 1.6% 

3 Ningbo-Zhoushan China 26.0 27.5 5.9% 

4 Shenzhen China 25.7 25.8 0.2% 

5 Hong Kong China 19.6 18.4 -6.3% 

6 Busan South Korea 21.6 22.5 4.2% 

7 Guangzhou China 21.7 23.2 7.1% 

8 Qingdao China 19.3 20.0 3.5% 

9 Tianjin China 16.0 17.3 7.8% 

10 Rotterdam The Netherlands 14.5 14.8 5.7% 

11 Dubai United Arab Emirates 15.0 14.1 -5.7% 

Source: Authors, based on data from ports. 
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According to the data provided by shipping service providers and international associations and 

organisations running activities in the field of maritime transport, the 10 largest ship owners operating 

globally have a cargo area of their container ships of approx. 20 m TEUs, out of which 5 largest ship 

owners hold nearly 80.5% of the share in cargo area supply. 

Fig. 74. Share in cargo area supply of 10 largest ship owners. 

 

Source: Authors, based on data from statista.com. 

Four out of ten largest ship owners are based in Europe. These are: Maersk – Denmark, MSC – Italy, 

CMA CGM – France, Hapag – Lloyd – Germany. The remaining six entities are based in Asian countries, 

including China: COSCO, Taiwan: Evergreen and Yang Ming Marine, HMM from Korea, ONE from 

Japan and PIL from Singapore. 

Fig. 75. Supply of cargo area of 10 largest global container ship owners (in TEUs) 

 

Source: Authors, based on data from www.statista.com 
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3.3. Maritime container transport in Europe 

The situation in Western European ports is interesting. In terms of volume, no significant changes were 

recorded in 15 largest European ports. Rotterdam, where over 14.8 m TEUs were transshipped, still 

holds the leading position, recording growth of approx. 2% year on year. For about a dozen years, the 

three largest European ports, Rotterdam, Antwerp and Hamburg, have been leaders in terms of 

transshipment. Within the last 13 years, the Greek port of Pireus has experienced an extraordinary 

advancement, and it has been consistently improving its positions for years, from 17th in 2007 to 6th 

in 2018, to 4th in 2019.  

The most significant advancement over the last 13 years was recorded by the Gdańsk port with one of 

the leading terminals in the Baltic Sea area. DCT advanced from 63rd place in 2007 to 15th place in 

2019.  

 

Tab. 26. Container transshipment in the 15 largest ports of the world (in m TEUs) 

No. Port Location 

Transshipment Rank 

Year Year 

2018 2019 2007 2018 

1 Rotterdam The Netherlands 14.5 14.8 1 1 

2 Antwerp Belgium 11.1 11.9 3 2 

3 Hamburg Germany 8.7 9.3 2 3 

4 Pireus Greece 4.9 5.7 17 6 

5 Valencia Spain 5.1 5.4 8 5 

6 Algeciras Spain 4.8 5.1 6 7 

7 Bremerhaven Germany 5.5 4.9 4 4 

8 Felixstowe United Kingdom 4.2 3.8 7 8 

9 Barcelona Spain no data 3.3 10 9 

10 Le Havre France 2.9 2.8 9 11 

11 Marsaxlokk Malta 3.3 2.7 12 10 

12 Genoa Italy 2.6 2.6 14 12 

13 Gioia Tauro Italy 2.3 2.5 5 13 

14 St Petersburg Russia no data 2.2 15 14 

15 Gdańsk Poland 1.9 2.1 63 16 

Source: www.porteconomics.eu 

http://www.porteconomics.eu/
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3.4. Container transshipment in the terminals of the Baltic Sea basin 

The ports located in the Baltic Sea basin recorded an approx. 3% increase in transshipment year on 

year. The growth is almost three times lower compared to the 2017-2018 change, when the growth 

rate amounted to over 9%.  

Fig. 76. TEU transshipment in Baltic Sea ports  in 2010-2019 (in m TEUs) 

 
Source: Authors, based on data from gospodarkamorska.pl 

Poland holds a leading position in terms of the total number of transshipped containers in Baltic ports, 

where a total of 11.24 m TEUs were transshipped, out of which 3.05 m TEUs  (27%) in Polish ports. 

Russia was ranked second with the largest Baltic Sea port in terms of TEU transshipment located in St 

Petersburg. The next place was taken by Finland with over 1.6 m TEUs. The list is concluded by Baltic 

states, Lithuania, with 0.7 m TEUs, Latvia with 0.5 m TEUs and Estonia, with 0.2 m TEUs. 

Fig. 77. Container transshipment in 8 countries in the Baltic Sea region 

 
Source: Authors, based on data from gospodarkamorska.pl 
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The largest number of containers are transshipped in the Russian port of St. Petersburg. The next two 

places in the ranking of ports with the highest number of transshipped containers belong to Poland’s 

Gdańsk and Gdynia. The Swedish city of Goeteborg came fourth.  

Growth in container transshipment exceeding 10% was recorded in Kaliningrad (14%) and Gdynia 

(12%), whereas a decrease was recorded in Klaipeda (-7%) and Aarthus (-6%).  

Tab. 27. Transshipment in the 10 largest Baltic Sea ports in 2018-2019 (in million TEUs) 

No. Port Location 
Year 2019/2018 

change 2018 2019 

1 St. Petersburg Russia 2.13 2.22 4% 

2 Gdańsk Poland 1.95 2.07 6% 

3 Gdynia Poland 0.80 0.9 12% 

4 Goeteborg Sweden 0.75 0.77 2% 

5 Klaipeda Lithuania 0.75 0.7 -7% 

6 Kotka Finland 0.65 0.68 4% 

7 Helsinki Finland 0.51 0.53 4% 

8 Aarthus Denmark 0.54 0.51 -6% 

9 Riga Latvia 0.47 0.47 0.2% 

10 Kaliningrad Russia 0.28 0.32 14% 

Source: Authors, based on data from gospodarkamorska.pl  

In 2019, transshipment also increased in Polish ports. The largest Polish container ports located in 

Gdynia and Gdańsk recorded increases of approx. 12% and 6% respectively, in relation to 2018. In turn, 

the Szczecin-Świnoujście port recorded a decrease of approx. 7% in container transshipment. Gdańsk-

based DCT still remains the uncontested leader. Not only did the number of transshipped containers 

increase in this terminal in 2019, exceeding 2 m TEUs (from approx. 1.95 m TEUs in 2018), but also the 

storage area was expanded by over 10,000 TEUs and the throughput increased by approx. 250 

thousand TEUs. 

Fig. 78. Transshipment in Polish sea ports in 2016-2019 (in thousand TEUs) 

 

Source: Authors, based on terminal statistics. 

1299

1581

1949

2073

642

711

804

897

91

94

81

76

0 500 1000 1500 2000 2500 3000 3500

2016

2017

2018

2019

Gdańsk Gdynia Szczecin - Świnoujście



 

 

 

102 

DCT, which is part of global supply chains, handles the largest container ships. As part of its 

collaboration with major ship owners, the terminal handles regular ocean freight services affiliated in 

the following shipping alliances: 2M (Korea, China, Malaysia) and OCEAN (China, Singapore, Hong 

Kong). In terms of regular sea connections, DCT is communicated with ports in Gavle, Goteborg, 

Hamburg, Bremerhaven, Rotterdam, Felixtowe, Zeebruge, Helsingborg, Helsinki, Kaliningrad, 

Klaipeda, Kopenhagen, Kotka, Norrkoping, Pireus, Riga, Rauma, St. Petersburg, Ust-Luga and 

Wilhemshaven. 

2019 was a record-breaking year in terms of container transport by rail from/to DCT. The number of 

trains arriving to, and departing from, the terminal exceeded 6000. The main routes include Brzesko 

Okocim, Dąbrowa Górnicza, Ełk, Gliwice, Kąty Wrocławskie, Kutno, Sławków, Lublin, Łódź, Paskov, 

Poznań, Radomsko, Stryków, Swarzędz, Szamotuły, Warszawa, Włocławek and Wróblin Głogowski. 

Over 2% of the trains were used to transport goods from Gdańsk to areas outside the territory of 

Poland, to the Czech Republic, through the border crossing Zebrzydowice - Petrovice u Karvine. In 

2019, several trains were launched on a path from Gdańsk to Małaszewicze. 

Gdynia-based BCT is the third Baltic Sea terminal in terms of transshipped containers. Over 1,000,000 

TEUs were transshipped in the terminal in 2019. Over 2500 were dispatched from/to the terminal. 

BCT handles 14 basic sea freight services, covering such countries as the United Kingdom, the 

Netherlands, Germany, Lithuania, Belgium, Spain, Russia, Italy and Iceland. 

Fig. 79. Main intermodal connections from Port Gdańsk in 2019  

 

 

Source: Authors, based on data from the terminals 
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Fig. 80. Main intermodal connections from Port Gdynia in 2019  

 

Source: Authors, based on data from the terminals 

3.5. Intermodal terminals  

In 2019, 39 intermodal terminals operated on the Polish market. Their total storage area amounted to 

196,449 TEUs, and the declared throughput was over 9 m TEUs. Similarly to previous years, the largest 

terminals were located in Gdańsk and Gdynia, which accounted for nearly 60% of the throughput of  all 

the terminals located in Poland. 
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Tab. 28. Intermodal terminals located in Poland in 2019 

Name and location 
total terminal 

area [ha] 
storage area 

[TEU] 

annual 
throughput 

[TEU] 

Schavemaker Kąty Wrocławskie 6.5 3,800 200,000 

PCC Intermodal - PCC Brzeg Dolny 9.0 2,464 110,000 

Siechnice - Baltic Rail Container Terminal 1.0 1,445 15,000 

Lubelski Terminal Kontenerowy - Drzewce [Lublin Container Terminal - 
Drzewce] 

2.5 2,500 13,000 

Rail Terminal Rzepin 1.6 500 40,000 

PCC Intermodal – Terminal PCC Kutno 11.0 4,000 250,000 

Spedcont - Łódź Olechów Container Terminal 9.2 6,000 80,000 

Loconi Intermodal  Radomsko Container Terminal 6.4 2,500 100,000 

Erontrans Container Terminal in Stryków 1.6 2,000 32,000 

Erontrans Container Terminal in Radomsko 1.2 1,400 18,000 

Terminal Centrostal Łódź S.A. 6.2 6,000 72,000 

Brzeski Terminal Kontenerowy [Brzeg Container Terminal] 10.5 5,000 108,000 

PCC Intermodal - Terminal Kolbuszowa 1.0 400 16,000 

Loconi Intermodal Warsaw Container Terminal 8.0 2,000 100,000 

PKP Cargo Connect - Warsaw Container Terminal  6.8 3,000 100,000 

Metrans Pruszków Container Terminal 4.5 1,500 96,000 

PKP CARGO Centrum Logistyczne Medyka - Żurawica sp. z o.o.  [Logistics 
Centre] 

2.0 60 43800 

PKP Centrum Logistyczne  Małaszewicze [Małaszewicze Logistics 
Centre] 

14.1 2,000 223,830 

Andrex Logistics - Siemianówka 6.0 3,000 180,000 

Agrostop Małaszewicze 6.0 10,000 100,000 

Adampol - Małaszewicze 3.0 10,000 140000 

Europort – Małaszewicze Duże  13.0 1,300 80,000 

Deepwater Container Terminal DCT Gdańsk  74.0 64,000 3,250,000 

BCT- Baltic Container Terminal - Gdynia  66.2 20,000 1,200,000 

Gdynia Container Terminal 19.6 12,500 636,000 

Gdański Terminal Kontenerowy S.A. - Gdańsk  6.7 4,000 70,000 

Euroterminal Sławków Sp. z o.o.  91.0 3,500 284,810 

Metrans Terminal Dąbrowa Górnicza 16.0 1,400 233,600 

PCC Intermodal – Terminal PCC Gliwice 5.0 2,900 150,000 

PKP Cargo Connect -  Container Terminal - Gliwice 6.5 1,800 128,000 

Włosienica - Baltic Rail Container Terminal  10.0 780 50,000 

Terminal in Ełk - Nelport 5.8 1,000 6,800 

Cargosped Terminal Braniewo 13.6 0 40,000 

 Rail Hub Terminal Gadki - Metrans Polonia 32.0 1,500 385,400 

CLIP Logistics - Swarzędz 10.0 4,500 135,000 

Ostsped Intermodal - Szamotuły Container Terminal 2.0 1,200 100,000 

PKP Cargo Connect -  Container Terminal - Poznań Franowo 2.1 1,000 40,000 

DB Port Szczecin  12.7 3,500 150,000 

OT Port Świnoujście 20.0 2,000 70,000 

TOTAL 524.3 196,449 9,047,240 
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In 2019, the storage market recorded an increase in the supply of storage area of approx. 23% in 

relation to 2018. Thus, storage and manufacturing space resources reached the level of approx. 18.6 

m square metres. Warsaw and the surrounding areas are characterised by the highest potential in this 

respect (nearly 4.5 m sqm), followed by Upper Silesia with almost 3.5 m sqm, Central Poland with 

approx. 3.25 m sqm and Wrocław with 2.2. m sqm. The lowest supply of storage space can be found in 

the areas of Bydgoszcz and Toruń, where it is only around 350 thousand sqm.  

It is possible to trace correlations between storage and manufacturing space and the supply of storage 
area in intermodal terminals. The correlation rate, expressed in percent values, is calculated as a 
quotient of the intermodal terminal area and the storage space located in a given region, expressed in 
square metres. The correlation rate of potential was adopted using the following assumptions: 

• warehouse area expressed in square metres; 
• terminal storage area converted from TEU to square metres (TEU = 13.9 square metres); 
• terminal area was converted from storage area in TEU; 
• throughput was not taken into consideration, due to the fact that in each case it depends on 

the operational efficiency of administrators or the operational characteristics of individual 
locations. 

Looking at individual markets, we can see that the correlation rate may be 0 (as in the case of the 
Bydgoszcz and Toruń region, where no intermodal terminals are located, and the region is fully served 
by the terminals located in the Tricity region).  The highest correlation rate is recorded on the market 
of east Poland and in Białystok (889%), where storage area is smaller than in other parts of the country 
and the terminals located close to the eastern border are chiefly intended for the transshipment of 
intermodal cargo (due to the different track gauge size in Poland and Belarus). On the Tricity market, 
the storage area of intermodal terminals is nearly double the size of the warehouse area.  

Fig. 81. The location of storage and manufacturing space and storage area of intermodal terminals 
with correlation 

 

Source: Authors, on the basis of data from UTK and Rynek Magazynowy - podsumowanie 2019 [Storage market - 2019 
summary]. Cushman & Wakefield 

The correlation rate in the other regions of the country shows that the transshipment potential of 

terminals ranges from 1% in Western Poland (no terminals) to as much as 15% in Lublin and Kraków. 

In major industrial and logistics hubs of the country the rate ranges from 2% in Warsaw (the largest 
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warehouse market in Poland) to 4-5% in Upper Silesia, Poznań  and Wrocław. The regions with the 

highest rate within the country are Central Poland (10%) and Kraków (15%). However, the Kraków 

market is characterised by a low supply on the part of intermodal terminals. Central Poland has over 

3 m sqm storage space and 6 intermodal terminals with a total storage area of over 303 thousand sqm 

(nearly 22,000 TEUs).  

3.6. Rolling stock for intermodal transport  

As at the end of 2019, railway undertakings had 4713 wagons of various types for intermodal transport 

(including 43 wide-gauge wagons TB13 401). The wagon parks which belong to railway undertakings 

hold rolling stock of various designs and series. The dominant rolling stock for intermodal transport 

included four-axle wagons, accounting for approx. 66% of the total number of wagons held by railway 

undertakings, with a 27% share of six-axle wagons and 7% of two-axle wagons.  Wagons with 

a maximum speed of 120 km/h account for only 26% of the rolling stock. In terms of load capacity, 60-

foot wagons comprising 3 TEUs have a 53% share in the rolling stock. Wagons with an area allowing 

the transport of 40-foot and 45-foot containers account for 27% of the rolling stock (80- and 90-foot 

wagons). The remaining 20% include wagons allowing the transport of 2 TEUs.  

Fig. 82. The share of the rolling stock by the number of axles in 2019 
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Fig. 83. The share of the rolling stock by load capacity (TEU) in 2019 

 

The load potential of all wagons intended for intermodal transport reached the level of 14,742 TEUs in 

2019. The assessment of the potential was made based on the correlation between the cargo area 

expressed in TEU and the number of wagon turnarounds17 being the outcomes of the speed reached 

along railway lines of the stopover times spent on loading and unloading. It was assumed that wagons 

can potentially have 1 to 5 turnarounds in a week. 

The number of wagon turnarounds depends on the arrangement of the transport service, distance, 

speed along routes and the time spent on loading and unloading cargo at the terminals. The increasing 

train speed, efficient service at the terminals and optimum fleet management can help improve quality 

indicators, also in the area of optimising the number of wagon turnarounds.  

Fig. 84. The potential for intermodal wagon transport in correlation with the number of wagon 
turnarounds 

 

                                                                            

17 Wagon turnaround is the train route and travel time from departure from the station of origin to the 
return to the same station 
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Rolling stock potential in terms of cargo area is at a satisfactory level in Poland, In the current EU 

financial framework, as part of implementing investment projects covering intermodal transport, the 

market will gain about 3.4 thousand new wagon-platforms by 2023. Therefore, it can be estimated that 

the number of wagons will increase by approx. 8 thousand wagons in two years’ time. It will greatly 

improve the transport capacity of intermodal transport undertakings. 

3.7. Core operational parameters in intermodal transport 

The speed, average length and gross weight of the operated trains were analysed. Moreover, the 

distance of intermodal transport services was also indicated. 

The most important intermodal connections are operated along transport corridor RCF 5 from Polish 

ports to the interior of the country, and along corridor RCF 8, as part of transport along the New Silk 

Road. The analysis includes the trains operated along the aforementioned connections.  

Fig. 85. Average speed along main intermodal connections in 2019 

 

Source: Authors, based on data from SEPE PKP PLK. 

The speed of intermodal trains is one of the key quality indicators defining the operation of supply 

chains based on rail transport. The speed range structure is not satisfactory. For two thirds of trains, 

the speed was below 40 km/h.  
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Fig. 86. Speed ranges of intermodal trains in 2019 

 

Source: Authors, based on data from SEPE PKP PLK. 

One of the primary competitive advantages of rail is the possibility to transport a greater cargo weight 

and number of batches during a single trip. The length of trains is a vital operational indicator resulting 

in a potential improvement in competitiveness of intermodal rail transport in relation to road 

transport. The length of trains depends on the parameters of linear rail infrastructure and service 

facilities related to the maximum length of trains running along a given railway line and the type and 

the cargo area of wagons forming train sets. In 2019, the average length of trains operated as part of 

intermodal transport was 569 m. The share of trains with a length of over 700 m was marginal, while 

trains with a length of below 600 m were the largest group. 

Fig. 87. Share of intermodal trains by length in 2019. 

 

Source: Authors, based on data from SEPE PKP PLK. 

The main connections where the railway undertakings dispatched trains with a length of over 700 m 

from the Tricity include Gądki, Łódź Olechów, Radomsko, Terespol Pomorski and Warsaw. The launch 

of at least one train of such length points to the potential of these connections in respect of dispatching 

trains with a length close to 750 m.   
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Fig. 88. Intermodal connections where the length of trains exceeds 700 metres. 

 

Source: Authors, based on data from PKP PLK. 

The key range of the gross weight of intermodal trains is between 1000 and 2000 tonnes, followed by 

trains  under 1000 tonnes. Only about 2% of trains had a gross weight above 2000 tonnes. Intermodal 

trains are characterised by a much lower weight than trains used in bulk transport, often with a much 

higher value of the transported cargo. The parameter is also significant for the selection of proper 

locomotives and wagons, and directly translates into toll rates, or power and fuel consumption. 
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Fig. 89. The percentage share of gross weight ranges of intermodal trains in 2019 

 

 

Source: Authors, based on data from SEPE PKP PLK. 

Distances over which goods are transported represent a vital aspect for competition on the intermodal 

transport market. The longer the distance, the better the cost-effectiveness of a given rail transport 

service. The specific characteristics of the country and the location of major storage and manufacturing 

hubs are also of great importance here. In 2019, services performed along routes under 300 km 

accounted for over 50% of the total number of services, followed by routes between 300 and 600 km 

(36%) and routes longer than 600 km (10%). The dominant share of short distances results from the 

fact that transport services are provided along short sections between the eastern border of Poland 

and Małaszewicze, and between the western border and the Poznań area. 

 

Fig. 90. The percentage share of distances covered by intermodal trains in 2019 

 

Source: Authors, based on data from SEPE PKP PLK. 
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3.8. Intermodal international transport through the eastern border of 
Poland 

In 2019, over 7600 intermodal trains passed through Małaszewicze, the main eastern border crossing 

handling intermodal traffic. Approximately 3100 trains were used for transit transport through 

Rzepin/Oderbruke, a Polish-German border crossing.  Nearly 100% of all the trains operated for the 

purpose of transport services rendered as part of the New Silk Road project are served by terminals 

located in the area of Małaszewicze and Brest. 

 

Approx. 375.5 tonnes TEUs (over 214 thousand units) with a total weight of over 3.3 m tonnes were 

transshipped in the main terminals situated in Małaszewicze. The average weight of a single container 

was about 15.5 tonnes. 18% of the total transshipment volume was transported by road in 2019. 40-

foot containers accounted for over 98% of the transshipment volume, while the share of 20-foot 

containers was a little below 2%. 

Fig. 91. The transshipment structure in terms of unit size in 2019. 

 

20-foot 
containers 1,7%

40-foot 
containers 

98,3%



   

 

 

Intermodal transport 

113 

Fig. 92. The share of individual transport sectors in handling units in 2019. 

 

 

The data from terminals in Małaszewicze point to a substantial potential for the growth of rail 

transport from this area. It should be noted that the transshipment area in Małaszewicze can increase 

its capacity in the coming years. It is vital due to the development of the New Silk Road concept 

mentioned above, thanks to which the spending of funds, i.a. as part of EU Funds, can potentially boost 

trade activities. The Małaszewicze area is critical, but in 2019 trains were also dispatched through 

other crossings on the eastern border. One of them is the Ukrainian border, which is crossed by train 

sets carrying containers dispatched along the PKP LHS wide-gauge line. The line has the potential to 

become a key route of trade with Eastern European countries and some Asian countries, but in the 

future it can also play a more significant role in intermodal transport over a distance exceeding 300 km 

between locations situated along the LHS line. In 2019, an opportunity emerged to dispatch trains from 

the border crossing in Braniewo. 
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4. Railway infrastructure 

4.1. The operations of infrastructure managers 

In compliance with the Rail Transport Act, in the wording as applicable since 2019, the railway 

infrastructure manager is an entity responsible for managing railway infrastructure or, in the case of 

building new infrastructure, an entity dealing with its construction as the project owner. 

In addition to the main infrastructure manager PKP PLK, the following standard-gauge infrastructure 

managers operated in Poland: CTL Maczki-Bór, DSDiK, Euroterminal Sławków, Infra SILESIA, 

KP Kotlarnia – Linie Kolejowe, Pomorska Kolej Metropolitalna, PMT Linie Kolejowe, CARGOTOR, JSK 

and UBB Polska. There are also infrastructure managers on the market which are only in charge of side-

tracks, and entities which combine the functions of managers and railway undertakings through 

managing railway infrastructure and performing rail transport along lines designated solely for urban 

or suburban rail transport, and wide-gauge lines. The latter include: 

• PKP SKM – the manager and railway undertaking which also has a duty to provide access to 
infrastructure for licensed railway undertakings; 

• WKD – the manager and railway undertaking which does not provide access to infrastructure 
for railway undertakings; 

• PKP LHS – the manager and railway undertaking which does not provide access to 
infrastructure for railway undertakings. 

Side-track users constitute a particular group of railway infrastructure managers. In compliance with 

the statutory definition, side-track users are infrastructure managers which are not in charge of any 

railways routes other than side-tracks.  Users of generally accessible side-tracks include PGE 

Górnictwo i Energetyka Konwencjonalna Lublin Wrotków, PTS Betrans, Track Tec and Wagon Opole. 

Furthermore, users of narrow-gauge railways can combine the function of a manager and a railway 

undertaking. 

In 2019, no major disputes regarding the provision of access to railway infrastructure between 

infrastructure managers and railway undertakings were reported. In the vast majority of cases, the 

terms and conditions regarding railway infrastructure, as laid down in agreements on the granting and 

use of capacities, were determined jointly by concerned parties, with no need for regulatory bodies to 

intervene. Only the following two cases had to be settled by the President of UTK: 

• a dispute regarding the use of capacities between Euroterminal Sławków and PKP Cargo. The 

President of UTK, inter alia, clearly indicated that the infrastructure manager cannot impose 

an obligation on railway undertakings to perform train shunting services. In consequence, the 

costs of additional services should be incurred by the railway undertaking only when it has 

made a prior order for such services to be performed; 

• a dispute between PKP PLK and Arriva. The President of UTK, by way of his decision, allowed 

the infrastructure manager to increase the contractual penalties imposed on railway 

undertakings for changing the technical parameters of trains without observing the applicable 

procedure. As the obligation to report changes in the technical parameters of trains and to 

include them in Supplementary Timetables, which are then provided, e.g., to train drivers, 

dispatchers or gatekeepers, contributes to increased safety of rail transport, the President of 

UTK agreed with the statement that such penalties might be increased to further mobilise 

railway undertakings.  

In the previous year, the President of UTK also received information on some arrears in payments due 

from railway undertakings to railway infrastructure managers. However, once the final dates of 

payment were set by infrastructure managers, the applicable payments were usually made. In a few 

cases, infrastructure managers requested the President of UTK to grant his consent to terminating 
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agreements on the use of railway infrastructure. In 2019, the President of UTK, having considered such 

requests, granted the consent in three such cases. These concerned railway undertakings operating 

within the PKP PLK network and the CARGOTOR network. 

As regards other areas of railway infrastructure management, a dispute was reported between HMT 

Polska and ArcelorMittal Distribution Solutions in Gdańsk concerning the dismantling of a railway 

road which allowed for metallurgical products to be transported through railways. As the case 

concerned tracks situated in an industrial area, the infrastructure manager (HMT Polska), having 

performed illegal dismantling, deprived an industrial plant of access to railway infrastructure. The 

dispute highlighted a problem of the possible dismantling of railway road fragments, which has 

emerged on the Polish market, without observing the applicable procedures, which may eventually 

result in a limited use of rail transport with negative economic consequences. The dismantling 

procedure is described in Article 38ba of the Rail Transport Act, under which the infrastructure 

manager, prior to requesting the consent for dismantling a railway road or a side-track, should take 

certain measures. These include conducting an analysis of increased revenues and decreased costs of 

infrastructure management, and notifying competent bodies and entities of the intent to dismantle a 

railway road or a side-track. Unless the procedure is discontinued by the authorised bodies, the 

manager may request the Minister of Transport to grant the consent to such dismantling.  This 

procedure should also apply to any tracks that are used to access service facilities, side-tracks or 

private railway infrastructure. The President of UTK issued a relevant administrative decision, finding 

that HMT Polska had violated regulations on rail traffic. The decision gave rise to amendments in the 

national provisions regarding the dismantling procedure pertaining to railway roads and side-tracks. 

4.2. Employment by infrastructure managers 

As at the end of 2019, infrastructure managers employed 40,617 people, i.e. by 319 people (0.8%) more 

than in 2018. This change was associated mainly with an increase in employment at the largest 

infrastructure manager, i.e. PKP PLK (267 individuals), with 96.2% of all people employed by 

infrastructure managers being hired by that company. A significant rise in employment was also 

recorded by JSK which hired 44 new employees (a rise of 23.7%).  

In contrast, Infra SILESIA reduced the number of employees; at the end of 2019, it hired 15 people 

fewer than in the corresponding period of the previous year.  WKD and UBB, as well as side-track users, 

were not included in the list. 

Fig. 93.  Employment in the infrastructure management sector in 2010-2019 

 

Employees dealing directly with train traffic accounted for nearly 50% of all individuals employed with 

infrastructure managers. These include traffic controllers, signallers, control engineers, level crossing 
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attendants, track supervisors, train drivers, railway vehicle drivers, adjusters, train managers, train 

inspectors and shunters, whose scope of duties is regulated by the applicable provisions. Compared to 

2018, the number of licences to perform regulated professions grew from 19,885 to 20,039 (i.e. by 

0.8%). 

Traffic controllers comprised the most numerous group although their number dropped by 124 

(-1.4%). In contrast, the biggest increase was recorded among train drivers whose number grew by 275 

(63.8%). It should be noted that the marked growth in employment among train drivers, as at 

31 December 2019, resulted from reassigning some PKP PLK employees to that position.  Position 

reassignment took place if the analysis of professional duties revealed that train driver duties were 

prevalent in a given case18.  

Tab. 29. Employment structure with regard to regulated professions at infrastructure 
managers in 2018-2019  

regulated professions 
year 

2019/2018 change 
2018 2019 

in total 19,885 20,039 +0.8% 

traffic controller 8,852 8,728 -1.4% 

signaller 5,001 4,978 -0.5% 

control engineer 2,177 2,217 +1.8% 

level crossing attendant 1,921 1,915 -0.3% 

track supervisor 1,427 1,440 +0.9% 

train driver 431 706 +63.8% 

railway vehicle driver 35 25 -28.6% 

train manager 15 16 +6.7% 

adjuster 19 8 -57.9% 

rolling stock inspector 7 6 -14.3% 

shunter no data 1  

                                                                            

18 These changes resulted from entry into force of the Regulation of the Minister of Infrastructure and Development of 10 
February 2014 on train driver certificates and from amendments to the Corporate Collective Labour Agreement for Employees 
of PKP Polskie Linie Kolejowe S.A. made in 2018 (inter alia, introducing a train driver position in connection with the 
aforementioned Regulation). Once train driver certificates were issued, the organisational units of PKP PLK conducted analyses 
of professional duties for particular work shifts and, if justified, decided on the reassignment into a train driver position. 
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Tab. 30. Age structure of all employees hired by infrastructure managers in 2018-201919  

year age structure employees 
under 30 

employees 
aged 30 to 50 

employees 
over 50 

2018 
in full-time equivalents 4,782 16,777 18,736 

percentage share 11.9% 41.6% 46.5% 

2019 
in full-time equivalents 4,915 16,419 19,211 

percentage share 12.1% 40.5% 47.4% 

2019/2018 change +2.8% -2.1% +2.5% 

The age structure of infrastructure managers is characterised by a high number of employees older 

than 50. In 2018, they accounted for 46.5% of all employees by FTE, and in 2019, their share increased 

to 47.4%. The number of employees under 30 also increased. In 2018, their number corresponded to 

4,782 FTEs, and in 2019 to 4,915 FTEs (a rise of 133 FTEs, i.e. by 2.8%). The share of those persons 

changed insignificantly from 11.9% in 2018 to 12.1% in 2019. In contrast, the number of employees 

aged 30-50 by FTE dropped from 16,777 to 16,419 (i.e. by 2.1%). 

 

4.3. Financial results of infrastructure managers  

In 2019, as in previous years, railway undertakings recorded an increase in both revenue and operating 

costs. The increase in costs amounted to 9.5% in relation to 2018, while revenue rose by 12.7% in the 

corresponding period. In 2019, the difference between revenue and operating costs decreased and 

was under PLN 1 bn (PLN 995 m), while in 2018 it was over PLN 1.07 bn.   

                                                                            

19 Age structure calculated on the basis of FTEs for railway operations from 1 January to 31 December 2018. and from 1 January 
2019 to 31 December 2019. FTE (Full Time Equivalent) should be interpreted as the total number of hours (including overtime) 
worked in a given job position divided by the average number of hours worked annually in a full-time position. 
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Fig. 94. The operating performance of infrastructure managers (in PLN billion) in 2010-2019 

 
In 2019, three railway infrastructure managers (Cargotor, Euroterminal Sławków and PMT Linie 

Kolejowe) improved their financial results, in comparison to 2018 profits, by approx. 50% in average 

terms, which triggered a pro rata increase in the sales and operating profits. Moreover, in 2019, the 

activity of one of the infrastructure managers (PKM) began to generate profits and another manager 

(KP Kotlarnia Linie Kolejowe) managed to decrease the level of generated losses.  

In 2019, PKP PLK received subsidies from the state budget and the Railway Fund, amounting to PLN 

3.9 bn in total, intended for infrastructure maintenance. In consequence, the resources at the 

infrastructure manager’s disposal were by PLN 700 m higher than in 2018. 

As revealed by the infrastructure managers’ cost structure analysis, the biggest outlays are incurred 

on employee benefits. The payroll costs account for 41.1% of the total costs incurred by infrastructure 

managers. The shares of third-party services and amortisation and depreciation in total costs are 

comparable – 26% and 24.9%, respectively.  

Fig. 95. The cost structure of the operations of infrastructure managers in 2019  
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4.4. Railway line parameters 

The length of the railway lines operated in 2018 by all infrastructure managers, including standard-

gauge and wide-gauge railways, was 19,503 km, which indicates a growth of 155 km as compared to 

2018. 

The largest infrastructure manager (PKP PLK) had 18,680 km active lines – by 144 km more than in 

2018. Also, 1,858 km lines placed out of service were managed by that entity. In total, the company 

managed 20,538 km lines (41 km less than in 2018).  

The longest wide-gauge network (394.65 km) was managed by PKP LHS. Wide-gauge lines in Poland 

are also managed by other three entities: PKP PLK (141.3 km), Euroterminal Sławków (4.5 km) and 

CARGOTOR (28.5 km). As regards CARGOTOR, this is line 450 authorised in 2019. 

Fig. 96. The structure of railway lines operated in Poland in 2019 by track gauge (in km) 

  

 

Fig. 97. The structure of railway lines operated in Poland in 2019 by  electrification level  (in km) 

 

 

The length of electrified railway lines operated by all infrastructure managers in Poland increased by 

113 km from 11,904 km in 2018 to 12,017 km in 2019. In the case of wide-gauge lines, similarly as in 

the previous year, only 14 km were electrified. This was line 92 in the Podkarpackie Province, between 

Przemyśl Główny and Medyka stations.  
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Fig. 98. The structure of railway lines operated in Poland in 2019 by the importance of a line (in km) 

 

Lines of state importance in 2019 were managed solely by PKP PLK. They accounted for 69% of the 

lines operated by that company and for 65% of all lines in Poland. The length of the lines of state 

importance that were in operation increased by nearly 100 km in comparison to 2018. 

Fig. 99. The structure of railway lines operated in Poland in 2019 by the number of tracks (in km) 

 

At the end of 2019, the total length of double-track lines that were in operation amounted to 8,813 km, 

which corresponds to a rise of 63 km in comparison to 2018. Single-track lines still account for the 

majority of railway lines in Poland, which causes frequent problems with their throughput. 

A substantial majority (91%) of double-track lines are electrified, while non-electrified tracks prevail 

among single-track lines (62%). As regards wide-gauge lines, all of them are single-track lines. 

The average density of railway lines was 6.24 km/100 sq. km in 2019, in comparison to 6.19km/100 sq. 

km in 2018. The railway network density in the respective provinces, measured in km of lines per 

100 sq. km of area, remained at a similar level in 2019. The highest growth in the length of lines was 

observed in the Warmińsko-Mazurskie and Lubelskie Provinces, amounting to 54 km and 32 km, 

respectively, while the sharpest drop was recorded in the Silesian Province (17 km). The highest 

density of lines occurred in the Śląskie Province (15.7km/100 sq. km) and the lowest in the Podlaskie 

Province (3.8 km/100 sq. km). Among all provinces, the largest proportion of the railway network 

length is held by the Śląskie Province (9.9%) and the lowest by the Świętokrzyskie Province (3.7%). 

 

lines of state 
importance

12 713
65%

other
6 790
35%

8813
double-track

45%

10689
single-track

55%



 

 

 

122 

 

Fig. 100. The structure of railway tracks operated in Poland in 2017-2019 by accessible 
speed 

 

The share of line sections with speed limits of 60 km/h declined. At the same time, the share of line 

sections with speed limits from 80 to 120 km/h increased to 45.7% (by 1.8 percentage point). In the 

case of inter-province passenger connections, this is often insufficient for the provision of services. The 

required train speed for this type of connections is from 120 to 160 km/h. In Poland, there is still a high 

proportion of tracks with the lowest parameters with regard to accessible speed. In 2019, tracks with 

a maximum speed up to 60 km/h and in a range from 60 to 80 km/h accounted for 38% of all railway 

lines in total. 
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Fig. 101. The structure of railway tracks operated in Poland in 2017-2019 by permissible axle 
load (in kN) 

 

In 2019, the share of railway lines with a permissible axle load of 221 kN amounted to 60.4%. Despite 

the increasing share of such line sections, over 25% of all lines still feature sections with a permissible 

axle load below 200 kN.  

4.5. Service facilities 

As defined in the Rail Transport Act, a service facility is a structure together with land on which it was 

built, as well as installations and devices, intended entirely or partly for the provision of one or more 

services20. Service facilities should be made available by operators on equal and non-discriminatory 

basis to all railway undertakings which apply for access to them. The facility’s operator must draw up 

rules and regulations of access to the facility, a price list and statutes of the facility. 

Since 2017, the President of UTK has kept the Register of Service Facilities which contains data on 

individual facilities and the terms and conditions of providing access to them. Currently, 4,318 facilities 

are accessible for railway undertakings, including loading and unloading stations (including cargo 

terminals), passenger stations, rolling stock repair and servicing stations, and other train service 

stations. 

  

                                                                            

20 The services were characterised in Pars. 2 and 3 of Appendix 2 to the Rail Transport Act. 
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Fig. 102. Loading and unloading of cargo (608 facilities) 

 

Fig. 103. Repair and servicing of rolling stock (127 facilities) 
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Fig. 104. Passenger service (3,270 facilities, including 2,650 PKP PLK stations which are accessible 
within the framework of minimum access) 

 

Fig. 105. Train service (313 facilities) 
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Most service facilities (as at 2019) were made accessible by: 

• PKP PLK – loading and unloading of cargo - 462 facilities; 

• PKP Cargo – repair and servicing of rolling stock – 39 facilities; 

• PKP S.A. – passenger service – 554 facilities; 

• PKP PLK – train service – 168 facilities. 

Taking into consideration the total number of service facilities, access to most facilities (630) is 

provided by PKP PLK.  

Information on service facilities is updated and verified on an ongoing basis, which guarantees assess 

to reliable data on the facilities managed by entities operating on the rail market. 

On 10 July 2019, the Court of Justice of the European Union (CJEU) issued a decision which had a 

significant impact on the functioning of one particular type of service facilities – namely, passenger 

stations. Formally, the decision is binding only on the parties to the proceedings. However, the CJEU 

duty is to ensure a uniform interpretation of the law across the European Union. In its decision, the 

CJEU found that the payment for access to platforms falls within the minimum package of access to 

railway infrastructure. The standpoint presented in the CJEU decision was distinct from previous 

practices commonly applied by most passenger station operators in Poland, which provided access to 

platform infrastructure on the principles as applicable to service facilities. The reference decision was, 

therefore, very important as it forced a different approach to providing access to platforms, which had 

a direct impact on the level of payments incurred by railway undertakings.  In consequence of the CJEU 

decision, PKP PLK and PKP SKM in Tricity excluded platforms from their rules and regulations 

governing access to service facilities. A similar change was also made by PKP S.A. which currently 

manages mainly railway stations, but prior to the CJEU decision, it also provided access to platforms at 

Warszawa Centralna, Warszawa Śródmieście and Warszawa Wileńska stations, treating them as 

service facilities.  

In view of the reference decision, the President of UTK conducted administrative proceedings against 

PKP SKM in Tricity and PKP S.A., as well as reviewed the issue of providing access to platforms by PKP 

PLK as part of the already conducted proceedings. These measures were aimed at verifying whether 

passenger station operators were acting in compliance with the interpretation of the rule of law as 

adopted by the CJEU. As the operators made the necessary changes in the course of those proceedings, 

the President of UTK found no irregularities in this respect.  

In 2019, the issue of providing access to passenger stations for railway undertakings was also 

reviewed. In compliance with the Rail Transport Act, a railway undertaking obtains the right to use the 

services rendered within a given facility (a passenger station) upon concluding an agreement with the 

operator, the provisions of which stipulate, in particular, the rights and obligations of both the operator 

and the railway undertaking related to provided services. Most railway undertakings operating on the 

domestic rail market concluded such agreements, inter alia, in connection with using passenger 

checkout space or space intended for additional commercial information. However, last year, three 

railway undertakings refused to sign the agreements referred to in Article 36c of the Rail Transport 

Act with railway station operators, presenting other interpretations of the term ‘passenger checkout 

space’ and referring to the agreements signed with PKP PLK on the use of railway infrastructure which 

envisaged, inter alia, access to platform infrastructure. As no settlement was reached between the 

passenger station operators and the railway undertakings, the President of UTK conducted 

administrative proceedings during which he held a firm standpoint that as long as the passengers using 

services of a given railway undertaking can use the railway station (e.g. while waiting for the train or 

purchasing a train ticket), that undertaking is obliged to enter into such agreement. In early 2020, the 

Provincial Administrative Court in Warsaw issued a decision upholding the standpoint presented by 

the President of UTK.  
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On the intermodal transport market, a dispute occurred between the DCT terminal operator and 

operators belonging to the Polish International Freight Forwarders Association (PISiL). More 

specifically, the handling charge for railway service imposed by DCT Gdańsk for organisers of 

intermodal transport raised controversies. The Polish International Freight Forwarders Association 

stated that the charge was indeed illegal, and any activities claimed by DCT to have constituted 

grounds for it being imposed were not performed for the benefit of the intermodal operators that were 

not clients of the terminal. Despite negotiations held by the parties and an attempt at reaching an 

agreement, the dispute has not been resolved yet. One of the parties to the dispute filed a complaint 

with the President of UTK regarding the handling charge; however, no violation of rail regulations was 

found in the course of preliminary investigation. The change is collected from applicants while the 

provisions governing access to service facilities, as well as supervision of such access by the President 

of UTK, merely concern rendering access to service facilities for railway undertakings. The definition 

of the railway undertaking is narrower than that of the applicant, and it does not cover organisers of 

intermodal transport. Nonetheless, the President of UTK committed to work out a compromise 

between the parties to the dispute for the benefit and development of rail transport. He also requested 

the Minister of Infrastructure to amend the applicable legal regulations. 

Another dispute regarding access to sea ports infrastructure broke out in Świnoujście. One of the 

railway undertakings did not agree with the rules and regulations established for the OT Port 

Świnoujście facility, which did not expressly indicate that the railway infrastructure comprising that 

facility was port infrastructure, within the meaning of the Act of 20 December 1996 on Seaports and 

Harbours (importantly, in the provisions binding in 2019, such qualification was very important as it 

affected the mode of collecting charges for access to the facility). In consequence, administrative 

proceedings were conducted in the course of which the President of UTK found some irregularities, 

the most significant one involving the operator’s failure to specify the elements of railway 

infrastructure simultaneously constituting port infrastructure. The President of UTK ordered that 

changes be made to the rules and regulations of the OT Port Świnoujście facility. 

4.6. Infrastructural investments and the interoperability of the rail system  

Infrastructure investments aimed at adjusting railway infrastructure to interoperability requirements 

foster increased competitiveness of the rail market relative to other types of transport.  

They also contribute to better performance parameters of the PKP PLK railway network which, in turn, 

facilitates meeting passengers’ expectations by reducing travel times and improving rail transport 

safety and comfort of travel. This also has an impact on freight transport, and in particular on 

eliminating barriers in that field.  

 

In 2019, the number of PKP PLK modernisation projects aimed at improving performance parameters 

of railway lines, or projects involving the construction of new infrastructure, requiring an authorisation 
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for placing a structural subsystem in service, was insignificant. In 2019, the President of UTK issued 12 

authorisations for placing subsystems of permanent installations in service, half of which applied to 

procedures initiated before 2019.  

Tab. 31. Structural subsystems of permanent installations authorised by the President of 
UTK in 2019 

No. 
line 
No. 

section chainage subsystem status 

1. 8 Warszawa Okęcie - Radom 100.850 – 104.250 infrastructure modernisation 

2. 14 Zduńska Wola - Sieradz 41.519 – 60.763 

Track-side 
Control-

Command 
and Signalling 

modernisation 

3. 353 
Poznań Wschód – Kobylnica 

Kobylnica – Biskupice 
Biskupice - Pobiedziska 

0.700 – 21.371 

Track-side 
Control-

Command 
and Signalling 

modernisation 

4. 

1 Warszawa Zachodnia – Koluszki 3.900 – 104.918 Track-side 
Control-

Command 
and Signalling 

modernisation 

17 Koluszki – Łódź Widzew 26.400 – 7.200 

5. 

91 

Kraków Zabłocie – Kraków Krzemionki 

1.988 – 2.409 

infrastructure 

construction 
of an 

interchange 
track/ 

modernisation 

94 0.967 – 1.862 

603 6.011 – 6.639 

624 0.000 – 1.352 

6. 747 Szymany – Szymany Lotnisko 0.000 – 1.569 infrastructure modernisation 

7. 21 Warszawa Wileńska - Zielonka 0.710 – 9.206 energy modernisation 

8. 4 Opoczno Południe - Olszamowice 94.040 – 122.500 energy modernisation 

9. 4 Idzikowice – Opoczno Południe 82.989 – 90.956 energy modernisation 

10. 

6 Zielonka – Kuźnica Białostocka 14.254 – 71.800 
Track-side 

Control-
Command 

and Signalling 

modernisation 449 Warszawa Rembertów - Zielonka 12.355 – 21.315 

21 Warszawa Wileńska - Zielonka 9.206 – 19.652 

11. 

278 Węgliniec – Zgorzelec* 0.386 – 27.130 

energy modernisation 

274 Wrocław Świebodzki – Zgorzelec* 202.034 – 202.455 

12. 

278 

Węgliniec – Zgorzelec** 

0.000 – 27.130 

274 202.034 – 202.535 

* - the authorisation covers the traction network 



   

 

 

Railway infrastructure 

129 

** - the authorisation covers the power supply system to the traction network  

A major role in the process of adjusting railway infrastructure to interoperability requirements is 

played by notified bodies which assess investments in terms of compliance with the essential 

requirements laid down, inter alia, in the technical specifications for interoperability (TSI) or in the 

national technical requirements (NTR). It is important for the entire rail market that the work of 

notified bodies is performed in observance of the highest quality and precision standards.  

At the turn of 2018-2019, the President of UTK established cooperation with notified bodies with the 

aim of developing good practices intended for universal application. This allowed for the number of 

errors made in the course of assessments by notified bodies to be reduced, and for uniform standards 

to be complied with. The catalogue of operating principles for notified bodies, drawn up by UTK, serves 

as a set of guidelines for daily activities related to EC verification processes. The developed solutions 

were approved by all participating bodies which made a commitment regarding their compliance with 

said principles. 21 

Progressing dynamically, railway investments require prompt access to railway products and 

construction materials. Sometimes, for economic reasons, it appears justified to use reclaimed 

products. Some doubts appeared on the rail market as to whether, and in what way, such reclaimed 

products could be used in current investments. The President of UTK provided clarifications to these 

doubts in his opinion of 20 August 2019 on assessing the compliance of structural subsystems in which 

reclaimed railway products were used, which had been consulted with rail market players 22 . The 

President of UTK concluded that the reclaimed railway products which are suitable for reuse could be 

used in the subsystem as long as it complied with essential requirements.   

Another problem reported by rail market players concerned assessing the compliance of the “Energy” 

structural subsystem and related doubts about the rules of assessing individual parameters of TSI ENE. 

Given the above, the President of UTK released his statement on 2 April 2019 on the “Energy” 

structural subsystem 23  verification in the context of investments covering modernisation of the 

traction network alone, the power supply system alone or both these elements. At the next stage, it 

proved necessary to ensure the proper functioning of the “Energy” structural subsystem through a 

clear-cut definition of PKP PLK or PKP Energetyka’s role in the course of performing EC verification 

procedures. Through tripartite talks attended by representatives of UTK, PKP PLK and PKP 

Energetyka, it was found that PKP PLK was authorised to conduct the EC verification procedure for 

the railway infrastructure under its supervision, i.e. the traction network, while PKP Energetyka was 

authorised to conduct the EC verification procedure for the “Energy” structural subsystem including 

traction power supply. 

Interoperability of infrastructural investments is extremely important for passengers using railway 

stations or platforms. In this regard, activities performed by PKP PLK, which manages the biggest 

number of platforms across the country, and investments implemented by PKP S.A., the owner of 

several hundred railway stations, are particularly important. 

In 2019, PKP S.A. concluded an agreement with the Centre for EU Transport Projects for the 

modernisation of 59 railway stations, its total value exceeding PLN 605 m, including the EU grant of 

PLN 412 m.24  

                                                                            

21 The catalogue of operating principles for notified bodies, drawn up by UTK, provides indications for their daily activities 
related to EC verification processes. It also provides guidelines for infrastructure managers and modernisation contractors 
regarding the scope of cooperation with notified bodies. The catalogue is available on:  
https://www.utk.gov.pl/pl/aktualnosci/14860,Wytyczne-dla-jednostek-notyfikowanych.html 
22 https://www.utk.gov.pl/download/1/50735/Stanowiskowswyrobowstarouzytecznych.pdf 
23 https://www.utk.gov.pl/download/1/48390/StanowiskoPrezesaUTKdotweryfikacjiukladuzasilania.pdf 
24 https://www.transport-publiczny.pl/mobile/412-mln-zl-dofinansowania-dla-59-dworcow-60447.html 
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In 2018 and 2019, the President of UTK took measures which directly translated into increased 

accessibility of rail transport services for people with limited mobility. A letter was sent to PKP S.A. 

indicating, inter alia, how the provisions of tender documents should be changed in order to ensure the 

railway infrastructure adjustment to interoperability requirements in the field of accessibility of 

railway stations, platforms and public zones for people with limited mobility (TSI PRM). The applicable 

provisions were adjusted by the company, and in the 2nd half of 2019, PKP S.A. concluded framework 

agreements regarding EC verifications which may concern even 100 railway stations.  

Initiating a review of the national technical requirements for structural subsystems was one of the 

principal and underlying tasks of the President of UTK in 2019. The updated List of the President of 

UTK was in 2020 notified to the European Commission. This task was implemented given the need to 

adjust and update NTR to Directive 2016/797/EU, which involved removing contradictory or 

clarifying provisions included in the national requirements. 

In 2019, the European Commission introduced amendments to TSI, and in particular to TSI CCS, by 

adding the axle counter as an interoperability component. These amendments have triggered the need 

for the producers of such devices to obtain certificates for this interoperability component, based on 

which they can draw up EC declarations of conformity or suitability for use of the interoperability 

component. Moreover, axle counters, as interoperability components, are also subject to the EC 

verification of the “Track-side Control-Command and Signalling” structural subsystem, conducted by 

notified bodies. 

The European Commission plans to revise all TSI in 2022. 

 

4.7. The implementation of ERTMS within the Polish railway network 

ERTMS is crucial for improved safety and increased competitiveness of rail transport. The 

implementation of ERTMS in Poland is among the priority projects envisaged in the Strategy for 

Responsible Development for the period up to 2020 (including the perspective up to 2030),25 adopted 

by way of the Council of Ministers resolution. The Strategy for Sustainable Development of Transport 

of 24 September 2019,26 also adopted by way of the Council of Ministers resolution, states that  the 
implementation of ERTMS within the Polish railway network will significantly improve the railway network 
throughput, ensure interoperability with the EU railway network, improve safety in rail transport and improve 
passengers' comfort (e.g. by reducing travel times). 

The strategy for ERTMS deployment was presented in several documents, both at the European and 

national level. 

The ERTMS European Deployment Plan 

The European Deployment Plan contains the ERTMS implementation schedule in the core network 

corridors referred to in the regulation on core network corridors. A core network corridor is 

considered equipped with ERTMS when ERTMS is authorised for the placing in service (Article 2(2) of 

the European Deployment Plan). There are two core network corridors running across Poland: Baltic 

– Adriatic and North Sea – Baltic. Maps illustrating the ERTMS implementation scheme on various 

sections of the Polish railway lines which comprise these corridors are presented below.  

At the end of December 2019, the provisions of the European Deployment Plan (regarding the sections 

to be placed in service by 2018) were implemented only within the GSM-R system for railway lines Nos. 

1 and 17, along the section between Warsaw and Łódź.  

                                                                            

25 https://www.gov.pl/documents/33377/436740/SOR.pdf 
26 https://www.gov.pl/attachment/8ca82ea2-ddf5-4cff-8bfc-b7d7bfb1237b 
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Fig. 106. The ERTMS implementation schedule for the Baltic – Adriatic corridor (RFC 5) 

 

Source: Strategy for ERTMS deployment at the European level 

As regards the Polish section of the Baltic – Adriatic corridor, ERTMS was to be implemented by 2018 

along the following railway lines: 

• railway lines Nos. 9 and 202 Warszawa Wschodnia – Gdynia Główna – the implementation 
deadline was not met, but the investment was completed; in mid-2019, PKP PKL applied to the 
President of UTK for issuing an authorisation for placing the subsystem in service; 

• line No. 1 Warszawa Zachodnia – Grodzisk Mazowiecki – regarding GSM-R, the President of 
UTK issued an authorisation for placing the system in service in 2019; regarding ETCS, the 
implementation deadline was not met and the investment has not been completed yet. 

As at the date of publishing the European Deployment Plan, ERTMS for the RFC 5 corridor had already 

been implemented and operated along railway line No. 4 Zawiercie – Grodzisk Mazowiecki. 
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Fig. 107. The ERTMS implementation schedule for the North Sea – Baltic corridor (RFC 8) 

 

Source: Strategy for ERTMS deployment at the European level 

In compliance with the European Deployment Plan, ERTMS was to be launched along railway line No. 

1 Warszawa – Grodzisk Mazowiecki by 2018. 

In July 2019, the President of UTK issued an authorisation for placing the “Track-side Control-

Command and Signalling” structural subsystem in service as regards the development of the GSM-R 

system along railway line No. 1 Warszawa – Koluszki (approx. 100 km of railway lines). The 

development of ETCS equipment is still ongoing. The investment is planned to be completed, and the 

authorisation for placing in service to be obtained, by the PKP PLK at the end of 2021. 

The implementation of the European Deployment Plan is, therefore, significantly delayed. The delay in 

GSM-R implementation is less significant than that of ETCS, but this is of limited importance for 

achieving the benefits from ERTMS implementation. Digital voice communication in Poland is to be 
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simultaneously launched within the whole network, while data transmission via GSM-R will remain 

useless as long as ETCS is not deployed. 

The National Implementation Plan for Control-Command Signalling TSI in Poland 

More detailed assumptions to ERTMS implementation in Poland were outlined in the National 

Implementation Plan which contains the ERTMS implementation deadlines for various sections of 

railway lines in Poland.  

ETCS 

In compliance with the National Implementation Plan in the part concerning ETCS, the implementation 

of ETCS along 681 km of railway lines was to be completed by the end of 2019 (implementation in 

2017-2018, with no launching in 2019).  

Tab. 32. ETCS implementation in 2017-2018 as envisaged in the National Implementation 
Plan vs. actual implementation status 

No. 
line 
No. 

section 
length 

[km] 
ETCS 
level 

year of NIP 
implement

ation 

investment 
status 

1. 132 Opole Zachodnie - Wrocław Brochów 72 L2 2017 approved 

2. 275 Wrocław - Nowy Dwór Miłkowice 64 L2 2017 approved 

3. 356 Poznań Wschód - Wągrowiec 51 L1 LS 2017 approved 

4. 1 Warszawa Zachodnia - Koluszki 101 L2 2018 

under 

implementation 
(2021) 

5. 9 Warszawa Praga - Gdańsk Główny 311 L2 2018 
under 

implementation 

(2020) 

6. 17 Łódź Widzew - Koluszki 19 L2 2018 

under 

implementation 
(2021) 

7. 202 Gdańsk Główny - Gdynia Chylonia 27 L2 2018 

under 

implementation 
(2020) 

8. 226 
Pruszcz Gdański - Gdańsk Port 

Północny 
11 L1 2018 

under 
implementation 

(2021) 

9. 260 Pszczółki - Pruszcz Gdański 11 L2 2018 

under 

implementation 
(2021) 

10. 456 Warszawa Praga - Chotomów 14 L2 2018 

under 

implementation 
(2021) 

Source: National Implementation Plan and PKP PLK 
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27.5% of the ETCS projects planned for 2017-2018 had been implemented by the end of 2019 

(corresponding to 187 km of the planned 681 km). The investments which were planned to be 

completed in the reference period, and were actually placed in service under an authorisation issued 

by the President of UTK, are investments comprised in the E30 corridor including the following railway 

lines: 132, 275 and 356. 

The remaining projects which were to be completed by 2018, in compliance with the National 

Implementation Plan, are currently under implementation. As regards railway lines Nos. 9 and 202 (i.e. 

approx. 340 km), procedures before the President of UTK for issuing an authorisation for placing the 

“Track-side Control-Command and Signalling” structural subsystem in service, as regards ETCS (as 

well as GSM-R), were launched in 2019. 

Based on the PKP PLK data, the planned date for placing in service the ETCS developed along railway 

lines Nos. 1, 17, 226, 260 and 456 is the end of 2021.  

At the same time, PKP PLK, as a company in charge of implementing ERTMS in Poland, has commenced 

investments regarding ETCS along most railway lines in Poland which, as envisaged in the National 

Implementation Plan, should be implemented by 2023.  

In addition, PKP PLK is planning to equip railway lines Nos. 351 Poznań – Szczecin) and 8 (Warszawa – 

Radom) with ETCS by 2030 while the National Implementation Plan has envisaged this investment to 

be completed by 2023.  

Tab. 33. Other projects implemented by PKP PLK in 2019 

No. 
railway line 

No. 
section 

ETCS 
level 

section 
length  

completion 
date 

1. 91 Podłęże – Rzeszów 2 140 km 2021 

2. 278 Węgliniec – Zgorzelec 2 26 km 2021 

3. 7 Otwock – Lublin 2 150 km 2021 

4. 2 Warszawa – Terespol 2 188 km 2023 

5. 3 Warszawa – Kunowice 2 450 km 2023 

6. 271 Wrocław – Poznań 2 160 km 2023 

7. 4 Szeligi – Zawiercie 2 200 km 2024 

8. 6, 449 Warszawa – Białystok 2 172 km 2026 

Source: PKP PLK 

 

In compliance with the National Implementation Plan, it is expected that ETCS will comprise 2480 km 

of railway lines in Poland by 2023 (including those already equipped with ETCS as at the date of issuing 

the National Implementation Plan).  

In 2014-2019, the President of UTK issued authorisations for placing 577 km of railway lines, equipped 

with ETCS, in service. This implies that 23% of the National Implementation Plan assumptions 

regarding ETCS had been implemented by the end of 2019. 
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Tab. 34.  Sections of railway lines equipped with ETCS and placed in service in 2014-2019 

No. line No. section [km] year 
1. 4 Grodzisk Mazowiecki – Zawiercie [223] 2014 

2. 570, 64 Psary – Kozłów [33] 2016 

3. 356 Poznań Wschód – Wągrowiec [51] 2018 

4. E 30 Opole – Wrocław Legnica – Bielawa Dolna [270] 2016, 2018 

Fig. 108. Sections of railway lines equipped with ETCS and placed in service in 2014-2019 

 

 

The National Implementation Plan in the part concerning elements of the ETCS track-side equipment 

is significantly delayed. Also, the investments planned to be commissioned by 2023 will not be 

completed on time.  

ECTS also includes on-board equipment of railway vehicles for cabin signalling and train driver control 

with an increased level of safety.  
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Tab. 35. Vehicles equipped with ETCS as at 31 December 2019 

 

 

 

 

 

 

 

Almost all vehicles equipped with ETCS are vehicles already purchased with pre-installed ECTS 

elements. Only three entities to date have made attempts to equip their existing vehicles (10 

locomotives) with ETCS through modernisation. This is understandable given the estimated costs of 

equipping the existing vehicle with ETCS being nearly 50% higher than the costs of ETCS assembly in 

a newly constructed vehicle.  

Since 1 January 2019, requirements stipulated in a new set of specifications (referred to as Baseline 3) 

have additionally applied to elements of ETCS on-board equipment. With a view to securing the 

projects that were ongoing as at 1 January 2019, the Supplement to the National Implementation Plan 

was adopted, which was then submitted by the Minister of Infrastructure to the European Commission. 

The Supplement envisaged a possibility for those vehicles equipped with ETCS (compliant with 

Baseline 2) which conformed to the authorised type, and which also constituted the subject matter of 

contract on the date of the document’s entry into force, to be placed in service after 1 January 2019. 

Baseline 3 is a set of specifications which unify technical solutions in railway vehicles, inter alia, in terms 

of the driver’s desk layout or braking curves calculation methods. The unification of these issues 

facilitates driver’s work and makes it easier to foresee vehicle behaviour while in operation.  

It is worth stressing that the share of both railway vehicles and infrastructure equipped with modern 

control devices is growing year by year. It is, nonetheless, advisable to intensify measures in this field, 

with the aim of fully exploiting the benefits of conducting traffic controlled by ETCS. Such an approach 

also forms part of implementing the Strategy for Responsible Development for the period up to 2020 

(including the perspective up to 2030). 

GSM-R 

To date GSM-R has been implemented along approx. 1,600 km of railway lines and is planned to be 

extended to approx. 13,600 km by 2023. Overall, approx. 15,200 km of railway lines are planned to be 

equipped with GSM-R.  

The system has already been developed along the following sections:  

• railway line E 30, Bielawa Dolna – Opole; 

• railway line E 20/C-E 20, Kunowice – Terespol; 

• railway line E 65/C-E 65, Warszawa – Gdynia (the procedure for issuing an authorisation 

for placing the “Track-side Control-Command and Signalling” structural subsystem in 

service, also as regards GSM-R, is ongoing);  

• railway line Warszawa – Łódź. 

GSM-R has also been developed within PKM infrastructure where it is used for rail traffic control. 

rolling stock units level 1 ETCS level 2 ETCS 

passenger locomotives 0 6 

diesel multiple units 23 2 

electrical multiple units 33 201 

freight locomotives 124 63 
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Initially, GSM-R was implemented in a linear mode. Then, in 2018, PKP PLK concluded an agreement 

with Nokia Solutions and Networks regarding the project: “The construction of the ERTMS/GSM-R 

system infrastructure along PKP Polskie Linie Kolejowe S.A. railway lines as part of the ERTMS 

National Implementation Plan.”  

As regards preparations for the launching of GSM-R within the entire network, as envisaged in the 

Supplement to the National Implementation Plan, a railway line (a section from Warsaw to Gdynia) has 

been designated along which the utilisation of GSM-R will be subject to monitoring.  Migration to GSM-

R will take place in the so-called zero-day formula, i.e. within the whole network on a set date. Following 

that date, trains using analogue radio (VHF 150 MHz) systems will no longer be operated. 

 

In 2019, intensified activities were conducted with the aim of equipping railway vehicles with radio-

telephones conforming to the GSM-R standard. These were mainly inspired by the obligation arising 

from TSI and the National Implementation Plan to equip all new traction vehicles, as well as those that 

are undergoing modernisation or renovation, with GSM-R on-board equipment, starting on 1 January 

2019. This obligation was meant to accelerate the process of equipping vehicles with on-board devices 

of the digital radio system, as this appears necessary in view of the planned deployment of the digital 

radio system within the entire railway network in Poland in January 2025.  

By the end of 2019, 751 locomotives and multiple units had been equipped with on-board elements of 

the digital radio system. The remaining 90% of vehicles will need to be equipped by 2025, i.e. the year 

from which the entire railway network in Poland will be operated via a digital radio system. It is this 

necessary to significantly accelerate the process of equipping vehicles with GSM-R radio-telephones 

as it will not be technically possible to utilise vehicles not featuring such devices within the main 

railway network after 1 January 2025. 

In 2019, as part of activities aimed at promoting the proper and effective implementation of ERTMS in 

Poland, including cooperation between infrastructure managers, on the one hand, and ETCS and GSM-

R producers, on the other, the Group of ERTMS Users was established at the initiative and under the 

supervision of the President of UTK. It brings together major entities operating in the field of ERTMS 

(infrastructure managers, railway undertakings, ERTMS equipment producers, rolling stock producers 

and notified bodies) and its duties include:  

• identifying and analysing barriers that hinder undisturbed operation of ERTMS in Poland, 

and then formulating recommendations to eliminate such barriers; 

• analysing and exchanging experiences in the field of implementation and utilisation of 

ERTMS in Poland and the European Union; 

• identifying, formulating and disseminating good practices for ERTMS implementation; 

• issuing opinions and consulting documents regarding ERTMS implementation in Poland and 

the European Union. 
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To date the Group has performed the following activities: discussing and consulting ETCS system 

compatibility tests (hereinafter: ESC) and radio system compatibility tests (RSC), as well as indicating 

system issues that need to be taken into consideration in the course of Baseline 3 implementation.   

The list of ESC and RSC tests prepared by PKP PLK was reviewed by members of the Group of ERTMS 

Users with the purpose of their submission to the European Union Agency for Railways. Nonetheless, 

their scope still needs to be improved as they mainly provide for functional checks of ETCS and GSM-

R, which means that the focus is primarily on verifying the proper operation of various system 

functions. It is indispensable to improve the ESC and RSC tests in terms of distinguishing those checks 

that are necessary to prove compatibility of the elements of track-side and on-board equipment, i.e. 

the checks that are aimed at verifying the compatibility of the track-side elements with the on-board 

elements, and not merely the proper operation of individual functions of those elements.  

In addition to the ESC/RSC tests, members of the Group also found it reasonable to establish a 

laboratory in Poland that would offer ERTMS interoperability tests in a simulated environment. The 

possibility of performing ESC/RSC checks in a laboratory setting, featuring specific track-side 

configurations, should be treated as a priority. To ensure the safe and reliable work of a compatible 

ERTMS, it is necessary to conduct numerous tests of all system elements. Placing infrastructure or 

rolling stock out of normal service, with the aim of conducting tests, involves high costs and limited 

time for performing the required checks, and thus also a limited number of such checks. The laboratory, 

once established, would allow for a virtually unlimited number of compatibility tests to be performed 

involving on-board equipment in a given track-side configuration, without any traffic restrictions 

within the railway network. 

4.8. The capacity of railway infrastructure 

The throughput of the railway network is one of the essential factors impacting on the organisation of 

rail transport in the passenger and freight services. The diversity of transport, the presence of 

transport peaks or restrictions within line infrastructure require the arrangers of train timetables to 

reconcile the needs of all railway traffic participants with the current capabilities of the railway 

infrastructure. 

This chapter focuses on the locations where throughput-related problems are not a result of any 

revitalisation or modernisation works conducted by railway infrastructure managers. Information 

included in this chapter was derived from reports submitted by licensed railway undertakings which 

facilitates the proper classification of encountered problems. Based on reports submitted in 2019, the 

problems with the throughput of railway infrastructure can be divided into 9 categories relating to 

various technical and organisational aspects: 

• A limited throughput during transport peaks; 

• An impact of passenger transport on freight transport; 

• An unsatisfactory condition of railway infrastructure; 

• The use of outdated devices for rail traffic control; 

• A limited useful siding length; 

• A limited length or number of platform edges; 

• Limited working time in some traffic regulation posts; 

• The operation of single-track lines; 

• Other restrictions as to the size of traffic regulation posts. 

 

For passenger railway undertakings providing transport services in highly urbanised areas, throughput 

deficiencies are a major obstacle, given the increasing demand for transport services during the 

morning and afternoon transport peaks. This may also be connected with the accumulation of the local 

traffic and long-distance trains. The locations where these problems are observed are as follows: 
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• Railway line No. 1: Warszawa Zachodnia – Katowice (km 3.082 – 43.141 and 

292.896 – 315.653), the Warszawa Zachodnia – Żyrardów and Dąbrowa Górnicza Ząbkowice 

– Katowice sections; 

• Railway line No. 2: Warszawa Zachodnia – Terespol (km 2.620 – 4.254 and 11.753 – 92.694), 

the Warszawa Zachodnia – Warszawa Wschodnia and Warszawa Rembertów – Siedlce 

sections; 

• Railway line No. 3: Warszawa Zachodnia – Kunowice (km 138.780 – 157.620 and 298.997 – 

304.656), the Krzewie – Kłodawa and Poznań Wschód – Poznań Główny sections; 

• Railway line No. 8: Warszawa Zachodnia – Kraków Główny (km 262.098 – 319.440), the 

Kozłów – Kraków Główny section; 

• Railway line No. 9: Warszawa Wschodnia – Gdańsk Główny (km 10.100 – 148.226), the 

Warszawa Praga – Działdowo section (including the Warszawa Praga station affected by 

colliding train routes with railway line No. 20);  

• Railway line No. 137: Katowice – Legnica (km 0.000 – 6.166), the Katowice – Chorzów Batory 

section (including the Chorzów Batory station affected by colliding train routes with railway 

line No. 131); 

• Railway line No. 139: Katowice – Zwardoń (km 0.000 – 16.970), the Katowice – Tychy 

section; 

• Railway line No. 202: Gdańsk Główny – Stargard (km 0.000 – 20.992), the Gdańsk Główny – 

Gdynia Główna section; 

• Railway line No. 271: Wrocław Główny – Poznań Główny (km 0.000 – 3.945), the 

Wrocław Główny – Wrocław Mikołajów section; 

• Railway line No. 272: Kluczbork – Poznań Główny (km 86.254 – 200.903), the 

Ostrów Wielkopolski – Poznań Główny section; 

• Railway line No. 351: Poznań Główny – Szczecin Główny (km 0.001 – 83.728), the 

Poznań Główny – Krzyż section; 

• Railway line No. 458: Łódź Fabryczna – Łódź Widzew (km 2.771 – 4.629), the 

Łódź Niciarniana – Łódź Widzew section (including the Łódź Widzew station affected by 

colliding train routes with railway line No. 17). 

Launching new passenger connections, restoring paths and modifying the frequency of connections – 

all these influence the throughput of railway lines. The development of passenger transport fostered 

by provinces has a positive impact on the accessibility of transport services but it restricts access to 

railway infrastructure for freight undertakings unless adequate infrastructure investments are made. 

The locations where these problems are observed are as follows:  

• Railway line No. 10: Legionowo – Tłuszcz (km 0.000 – 18.382), the Legionowo – Radzymin 

section; 

• Railway line No. 14: Łódź Kaliska – Tuplice (km 2.350 – 136.121), the Retkinia – Ostrów 

Wielkopolski section; 

• Railway line No. 20: Warszawa Główna Towarowa – Warszawa Praga (km 10.534 – 14.101), 

the Warszawa Gdańska – Warszawa Praga section; 

• Railway line No. 25: Łódź Kaliska – Dębica (km 12.695 – 47.698), the Łódź Olechów – 

Skrzynki section; 
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• Railway line No. 33: Kutno – Brodnica (km 2.940 – 57.635), the Kutno Azory – Płock 

Trzepowo section; 

• Railway line No. 61: Kielce – Fosowskie (km 117.223 – 152.231), the Częstochowa Stradom 

– Lubliniec section; 

• Railway line No. 158: Rybnik Towarowy – Chałupki (km 7.828 – 20.514), the Wodzisław 

Śląski – Olza section; 

• Railway line No. 202: Gdańsk Główny – Stargard (km 98.464 – 288.718), the Potęgowo – 

Runowo Pomorskie section (in the summer season); 

• Railway line No. 271: Wrocław Główny – Poznań Główny (km 95.798 – 157.933), the Leszno 

– Luboń near Poznań section; 

• Railway line No. 274: Wrocław Świebodzki – Zgorzelec (km 5.201 – 85.513), the 

Wrocław Zachodni – Boguszów Gorce section; 

• Railway line No. 402: Koszalin – Goleniów (km 0.000 – 42.432), the Koszalin – Kołobrzeg 

section (in the summer season); 

• Railway line No. 403: Piła Północ – Ulikowo (km 0.000 – 23.091), the Piła Północ – Wałcz 

section. 

A poor condition of railway infrastructure is yet another problem reported by representatives of the 

rail market players. Permanent or temporary speed limits, axle load restrictions or railroad bed damage 

continue to inhibit regular transport with a high commercial speed.  The locations where these 

problems are observed are as follows: 

• Railway line No. 3: Warszawa Zachodnia – Kunowice (km 138.780 – 157.620), the Krzewie – 

Kłodawa section; 

• Railway line No. 12: Skierniewice – Łuków; 

• Railway line No. 14: Łódź Kaliska – Tuplice (km 353.370 – 389.080), the Tuplice – Nysa 

Łużycka section (a border crossing); 

• Railway line No. 38: Białystok – Głomno (km 101.740 – 202.044), the Ełk Towarowy – Korsze 

section; 

• Railway line No. 93: Trzebinia – Zebrzydowice; 

• Railway line No. 100: Kraków Mydlniki – Gaj; 

• Railway line No. 117: Kalwaria Zebrzydowska Lanckorona – Bielsko-Biała Główna; 

• Railway line No. 131: Chorzów Batory – Tczew (km 5.900 – 47.966), the Chorzów Batory – 

Kalety section; 

• Railway line No. 132: Bytom – Wrocław Główny (km 17.365 – 20.052), the Bytom – Bytom 

Bobrek section; 

• Railway line No. 137: Katowice – Legnica (km 70.150 – 79.619 and 177.220 – 283.905), the 

Kędzierzyn-Koźle Zachód – Twardawa and Kamieniec Ząbkowicki – Legnica sections; 

• Railway line No. 138: Oświęcim – Katowice (km 0.000 – 22.948), the Oświęcim – Mysłowice 

section; 

• Railway line No. 139: Katowice – Zwardoń (km 44.203), the Czechowice-Dziedzice station; 

• Railway line No. 140: Katowice Ligota – Nędza (km 43.383), the Rybnik Towarowy station; 
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• Railway line No. 143: Kalety – Wrocław Mikołajów (km 70.122 – 160.536), the Kluczbork – 

Wrocław Nadodrze section; 

• Railway line No. 148: Pszczyna – Rybnik (km 0.000 – 21.873), the Pszczyna – Żory section; 

• Railway line No. 151: Kędzierzyn-Koźle – Chałupki; 

• Railway line No. 164: Chorzów Batory – Ruda Kochłowice; 

• Railway line No. 171: Dąbrowa Górnicza Towarowa – Panewnik, including in particular the 

unsatisfactory condition of the Dąbrowa Górnicza Towarowa and Katowice Muchowiec 

stations infrastructure; 

• Railway line No. 210: Chojnice – Runowo Pomorskie (km 46.470 – 143.350), the Czarne – 

Węgorzyno section; 

• Railway line No. 273: Wrocław Główny – Szczecin Główny (km 30.321 – 58.720 and 348.178 

– 355.903), the Brzeg Dolny – Ścinawa and Szczecin Podjuchy – Szczecin Główny sections; 

• Railway line No. 277: Opole Groszowice – Wrocław Brochów (km 0.000 – 70.261), the Opole 

Groszowice – Jelcz Miłoszyce section; 

• Railway line No. 281: Oleśnica – Chojnice (km 136.310 – 160.056), the Września – Gniezno 

section; 

• Railway line No. 282: Miłkowice – Żary (km 61.501 – 102.407), the Węgliniec – Żary section; 

• Railway line No. 286: Kłodzko Główne – Wałbrzych Główny (km 0.000 – 14.067), the 

Kłodzko Główne – Ścinawka Średnia section; 

• Railway line No. 292: Jelcz Miłoszyce – Wrocław Osobowice (km 21.447 – 28.773), the 

Wrocław Sołtysowice – Wrocław Osobowice section; 

• Railway line No. 296: Wielkie Piekary – Miłkowice; 

• Railway line No. 370: Zielona Góra Główna – Żary; 

• Railway line No. 377: Gniezno Winiary – Sława Wielkopolska; 

• Railway line No. 911: Bernadczyna – Oskierki. 

Some traffic regulation posts within the Polish railway network have also been equipped with outdated 

devices for rail traffic control. The lacking centralisation of turnouts or the use of manual key-operated 

devices extend the train stopping time, thus materially reducing transport capacities. The locations 

where these problems are observed are as follows: 

• Railway line No. 6: Zielonka – Kuźnica Białostocka (km 177.305), the Białystok station; 

• Railway line No. 40: Sokółka – Suwałki (km 67.565), the Augustów station; 

• Railway line No. 229: Pruszcz Gdański – Łeba; 

• Railway line No. 357: Sulechów – Luboń near Poznań (km 53.489), the Rakoniewice station. 

In compliance with the European Agreement on Main International Railway Lines (AGC), the minimum 

useful siding length 27  is 750 m. Based on the annual report, freight railway undertakings drew 

attention to the railway line sections along which traffic fails to satisfy, or only partly satisfies, this 

                                                                            

27 The useful siding length corresponds to the section length between the signal/track closing signal/shunting signal and the end 
point of the junction of an isolated section slowing the train passage/crossing/derail/track backfill in front of the buffer stop, 
sufficient to accommodate one train or a group of railway vehicles. 
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requirement, making it impossible to launch long freight trains. The locations where these problems 

are observed are as follows: 

• Railway line No. 6: Zielonka – Kuźnica Białostocka (km 37.912), the Tłuszcz station; 

• Railway line No. 140: Katowice Ligota – Nędza (km 5.861 – 21.688 and 43.383 – 58.022), the 

Mikołów Jamna – Orzesze Jaśkowice and Rybnik Towarowy – Sumina sections; 

• Railway line No. 169: Tychy – Orzesze Jaśkowice; 

• Railway line No. 203: Tczew – Kostrzyn (km 214.024 – 237.939), the Biernatowo – Krzyż 

section; 

• Railway line No. 274: Wrocław Świebodzki – Zgorzelec (km 48.140 – 85.513), the Jaworzyna 

Śląska – Boguszów Gorce section; 

• Railway line No. 281: Oleśnica – Chojnice (km 0.000 – 136.310), the Oleśnica – Września 

section; 

• Railway line No. 374: Bzowo Goraj – Piła Główna (km 33.231 – 43.087), the Ujście Noteckie 

– Piła Główna section. 

The development of passenger transport and related local-government investments often require the 

demand to be reconciled with existing infrastructure or technical capabilities. The inability to set a 

longer train stopping time or to end its route at certain points needs to be taken into account while 

developing the portfolio of transport services. These problems also affect the railway undertakings 

whose rolling stock is hard to operate in selected traffic regulation posts. The locations where these 

problems are observed are as follows: 

• Railway line No. 1: Warszawa Zachodnia – Katowice (km 80.131 and 95.723), the Płyćwia 

and Rogów stations; 

• Railway line No. 16: Łódź Widzew – Kutno (km 21.544), the Zgierz Kontrewers station; 

• Railway line No. 99: Chabówka – Zakopane (km 43.334), the Zakopane station, not enough 

platform edges, only one enabling trains to be bypassed by a locomotive); 

• Railway line No. 434: Mosty – Szczecin Goleniów Airport, only one platform edge, allowing 

only one train to enter the station at a given time.  

Licensed railway undertakings have also voiced their concerns as to working time organisation in 

traffic regulation posts. Such limitations have an effect on the fluency of transport services and access 

to both the facilities and side-tracks within the impact area of the traffic regulation posts affected by 

such working time organisation. The locations where these problems are observed are as follows: 

• Railway line No. 14: Łódź Kaliska – Tuplice (km 235.868 – 340.532), the Leszno – Żagań 

section;  

• Railway line No. 36: Ostrołęka – Łapy; 

• Railway line No. 41: Ełk – Gołdap (km 0.000 – 27.486), the Ełk – Olecko section; 

• Railway line No. 201: Nowa Wieś Wielka – Gdynia Port (km 71.349 – 137.322), the 

Wierzchucin – Kościerzyna section; 

• Railway line No. 358: Zbąszynek – Guben (km 43.834 – 94.257), the Czerwieńsk – Guben (a 

state border crossing); 

• Railway line No. 359: Leszno – Zbąszyń (km 0.000 – 46.089), the Leszno – Wolsztyn section. 
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Infrastructural limitations also have an impact on the fluency of railway traffic, related to the changing 

current needs of customers in the specific railway line sections where single-tracks are now 

insufficient. Single-track railway lines and the shortage of traffic regulation posts that would enable 

train takeover or bypassing have a material impact on both the fluency and frequency of rail traffic, 

which exerts a detrimental effect on the overall attractiveness of rail transport. The locations where 

these problems are observed are as follows: 

• Railway line No. 6: Zielonka – Kuźnica Białostocka (km 177.305 – 218.527), the Białystok – 

Sokółka section; 

• Railway line No. 15: Bednary – Łódź Kaliska (km 8.840 – 57.405), the Łowicz Przedmieście – 

Zgierz section (including the Zgierz station affected by colliding train routes with railway line 

No. 16); 

• Railway line No. 16: Łódź Kaliska – Kutno; 

• Railway line No. 25: Łódź Kaliska – Dębica (km 0.005 – 1.765 and 248.701 – 257.532), the 

Łódź Kaliska – Łódź Kaliska Towarowa and Sobów – Ocice sections;  

• Railway line No. 27: Nasielsk – Toruń Wschodni; 

• Railway line No. 29: Tłuszcz – Ostrołęka; 

• Railway line No. 30: Łuków – Lublin Północny; 

• Railway line No. 33: Kutno – Brodnica (km 57.635 – 87.792), the Płock Trzepowo – Sierpc 

section; 

• Railway line No. 38: Białystok – Głomno (km 8.013 – 28.437), the Białystok Bacieczki – 

Knyszyn section; 

• Railway line No. 39: Olecko – Suwałki; 

• Railway line No. 40: Sokółka – Suwałki; 

• Railway line No. 61: Kielce – Fosowskie (km 152.231 – 175.736), the Lubliniec – Fosowskie 

section; 

• Railway line No. 64: Kozłów – Koniecpol (km 32.570 – 43.527), the Starzyny – Koniecpol 

section; 

• Railway line No. 68: Lublin – Przeworsk (km 0.000 – 78.836 and 164.192 – 177.172), the 

Lublin – Zaklików and Grodzisko Dolne – Przeworsk sections; 

• Railway line No. 71: Ocice – Rzeszów Główny; 

• Railway line No. 97: Skawina – Żywiec (km 46.239 – 81.392), the Sucha Beskidzka – Żywiec 

section; 

• Railway line No. 106: Rzeszów Główny – Jasło; 

• Railway line No. 107: Nowy Zagórz – Łupków (km 1.130 – 24.610), the Zagórz – Szczawne 

Kulaszne section; 

• Railway line No. 139: Katowice – Zwardoń (km 76.479 – 113.354), the Żywiec – Zwardoń 

section; 

• Railway line No. 140: Katowice Ligota – Nędza (km 0.660 – 31.776), the Katowice Ligota – 

Leszczyny section; 

• Railway line No. 143: Kalety – Wrocław Mikołajów (km 133.690 – 160.536), the Oleśnica – 

Wrocław Nadodrze section; 
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• Railway line No. 144: Tarnowskie Góry – Opole Główne (km 44.474 – 75.924), the Fosowskie 

– Opole Główne section; 

• Railway line No. 213: Reda – Hel; 

• Railway line No. 229: Pruszcz Gdański – Łeba (km 101.266 – 133.644), the Lębork – Łeba 

section; 

• Railway line No. 273: Wrocław Główny – Szczecin Główny (km 26.097 – 30.321 and 170.550 

– 179.814), the Księgnice – Brzeg Dolny and Czerwieńsk Towarowy – Radnica sections; 

• Railway line No. 274: Wrocław Świebodzki – Zgorzelec (km 177.790 – 191.850), the Lubań 

Śląski – Mikułowa section; 

• Railway line No. 276: Wrocław Główny – Międzylesie (km 36.987 – 71.886), the Strzelin – 

Kamieniec Ząbkowicki section; 

• Railway line No. 281: Oleśnica – Chojnice (km 17.644 – 94.600), the Grabowno Wielkie – 

Jarocin section; 

• Railway line No. 309: Kłodzko Nowe – Kudowa Zdrój (km 0.098 – 22.137), the Kłodzko Nowe 

– Duszniki Zdrój section; 

• Railway line No. 311: Jelenia Góra – Jakuszyce (km 0.000 – 28.438), the Dębowa Góra – 

Szklarska Poręba Górna section; 

• Railway line No. 353: Poznań Wschód – Skandawa (km 134.706 – 139.092), the Toruń 

Główny – Toruń Wschodni section; 

• Railway line No. 355: Ostrów Wielkopolski – Grabowno Wielkie; 

• Railway line No. 356: Poznań Wschód – Bydgoszcz Główna (km 0.000 – 51.375), the Poznań 

Wschód – Wągrowiec section; 

• Railway line No. 358: Zbąszynek – Guben (km 1.992 – 40.991), the Kosieczyn – Czerwieńsk 

section; 

• Railway line No. 359: Leszno – Zbąszyń (km 0.000 – 46.089), the Leszno – Wolsztyn section; 

• Railway line No. 370: Zielona Góra Główna – Żary (km 0.000 – 45.751), the Zielona Góra 

Główna – Nowogród Osiedle section; 

• Railway line No. 401: Szczecin Dąbie – Świnoujście Port (km 94.464 – 99.971), the 

Świnoujście – Świnoujście Port section; 

• Railway line No. 402: Koszalin – Goleniów; 

• Railway line No. 403: Piła Północ – Ulikowo (km 23.091 – 67.578), the Wałcz – Kalisz 

Pomorski section. 

The capacity of the railway infrastructure is also influenced by the size of traffic regulation posts. This 

involves an insufficient number of stabling tracks, no extra tracks with a length sufficient for the 

accommodation and holding of longer trains, no simultaneous train entries and no possibility to change 

travel direction. The traffic regulation posts where these problems are observed are as follows (by 

province): 

• Dolnośląskie Province: Jaworzyna Śląska, Kamieniec Ząbkowicki, Kąty Wrocławskie, 

Legnica, Rogoźnica, Sulików, Wałbrzych Główny, Wrocław Brochów, Wrocław Główny, 

Wrocław Psie Pole; 

• Kujawsko-Pomorskie Province: Mełno, Włocławek Brzezie; 
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• Lubelskie Province: Jaszczów, Łuków, Łuków Łapiguz, Małaszewicze; 

• Lubuskie Province: Zbąszynek; 

• Łódzkie Province: Łódź Kaliska, Ostrowy, Stara Wieś, Żakowice Południowe; 

• Małopolskie Province: Kraków Batowice, Kraków Nowa Huta; 

• Mazowieckie Province: Pruszków, Sulejówek Miłosna, Świerże Górne, Warszawa Główna 
Towarowa, Warszawa Rembertów; 

• Podkarpackie Province: Żurawica; 

• Podlaskie Province: Sokółka; 

• Pomorskie Province: Gdańsk Port Północny, Gdańsk Zaspa Towarowa, Gdynia Port, 

Malbork, Władysławowo; 

• Śląskie Province: Chałupki, Chorzów Stary, Dąbrowa Górnicza, Gliwice Łabędy, Katowice, 

Łodygowice, Mikołów, Milówka, Ornontowice Budryk, Orzesze Jaśkowice, Pierściec, Sól, 
Węgierska Górka; 

• Warmińsko-Mazurskie Province: Braniewo; 

• Wielkopolskie Province: Palędzie, Poznań Wschód, Wieleń Północny; 

• Zachodniopomorskie Province: Goleniów, Kliniska, Koszalin. 

Licensed railway undertakings also refer to the need to restore traffic along those railway line sections 

that were closed down or placed out of service. Changes in access to the railway network are 

necessitated by the development of passenger transport, changes on the freight transport market and 

customers’ needs. Railway undertakings demand that the following sections of railway lines be again 

placed in service: 

• Railway line No. 132: Bytom – Wrocław Główny (km 23.160 – 40.110), the Zabrze Biskupice 

– Pyskowice section; 

• Railway line No. 274: Wrocław Świebodzki – Zgorzelec (km 0.000 – 5.201), the Wrocław 

Świebodzki – Wrocław Zachodni section (the line has been partly disassembled); 

• Railway line No. 516: Turczyn – Białystok Starosielce. 

 

4.9. PKP PLK’s investments in 2019 

In 2019, the national railway infrastructure manager PKP PLK implemented its investment activities 

under the Company Investment Plan (PI2019) which included projects financed from the Cohesion 

Fund, the state budget, the Railway Fund and the company’s own resources. The most important group 

in PI2019 were projects funded under the CEF and IEOP. Overall, PI2019 covered over 220 

investment projects, and its performance value reached approx. PLN 10 bn. 

The vast majority of agreements signed in 2019 were contracts for construction work (nearly 97%). At 

the same time, more than 87% were agreements for programmes implemented from EU funds under 

the 2014-2020 perspective (CEF, IEOP, EPOP, ROP). 
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Tab. 36. Major infrastructural investment agreements signed in 2019 by PKP PLK 

project programme net contract value 
(in PLN million) 

Improving rail access to the Gdynia seaport CEF 1,487.41 

Works on main passenger routes (E 30 and E 65) in Silesia, stage I - LOT C CEF 1,399.75 

Works on railway line C-E 65, the Chorzów Batory - 
Tarnowskie Góry - Karsznice - Inowrocław - Bydgoszcz – Maksymilianowo 

section 
(works in the Kalina – Rusiec Łódzki section) 

IEOP 1,238.36 

Improving rail access to the Szczecin and Świnoujście seaports CEF 936.59 

Improving rail access infrastructure to the Gdańsk seaport CEF 758.04 

Works on railway line No. 7 Warszawa Wschodnia Osobowa – Dorohusk in 
the Warsaw – Otwock – Dęblin – Lublin section, stage I (works in the 

Nałęczów – Lublin section) 
IEOP 627.70 

Works on railway line No. 7 Warszawa Wschodnia Osobowa – Dorohusk, the 
Warsaw – Otwock – Dęblin – Lublin section, stage I (works in the Dęblin – 

Nałęczów section) 
IEOP 616.42 

Works on railway line E59 in the Poznań Główny - Szczecin Dąbie section; CEF 588.04 

Works on railway line C-E 65, the Chorzów Batory - 
Tarnowskie Góry - Karsznice - Inowrocław - Bydgoszcz – Maksymilianowo 

section 
(works in the Rusiec Łódzki – Zduńska Wola Karsznice section) 

IEOP 582.72 

Improving rail access to the Szczecin and Świnoujście seaports CEF 508.05 

The subject-matter of individual investment projects carried out by PKP PLK includes comprehensive 

exchange of railway superstructure, railway traffic control devices and (traction and non-traction) 

electrical power engineering, as well as the modernisation of level crossings, and their removal and 

replacement with two-level crossings. 

As part of PI2019, along the railway line managed by PKP PLK, investment works were carried out 

covering in particular the renovation, revitalisation or construction of 1,942 km of tracks, 704 level 

crossings and 145 rail and road viaducts. 

In the previous year, PKP PLK implemented investment projects included in the National Rail 

Programme until 2023, which is revised on a regular basis – the most recent version of the National 

Rail Programme was adopted by way of Resolution of the Council of Ministers No. 110/2019 of 17 

September 2019.28 The value of the National Rail Programme core list is PLN 75.7 bn. As a result, at 

the end of the sixth year of the current EU perspective, out of the total National Rail Programme 

amount, nearly 76% of the investments were under implementation or had already been completed. 

The main objective of the National Rail Programme is to strengthen the role of rail transport in the 

integrated transport system of the country by creating a seamless, modern network of railway lines. 

                                                                            

28 https://www.gov.pl/attachment/70512368-d3df-4362-9a69-a058bebe8aef 
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This arises directly from the “Strategy for Transport Development by 2020 (with a perspective to 

2030)” in the field of rail transport.  

Tab. 37. A selection of major projects implemented under the National Rail Programme core list 

railway line No. project description 

international transport corridor 
C-E 65 

works on railway line C-E 65, the Chorzów Batory – 
Tarnowskie Góry – Karsznice – Inowrocław – Bydgoszcz – Maksymilianowo 

section 

railway line No. 7 
works on railway line No. 7 Warszawa Wschodnia Osobowa – Dorohusk, the 

Warsaw – Otwock – Dęblin – Lublin section 

international transport corridor 
E 75 

works on railway line E 75, the Czyżew – Białystok section; 

international transport corridor 
E 59 

works on railway line E 59, the Poznań Główny - Szczecin Dąbie section; 

international transport corridor 
E 20 

works on railway line E 20, the Warsaw – Poznań section – other works, the 
Sochaczew – Swarzędz section; 

the whole network 
construction of the ERTMS/GSM-R system infrastructure along PKP Polskie 
Linie Kolejowe S.A. railway lines under the ERTMS National Implementation 

Plan 

 

4.10. Fees for access to infrastructure 

In order to improve the conditions of railway infrastructure management and the use of railway 

infrastructure, the Council of Ministers, by way of Resolution of 16 January 2018 No. 7/2018, adopted 

a multiannual programme “Assistance in financing the costs of railway infrastructure management, 

including its maintenance and repairs until 2023,” which is to provide financial resources for the 

maintenance and repair of railway lines. On 21 December 2018, a multiannual agreement was signed 

with PKP PLK for the implementation of the aforementioned Programme. In 2019, agreements were 

signed with the following infrastructure managers: on 12 August 2019 with DSDiK and on 30 October 

2019 with PKP SKM in Tricity. 

Pursuant to Article 31 (3) of Directive 2012/34/EU, until 16 June 2015, the Commission shall adopt 

measures setting out the modalities for the calculation of the cost that is directly incurred as a result 

of operating the train. Taking Directive 2012/34/EU into account, Commission Implementing 

Regulation (EU) 2015/909 was passed, binding in its entirety and directly applicable in all Member 

States as of 1 August 2015. In line with Directive 2012/34/EU, the infrastructure manager may decide 

to gradually adjust to these rules for a period up to four years after the entry of secondary legislation 

into force, with a reservation stated in Article 9 of Regulation 2015/909 obligating the infrastructure 

manager to present to the regulatory body, not later than until 3 July 2017, its methodology of 

calculating direct costs and, in applicable cases, a plan for the gradual implementation of the 

regulations. Guided by the power granted by way of Article 31 (3) of Directive 2012/34/EU, 

infrastructure managers made a decision to gradually introduce the principles of calculating direct 

costs as referred to in Regulation 2015/909, informing the President of UTK thereof. Preparing the 

draft price list for the 2018/2019 timetable, infrastructure managers, including PKP PLK, declare the 

complete implementation of rules arising from the EU Directive and Regulation regarding the 

calculation of costs directly incurred as a result of train operation. 

PKP PLK developed a new methodology of determining rates for access to infrastructure based on 

Regulation 2015/909 and amended national regulations in force since 12 April 2017 (the regulation 
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on providing access to railway infrastructure). Within the minimum access to infrastructure, the 

infrastructure manager not only collects the basic fee but also, starting from the 2018/2019 train 

timetable, it started collecting the shunting fee. The fee is calculated by the infrastructure manager for 

a specific planned train passage (with a specified gross weight and traction type) along a given path. 

With the 2018/2019 train timetable, PKP PLK introduced an additional component related to the type 

of transport services performed, the so-called mark-up (in order to receive a refund of all incurred 

costs). The mark-up covers the transport of freight trains with a weight of 660 tonnes or more 

(excluding intermodal trains). The rate was set at PLN 1.28 per train-km.  

The infrastructure manager (PKP PLK) was, nonetheless, obligated by the President of UTK to return 

all or part of the mark-up to railway undertakings if the manager reaches revenues from fees for access 

to infrastructure higher than planned in the draft price list. The infrastructure manager specified in the 

network statement the rules of monitoring revenues from fees for access to infrastructure, the manner 

of estimating potential differences between the actual and planned amounts, and the manner of 

settling overpayments with railway undertakings. The infrastructure manager informed the President 

of UTK on a quarterly basis on the revenues achieved from access to infrastructure, and following the 

final settlement of the entire yearly timetable, it found that there were no grounds for the mark-up to 

be returned. 

Some managers of railway infrastructure considered as local infrastructure without strategic 

significance for the functioning of the rail market (JSK, Infra SILESIA, KP Kotlarnia Linie Kolejowe and 

PMT Linie Kolejowe) decided not to apply the provisions of the Act concerning the price list approval, 

informing the President of UTK thereof.  

The following managers: PKM, CTL Maczki-Bór and Track Tec decided to resign from developing the 

price list for the 2018/2019 timetable (under Article 33(22) of the Rail Transport Act) and to use the 

price list binding for the 2017/2018 timetable. 

Major changes for infrastructure managers resulted from the CJEU decision referred to in Sub-chapter 

4.5 on service facilities. The CJEU found that “passenger platforms” are elements of railway 

infrastructure which fall within the minimum package of access to railway infrastructure. 

In Poland, PKP SKM resigned from collecting charges for trains stopping at platforms, as part of 

providing access to service facilities, and submitted its price list for approval by classifying some of the 

platform maintenance costs as costs of the minimum access to railway infrastructure. PKP PLK, DSDiK 

and PKM do not collect charges for access to platforms.  

Fig. 109. The average cost of train-kilometres for the minimum access to PKP PLK’s infrastructure 
from the 2009/2010 to the 2018/2019 timetable 
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The average network rate for the minimum access to infrastructure managed by PKP PLK dropped 

from PLN 8.68 / train-km in the 2017/2018 timetable to PLN 8.28 / train-km in the 2018/2019 

timetable, and remained unchanged in the 2019/2020 timetable. Starting from the 2013/2014 train 

timetable, the average network rate for the minimum access to infrastructure managed by PKP PLK 

for all trains decreased in relation to the rate envisaged in the timetables from previous years. It is 

worth noting that the rate changed only slightly (by approx. PLN 1.00) from the 2013/2014 timetable 

to the 2018/2019 timetable.  

4.11. The railway infrastructure in Europe 

Current data on the railway network in Europe were collected and presented in the IRG-Rail report for 

2018. The total length of railway lines in Europe is 230,000 km. Compared to data for the previous 

year, the length of railway lines decreased by 323 km.  Germany continues to have the longest railway 

line (39,200 km), followed by France (29,200 km), Italy (20,000 km) and Poland (19,300 km).  

Compared to 2017, the total length of railway lines changed by more than 1% in only five countries. In 

Greece, the increase of 53 km (2.4%) has resulted from constructing a new electrified high-speed path 

between Tithorea and Leianokladi. The total length of railway lines in Denmark decreased by 52 km (-

2%) as a result of shortening the path for small local railways. The total length of railway lines in France 

decreased by 1.6% (471 km) mainly as a result of closing down the paths along which no passenger 

traffic had been recorded in recent years (due to a deteriorated condition of infrastructure). The total 

path length in the reporting countries decreased by 323 km compared to the previous year, i.e. by less 

than 0.2% in overall terms. 

The length of railway lines in Poland increased by 56 km in 2018 as a result of PMT Linie Kolejowe 

extending their railway line by nearly 33 km (side-tracks being adapted to serve as railway lines), and 

PKP PLK extending their line by 23 km. 

Fig. 110. Changes in the length of railway lines in 2018 (in km) 
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Fig. 111. The dynamics of changes in the length of railway lines in 2018/2017 (in %) 

 
 

The railway network electrification level differs significantly among countries. More specifically, 

Switzerland is the only country with a fully electrified network, as opposed to Kosovo which has no 

electrified lines. Overall, 55% of the total length of railway lines in Europe is electrified. 

A slight increase in the length of electrified railway lines, as compared to 2017, occurred in many 

countries, the greatest one taking place in the United Kingdom, Greece and Poland. These changes 

were implemented as part of investments aimed at both electrifying the existing lines and constructing 

new electrified paths. When it comes to traction energy, electricity is more environmentally-friendly 

than fuel and it contributes to a better throughput of railway lines.  

Fig. 112. The length of electrified railway lines in 2018 in selected European countries (in km) 
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Fig. 113. The share of electrified railway lines in the total length of lines in selected European 
countries in 2018 (in km) 

 
 

The usage rate of the railway network is measured by the size of transport performance (1 km/daily) 

and it acts as the indicator of the total network use. However, it cannot be treated as the network 

congestion measure, as it does not take into consideration the number of tracks on a line. This indicator 

is calculated for the whole country and it does not take into account regional differences in network 

use. 

In most countries, railway networks are much more frequently used by passenger trains than by freight 

trains. Lithuania, Latvia and Slovenia are the only countries where the railway network is more often 

used for the purposes of freight transport than for passenger transport. The usage rate for freight 

transport is the highest in Slovenia, followed by Austria and Germany, which may reflect the high level 

of cross-border freight traffic in these countries. The Netherlands is characterised by the highest 

network usage rate by passenger trains. 
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Fig. 114. The average network usage rate by passenger trains and freight trains in selected 
European countries in 2018 (train-km per 1 km/daily) 
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Another continual development factor of the European railway network is the extension of high-speed 

lines. Nine countries declare having dedicated high-speed lines in accordance with the definition 

included in Regulation 2015/110029. 

Tab. 38. The length of high-speed lines in the countries which declared having such lines in 2012-
2018 

 country 

high-speed lines (in km) 

year 

2012 2013 2014 2015 2016 2017 2018 

Spain 2,406 2,426 2,424 2,692 2,695 2,675 2,675 

France 2,033 2,033 2,033 2,030 2,166 2,641 2,641 

Germany 871 871 871 994 994 1,101 1,104 

Italy 923 923 923 923 963 963 963 

Belgium 
 

261 261 261 261 261 261 

United Kingdom  109 109 109 109 109 109 109 

The Netherlands 
   

125 72 87 87 

Switzerland 
    

137 137 149 

Austria 
      

225 

in total 6,342 6,623 6,621 7,134 7,397 7,973 8,214 

 

The total length of high-speed lines in the IRG-Rail-reporting countries increased by 30% in 2018 in 

relation to 2012. The change was mainly due to the construction of high-speed lines in France (between 

Tours and Bordeaux, Nîmes and Montpellier, as well as Le Mans and Rennes), in Germany (in the last 

section of the high-speed path between Berlin and Munich), and in Spain. 

 

 

 

                                                                            

29 ‘dedicated high-speed line’ means a line specially built to allow traffic to travel at speeds generally equal to or greater than 250 
km/h on its main segments; it may include connecting segments where speeds are reduced to take account of local conditions. 
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5. Rolling stock 
Rail vehicles which are held by licensed railway undertakings meet the technical requirements and are 

subject to obligatory maintenance under Maintenance System Documentation (DSU), which includes 

information about a given rail vehicle, the structure of the maintenance and repair cycles, and a 

description of the activities at individual maintenance levels. Rail market entities are obliged to follow 

the regulations arising from DSU as part of the maintenance procedure. 

Rolling stock is compliant with the technical and organisational requirements for the technical 

specifications for interoperability, the requirements of relevant national technical specifications and 

standardisation documents defined in Article 25d of the Rail Transport Act, as well as the requirements 

laid down in appendices to Uniform Rules concerning the Contract of International Carriage of Goods 

by Rail (CIM) and appendices to the Convention concerning International Carriage by Rail (COTIF) of 

9 May 1980. 

5.1. The structure of the rolling stock owned by passenger railway 
undertakings 

Over the recent years passenger railway undertakings recorded a constant growth in the number of 

passengers and operational performance. At the same time, the number of vehicles at their disposal 

was systematically falling. In the last decade, railway undertakings were committed to reorganising 

their rolling stock resources, by decommissioning or selling their rolling stock. 

Tab. 39. The structure of traction units available to standard-gauge passenger railway 
undertakings in 2011-2019 

traction units 
Year 

2011 2012 2013 2014 2015 2016 2017 2018 2019 

locomotives 554 557 534 508 484 441 429 423 421 

electric 380 412 394 363 332 322 320 314 313 

diesel 174 145 140 145 152 119 109 109 108 

railcars 74 78 79 95 85 77 81 79 77 

electric 8 8 8 8 8 2 2 2 2 

diesel 66 70 71 87 77 75 79 77 75 

multiple units 1402 1373 1423 1470 1518 1445 1466 1442 1388 

electric 1248 1216 1256 1321 1341 1268 1279 1250 1192 

diesel 154 157 167 149 177 177 187 192 196 

 

The situation is similar, though at a wider scale, in wagon rolling-stock parks. Between 2011 and-2019, 

passenger railway undertakings decided on decommissioning 1200 wagons with seats and 110 

sleeping wagons. The structure of the rolling stock owned by passenger railway undertakings is shown 

in the tables below. 
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Tab. 40. The structure of wagons available to standard-gauge passenger railway undertakings in 
2011-2019 

wagons 
Year 

2011 2012 2013 2014 2015 2016 2017 2018 2019 

with seats 3254 3046 2794 2522 2344 2237 2215 2047 1940 

first class 829 754 684 610 559 497 471 450 333 

second class 2305 2149 1965 1760 1653 1619 1605 1505 1572 

first class and second class 35 38 38 38 33 40 40 40 35 

dining wagons* 118 106 108 118 103 86 96 79 93 

luggage wagons* 47 46 42 41 26 18 18 15 15 

with sleeping spaces 300 293 275 267 248 236 220 195 188 

sleeping wagons 181 180 170 166 146 143 140 135 133 

couchettes 119 113 105 101 102 93 80 60 55 

 

The rolling-stock usage rate recorded by passenger railway undertakings changed slightly in 2019 as 

compared to the preceding year. The greatest changes were recorded for electric locomotives (a 9.2 

p.p. rate increase), electric railcars (reduction of the rate by 12.5 p.p.) and diesel locomotives (a 4.25 

p.p. rate reduction). 
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Fig. 115. Use of the rolling stock by standard-gauge railway undertakings in 2018-2019∗ 

 
The average age of the rolling stock operated by passenger railway undertakings slightly increased in 

relation to the previous years (details are shown in the following chart). We should bear in mind that 

passenger wagons and multiple units which were upgraded or revamped in recent years are still 

classified by their manufacture year. The life cycle of railway vehicles is significantly longer than the 

life cycle of road vehicles. Therefore, it is possible to maintain a high capacity to use the rolling stock 

even for 40 years after its manufacture. 

Based on the data provided by licensed passenger railway undertakings, the oldest traction units at 

their disposal include 

                                                                            

∗The chart was prepared on the basis of statistical data provided by licensed passenger railway undertakings. The data may 
depend on numerous factors related to the operation of the rolling stock, and therefore it should be treated as an estimate 
intended mainly for long-term change observations. The data should be compared to the number of vehicles listed in tables 
which show the rolling stock structure. 

** data on the use of passenger wagons for 2018 are unavailable.  
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• an EP05 series electric locomotive manufactured in 1961 by Skoda plant in Plzeň 
(Czechoslovakia). 

• an EN57 series electric multiple unit manufactured by PaFaWAg State Wagon Factory in 

Wrocław (out of operation). 

The youngest traction units at the disposal of passenger railway undertakings include 

• 48WE and 22WEd series electric multiple units manufactured by PESA Bydgoszcz; 

•  EN90 and 36WEd series electric multiple units manufactured by Newag; 

Fig. 116. The average age of the rolling stock available to standard-gauge railway undertakings in 
2018-2019 

 
 

The passengers using rail transport services expect from the railway undertakings that the quality of 

the services will be consistently improved, not only in terms of organisation but also of the quality of 

rail vehicles operated for the purpose of a given connection.  

Based on the data collected from railway undertakings, UTK prepared a summary of the percentage 

levels of vehicles with equipment improving travel comfort which is essential from passengers’ point 

of view. 
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Tab. 41. Auxiliary equipment of passenger rolling stock in 2019 

rolling stock 
type 
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railcars  

electric 100% 100% 0% 100% 100% 100% 100% 100% 100% 

diesel 84% 48% 18% 82% 68% 89% 52% 11% 52% 

multiple units  

electric 62% 45% 22% 61% 68% 97% 70% 33% 61% 

diesel 89% 49% 19% 98% 77% 98% 68% 28% 54% 

wagons  

with seats 45% 7% 1% 55% 5% 10% 52% 0% 7% 

with sleeping 
spaces 

24% 0% 0% 55% 0% 0% 55% 0% 7% 

Passenger railway undertakings and organisers of collective public transport are announcing plans to 

further invest in their rolling stock, which should improve the comfort of travelling by rail. All new 

vehicles should be compliant with the applicable TSI requirements. 

5.2. Meeting the interoperability requirements in terms of passenger 
rolling stock 

In 2019, 157 rolling stock units were placed in service for passenger traffic. The number of rolling stock 

units placed in service is systematically growing each year. This includes the newly built units and those 

placed in service after upgrade. The increase in relation to 2018, when 124 units were placed in service, 

amounted to 33 units, i.e. 27%).  

Multiple units placed in service in 2019 are newly built units intended for commuter rail traffic. 

Moreover, 105 passenger wagons, which were subject of modernisation works ordered by PKP 

Intercity, were placed in service in 2019. Compliance with all the requirements defined in TSI is not 

obligatory for upgraded units. It is only mandatory to prove compliance with TSI only in the scope of 

the parts subject to modernisation works. Hence such vehicles are not classified as TSI-compliant in 

the list. As a rule, it is not possible for newly built units which should be compliant with all the applicable 

technical specifications. 

Tab. 42. Authorisations of placing in service issued for passenger rolling stock in 2019 

 

 

 

 

 

 

rolling stock units TSI-compliant 
TSI non-

compliant 

electric multiple unit 46 0 

diesel multiple unit 6 0 

passenger wagons 0 105 
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TSI non-compliant rolling stock units have dominated in the total number of units placed in service in 

recent years. This is mainly due to a substantial number of modernisation works in older rolling stock 

units. The need to modernise rolling stock units mostly refers to those which have been in operation 

for over 30 years. 

Amendments to the TSI which are applicable to the “rolling stock — freight wagons’ and “control-

command and signalling” subsystems, introduced in 2019, did not affect the procedure for placing in 

service. As part of the amendments, some of the open points, previously governed by the laws of EU 

Member States, were closed. The update of TSI also structured the modification management process 

by expressly defining the changes to the parameters which require a new authorisation. The legislative 

changes are to be in full force and effect in 2020. 

Fig. 117. The number of passenger rolling stock units placed in service in 2014-2019 with 
regard to TSI compliance/non-compliance  

 

New rolling stock units currently being placed in service are fully compliant with all applicable TSI 

requirements. Rolling stock units for which it was necessary to introduce restrictions or operational 

conditions due to the lack of compliance with all the TSI requirements or special conditions for 

compliance, are a minor exception to the rule.  

Fig. 118. The number of rolling stock units placed in service compliant with the TSI PRM in 2014-
2019 

 
A crucial aspect subject to verification in the process of placing in service is the adjustment of the 

rolling stock to the needs of persons with reduced mobility. All 52 newly built rolling stock units 

intended for passengers met all the core requirements defined in TSI PRM. The upgraded passenger 

wagons were adapted to TSI PRM requirements to the greatest extent possible. In such event, full 

compliance is not obligatory and it is often not possible in certain instances. For example, adapting all 

wagons to the possibility of transporting persons on wheelchairs would require the reconstruction of 

entrance doors and passageways, as such upgrade of a given unit is not always feasible or cost-

effective. 

20

20

14

56

46

52

191

99

41

59

78

105

2014

2015

2016

2017

2018

2019
TSI-compliant

TSI non-compliant (placed in service based
on authorisations for vehicle types which are
TSI non-compliant

38

70 11

11

89

73

52

2014

2015

2016

2017

2018

2019

TSI PRM 2008 TSI PRM 2014



 

 

 

Rolling stock 

161 

5.3. The structure of the rolling stock owned by freight railway 
undertakings 

Changes on the freight transport market, particularly in the context of a growing share of smaller-scale 

railway undertakings, affect the changes in the structure of rolling stock used in freight railway 

transport. Small-scale freight railway undertakings are increasingly willing to use rolling-stock lease or 

rental services provided by third-party companies. The operations of such companies not only support 

the increase of internal competitiveness on the freight transport market, but also affect the profound 

diversification of data on the rolling stock structure, compared on a year-on-year basis, 

Tab. 43. The structure of traction units available to freight railway undertakings in 2011-2019 

traction units 
Year 

2011 2012 2013 2014 2015 2016 2017 2018 2019 

locomotives 3682 3625 3657 3483 3596 3632 3451 3506 3655 

electric 1456 1431 1491 1388 1475 1502 1419 1445 1509 

diesel 2226 2194 2166 2095 2121 2130 2032 2061 2146 

Tab. 44. The structure of wagons available to freight railway undertakings in 2011-2019 

wagons 
Year 

2011 2012 2013 2014 2015 2016 2017 2018 2019 

open freight 
wagons 

 62444 60530 60234 59270 59641 61919 59432 61677 61477 

of ordinary type E 46320 45501 45365 45111 45446 46752 45173 46990 46757 

of special type F 16124 15029 14869 14159 14195 15167 14259 14687 14720 

covered 
wagons 

 4927 4659 4493 4160 4100 3976 3897 2075 2065 

of ordinary type G 3028 2761 2595 2264 2207 2084 2006 171 148 

of special type H 1899 1898 1898 1896 1893 1892 01891 1904 1917 

flat wagons  11588 11144 11190 11668 11603 11541 12551 12973 13453 

on axles           
of ordinary type K 798 612 608 592 590 578 570 555 602 

of special type L 30 30 138 212 14 20 58 100 20 

on bogies           
of ordinary type R 5649 5391 5258 5214 5261 5029 5125 5362 5768 

of special type S 5111 5111 5186 5650 5738 5914 6798 6956 7063 

other  22158 22800 22200 11531 15562 14902 15249 14624 14159 

with roof T 1197 1282 1220 1226 1256 1273 1289 1596 1555 

special wagons U 6339 5747 5980 6147 6124 6291 6347 5393 4348 

tank wagons Z 13224 14371 14129 3887 7602 6768 7068 7086 7232 

service and staff 
wagons 

 1398 1400 871 271 580 570 545 549 1024 

The growing interest in intermodal transport services and investments in this area influenced the 

rolling stock park owned by freight railway undertakings.  

The usage rate of the rolling stock owned by freight railway undertakings slightly changed in 2019 in 

relation to the previous years. For all locomotives, the usage rate amounted to 52.1% in 2019 (0.4 p.p. 

rate reduction). A significant increase in the number of locomotives at the disposal of freight railway 

undertakings did not result in any significant changes regarding their usage. 
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Fig. 119. Use of traction units by freight railway undertakings in 2019* 

 
 

The most notable changes in the average age of the rolling stock in 2019 were recorded for flat wagons 

on axles (an increase of over 4 years in relation to 2018) and tank wagons (a decrease of over 3 years 

in relation to 2018). This results from the operation of rolling stock units owned by third-party entities 

dealing with rolling stock rental or lease. 

Fig. 120. The average age of the rolling stock available to freight railway undertakings in 2018-2019 

 

                                                                            

* The chart was prepared on the basis of statistical data provided by licensed freight railway undertakings. The data may depend 
on numerous factors related to the operation of the rolling stock, and therefore they should be treated as an estimate intended 
mainly for long-term change observations. The data should be compared to the number of units listed in tables which refer to 
the rolling stock structure. 
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The oldest traction units at the disposal of passenger railway undertakings include 

• an EP03 series electric locomotive manufactured in 1951 by Allemana Svenska Elektriska 

Aktienbolaget (Sweden); 

• a 140 series electric locomotive manufactured in 1957 by Skoda plant in Plzen 

(Czechoslovakia), currently out of operation 

• an EP05 series electric locomotive manufactured in 1961 by Skoda plant in Plzen 

(Czechoslovakia), currently out of operation 

The newest traction units at the disposal of passenger railway undertakings include 

• an E6ACTa series electric locomotive manufactured by Newag (Poland);  

• an X4EA series electric locomotive manufactured by Siemens Mobility (Germany); 

• and ET26 series electric locomotive equipped with an additional diesel engine, manufactured 

by Newag (Poland). 

5.4. Meeting the interoperability requirements in terms of freight rolling 
stock 

Freight wagons have a major share in the rolling stock registered in Poland. The percentage share of 

these units amounted to 84.19% in 2019. New freight wagons compliant with all TSI requirements 

(requirements set out in pt. 7.1.2 and Appendix C to TSI WAG) have a privileged status - following their 

entry in the National Vehicle Register (NVR) and labelling with TEN marking, these wagons may be 

operated across the territory of the European Union based on an authorisation issued in the first EU 

Member State. All new freight wagons manufactured in 2019 are TSI-compliant. Unlike passenger 

wagons, freight wagons are rarely upgraded. As a rule, modifications usually do not affect any essential 

design features, and thus it is not obligatory to obtain a new authorisation of placing in service. 

Therefore, in the freight wagon segment, authorisations for TSI non-compliant rolling stock units are 

rare.  

The number of new authorisations of placing into service issued for freight wagons in 2019 decreased 

by over a half in relation to 2018. This could result from the implementation of the technical pillar of 

the fourth railway package across most of the European Union, under which it is required to obtain a 

type authorisation for all units used in cross-border traffic at the European Union Agency for Railways. 

As regards authorisations issued by national safety authorities, due to the w structure of Article 55(7) 

of Regulation 2018/545, some national safety authorities of other EU Member States expressed 

doubts in respect of the way this provision should be construed. 

Fig. 121. The number of freight wagons authorised for service in 2013-2019 
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The average age of the freight wagons has been invariably over 30 years.  It was 33 years in 2019. This 

is due to the fact that the percentage of new freight wagons placed in service accounted for only 0.25% 

of the total number of wagons. In 2019, the vast share of new wagons included flat wagons and tank 

wagons. 

A substantial number of freight wagons operated in Poland will have to be upgraded in the years to 

come. In 2019, an amendment was adopted to Noise TSI, as a result of which, as of 8 December 2024 

(date of introducing the 2024/2025 timetable) only freight wagons compliant with TSI requirements 

can be operated on railway lines marked as “quieter routes”. Railway undertakings which intend to 

operate their trains as part of international traffic, will be obliged to have rolling stock equipped with 

composite brake blocks. In domestic traffic, the operation of a substantial part of all freight wagons, 

including those equipped with cast-iron brake blocks, will be permitted until the end of 2036. The 

negotiated transition period for the domestic operation of wagons with cast-iron brake blocks is 

essential due to the fact that the total cost of “conversion” of all the wagons in service in Poland is 

estimated at approx. PLN 2 bn. Only a part of the costs could be financed  from the funds available to 

rolling stock keepers as part of EU support programmes. The need to shift expenses of such size would 

considerably hurt the competitive position of rail transport in relation to road transport. 

2019 was another year which  saw the increase of new and upgraded locomotives. Out of the total 

number of locomotives, there were 146 new locomotives, fully compliant with applicable TSI 

requirements. The remaining 97 locomotives are upgraded vehicles, out of which 17 were imported 

from other EU Member States for further operation on the territory of Poland. This gives a total of 243 

units, compared with 165 new and upgraded locomotives in 2018 and 44 in 2017. 

5.5. The market of owners and keepers according to the data from the 
National Vehicle Register (NVR) 

Transport services are performed by railway undertakings using their own rolling stock and vehicles 

leased by other entities. The degree of separating the functions of a railway undertaking and vehicle 

owner varies across individual European states. For instance, in the United Kingdom, rolling stock 

leasing companies (ROSCO) are owners of nearly all traction units, passenger and freight wagons, 

which they lease to railway undertakings. In contrast, Poland adopted a different model, in which the 

majority of the rolling stock  is owned by railway undertakings. The rolling stock leasing market records 

minor growth year on year (from 6.49% in 2018 to 7.08% in 2019). More entities are also deciding to 

create their own rolling stock pool intended for lease to railway undertakings on a commercial basis. 

The observation of growth dynamics of the Polish rolling stock owner and keeper market is possible 

thanks to the data collected in the National Vehicle Register. The register includes basic data on 

vehicles operated in Poland, such as details of owners, keepers and entities in charge of maintenance. 

Pursuant to the Rail Transport Act, a keeper is an entity which is the owner of the railway vehicle or 

has the right to use it as a means of transport, entered into the NVR.   
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Fig. 122. The structure of rolling stock owners according to data from NVR [unit] 

 

In 2019 freight railway undertakings owned over 70% of all the railway vehicles registered in Poland. 

The total number of 70,741 included 2989 locomotives and 67,370 freight wagons, a small number of 

special vehicles and several passenger wagons. 

The division of the rolling stock owned by passenger railway undertakings is as follows: 3392 traction 

units (locomotives, rail cars, electric and diesel multiple units), 3270 passenger wagons and 5 special 

vehicles. 

In the NVR, every section of a multiple unit is registered as a separate unit and assigned a unique EVN 

number. This might result in some discrepancies between the data entered in the NVR and the data 

published by rolling stock owners. 

The organisers of public collective transport own 1204 traction units and 42 passenger wagons. 

Tab. 45. The number of rolling stock keepers according to data from NVR and the number of 
rolling stock units. 

rail market entities number of entities number of keepers’ units 

freight railway undertakings 95 78,923 

passenger railway undertakings 19 8,463 

other  182 15,562 

 

Freight undertakings account for the greatest share of rolling stock keepers. In relation to the previous 

year, the number of units held by rolling stock keepers rose by 2%, from 77,343 to 78,923. This 

included 74,423 freight wagons. The number of units held by passenger railway undertakings 

decreased by 2355 units, and amounted to 8436. 

Out of the remaining 15,562 rail vehicles, the PKP PLK infrastructure manager held 3102 units. 
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Tab. 46. Number of units of a given rolling stock type  

vehicle type number 

passenger wagons 3,341 

special units 3,969 

freight wagons 86,681 

traction units 8,957 

in total 102,948 

 

The data collected in the NVR can be used to define the number of all vehicles registered in Poland, 

divided by rolling stock type. The number of registered rolling stock units decreased by 1.21% in 

relation to 2018, from 104,213 to 102,948. The number of freight wagons has remained the highest 

for years, amounting to 86,681 units, which accounts for over 84% of all rail vehicles registered in 

Poland. The reduced number of units is the outcome of the current process of decommissioning the 

oldest vehicles. The average age of rolling stock units with a valid registration was 34.7 years in 2019. 

The value is increasing each year. In 2018, the average age was 33.8. This mainly results from an 

insufficient number of orders for new rail vehicles. In recent years, the number of decommissioned 

vehicles was higher than the number of new rolling stock units placed in service. 

Based on the analyses of the railway undertakings’ demand for rolling stock, by evaluating the number 

of vehicles which will turn 40 in the years to come, it can be stated that it will be necessary to replace 

or upgrade 44% of the rolling stock held. This value is due to increase to 71% by 2030. Diesel 

locomotives and wagons with seats account for the largest share in this list. Investments in rolling stock 

made by passenger railway undertakings will contribute to maintaining the steady growth of the 

number of passengers. 

 



 

 

 

List of figures and tables 

     

167 

6. Abbreviations and terms  

Railway undertakings and companies 

1. Agnieszka Dolata - 

Agnieszka Dolata running business activities 

under the name “Żwirownia DOLATA” “Beton 

DOLATA” Agnieszka Dolata 

2. Alza Cargo - Alza Cargo sp. z o.o. 

3. 
ArcelorMittal Distribution 

Solutions 
- 

ArcelorMittal Distribution Solutions Poland 

sp. z o.o. 

4. Arriva RP or Arriva - ARRIVA RP sp. z o.o. 

5. AWT - 
until 2019, Advanced World Transport a.s., 

current name: PKP Cargo International 

6. Barter - Barter S.A. 

7. Bartex - Bartex sp. z o.o. 

8. Bartex Plus - Bartex Plus sp.  z o.o. 

9. BCT - 
Bałtycki Terminal Kontenerowy Sp. z o.o. 

[Baltic Container Terminal, Ltd.] 

10. B.R.S. - B.R.S. sp. z o.o. 

11. Captrain Polska - Captrain Polska sp. z o.o. 

12. Cargo Master - Cargo Master sp. z o.o. 

13. Cargo PTT - 
Cargo Przewozy Towarowe, Transport  

sp. z o.o. sp.k. 

14. CARGOTOR - CARGOTOR sp. z o.o. 

15. Cedrob - Cedrob Cargo sp. z o.o. 

16. Ciech Cargo - CIECH Cargo sp. z o.o. 

17. CD Cargo Poland - CD Cargo Poland sp. z o.o. 

18. CL Łosośna - Centrum Logistyczne w Łosośnej sp. z o.o. 

19. CL Cargo Logistics - TRACK TEC Logistics sp. z o.o. 

20. CMC Poland - CD Cargo Poland sp. z o.o. 

21. Cognor - Cognor S.A. 

22. Colas Rail  - Colas Rail Polska sp. z o.o. 

23. CTL Express - CTL Express sp. z o.o. 

24. CTL Logistics - CTL Logistics sp. z o.o. 

25. CTL Maczki – Bór - CTL Maczki – Bór S.A. 

26. CTL Północ - CTL Północ sp. z o.o. 

27. CTL Rail - CTL Rail sp. z o.o. 
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28. CTL Train - CTL Train sp. z o.o. 

29. Ceske Drahy or České dráhy  České dráhy a.s. 

30. DB - Deutsche Bahn 

31. DB Cargo Polska - DB Cargo Polska S. A. 

32. DB Cargo Spedkol - DB Cargo Spedkol sp. z o.o. 

33. DCT  - DCT Gdańsk S.A. 

34. Depol - 
Przedsiębiorstwo Obrotu Surowcami 

Wtórnymi “Depol” sp. z o.o. 

35. DSDiK - 

Dolnośląska Służba Dróg i Kolei we 

Wrocławiu (Lower Silesian Roads and Rail 

Service in Wrocław) 

36. Ecco Rail - ECCO Rail sp. z o.o. 

37. EP Cargo - EP Cargo a.s. 

38. Eurasian Railway   Eurasian Railway Carrier sp. z o.o. 

39. Euroterminal Sławków - “Euroterminal Sławków” sp. z o.o. 

40. Eurotrans - EUROTRANS sp. z o.o. 

41. F.H.U. Orion Kolej - F.H.U. “ORION Kolej” Krzysztof Warchoł 

42. Freightliner PL - Freightliner PL sp. z o .o. 

43. Grupa Azoty „Koltar” -  Grupa Azoty “Koltar” sp. z o.o. 

44. Grupa Azoty „Kolzap” -  Grupa Azoty “Kolzap” sp. z o.o. 

45. GT Rail - GT Rail sp. z o.o. 

46. Koltar - Grupa Azoty „KOLTAR” sp. z o.o. 

47. HMT Polska - HMT Polska Sp. z o.o. 

48. HSL Polska - HSL Polska sp. z o.o. 

49. Infra SILESIA - Infra SILESIA S.A. 

50. Inter Cargo - Inter Cargo sp. z o.o. 

51. IRT - IRT sp.  z o.o. 

52. JSK - Jastrzębska Spółka Kolejowa sp. z o.o. 

53. JSW Logistics - 

currently JSW Logistics sp. z o.o., formerly: 

Zakład Przewozów i Spedycji “SPEDKOKS” 

sp. z o.o. 

54. Karpiel - „Karpiel” sp. z o.o. 

55. Kolej Bałtycka - „Kolej Bałtycka” S.A.  

56. Koleje Dolnośląskie - Koleje Dolnośląskie S.A. 

57. Koleje Małopolskie - “Koleje Małopolskie” sp. z o.o. 
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58. Koleje Mazowieckie - “Koleje Mazowieckie – KM” sp. z o.o. 

59. Koleje Śląskie - Koleje Śląskie sp. z o.o. 

60. Koleje Wielkopolskie - Koleje Wielkopolskie sp. z o.o. 

61. Koleje Wschodnie - Koleje Wschodnie sp. z o.o. 

62. KP Kotlarnia - Kopalnia Piasku “Kotlarnia” S.A. 

63. KP Kotlarnia Linie Kolejowe - 
“Kopalnia Piasku Kotlarnia - Linie Kolejowe” 

sp. z o.o. 

64. Leo Express  Leo Express Global a.s. 

65. LTC - Logistics&Transport Company sp. z o.o. 

66. Lotos Kolej - “Lotos Kolej” sp. z o.o. 

67. LTE Polska   LTE Polska sp. z o.o.  

68. LW Bogdanka - Lubelski Węgiel “Bogdanka” S.A. 

69. 
ŁKA or Łódzka Kolej 

Aglomeracyjna 
- “Łódzka Kolej Aglomeracyjna” sp. z o.o. 

70. Majkoltrans - “MAJKOLTRANS” sp. z o.o. 

71. Metrans Polonia - Metrans (Polonia) sp. z o.o. 

72. Mobil Lok Servis - Mobil Lok Servis Sp. z o.o. 

73. Moris - MORIS sp. z o.o. 

74. MOSiR Ełk -  

Miejski Ośrodek Sportu i Rekreacji w Ełku 

[Municipal Centre for Sport and Recreation in 

Ełk] 

75. MPK Wrocław -  

Miejskie Przedsiebiorstwo Komunikacyjne we 

Wrocławiu [Municipal Public Transport 

Company in Wrocław] 

76. Newag - “Newag” S.A. 

77. NKN Usługi Kolejowe - NKN Usługi Kolejowe sp. z o.o. 

78. ODEG Ostdeutsche - Ostdeutsche Eisenbahn GmbH 

79. Olavion - Olavion sp. z o.o. 

80. Omniloko - OMNILOKO sp. z o.o. 

81. Orion Rail Logistics - 
Orion Rail Logistics sp. z o.o. spółka 

komandytowa 

82. Orlen Koltrans - ORLEN KolTrans sp. z o.o. 

83. OT Rail - OT RAIL sp. z o.o. 

84. OT Port Świnoujście - OT Port Świnoujście S.A. 

85. PCC Intermodal - PCC Intermodal S.A. 

86. 
PGE Górnictwo i Energetyka 

Konwencjonalna Lublin Wrotków 
- 

PGE Energia Ciepła S.A. Combined Heat & 

Power Plant Branch in Wrotków, Lublin 
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87. PKM - Pomorska Kolej Metropolitalna S.A. 

88. PKP Cargo - PKP CARGO S.A. 

89. PKP Cargo Service - PKP CARGO SERVICE sp. z o.o. 

90. PKP Energetyka - PKP Energetyka S.A. 

91. PKP Intercity or PKP IC - “PKP INTERCITY” S.A.  

92. PKP LHS - PKP Linia Hutnicza Szerokotorowa sp. z o.o. 

93. PKP PLK - PKP Polskie Linie Kolejowe S.A. 

94. PKP S.A. - Polskie Koleje Państwowe S.A. 

95. PKP SKM or SKM in Tricity - 
PKP Szybka Kolej Miejska w Trójmieście  

sp. z o.o. 

96. PMT Linie Kolejowe - “PMT Linie Kolejowe” sp. z o.o. 

97. PNI Warszawa - 
Przedsiębiorstwo Napraw Infrastruktury  

sp. z o.o. under liquidation 

98. PESA Bydgoszcz - Pojazdy Szynowe PESA Bydgoszcz S.A. 

99. Pol-Miedź Trans - Pol–Miedź Trans sp. z o.o. 

100. Polzug - Polzug Intermodal Polska sp. z o.o. 

101. POZ BRUK - POZ BRUK sp. z o.o. sp.j. 

102. PPMT - 
Pomorskie Przedsiębiorstwo Mechaniczno – 

Torowe sp. z o.o. 

103. PTS Betrans  
Przedsiębiorstwo Transportowo-Sprzętowe 

Betrans sp. z o.o. 

104. 
Przewozy Regionalne or 

POLREGIO 
- “Przewozy Regionalne” sp. z o.o. 

105. PUK Kolprem - 
Przedsiębiorstwo Usług Kolejowych 

KOLPREM sp. z o.o. 

106. Rail Cargo - 
Rail Cargo Carrier - Poland sp. z o.o. (formerly 

Rail Time Polska sp. z o.o.) 

107. Railpolonia - Railpolonia sp. z o.o. 

108. Rail Polska - Rail Polska sp. z o.o. 

109. Rail Services Europe - Rail Services Europe sp. z o.o. 

110. Rail STM - Rail STM sp. z o.o. (formerly Cityline sp. z o.o.) 

111. Railtrans Poland - Railtrans Poland sp. z o.o. sp. k. 

112. RegioJet - RegioJet a.s. 

113. Silva LS - Silva LS sp. z o. o. 

115. SKM Warsaw or SKM in Warsaw - Szybka Kolej Miejska sp. z o.o. 

116. SKPL Cargo - SKPL Cargo sp. z o.o. 
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117. Stalserwis Batory - Stalserwis Batory sp. z o.o. 

118. STK - STK S.A. 

119. Swietelsky Rail Polska - Swietelsky Rail Polska sp. z o.o. 

120. Tabor Rail - Tabor Rail sp. z o.o. 

121. Torpol - Torpol S.A. 

122. Track Tec - Track Tec S.A. 

123. Track Tec Logistics - TRACK TEC Logistics sp. z o.o. 

124. Track Tec Rail - Track Tec Rail sp. z o.o. 

125. Trakcja PRKiI - Trakcja PRKiI S.A. 

126. Transchem - Transchem sp. z o.o. 

127. UBB - Usedomer Bäderbahn GmbH 

128. UBB Polska - UBB Polska sp. z o.o. 

129. Wagon Opole - Wagon Opole Sp. z o.o. 

130. WAM - WAM sp. z o.o. 

131. Wiskol - Wiskol sp. z o.o. sp. k. 

132. WKD - Warszawska Kolej Dojazdowa sp. z o.o. 

133. ZIK Sandomierz - Zakład Inżynierii Kolejowej  sp. z o.o. 

134. ZPiS „SPEDKOKS” - 

formerly: Zakład Przewozów i Spedycji 

„SPEDKOKS” sp. z o.o., currently JSW 

Logistics sp. z o.o. 

135. ZUE - ZUE S.A. 

136. CTL Group - 
Companies: CTL Logistics sp. z o.o., CTL 

Północ sp. z  .o. and CTL Train sp. z o.o. 

137. DB Group - 
Companies DB Cargo Polska S.A. and DB 

Cargo Spedkol sp. z o.o. 

138. PKP Group - 

Companies PKP Cargo S.A., PKP Cargo 

Service sp. z o.o., PKP Linia Hutnicza 

Szerokotorowa sp. z o.o. 

Institutions and organisations 

1. GUS - Statistics Poland 

2. IRG-Rail - Independent Regulators’ Group – Rail 
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3. PISiL - 

Polska Izba Spedycji i Logistyki [Polish 

International Freight Forwarders Association - 

PIFFA] 

4. President of UTK - President of the Office of Rail Transport 

5. UTK - Office of Rail Transport 

Legal regulations 

1. Directive 2012/34/EU - 

Directive 2012/34/EU of the European 

Parliament and of the Council of 21 November 

2012 establishing a single European railway area 

2. Directive 2016/797/EU - 

Directive (EU) 2016/797 of the European 

Parliament and of the Council of 11 May 2016 

on the interoperability of the rail system within 

the European Union 

3. NST classification - 

Commission Regulation (EC) No 1304/2007 of 7 

November 2007 amending Council Directive 

95/64/EC, Council Regulation (EC) No 1172/98, 

Regulations (EC) No 91/2003 and (EC) No 

1365/2006 of the European Parliament and of 

the Council with respect to the establishment of 

NST 2007 as the unique classification for 

transported goods in certain transport modes 

4. Regulation 2015/1100 - 

Commission Implementing Regulation (EU) 

2015/1100 of 7 July 2015 on the reporting 

obligations of the Member States in the 

framework of rail market monitoring 

5. Regulation 2015/909  

Commission Implementing Regulation (EU) 

2015/909 of 12 June 2015 on the modalities for 

the calculation of the cost that is directly incurred 

as a result of operating the train service 

6. 
Implementing Regulation 

869/2014 
- 

Commission Implementing Regulation (EU) No 

869/2014 of 11 August 2014 on new rail 

passenger services 

7. Regulation (EU) 2018/545  

Commission Implementing Regulation (EU) 

2018/545 of 4 April 2018 establishing practical 

arrangements for the railway vehicle 

authorisation and railway vehicle type 

authorisation process pursuant to Directive (EU) 

2016/797 of the European Parliament and of the 

Council 
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8. Regulation 2018/1795  - 

Commission Implementing Regulation (EU) 

2018/1795 of 20 November 2018 laying down 

procedure and criteria for the application of the 

economic equilibrium test pursuant to Article 11 

of Directive 2012/34/EU of the European 

Parliament and of the Council 

9. TSI - Technical Specification for Interoperability 

10. TSI Noise - 

TSI NOI 2011 – Commission Decision of 4 April 

2011 concerning the technical specifications of 

interoperability relating to the subsystem ‘rolling 

stock – noise’ of the trans-European conventional 

rail system (OJ L 99 of 13 April 2011, p. 1); 

TSI NOI 2014 – Commission Regulation (EU) No 

1304/2014 of 26 November 2014 on the 

technical specification for interoperability 

relating to the subsystem ‘rolling stock — noise’ 

amending Decision 2008/232/EC and repealing 

Decision 2011/229/EU (OJ  L 356 of 12 

December 2014, p. 421). 

11. TSI CCS - 

 

TSI CCS 2006 - Commission Decision of 7 

November 2006 concerning a technical 

specification for interoperability relating to the 

control-command and signalling subsystem of the 

trans-European high speed rail system and 

modifying Annex A to Decision 2006/679/EC of 

28 March 2006 concerning the technical 

specification for interoperability relating to the 

control-command and signalling subsystem of the 

trans-European conventional rail system (OJ L 

342 of 7 December 2006, as amended) 

TSI CCS 2012 - Commission Decision of 25 

January 2012 on the technical specification for 

interoperability relating to the control-command 

and signalling subsystems of the trans-European 

rail system (OJ L 51 of 23 February 2012, as 

amended) 

TSI CCS 2016 - Commission Decision (EU) 

2016/919 of 27 May 2016 on the technical 

specification for interoperability relating to the 

control-command and signalling subsystems of 

the trans-European rail system (OJ L 158 of 15 

June 2016) 
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12. TSI ENE - 

Commission Regulation (EU) No 1301/2014 of 

18 November 2014 on the technical 

specifications for interoperability relating to the 

‘energy’ subsystem of the rail system in the Union 

(OJ L 356/179 of 12 December 2014) 

13. TSI WAG  - 

TSI WAG 2006 – Commission Decision of 28 July 

2006 concerning the technical specifications of 

interoperability relating to the subsystem ‘rolling 

stock – freight wagons’ of the trans-European 

conventional rail system (OJ L 344 of 8 

December 2006) 

TSI WAG 2013 - Commission Regulation (EU) No 

321/2013 of 13 March 2013 concerning the 

technical specification for interoperability 

relating to the subsystem ‘rolling stock — freight 

wagons’ of the rail system in the European Union 

and repealing Decision 2006/861/EC (OJ L 104 

of 12 April 2013). 

14. TSI PRM - 

Commission Regulation (EU) No 1300/2014 of 

18 November 2014 on the technical 

specifications for interoperability relating to 

accessibility of the Union's rail system for 

persons with disabilities and persons with 

reduced mobility (OJ L 356 of 12 December 

2014) 

15. 
Regulation on Core network 

corridors 
- 

Regulation (EU) No 1315/2013 of the European 

Parliament and of the Council of 11 December 

2013 on Union guidelines for the development of 

the trans-European transport network and 

repealing Decision No 661/2010/EU (OJ L 346 of 

20 December 2013). 

16. 
Strategy for ERTMS 

deployment at European level 
- 

Commission Implementing Regulation (EU) 

2017/6 of 5 January 2017 on the European Rail 

Traffic Management System European 

deployment plan (OJ L 3 of 6 January 2017). 

17. 
Strategy for ERTMS 

deployment at national level 
- 

National deployment plan for technical 

specification of interoperability related to the 

control-command and signalling of June 2017, 

with supplements30 

18. Public Transport Act - 

the Act of 16 December 2010 on public collective 

transport (Journal of Laws of 2017, item 2136, as 

amended). 

                                                                            

30 https://www.gov.pl/web/infrastruktura/krajowy-plan-wdrazania-technicznej-specyfikacji-interoperacyjnosci-sterowanie 
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19. Rail Transport Act - 

The Rail Transport Act of 28 March 2003 

(Journal of Laws of 2017, item 2117, as 

amended). 

20. 

Regulation on providing 

access to railway 

infrastructure 

- 

Regulation of the Minister of Infrastructure and 

Construction of 7 April 2017 on providing access 

to railway infrastructure  (Journal of Laws of 

2017, item 755). 

Other terms 

1. CEF - Connecting Europe Facility 

2. ECM - entities in charge of maintenance 

3. ERTMS - European Rail Traffic Management System 

4. e-SEPE - 
Electronic System for Recording Operational 

Performance 

5. ETCS - European Train Control System 

6. Eurobalise - 
an element of the ERTMS/ETCS track-side 

equipment  

7. EMU - Electric multiple unit 

8. GSM-R - GSM for Railways 

9. Licence - 

an entity's authorisation to perform the function 

of a railway undertaking in the Republic of Poland 

and other EU Member States or member states of 

the European Free Trade Association (EFTA) - 

parties to the agreement on the European 

Economic Area  

10. NVR - National Vehicle Register 

11. pass-km - passenger-kilometre 

12. train-km - train-kilometre 

13. IEOP - 
Infrastructure and Environment Operational 

Programme 

14. PSO - Public Service Obligation 

15. RID - 
Regulations concerning the International 

Carriage of Dangerous Goods by Rail 

16. SMGS - 
Agreement on International Goods Transport by 

Rail 
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17. DMU - diesel multiple unit 

18. TEU - 
an equivalent of a 20-foot unit; 1 TEU means 1 

container with a length of 20 feet 

19. tonne-km - tonne-kilometre 

20. Three Seas Initiative - 

international economic and political initiative 

joining 12 EU countries located around the Baltic, 

Black and Adriatic Sea.  The group consists of 

Austria, Bulgaria, Croatia, the Czech Republic, 

Estonia, Lithuania, Latvia, Poland, Romania, 

Slovakia, Slovenia and Hungary 
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