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Abstract 

Road transport is most commonly used out of other modes in terms of freight and passenger 

transportation on local and regional levels. For European citizens it is a primary mean of their 

access to services, social activities and employment. The scope of road infrastructure differs in 

some regions. The major disparity appears when the East of Europe is compared with the West. 

Actions to link periphery with the core of Europe are being continuously performed, what in this 

case represents itself in constructing Pan-European Transport Corridors, which will contribute to 

the connection of the whole territory of Europe. 

The Via Baltica, chosen as a case for this thesis, is a route to connect Helsinki, Tallinn, Riga, 

Kaunas, Budzisko and Warsaw. It is the common initiative of Finland, Estonia, Lithuania, Latvia 

and Poland. In addition, it is to be an express road and part of the I Pan-European Transport 

Corridor, which is going to connect Baltic countries with the West and South part of Europe. 

We focus on presenting how the Via Baltica is introduced in official documents and compare it 

with the process in practice. Our final goal is to assess the planning process of the Via Baltica 

route in Poland according to top down planning approaches and sustainability criteria. We are 

trying to find out what are the advantages and disadvantages of the ongoing process. After 

introducing results of the analysis made for the Via Baltica by Polish experts, we present how 

stakeholders and local authorities try to reinforce the process, regardless of environmental issues, 

to achieve economic and social profits. 

As the result we try find out how are the dimensions of sustainable development handled in the 

Via Baltica case in Poland. The conclusions are based on our findings concerning several 

conflicts which appeared during the planning process. They are also based on one-dimension as 

well as multi-criteria analyses.  
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“Planning is bringing the future into the present so that you can do something about it now." 

Alan Lakein 
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INTRODUCTION 

I. Introduction to transport infrastructure development 

The history of road transportation is as old as the world. The first roads were built in the ancient 

ages in Mesopotamia or the Roman Empire. The development of the Roman road system “was 

also linked with the establishment of pan-continental trading routes, such as the Silk Road, 

linking Europe and Asia”.
1
 So even a long time ago the necessity of binding together far away 

areas was of great importance since it contributed to the cultural and economic development. 

“Road development accelerated in the first half of the 20th century. The Germans were however 

the first to build the modern highway (autobahn) in 1932 with specifications such as restricted 

access, overpasses and road separation that would eventually become common characteristics of 

highway systems. The post World War Two era represented a period of rapid expansion of road 

transportation networks worldwide.”
2
 

Unfortunately, the scope of road infrastructure differs in some regions. The major disparity 

appears when the East of Europe is compared with the West. Because of many socio-economic 

factors, Eastern Europe could not be developed in the same way to the western part of the 

continent in many fields, also concerning road transport infrastructure. But the time has come 

and actions to link periphery with the core of Europe are being continuously performed, what in 

this case represents itself in constructing Pan-European Transport Corridors, which will 

contribute to the connection of the whole territory of Europe. 

II. Study Object 

The study object of our thesis is the planning process of the Via Baltica expressway, which is 

part of I Pan-European Transport Corridor, through the territory of Poland according to 

sustainability criteria. 

                                                 

1
 http://people.hofstra.edu/geotrans/eng/ch3en/conc3en/ch3c2en.html 

2
 http://people.hofstra.edu/geotrans/eng/ch3en/conc3en/ch3c2en.html 
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Picture 1. The Via Baltica in Europe 

Source: http://upload.wikimedia.org/wikipedia/commons/thumb/3/3b/E67_route.svg/300px-E67_route.svg.png 

In our thesis we would like to check the process of planning in terms of the most important 

components: 

 Its suitability in meeting policy objectives, 

 Its adaptability in terms of possible conflicts and barriers to its implementation or 

realization. 

We would like to provide the discussion between environmental, social and economic issues 

concerning transport infrastructure development. Moreover, we would like to find out if 

sustainability may be maintained at all.  

III. Research question 

In accordance with our field of study, we put forward one main question to be answered by 

the following thesis paper. It deals with a topic and its scope is reasonable. 

 

 

How are the dimensions (economic, social, environmental) of 

sustainable development handled in the Via Baltica case in 

Poland?  
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To give an answer to this question, an analysis of the actual official documents have to be made. 

Mainly documents that describe the Via Baltica project from different perspectives but also 

papers concerning sustainable transport issue on Polish and European level are taken into 

account. Theoretical framework gives us a tool to define what the concept of sustainable 

development and sustainability are, when can be said if transport is sustainable and how rational 

planning process should look like. In the second part of our paper the Via Baltica project on 

national and European context is discussed, further the Via Baltica as a planning process is 

described. 

Planning process of the Via Baltica is for many years a hot topic in Poland. However, major part 

of materials shows the object only from one perspective, which is usually very subjective. 

Through introducing the Via Baltica issue from many different dimensions, we wanted to show 

how far it fulfills sustainability principles. We focus on presenting how the Via Baltica is 

introduced in official documents and compare it with the process in practice. 

Our final approach is to assess the planning process of the Via Baltica route in Poland according 

to top down planning approaches and sustainability concerns. We would like to find out what are 

the advantages and disadvantages of the ongoing process. After introducing results of analysis 

made for the Via Baltica by Polish experts, we would like to introduce how stakeholders and 

local authorities try to reinforce the process, regardless of environmental issues, to achieve 

economic and social profits. 

IV. Structure of the thesis 

The thesis is divided into 4 main chapters. The introduction of the thesis aims at presenting the 

overview on the road transport issue as an interdisciplinary field of planning. Further, it clarifies 

the study object and main research question. It ends with a brief description of the thesis 

structure. 

The first chapter of this study is devoted to the theoretical perspective, which we would like to 

develop in our further consideration about the topic. First of all, a broad concept of sustainable 

development is discussed. This concept defines a basis for a more detailed one, which is the 
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concept of sustainable transport. Moreover, the theoretical approach on SEA was provided 

because it will be essential for our further analysis and conclusions. 

The second chapter represents the idea of the Via Baltica as an important process both on a 

national and international scale. To begin with, a brief description of the European Union 

transport policy with emphasis on road infrastructure development and TEN-T is summarized. 

Then, we introduce the general Polish transport policy acts and EU guidelines and 

recommendations. Afterwards, we would like to focus on our thesis object, the Via Baltica, 

which would finish the general discussion about the transport policy and would be continued in 

detail in the next chapters. 

The third chapter is devoted to the description of the Via Baltica in planning process in Poland. 

A wide range of aspects, such as Technical (transport and motion), economic, social and 

environmental perspective are taken into account. First of all, a basis for a rational planning 

process is indicated. Then the chapter shows the variety of factors and sustainability indicators 

that are being used in this kind of investment. Finally, main conflicts important from the 

different points of view are presented. 

The fourth chapter includes our conclusion and reflection about the topic. It is divided into 5 

parts, which facilitates the final discussion because it concerns different aspects: political, social, 

environmental, etc. 

V. Methodology 

Main source of information were: 

 Analysis of policy documents on an EU and national level, 

 Analysis of the Development Strategy of I Pan-European Transport Corridor, which 

provides views on the Via Baltica from a technical, environmental, economic and social 

perspective. 
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During the collection of environmental, economic and social data we mainly rely on the Strategy 

but we also used data from Central Statistical Office in Poland (pl. GUS
3
), various newspaper 

articles, reports and “society voices” to have a broader perspective, consider all arguments and 

have as neutral view as possible. Furthermore, we used maps and graphs from strategic 

documents. Moreover, we had a small talk with the public relation officer of the General 

Directorate for National Roads and Motorways but unfortunately this cannot be called an 

interview. We were informed that the Directorate cannot notify us about any other aspect of the 

Via Baltica until the planning process is legally finished. We may use this talk to our final 

discussion and opinion but not as a source of data. 

Main documents which we used to provide official data and support our consideration: 

EU level: 

 “A sustainable Europe for a Better World: A European Union Strategy for Sustainable 

Development”, 2001, 

 “Renewed EU Sustainable Development Strategy”, 2006, 

 White Paper “European transport policy for 2010: time to decide”, 

 White Paper “Keep Europe moving – Sustainable mobility for our continent. Mid-term 

review of the 2001 Transport White Paper”, 

 Reports by NGOs. 

National level: 

 “National Transport Policy for 2006 – 2025”, 

 “Development Strategy of I Pan-European Transport Corridor”, 

 “Prognosis of the Environmental Impact”. 

                                                 

3
 GUS – pl. Główny Urząd Statystyczny 
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1 THEORETICAL PERSPECTIVE   

This chapter aims at presenting the theoretical framework, which will be a starting point for our 

further description and discussion of the Via Baltica planning process. It is divided into 3 parts, 

which concern sustainable development as a comprehensive and broad term and then are 

narrowed to the concept of sustainable transport and the theoretical approach to the SEA. 

1.1 General assumption of the sustainable development  

Sustainable development is a very widespread term that concerns European Union’s activities in 

almost every issue. At the beginning this concept was associated mostly with environment 

protection but to truly understand its meaning it is essential to discover that sustainability does 

not only mean environment protection but a lot more. In other words this term connects different 

parts of progress and development such as social, economic and environmental issues and 

combines them with long-term objectives on local, regional and global level. The most 

common definition of sustainable development was coined by the Brundtland Commission in 

1987: “Sustainable development is development that meets the needs of the present without 

compromising the ability of future generations to meet their own needs.”  

 

Picture 2. Brundtland model of sustainable development 

Source: Venn Diagrams of SD, www.bth.itslearning.com 
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Besides theory, where all dimensions of sustainability have equal weight, there are two 

fundamentalist views which represent the explanation of the concept from ecological and 

economic point of view. In first one, “ecology set the limits for human societies”, in second, 

“economic growth is fundamental to environment protection and social cohesion.” 
4
 

 

Picture 3. Ecological and economic point of view in the SD perspective 

Source: Venn Diagrams of SD, www.bth.itslearning.com 

If we assume sustainable development means improving the quality of life of present 

generation but respecting at the same time the needs of future generations, we find out it 

cannot be implemented only by governments or any legal documents but the society as a whole 

must also accept its principles. Furthermore, the society’s awareness about the necessity of 

choices it makes every day is needed to achieve the key objectives of this principle. That is why 

sustainable development requires major changes in thinking in terms of economy, society and 

environment as a three combined components. 

1.1.1 The development of EU SDS 

The era of the sustainable development concept began at the turn of the 50s and 60s, but 

concerning the EU documents it appeared for the first time in the Treaty of Amsterdam (1997) 

as an overarching objective of all Community policies. 

In June 2001 during the Göteborg Summit the Council discussed "A Sustainable Europe for a 

better world: A European Strategy for Sustainable Development" which was earlier proposed 

                                                 

4
 Emmelin, L, The Concept of Sustainable Development, “Sustainable Development” course at BTH, Sweden 2009 
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by the European Commission. In February 2002 the communication “Towards a global 

partnership for Sustainable Development” was adopted. It promoted the global partnership to 

create a better cooperation between EU and the rest of the world in the field of sustainable 

development which cannot be achieved unless external dimension is implemented. World 

Summit on Sustainable Development in Johhanesburg (2002) also contributed to the 

development of the SDS 2001 because it outlined the global meaning of this term. 

In 2004 Public Consultation on the strategy was introduced. During that time a lot of actors like 

NGOs, business associations, trade unions, academic institutions and public authorities 

submitted contributions to the renewal of SDS 2001. 

In 2005, the Guiding Principles for Sustainable Development were adopted and the 

Commission prepared the “Draft Declaration on Guiding Principles for Sustainable 

Development”. In addition, the communication “The 2005 Review of the EU Sustainable 

Development Strategy: Initial Stocktaking and Future Orientations” was adopted and discussed 

during the European Council in March 2005 which was expressed in Presidency Conclusions 

Paper.
5
 

The next step was the adoption in June 2006 the “Renewed EU Sustainable Development 

Strategy” and in October 2007 a communication “Progress Report on the Sustainable 

Development Strategy 2007” was adopted. The document assesses how the coherence among 

EU policies and strategies are being implemented and if there is a progress made on key 

challenges from SDS 2006. 

1.1.2 A European Union Strategy for Sustainable Development 2001 

According to Göteborg proposal 2001 sustainable development is a fundamental objective of all 

policies. It is based on the assumption that economic, social and environmental issues are 

mutually combined and should be taken into account during the decision-making process. The 

first Sustainable Development Strategy of 2001 outlines that the sustainable development is an 

issue which should be discussed on the global level in a long-term perspective because it 

                                                 

5
 http://ec.europa.eu/sustainable/sds2001/initiatives2001-2004_en.htm 

http://ec.europa.eu/sustainable/sds2001/initiatives2001-2004_en.htm
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requires worldwide awareness. Moreover, the proposal adds a third important dimension to 

the Lisbon Strategy – environmental issue.  

The Commission’s communication includes several proposals for a better future. Among threats 

to sustainable development, transport congestion, which has been growing dramatically, is also 

discussed in the document. The authors of the strategy claim that the change in society’s 

behavior (inclusive global society) is needed to produce and consume in a sustainable way, 

which means using renewable sources of energy and thinking about the overusing of raw 

materials which have their limits.  

Economic growth, but also transport network development can collaborate with sustainable 

development. It does not mean the negative impact on environment and society, because the 

potential of new technologies and innovation system can be provided. It can contribute to income 

growth, thus the poverty and social exclusion would be reduced. Moreover, the European 

Council encourages using environmentally-friendly technologies in energy and modes of 

transport in the common Transport Policy. 

In the Improve the transport system and land-use management section, among many issues 

related to transport the following are mentioned: 

 Decouple transport growth significantly from growth in GDP in order to reduce 

congestion and other negative side-effects of transport. 

 Bring about a shift in transport use from road to rail, water and public passenger 

transport. 

 The Commission will propose in 2002 a framework for transport charges to ensure that 

by 2005, prices for different modes of transport, including air, reflect their costs to 

society. 

 Implement in 2003 a framework ensuring through the use of intelligent transport systems 

the interoperability of payment systems for road transport; promote further technological 

progress enabling the introduction of road pricing. 

 Give priority to infrastructure investment for public transport and for railways, inland 

waterways, short sea shipping and intermodal operations. In particular, the Commission 

will propose a revision of the guidelines for the trans-European transport networks, and 



19 

 

will promote, in the mid-term review of the Structural Fund programmes, a marked 

reduction in the share of finance given to road transport. 

 Improve transport systems by addressing missing transport links, developing open 

markets and co-operation at EU level.
6
  

1.1.3 Renewed EU Sustainable Development Strategy 2006 

The current EU strategy for sustainable development was adopted by the European Council in 

2006. The main assumptions of the SDS 2006 are based on the Göteborg proposal described 

above. In addition, the sustainability discussion was moved from vagueness to more concrete 

debate and seven key challenges as well as actions to achieve them were stated. 

A lot of new and more specific issues were included in SDS 2006 since the new document was 

adapted to the new global and European circumstances which were changed due to enlargement 

and common EU activities. The document states that in order to achieve the objectives of the 

sustainable development an urgent action is needed but not only on a global level. The SDS 

2006 says that short-term initiatives are as important as long-term ones. Moreover, local and 

regional activities should not be underestimated in comparison to those performed on national or 

global level. Three policy guiding principles are noticeable, i.e.:  

 increase in involvement of citizens,  

 superior rank of precautionary principle, 

 the new rule of making polluters pay.  

Moreover, Impact Assessment was declared as a basis for major policy decisions. 

The SDS 2006 understands the need of creating the knowledge society as it contributes to the 

change of behaviour on the way to achieve sustainable development and “greater social 

cohesion and well-being (…) by ensuring equal opportunities.”
7
 Further, Member States should 

develop their national plans in the context of sustainable development. What is more, they should 

                                                 

6
 A Sustainable Europe for a Better World: A European Union Strategy for Sustainable Development, 2001 

7
 Renewed EU sustainable development strategy, 2006, article 15 
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be responsible for education in that field and training for professions in sectors such as energy, 

transport and construction.
8
 

We would like to concentrate on the Sustainable Transport part of SDS 2006, where overall 

objective is: “To ensure that our transport systems meet society’s economic, social and 

environmental needs whilst minimising their undesirable impacts on the economy, society and 

the environment.”
9
 Operational objectives and targets are generally the same like in the previous 

strategy, but there are also some new issues discussed. We can find Reducing transport noise 

target, which was not mentioned before. Other new aims are: Halving road transport deaths by 

2010 compared to 2000 by improving road infrastructure, by making vehicles safer and 

promoting awareness campaigns; and improving energy efficiency in the transport sector by 

using effective instruments.  

New programmes and strategies related to transport challenge appeared. The cooperation and 

involvement of local authorities is better presented in SDS 2006 and as the result more 

convincing. “In line with the thematic strategy on the urban environment, local authorities 

should develop and implement urban transport plans and systems taking into account technical 

guidance provided by the Commission in 2006 and considering closer co-operation between 

cities and surrounding regions.”
10

  

1.1.4 Comparison and Conclusion 

The concept of sustainable development in both strategies overlaps and both documents do not 

differ very much but one grows out of another. The two strategies describe the concept of 

sustainable development in terms of sustainable development triangle when three components 

(economic growth, social cohesion and environment protection) are being treated as equal ones 

and none of them is discriminated. According to the above mentioned analysis, this term has 

been evaluating over years and is still being developed.  

                                                 

8
 Renewed EU sustainable development strategy, 2006, article 17 

9
 Renewed EU sustainable development strategy, 2006 

10
 Renewed EU sustainable development strategy, 2006 
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The concept of sustainable development in SDS 2001 highlights more the goals of the Lisbon 

Strategy. Its main aim was to reduce disparities between countries and regions, because on the 

one hand the 20
th

 century was a time of great development and progress, but on the other hand it 

was a period of serious threats like limits of resources of our planet and increase poverty. The 

SDS 2001 perceives the sustainability as a long-term process where economic, social and 

environmental problems cannot be separated. 

Gothenburg proposal creates the basis for a more compatible document which is “Renewed EU 

SDS 2006”. Not only quantity, but also quality has been improved. The vast majority of issues 

are considered much deeper in 2006 version. It contains more facts and details. Moreover, 

realistic numbers and deadlines make it much more trustworthy and understandable. The changes 

are mainly caused by the EU enlargement in 2004. 

The development of the EU sustainability strategy from the Göteborg proposal 2001 to the 2006 

revised strategy is meaningful. The challenges such as climate change and clean energy, 

sustainable transport, conservation and management of natural resources, public health, social 

exclusion, demography and migration, loss of biodiversity and global poverty are discussed in 

both documents. However, new challenges like current unsustainable consumption and 

production patterns came out in the SDS 2006. 

The strength of sustainable development principle is to create new and coherent documents 

which would lack vagueness and unreality of goals and would be a basis for new integrated 

initiatives and projects. The concept of sustainable development became one of the main 

goals of all EU actions and now all the politicians have to remember about it during their 

operations. 

1.2 The concept of sustainable transport 

1.2.1 Sustainable transport as a dimension of sustainable development. 

The sustainability is a very wide notion and we can look at it from many different perspectives. 

The concept of sustainable transport became an essential dimension of sustainable 

development several years ago and it is going to be in the centre of attention for the incoming 

decades. The main reason of a big interest in this issue is strong link between environment 
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protection and importance of the transport sector. The movement of people and goods from one 

point to another has to be under control due to its huge influence on environment, which is one 

of the main goals of sustainable development. Among other goals, which can be recognized on 

local, regional and global level, are: equity, clean air and climate neutral, safety, and efficient 

travel. Moreover, to achieve sustainability in transport it is important to use all modes of 

transport wisely, which means using them in relevance to environmental, economic and social 

conditions. The question is if sustainable transport is ever possible to be achieved and how 

much can we sacrifice to go towards it / come closer to it? 

1.2.2 Definition of sustainable transport 

 “A sustainable transport system should provide access to people, places, goods, and services in 

an environmentally responsible, socially acceptable, and economically viable manner”.
11

 It just 

has to be safe for human and ecosystems health. We can find many well-established definitions 

of sustainability or sustainable development, but also the sustainability in the context of 

transportation, in spite of being relatively a new notion, has several existing definition, such as: 

 Environmentally Sustainable Transportation is “transportation that does not endanger 

public health of ecosystems and meet needs for access consistent with a) use of renewable 

resources at below their rates of regeneration, and b) use of nonrenewable resources at 

below the rates of development of renewable substitutes.” (OECD, 1998) 

 A sustainable transportation system is “one in which fuel consumption, vehicle emissions, 

safety, congestion, and social and economic access are of such levels that they can be 

sustained into the indefinite future without causing great or irreparable harm to future 

generations of people throughout the world.” (B.C. Richardson, 1999) 

 “The goal of sustainable transportation is to ensure that environmental, social and 

economic considerations are factored into decisions affecting transportation activity.” 

(Transport Canada, 1999) 

  

                                                 

11
 Environmentally Sustainable Transport. Guidelines, OECD, 2000 



23 

 

1.2.3 Impacts and trends – unsustainable transport 

All threats caused by transport branch will not be discussed in detail, but it is important to show 

how far the society stands from sustainability in transport nowadays and how difficult and time 

consuming the process of improving transport sustainability can be. The rate of increase in the 

impacts is much beyond what the Earth can tolerate. A significant contributor to economic 

growth, which undoubtedly transport is, unfortunately involves high cost to society. What is 

more, the majority of negative impacts are still growing. Increasing mobility needs and strict 

environmental standards seem to never meet each other. 

OECD chose five criteria, which are the minimum number to characterize the health and 

environmental influences of transport and further formulate the guidelines for future actions.
12

  

 Climate protection: the CO2 criterion: By 2030, mainly due to growth in road and air 

traffic, carbon dioxide emissions increase by 56% in OECD countries, in the same time 

they grow by 300% on global level. It will contribute to really high concentrations of 

CO2, what can have very acrimonious consequences; 

 Regional air quality & Ground-level ozone: the NOx and the VOCs criteria: Transport’s 

share of responsibility for causing acidification, eutrophication, and tropospheric ozone. 

NOx are major contributors to ozone formation and acid deposition. Despite of actions 

taken by OECD countries in other parts of the world no fight with bad trends is expected, 

what results in an increase of total emissions from transport; 

 Local air quality: the particulate matter criterion: It is based on the supposition that 

carbon-based fuels might continue to be used. Increasing number of vehicles and distance 

covered lead to degradation of air quality. Stringent emission controls and use of filter 

technology will reduce emissions, but over the long term; 

 Quietness: the noise criterion: Noise near roads, airports and railways is still increasing. 

Transport is the major source of external acoustic nuisance in urban areas. It is going to 

be reduced by stringent standards and high technology; 

                                                 

12
 OECD, Environmetally Sustainable Transport. Futures, strategies and best practices. Guidelines. Synthesis 

Report, 2000 
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 Land use/take criterion: Land use for transport leads to environmental stress, such as 

pressure on biodiversity. Especially roads, which occupy majority of land taken by 

transport, are barrier to animals’ migration and contribute to habitat separation and 

destruction. 

 

Picture 4. Worldwide per-capita movement of people and freight, 1850-1990 

Source: Synthesis Report, environmentally sustainable transport. Futures, strategies and best practices, p. 9 

 

Picture 5. Towards a sustainable road transport 

Source: Own graph 
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1.2.4 What to do to make transport sector more sustainable? 

Increasing transport demand affects mostly environment. To decrease this pressure, it is 

necessary to come up with / keep on a policy that will comply with sustainable and integrated 

transport. To achieve it, actions according to all three dimensions of sustainable development are 

required.  

Society has to be aware about the environmental impacts and learn how to reduce negative 

effects – sustainable mobility behaviour should be promoted through education of younger 

generations (social dimension). The “polluters pay” principle should be implemented, what 

means that all costs related to harmful influence of transportation would be cover by users 

(economic dimension). Finally all toxic emissions should be systematically reduced 

(environmental dimension).  

The European Commission sets out a ten-year strategy on sustainability in the transport sector 

that is “White Paper on Transport Policy”. The strategy is focused on: balancing the different 

modes of transport, harmonizing legislation within specific sectors, and enhancing transport 

safety. It is important to remember that sustainable transport is for sure evolutionary, so a lot of 

time is needed to meet the results. OECD formulated 10 guidelines which lead to sustainable 

transport level: 

1. Develop a long-term vision of a desirable transport future that is sustainable for 

environment and health, and provides the benefits of mobility and access; 

2. Assess long-term transport trends, considering all aspects of transport, their health 

and environmental impacts, and the economic and social implications of continuing with 

‘business as usual’; 

3. Define health and environmental quality objectives based on health and environmental 

criteria, standards, and sustainability requirements; 

4. Set quantified, sector specific targets derived from the environmental and health quality 

objectives, and set target dates and milestones; 
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5. Identify strategies to achieve Environmentally Sustainable Transport (EST) and 

combinations of measures to ensure technological enhancement and changes in transport 

activity; 

6. Assess the social and economic implications of the sustainable transport vision, and 

ensure that they are consistent with social and economic sustainability; 

7. Construct packages of measures and instruments for reaching the milestones and 

targets of EST. Highlight ‘win-win’ strategies incorporating, in particular, technology policy, 

infrastructure investment, pricing, transport demand and traffic management, improvement of 

public transport, and encouragement of walking and cycling; capture synergies and avoid 

counteracting effects among instruments; 

8. Develop an implementation plan that involves the well-phased application of packages 

of instruments capable of achieving EST taking into account local, regional and national 

circumstances. Set a clear timetable and assign responsibilities for implementation. Assess 

whether proposed policies, plans, and programmes contribute to or counteract EST in 

transport and associated sectors using tools such as Strategic Environmental Assessment 

(SEA); 

9. Set provisions for monitoring implementation, and for public reporting on the EST 

strategy; use consistent, well-defined sustainable transport indicators to communicate the 

rules; ensure follow-up action to adapt the strategy according to inputs received and new 

scientific evidence; 

10. Build broad support and co-operation for implementing EST; involve concerned 

parties, ensure their active support and commitment, and enable broad public participation; 

raise public awareness and provide education programmes. Ensure that all actions are 

consistent with global responsibility for sustainable development.
13

 

  

                                                 

13
 OECD, Environmetally Sustainable Transport. Futures, strategies and best practices. Guidelines. Austra, 2000 
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1.2.5 Sustainable road transport 

Road transport is most commonly used out of other modes in terms of freight and passenger 

transportation on local and regional levels. For European citizens it is a primary mean of their 

access to services, social activities and finally employment. Road networks are links, which 

contribute to economic, social and regional cohesion. “Road now makes up 44% of the goods 

transport market compared with 41% for short sea shipping, 8% for rail and 4% for inland 

waterways. The predominance of road is even more marked in passenger transport, road 

accounting for 79% of the market, while air with 5% is about to overtake railways, which have 

reached a ceiling of 6%.”
14

  

Balance between convenience and its impact on the environment and human being is not positive 

anymore. The need for reducing the environmental impacts is stronger day after day, but the 

demand from European citizens for individual mobility is still increasing. We need a clean, safe, 

energy-efficient and intelligent road transport system, but there is still a lot to improve even 

if the road transport is becoming more efficient. Increasing volumes of traffic make the 

improvement process less visible. Hopefully development of technologies, actions taken by 

authorities and society behaviour related to transportation issues can stop decline of environment 

on European and global scale.  

1.3 Theoretical approach on SEA 

The EU has established a great deal of mandatory and discretionary procedures to assess 

environmental impacts. One of the environmental tools used to improve effectiveness of 

environmental policy is Environmental Impact Assessment (EIA). The EU Directive 

(85/337/EEC) on Environmental Impact Assessments known as the EIA Directive was first 

introduced in 1985 and was amended in 1997 and then again in 2003. But EIA concerns only 

projects, so in 2001, the issue was enlarged to the assessment of plans and programmes by 

the Strategic Environmental Assessment (SEA) Directive.  

                                                 

14
 White paper. European transport Policy for 2010: time to decide 
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Considering the subject of the thesis, SEA is an essential tool, so its structure and process of 

formation is introduced below. SEA and EIA complement each other so, their comparison is 

enclosed at the end of this part to facilitate understanding differences between them both. 

Strategic Environmental Assessment (SEA) is a tool of rational planning process, which has 

gained on popularity in recent years. Its main aim is to integrate environmental policy into 

certain programmes as well as plans implementation. The one, fully agreed definition of this 

term does not exist, so often the interpretation of Sadler and Verheem is quoted
15

:  

 

 

 

 

 

 

The main principle of SEA is that the social and professional consultations are provided 

continuously on every level of the process of particular initiative. The body responsible for 

preparing SEA should cooperate with authorities and environmental experts. At the end, SEA 

should be reviewed by the interest groups as well as the public, and then taken into consideration 

by the decision-making body.
16

 

                                                 

15
 Strategic Environmental Assessment: a rapidly growing approach 

16
 Building Environmental Assessment Consensus 

“SEA is a systematic process for evaluating the 

environmental consequences of proposed policy, plan or 

programme initiatives in order to ensure they are fully 

included and appropriately addressed at the earliest 

appropriate stage of decision-making on par with 

economic and social considerations.”
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Picture 6. Strategic decision making parallel to SEA steps 

Source: Building Environmental Assessment Consensus, p. 13 

1.3.1 SEA legislation in the EU 

The legal basis for SEA is the Directive 2001/42/EC of the European Parliament and of the 

Council on the assessment of the effects of the certain plans and programmes on the 

environment, which was adopted in 2001. According to this document, all plans and programmes 

in the field of transport and land use (and many other listed in the article 3, paragraph 2) should 

act in accordance with SEA.
17

 

                                                 

17
 http://ec.europa.eu/environment/eia/sea-legalcontext.htm 
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“To provide a high level of protection to the environment 

and to contribute to the integration of environmental 

considerations into the preparation and adoption of plans 

and programmes with a view to promoting sustainable 

development…..”
18

 

1.3.2 The structure of SEA 

The structure of SEA should be systematic, analytical and practical. It may be divided into 

following parts: 

1. Screening. First of all, it has to be checked whether the plan falls under SEA legislation, 

then need for SEA should be determined in detail.  

2. Scoping. When the current state of the environment is investigated, the problems and 

challenges must be defined. 

a. The physical/regional limits, 

b. The impacts , 

c. The alternative actions. 

3. Assessment in terms of trends and future consequences. 

4. Reporting & Review. 

5. Consultation of public and interest groups and environmental authorities. 

6. Decisions-making taking into account the findings of the SEA and the consultation 

process. 

7. Implementation and monitoring. 

8. Conducting further environmental assessments as later stages of planning process (e.g. 

EIA).
19

 

Above-mentioned steps as well as the approach to SEA are both presented on the picture below. 

                                                 

18
 Directive 2001/42/EC of the European Parliament 

19
 Strategic Environmental Assessment: a rapidly growing approach and Environmental Assessment in the 

Transport Sector, European Conference of Ministers of Transport 
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Picture 7. SEA steps and approach to SEA 

Source: Building Environmental Assessment Consensus, p. 12 

1.3.3 The aims of SEA 

SEA supports strategic decision-making. It should help focusing and structuring the 

environmental analysis on the key benefits and costs related to the environment. Comparison of 

alternatives in an integrated way and relevant information provision leads to the most sustainable 

decision. SEA should facilitate the design of environmentally-sustainable policies and plans, and 

be driven by sustainable development principles. It needs to be transparent, easy to implement, 

practical, cost effective and problem-solving oriented.  

1.3.4 The scope of SEA for transport 

The scope of SEA for transport depends mostly on the level of planning. The assessment of 

global or regional effects is typical for a high planning level, i.e. transport policy. On this level 

the choice can be made between mode of transport, infrastructure and non-infrastructure options, 

e.g. traffic demand management. However, local impact depends on the local environmental 

characteristics such as noise or visual impact. They are assessed at lower planning levels, e.g. 

transport corridor assessment. The impacts that are assessed can be caused both by the traffic, 

construction or infrastructure maintenance. 
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1.3.5 SEA and strategic decision-making 

Taking into account the result of SEA and implementing them into current policy seems to be the 

hardest part, but at the same time it is the most important one. It has to change society’s attitude 

and create “a strategic culture” for decision-making and successful implementation. Nowadays 

many concerns in relation to applying SEA at the policy level can be noticed due to the fact that 

SEA as a planning tool introduces new rules which remarkably limit political choices. The most 

successful SEA generally occurs if there is a legal obligation to require it.
20

 There is a necessity 

to remember that the inclusion and possibility of choice always lead to better and more 

acceptable environmental and social results.  

1.3.6 EIA and SEA comparison 

Among the similarities between SEA and EIA there are: common foundation, arrangements, 

procedure and methodology. But SEA should provide more alternatives than is normally possible 

in EIA. Moreover, it should strengthen and streamline EIA by: the incorporation of 

environmental goals and principles into policies, plans and programmes that shape individual 

projects; prior identification of impacts and information requirements; clearance of strategic 

issues and information requirements; and reducing time and effort taken to conduct reviews.
21

 

SEA compared to EIA has greater uncertainty about the effects of a policy as compared to 

specific projects.  

 

 

 

 

 

                                                 

20
 SEA and Integration of the Environment into Strategic Decision-Making. Final report, May 2001, European 

Commission Contract. ICON 
21

 Strategic environment al assessment: a rapidly evolving approach, Barry Dalal-Clayton, Barry Sadler 
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SEA EIA 

Broad and long-term strategic perspective to 

provide vision and overall framework. 

Narrow, short-term perspective and a high level of 

detail. 

Applied to policies, plans and programmes. Applied to projects and their specifications. 

Takes place at an early stage in planning process. Takes place in planning process when parameters 

are set. 

Addresses areas, regions or sectors of 

development 

Addresses a specific projects 

Considers a broad range of alternative scenarios. Considers limited range of project alternatives. 

Conducted independently of any specific project 

proponent. 

Usually prepared and/or funded by the project 

proponents. 

Multi-stage, continuing process. Well-defined beginning and end. 

Inherently incorporates consideration of 

cumulative impacts. 

Limited review of cumulative impacts, often limited 

to phases of a specific project. 

Is pro-active and informs development proposals Is usually reactive to a development proposal 

 

Table 1. SEA and EIA comparison 

Source: Applying strategic environment al assessment, OECD 2006 and Strategic environment al assessment: a 

rapidly evolving approach, Barry Dalal-Clayton, Barry Sadler 
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2 TRANSPORT POLICY OVERVIEW 

2.1 European Transport Policy 

Treaty of Rome (1957) was a first step in establishing the common European transport policy. 

According to the article 3 of the Treaty, “a common policy in the sphere of transport”
22

 should 

be created. Moreover, the Treaty launched the Cohesion Fund which was obliged to “(…) 

provide a financial contribution to projects in the field of environment and trans-European 

networks in the area of transport infrastructure”.
23

 European transport policy was slowly 

developed in that time but the situation changed in the 90’s when the transport White Paper was 

introduced (1992). Nowadays it is continued by the White Paper from 2001. 

When in 1992 the Treaty of Maastricht came into force and the Internal Market was founded, 

European transport policy became at heart of interest. So to say, the Treaty of Maastricht 

strengthened transport policy. The coherent and harmonised European system of transport 

infrastructure with support of European financial instruments was created. Moreover, the concept 

of Trans-European Transport Network (TEN-T) was introduced.
24

 

2.1.1 Transport policy overview 

Although continuous and consistent step-by-step integration of European Union takes place in 

many different domains, the major area of integration is economy and in consequence all aspects 

related to transportation as well. Transport policy is not only an essential component of 

Community integration process but it also specifies the rate of economic growth. Moreover, 

European transport policy is one of the greatest beneficiaries of European Union’s financial 

support. Further, the meaningful amount of money plays very important role in smooth 

movement of passengers and goods among EU members, which lead to the improvement of 

European economic competitiveness. 

                                                 

22
 Treaty of Rome, article 3 

23
 Treaty of Rome, article 161 

24
 Liberadzki B., Mindura L., Uwarunkowania Rozwoju Systemu Transportowego Polski, 2006 
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A variety of actions to improve transport infrastructure as well as to solve many transport 

problems
25

 are performed. The road haulage of goods is few times higher than rail and when it 

concerns passenger transport this disproportion is even bigger. It is worth to stress that the 

dynamics of road haulage of goods was increasing very swiftly in the period 1990 till 2000 as 

long as at the same moment the rail freight rate remained stable. This causes excessive traffic on 

road infrastructure and has negative influence on natural environment.
26

 

Contemporaneously, a lot of efforts are made to unify Community’s legal framework as well as 

to provide clear principles on how to plan transport infrastructure in each Member State so that 

the transportation activities would fulfill European policy guidelines and objectives. Matters 

related to the safety standards and support for intermodal transport are also at heart of European 

Union’s interests and concerns. In this field one of the most important elements is R&D area, 

which provides technologies facilities and new solutions. 

2.1.2 The aims of the European transport policy 

The main aims of the European transport policy are: 

 member States integration, 

 increasing economic performance, 

 improving quality of life, 

 mitigating the impact on the environment. 

Member States integration needs a common market for transport, which would be 

characterised by high accessibility (to enable flow of capital, goods, services and people). 

Transport infrastructure creates development possibilities and is a deciding factor in terms of 

availability of some regions. That means that transport infrastructure cannot be modernised only 

in the strongest regions but should be developed in the periphery to stimulate its development. 

                                                 

25
 Transport problems such as congestion in road traffic, imbalance between transport networks or modes of 

transport within the Europe, failure to exploit the full potential of rail and inland waterway transport and road 

infrastructure overload, 
26

 Liberadzki B., Mindura L., Uwarunkowania Rozwoju Systemu Transportowego Polski, 2006 
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This aim is fulfilled by the system of financing transport development, mainly by European 

Regional Development Fund and Cohesion Fund. 

The economic dimension of transport may be described by many factors and indicators. The 

total expenses for transport are about 1000 mld euro per year
27

. Transport is a major component 

of logistics system, localisation, production and settling factor, thus it influences production and 

logistics costs and foremost the competitiveness of European economy in any Member State. 

The quality of life is very important in terms of creating long term development strategies. 

Social development accompanies transport mobility, so people travel more often for longer 

distances, but at the same time they want to minimize risk and time combined with the travel.  

Transport influence on the natural environment is extreme. There is no doubt that transport 

covers the space and damages landscape. European transport policy does not forbid transport 

development but it promotes those modes and localisations or alternatives which are more eco-

friendly. Transport development should be harmonised with the environment by utilising its 

sources, but not damaging it too much. 

According to the above mentioned objectives, an idea of transport policy concept was 

established, mainly in terms of sustainable transport development which deals with supply 

changes, social needs and rational environmental use. Transport system has to face all these 

challenges by stating aims and methods to reach them. The solutions should be accepted by the 

society but on the other hand respect rational planning management and environment protection. 

To conclude, all the long-term goals of transport policy aim at finding a balance between 3 

dimensions of sustainable development, so in other words they lead to combining economic 

growth, social welfare and environment protection. First of all, European transport policy wants 

to enhance the potential of each mode of transport. It promotes mostly environmentally friendly, 

energy efficient and safe transport modes. In addition, the goal of the EU transport policy is to 

detach mobility from the problems it causes, such as congestion, pollution, increasing costs or 

ineffective transport companies. Furthermore, the EU would like to stress the role of transport 

                                                 

27
 Liberadzki B., Mindura L., Uwarunkowania Rozwoju Systemu Transportowego Polski”, 2006 
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between the EU territory and related areas. The aim is to achieve sustainable infrastructure 

development (mainly rail and road transport) by modernising and building Pan - European 

Transport Corridors. In the long run, the aim of the European transport policy is to achieve 

economic cohesion and spatial accessibility of all regions. 

2.1.3 Main policy documents 

European transport policy is published in the form of official documents. The most important 

general documents stating directions and guidelines for transport policy are: 

 White Paper „European transport policy for 2010: time to decide” 

 White Paper “Keep Europe moving – Sustainable mobility for our continent. Mid-term 

review of the 2001 Transport White Paper” 

White Paper “European transport policy for 2010: time to decide” 

The purpose of this document is to attain an equilibrium between economic growth, social 

demands such as improvement of safety and quality as well as environmental awareness to 

introduce “sustainable transport system for 2010”.
28

 The strategy was introduced by the 

Commission in 2001. It provides a long-term vision of common transport policy enhancement 

emphasizing its strategic role in the market economy and development.
29

  

Below listed assumptions were the foundation for creating the new concept of common 

transport policy: 

1. Increase of congestion resulting from the lack of balance between different modes of 

transport; 

2. Increase in demand for transport in the enlarged EU; 

3. The need of integrating transport with sustainable development; 

                                                 

28
 http://europa.eu/scadplus/leg/en/lvb/l24007.htm 

29
 http://europa.eu/scadplus/leg/en/lvb/l24007.htm 
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4. Necessity to generate a coherent transport policy going beyond EU borders.
30

 

This paper matches perfectly with sustainable development principle. First of all, general policy 

guidelines are listed. The document concerns all modes of transport, namely: road transport, rail 

transport, air transport, sea and inland waterway transport, as well as intermodality (combined 

transport), bottlenecks and trans-European networks. According to each single issue - objectives, 

figures, problems and proposed measures are described. 

White Paper “Keep Europe moving – Sustainable mobility for our continent” 

The objectives enunciated in the „European transport policy for 2010: time to decide” were one 

more time declared. The communication “draws attention to the changes in the context since 

2001 and the need to find new solutions to problems encountered within this new framework. 

Enlargement, the acceleration of globalisation, international commitments on global warming, 

the geopolitical context of the growth in oil prices and security fears have influenced the sector 

and resulted in calls for new solutions.”
31

 The document replies to the economic, social and 

environmental demands of Member States and European Community as a whole in terms of 

transport policy. At the beginning, transport policy objectives are provided:  

 increase mobility,  

 protect environment,  

 increase sustainability in transport sector,  

 provide international connections.  

Moreover, the document listed numerous contexts, in which transport should be discussed: 

enlargement, industry, innovation, environmental commitments, energy consumption, 

international relationships and European governance
32

. 

During the period 2001 - 2006 broad public discussions accenting the crucial role of transport 

sector in economic growth were performed. The communication is based on the aims of EU 

                                                 

30
 http://www.logistyka.net.pl/index.php?option=com_content&task=view&id=5024 

31
 http://europa.eu/scadplus/leg/en/lvb/l24461.htm 

32 
Keep Europe moving – Sustainable mobility for our continent. Mid-term review of the 2001 Transport White 

Paper 
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transport policy “since its major relaunch in 1992 and on the measures identified in the 2001 

White Paper”
33

. It claims that however the objectives of 2001 White Paper are desirable, 

measures proposed by the document may not be satisfactory so “a broader, more flexible, 

transport policy toolbox is needed”
34

. Afterwards, the paper briefly summarizes situation in the 

transport sector, mobility within this sector, relationship between transport and energy. Then, it 

specifies how to optimize infrastructure problems, mainly lack of accessibility and congestion in 

EU periphery, by implementing intelligent mobility programmes and modernizing strategy for 

“transport logistics in Europe, followed by broad consultation and leading to an action plan”.
35

 

Finally, it proclaims the global dimension of European transport policy. 

2.1.4 Trans-European Transport Network 

The guidelines for trans-European Transport Network (TEN-T) are specified in Decision No 

1692/96/EC of the European Parliament and of the Council of 23 July 1996 on Community 

guidelines for the development of the trans-European transport network. The decision was 

amended in 2004. The concept of TEN-T includes all modes of transport. The network is mostly 

financed from Community sources, that is: grants from TEN-T budget, European Regional 

Development Fund, Cohesion Fund, and loans from the European Investment Bank. 

First of all, the network is supposed to cover the whole territory of the EU, and thus TEN-T 

supports sustainable mobility and flow of capital, goods, services and persons so they respond to 

the overall EU transport policy. Trans-European transport network was introduced as a reply for 

infrastructure demand for internal market. The network aims at responding to Lisbon Agenda to 

contribute to economic growth and good transportation connections which function smoothly 

within the Europe.
36

 Moreover, TEN-T offers highly developed infrastructure, which increases 

transport safety and supports using existing capacities in optimal way. Another objective of 

TEN-T is that it is related to the cohesion policy, since it is economically viable and supports 

mobility of goods, services and persons. The network should be build gradually till 2020. The 

                                                 

33 
Ibid. 

34
 Ibid. 

35 
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main objective should be to integrate all modes of transport – land, sea and air transport 

infrastructure and to link peripheral areas with the core of Community’s territory. That will result 

in escalation of economic growth, social and territorial cohesion and improvement of 

accessibility. Moreover, the development of TEN-T involves environmental protection as a vital 

part of future development and promotion of sustainable development and finding sustainable 

solutions in the field of transport policy. Article 8 of the decision specifying guidelines for TEN-

T states that environmental protection should be taken into account in implementation of this 

network and suitable decision should be taken according to the environmental assessment. 

The characteristics of road, rail, inland waterways network and inlands ports, seaports and 

airports are provided in the document. Road network transportation is described in article 9, 

according to which “the trans-European road network shall comprise motorways and high-

quality roads, whether existing, new or to be adapted which play an important role in long-

distance traffic, (…) link landlocked and peripheral regions to central regions of the 

Community”
. 37

 

             

To conclude, according to the policy overview and two chosen papers stating general objectives 

of the EU transport policy it seems undoubtedly that currently the policy in the sphere of 

transport responds to the concept of sustainable development. The EU aims at implementing 

sustainable transport solutions and wants to be recognized in this field beyond its territory. 

                                                 

37 
Decision No 1692/96/EC, article 9 

Trans-European Transport Network acts in accordance with other 

Community directives. The directives that are related to the 

TENT-T policy are: 

1. Environmental Impact Assessment (EIA) Directive 

2. Strategic Environmental Assessment (SEA) Directive 

3. Birds Directive 

4. Habitats Directive 

5. Water Framework Directive 
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Furthermore, it is significant to emphasize that the European transport legislative is extremely 

coherent and compatible. Transport policy correlates for example with above mentioned 

Sustainable Development Strategy (Goteborg, 2001), Lisbon strategy, but also Cohesion Fund, 

and European Regional Development Fund (sources of financing). 

2.2 Polish Transport Policy 

Polish transport policy is based on the document called National Transport Policy for 2006 – 

2025 approved by the Council of Ministers on 29
th

 June 2005.  

“This document has been developed with the purpose of presenting it to the Parliament so that 

the transport policy could be formulated by a legislative body, as it is the practice in most 

European Union countries, so that it sets directions for activities of executive bodies and creates 

conditions for activities of local authorities. It requires amending the law in such a way that the 

practice of formulating a political document by the Parliament becomes part of the process of 

strategic planning in the country, including adopting assumptions to the National Development 

Plan (NDP).”
38

 

Before this document was introduced, the Council of Ministers accepted the principles of 

national transport policy twice, in 1995 and 2001. The reason of the second document was Polish 

EU pre-accession period. The consequences of Poland’s membership in the EU are significant 

mainly for transport network development, e.g.: change of legal acts, opportunities for acquiring 

structural funds and facilitated exchange of people, goods and services among EU countries. 

Therefore it was crucial to modify some objectives and directions which would be in agreement 

with the EU transport policy and as a result, the new document for period 2006 – 2025 has been 

written. It was prepared by a group of Polish transport experts and contains diagnosis, objectives, 

principles, priorities and directions of transport development as well as information about 

implementation tools, monitoring and finally environmental issues concerning transport.  

Poland could benefit from having a well planned transport system, which unfortunately is limited 

by poor management that generates social and environmental costs. To improve the situation, the 
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vision of transport system development is based on the strategy of sustainable transport, 

which means that the document takes into account economic, social and environmental issues 

and as a top priority recognises balance between them.  

2.2.1 Policy tasks, directions and principles 

One of the most urgent tasks is to catch up Western European standards of living and level of 

development, which includes working on efficient transport system. Availability of European 

funds is very helpful to reach this aim but it has to be noticed that in this case timing is highly 

important as well. Poland will receive less and less money in the course of time, so it is obvious 

that the most significant investments in terms of transport infrastructure modernisation need to 

be made as soon as possible. 

There are four tasks, which were chosen as the most important for the upcoming years for 

Poland. First of them is modernization of the basic transport network and providing for high 

quality transport services, which is supposed to lead to improvement of living standards and 

accessibility as well as investments in Poland. Second task is completing restructuring and 

privatization of transport companies and finalizing the process of liberalization of transport 

markets. Creating effective co-operation regarding transport issues between the government and 

local authorities is the third one. It conducts to coherence and complementarity, which is 

important for government’s health. The last task is to provide transport safety, which involves 

reducing risk to human health and life. Moreover, all activities mentioned above are required to 

be in accordance with the principle of sustainable development.  

Next three parts of the National Strategy are related to objectives, principles and priorities of 

transport policy. As the most important the improvement of the quality of transport system and 

its development following the principles of sustainable development is given. Balance between 

economic, social, environmental and spatial issues is supposed to be achieved. 

Directions for transport development are separate for each kind of transport, transport safety, 

public transport, technological progress and advances systems of organization and management 

issues. In this part of our paper we focus on road transportation that refers to the Via Baltica 

case. 
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The overall principle of the policy is the development of road infrastructure. In detail, it treats 

the construction of motorways and express roads, the programme of strengthening road surface 

(with the emphasize of trans-European network and roads with heavy vehicles traffic), making 

up for the backlogs in maintenance of the existing road network, building bypasses, 

modernization of existing roads and improving traffic conditions in metropolitan areas. The 

experts predict that high standards of accessibility will be achieved not later than in 20 years. It 

contains access to all agglomerations, medium-size cities, industry-port complexes and tourist 

areas.  

Overall, improvement of management, as well as intensification of supervision and control, is 

taken into consideration. Other principles are:  

 investment in planning and task programming;
39

 

 supporting local authorities at the regional and local level;
40

  

 improving human resources by developing their skills and qualifications; 

 improving efficiency of freight transport.  

There are many drawbacks, e.g. lack of effective co-operation between governmental levels, 

unrealistic plans, limited funds and low human resources potential of roads administration, which 

became a reason for bad road condition in Poland. Anyway, there is a belief that changes which 

came when Poland became an EU member brought warm wind to the Polish transport sector. 

The accession has increased the opportunities but also requirements. Two assumptions are given: 

the road network will be adapted to the requirements of modern road transport and road safety 

will be more important than efficiency.  

  

                                                 

39
 It is considered to be very important because of EU funds, which have to be allocated in an effective way. 
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2.2.2 Transport Policy and the environment 

It has been known for a long time that transport can be very harmful for the environment as well 

as for human health. Among well-known threats mentioned in the National Transport Policy for 

2006 – 2025 the most common are:  

 emission of green-house gases contributing to climate changes;  

 local emission of air pollutions;  

 losing biological diversity; 

 noise emission.  

Like other European countries, Poland has been trying to reduce the negative impact of 

transport. Because of the fact that road infrastructure in Poland is not as developed as in 

Western Europe we can still observe the trends which were common there 20 years ago. The 

recent forecasts show uncontrolled development which leads to huge increase of emission of 

green-house gases. The best what can be done is to use the experience of developed countries 

and take a lesson from their mistakes. Nowadays construction and development of road 

infrastructure in Poland is strictly limited by requirements of nature preservation given by the 

EU. The experts believe that implementation of transport policy will considerably improve 

Polish transport system and finally it will be developed in a sustainable way.  

To minimize conflicts with environment, several important conditions have to be fulfilled. 

Firstly, principles of improvement and development like comprehensive Environmental Impact 

Assessment have to be obeyed. Secondly, competitiveness of transport modes other than road 

and air ones have to be improved. Further, the steps have to be taken to support the idea of 

including external costs and eliminating environmentally harmful subsidies into decision making 

processes. Moreover, maximising the importance of environmental protection during designing 

and construction process, introducing the transport policy and principles of sustainable 

development of transport system at all levels of government, promoting spatial and functional 

integration as well as innovative solutions into transport system have to be done. 
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2.2.3 Implementation instruments and monitoring  

There are tree instruments of transport policy implementation:  

 the law, 

 transport sector development planning and financing, and  

 activities of public administration of all levels.
41

 

European Union funds are significant sources of financing various investments in all EU 

Member States. But to make financing system work, administration has to be good as well. 

Cooperation between authorities and their competences are essential for making sustainable 

transport policy happen.  

What is more, as an important tool “the user pays” rule is mentioned in National Transport 

Policy for 2006 – 2025. The rule contributes to creating a system, where the users of transport 

means will cover the costs that they generate. Moreover, to check how it works some measures 

of transport policy will be analysed in terms of length of motorways, emission of air pollutants, 

road traffic management, number of the killed and injured in road accident, railway share in 

passenger transport.
42
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3 ROAD TRANSPORT INFRASTRUCTURE IN POLAND 

3.1 Polish road system 

In Poland whole infrastructure system is based on Act on Public Roads (21 March 1985 r.). The 

act regulates all matters explained shortly below.  

The management and the ownership of the public roads are decentralized in Poland. According 

to the Polish Act on Public Roads, roads are divided into 4 categories:  

 national roads (pl. drogi krajowe) – Classes A, S, GP and sometimes G,  

 voivodship roads (pl. drogi wojewódzkie) – Classes G, Z and sometimes GP,  

 poviat roads (pl. drogi powiatowe) – Classes G, Z and sometimes L, 

 municipal roads (pl. drogi gminne) – Classes L, D and sometimes Z.
43

 

There are several institutions that share responsibility for National Roads planning, programming 

and projects preparation: 

 The government – Council of Ministers, 

 Ministry of Infrastructure, 

 General Directorate for National Roads and Motorways (GDDKiA) and its Regional 

Offices (GDDKiA), 

 Proxy of the Government for the construction of National Roads and Motorways.
44

 

National Road Network in Poland includes: 

 motorways and expressways and lower class roads that are planned to be upgraded to 

their level, 

 international E-road Network, 

 roads ensuring the coherence of the National Road Network,  
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 Act on Public Roads, 21 March 1985 r. (art. 2 clause 1) 

The categories correspond to the administrative division of Poland. A – highway; S – expressway; GP – main roads 

(accelerated motion); G - main roads; Z – distributor road; L - local road; D – service road. 
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 roads from or to border crossings, 

 alternative roads to toll roads, 

 ring roads of major cities and metropolitan areas, 

 roads important to the military.
45

 

The data regarding road infrastructure in different countries are not comparable because the 

definition of road types may vary from country to country. However, the following conditions of 

motorways are usually applied: 

 a dual-carriageway,  

 certain types of transport are banned, typically pedestrians, bicycles, learner drivers, 

horses, agricultural vehicles, underpowered vehicles, 

 traffic lights are not permitted, 

 access to motorway is limited,  

 joined by link-roads at an interchange,  

 have sign posted entry and exit points at the start and end.  

According to Act on Public Roads Polish motorways
46

 are roads that are destined for motor 

vehicle traffic only which: 

 have at least two permanently separated, one-way carriageways, 

 have grade-separated intersections with all crossing overland and water inland roads, 

 are equipped with service installations for passengers, vehicles and parcels destined to be 

used by motorway users only.
 47

 

Also expressways
48

 belong to the National Roads category. They refer to the road network 

fulfilling the role of links between motorways and serving international and inter-regional traffic. 

Polish expressways are the roads destined for motor vehicle traffic which: 
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 have a single or double carriageway, 

 have grade-separated intersections with all crossing-overland and water inland roads, or – 

exceptionally – no separated intersections with public roads, 

 are equipped with service installations for passengers, vehicles and parcels destined to be 

used by expressway users only.
49

 

3.2 Polish road infrastructure - general situation 

According to the Central Statistical Office, at the end of 2007 the total length of public roads in 

Poland amounted to 383,1 thousand km (longer by 0,1% than in 2006), of which 67,6% were 

hard surface roads. The total density of hard surface roads amounted to 82,8 km per 100 km
2
.The 

total length of motorways in Poland has not changed in comparison with 2006 and at the end of 

2007 amounted to 662,5 km, which means above 2 km per 1000 km
2
 of Polish area and about 2 

km per 100 thousand inhabitants and is one of the lowest indicators in European Union. 

Average for EU-25 amounted to 13 and 15 km, respectively. In the same time the length of 

expressways (single and dual carriageway) increased by 32,7 km in comparison with 2006 and 

amounted to almost 330 km, which is faint result as well. Maps below show how undeveloped 

are motorway and expressway networks in Poland. The exact numbers were given for 

voivodeships which the Via Baltica will cross.
50
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Picture 8. Expressway and Motorway Networks in Poland 

Source: Maps made in accordance to date from Central Statistical Office, “TRANSPORT – activities results in 2007. 

Statistical Information and Elaborations”, Warsaw 2008 

There are some trends and problems, which has been noticed in Polish transport sector since the 

90s. Because of the fact that Polish transport sector for many years has been underinvested there 

is a lot of to do to meet transport users’ and stakeholders’ expectations. The weak public road 

network and its low quality are two main drawbacks of Polish road infrastructure. 

However, Polish professor Wojciech Suchorzewski
51

 claims that public road network in Poland 

is sufficient but the problem lies in their quality, which is very low. Majority of Polish roads are 

not adjusted to load capacity of 115 kN/axle
52

 so their technical conditions are not sufficient.  

Other aspects that have influence on Polish road condition are as follows. Very often the same 

roads operate short and long distance traffic, which is also related to transit traffic through urban 

areas. The situation is becoming worse because of backlog in roads maintenance and renovation. 

Another thing is that links between major cities are too weak, which retards regional 

development. This poor condition in all these facets has huge influence on coherence within the 

country and safety on the roads.  
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 Suchorzewski W., Wizja struktury transportu oraz rozwoju sieci transportowych do roku 2033 ze szczególnym 
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Till now Polish roads expansion has been rather slow. From 1990 to 2007 motorways length 

increased from 212 km to 663 km (see table 3). What is interesting, Polish government expects 

a rapid growth to about 1700 km of motorways by 2012
53

. Similar prognoses are made for 

expressway system. In 2008 there were 317 km of expressway in Poland and it is forecast that 

this length will increase to1800 km in 2012 (see picture 6). Plans for future infrastructure are 

very ambitious, whereas slightly unrealistic. However, high level of investments in transport 

sector in Central Europe gives evidence that some actions for improvement have been taken and 

development process is pretty dynamic. 

Despite growth tendency, the road system in Poland is characterised by quality and quantity 

deficiency in relation to existing needs. Very high road transport share of goods and passengers 

level in combination with not sufficient infrastructure, gives truly poor conditions on roads. In 

the table below the evolution of roads development and road transport are presented.  

SPECIFICATION 1990 1995 2000 2005 2006 2007 

hard surface public road [km] 218422 237153 249828 253781 255543 258910 

of which motorways [km] 212 246 358 552 663 663 

Road transport of goods [%*] 79 79 79 76 75 79 

Road transport of passengers [%**] 72 71 72 75 73 71 

* of transport of goods in total 

** of transport of passengers in total 

 
Table 2. Statistical data for Road in Poland 

Source: GUS 2007 31.XII data from General Directorate for National Roads and Motorways 

3.3 Polish road system in European Union context  

For better understanding of the Polish road system situation, it is worth to see how the situation 

looks in other European countries.  

                                                 

53 
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Numbers of accidents and fatalities are very high in comparison to other European Union 

members (see table 2). 

 

Table 3. Road Fatalities 

Source: “UE energy and transport in figures” p. 174 

In similarity to Europe, road transport in Poland has the biggest share in goods and people 

transportation within all modes of transport. The ECMT
54

 statistics proves it as well. The 

share in goods transportation in Western European Countries increased in period 1980-2002 

from 66,5% to 77,6%. In the same time the share of railway and inland waterways transport 
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decreased to 15% and 7,4% in 2002. The same was happening in Central and Eastern European 

Countries. In 2002 road transport in this part of Europe increased from 25,5% (1980) till 57,5% 

(2002). The share of rail transport decreased from 71,1% (1970) to 39.9% (2002).
55

 The fact that 

there is a worse quality of infrastructure in Central and Eastern Europe in comparison with West 

does not stop the trend described above. Therefore, the quality of infrastructure or its lack is not 

a barrier to increase the market share in this branch of transport.  

 

Table 4. Length of Road Network In Europe 

Source: “UE energy and transport in figures” p. 148 
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3.4 Perspectives for road infrastructure development 

Perspectives for road infrastructure development are described in the document titled National 

Road Building Programme 2008-2012.
56

 The goals are following: 

 coherence within the country and better communicational accessibility, 

 road network representing high technological parameters,  

 fluent transit traffic on road corridors, 

 significant reduction of road accidence (by 50%), 

 creation of 54 new bypasses. 

Maps show current situation of Motorways and Expressways in Poland and how it is planned to 

look in 2012. 

 

Picture 9. Motorways in Poland (March 2008, prediction for June 2012) 

Source: Presentation for Polish Road Congress in Helsinki in 2008, Zbigniew Kotlarek 

In March 2008 - 699 kilometer of motorways. In June 2012 – around 1,700 kilometers of 

motorways.
57
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57
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Picture 10. Expressways in Poland (March 2008, prediction for June 2012) 

Source: Presentation for Polish Road Congress in Helsinki in 2008, Zbigniew Kotlarek 

In March 2008 – 317 kilometers of expressways. In June 2012 – around 1,800 kilometers of 

expressways. 

As a result of this short analysis of road transport infrastructure in Poland there are three main 

conclusions: 

1. Polish Road transport infrastructure is in poor condition; 

2. In terms of road infrastructure in Poland can be observed the same trends like in other 

Central and Eastern European countries; 

3. Future plans for infrastructure development in Poland are very ambitious but slightly 

unrealistic. 
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4 THE VIA BALTICA AS A SIGNIFICANT PROJECT ON 

NATIONAL AND INTERNATIONAL SCALE 

4.1 The Via Baltica background 

 

Picture 11. Routes of the Via Baltica options 

Source: http://via-baltica.darz-bor.info/protest/mapa/index_eng.html 

The Via Baltica is a route planned and executed by the Baltic countries. The route is to connect 

Helsinki, Tallinn, Riga, Kaunas, Budzisko and Warsaw. It is the common initiative of 

Finland, Estonia, Lithuania, Latvia and Poland, however, its construction concerns also Russia 

and Finland. Total length of the route come to about 1000 km.
58

 The Via Baltica is to be an 

express road and part of the I Pan-European Transport Corridor, which is going to connect 

Baltic countries with the West and South part of Europe. 
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193 km for Estonia, 204 km for Latvia, 268 km for Lithuania and from 303 to 340 km for Poland (depending on 

the location concept). 
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Picture 12. European Transport Corridors in Poland 

Source: Development Strategy of I Pan-European Transport Corridor, p. 15 

4.1.1 Geographical context 

The total area of Poland is 312,679 km
2
, with population over 38 million.

59
 Its territory extends 

across several diverse geographical regions. The northern part is flat and covered with lakes to 

the east, the center is lowland, and further to the south the terrain is more mountainous. The 

territory of the country ends with the Tatra Mountains, which lies along southern border.  

Geographically and historically, Poland is situated in the centre, at the crossroads of Europe. It is 

bordered by Ukraine, Belarus and Lithuania to the east; the Czech Republic and Slovakia to the 

south; Germany to the west; and the Baltic Sea and Kaliningrad Oblast to the north. This 

localisation makes Poland to be seen as a “bridge” between European Union and Central and 

Eastern Europeans Countries. “Out of the ten priority transport corridors (set by the second 

Pan-European Conferences of Transport in Crete and by the third Conference in Helsinki) the 
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development of which, including road and railway lines, four of them (corridor I, II, III and VI) 

run across Poland.”
60

  

Corridor I (the Via Baltica) goes through three voivodeships. 

 Mazowieckie Voivodeship is situated in the central Poland. It is the biggest and most 

populous of the 16 Polish voivodeships, with its principal city – Warsaw, capital of 

Poland. There is no motorway in the area; 

 Podlaskie Voivodeship is situated in north-eastern Poland. The capital of voivodeship is 

Białystok city. No motorway or expressway crosses this area; 

 Warmińsko – Mazurskie Voivodeship is situated in north-eastern Poland. Its capital 

and largest city is Olsztyn. Like Podlaskie it is located peripherally in relation to the 

main transport routes in Poland. There is no motorway in this area. 

According to the authors of CODE-TEN Project the north-south link is of a great importance. It 

is necessary to promote economic interaction among Poland, Baltic and Scandinavian countries. 

It is expected that Corridor I will provide this connections and therefore will have positive 

economic influence on area, which crosses, but first of all it will improve poor condition of 

transport network in Voivodeships mentioned above. 

4.2 The importance of the road on international scale 

During the Baltic Conference of Ministers of Transport in 1990 in Ronneby the idea of 

building the Via Baltica route was discussed. The concept was developed in 1994 when the 

second Pan-European Conference of Ministers of Transport took place in Crete, during which the 

Via Baltica was incorporated into the idea of constructing the system of TEN-T. The idea was 

being developed and gained the European dimension: from the local venture to the Pan-European 

corridor. There were a lot of disagreements during the discussion about the purposefulness and 

conception of the Via Baltica. 
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In case of Poland the major problem is the location of the route, mainly due to ecological 

reasons. The main aim for opposed groups is to protect the area of the Biebrza National Park. On 

the one hand, there are followers of the idea to conduct the road through Łomża, on the other 

hand, there is an option to provide the Via Baltica through Białystok. The next problem was the 

discussion whether to build the Via Baltica or the Via Hanseatica, running through Kaliningrad 

Oblast. Finally, the idea of the Via Baltica won. 

In case of Lithuania the disputes concerned the issue if the road should run through Kaunas (this 

option seems to be more realistic) or Vilnius, which despite the fact that Vilnius is a capital city, 

is located in more faraway area. The solution to this problem seems not to be very difficult due 

to the fact that Kaunas and Vilnius are connected with the fast motion road. 

The second disputable matter is if the investment should be only confined to building a road or 

maybe the railway connection, Baltic Rail, should be build parallel to it. Admittedly, this 

connection exists, i.e. railway Warsaw-Vilnius or Vilnius-Kaunas-Riga-Tallinn but still it does 

not provide high quality of European transport services and speed. 

We should look at the Via Baltica project from the broaden perspective. This investment has a 

strategic character since it provides the connection between all Baltic states and central Europe 

and is going to become their backbone of communication and transportation. Moreover, the Via 

Baltica is a realisation of the Lisbon Strategy as it contributes to the improvement of 

international competitiveness and dynamic growth within the region. In addition, it can be 

perceived as a development of North Dimension of the EU which is being supported by 

Scandinavian and Baltic countries, mostly by Finland. 

Furthermore, the Via Baltica should be perceived as a leading investment in Polish 

infrastructure system. First of all, existing road system between Poland and Lithuania is 

insufficient because of increase in traffic and its poor quality. Secondly, the project may 

contribute to revival of economic situation of North-East Poland as well as stronger connection 

of Lithuania, Latvia, and Estonia with Poland and so with West Europe. 

The building of the Via Baltica is extremely important from the Lithuanian, Latvian and 

Estonian point of view. It is not only about strategic meaning and relation to the idea of state 
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security. Baltic states, mostly Lithuania, want to develop their international transport. Carriers 

from this country have high position in the transport market so Lithuania is becoming the major 

transport exporter in road transportation. On the other hand, the opponents of the Via Baltica 

project in Poland pay attention to the danger of decrease in sea transport to the Baltic countries’ 

harbours. 

Additional argument for building the Via Baltica is its strategic meaning from the perspective of 

regional and national development and attracting tourism sector in Lithuania, Latvia and Estonia 

through making them closer to the core of Europe.
61

 

4.3 Financial Aspect 

Authors of the concept assume that the costs of the investment should be returned in the form of 

economic revival and new investment accompanying the Via Baltica project. Originally the 

World Bank, the Nordic Investment Bank and funds from interested countries were involved in 

the project. Also the EU funds, i.e. PHARE, ISPA and the European Investment Bank were 

included. Polish input into the project contains of own and European financial sources.  

 National Road Fund 

 Other National Fund 
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The sources of National Road Building Programme 2008 – 2012 financing: 

 The National Budget 

 EU funds: Cohesion Fund 2004-2006, 

European Regional Development Fund 2004-2006, 

Infrastructure and Environment Operational Programme 2007 -2013, 

Development of Eastern Poland Operational Programme 2007 -2013. 
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5 THE VIA BALTICA PLANNING PROCESS IN POLAND 

The process of planning the Via Baltica is really long and complicated. To make it as clear as 

possible, at first framework for rational planning is presented. Then a list of major stakeholders 

and a calendar are provided, where the key dates during the planning initiative are discussed. 

Afterwards, we provide a detailed description of the analysis made by Scott Wilson Company. 

Finally, our observations and remarks about the conflicts that appeared during this process are 

specified.  

This chapter is mostly based on the analyses of the “Development Strategy”, “Report on Social 

Consultations” and “Prognosis for the Environmental Impact”. 

5.1 Transport planning as a rational planning process 

Transport planning is a rational planning process, which defines a common planning problem, 

sets up goals, criteria, recommends methods, and shows models of planning.
62

 So what is 

planning? According to Peter Hall, planning as a general activity is the making of an orderly 

sequence of action that will lead to the achievement of a stated goal.
63

  

According to Ernst R Alexander, planning is the deliberate social or organizational activity of 

developing an optimal strategy of future action to achieve a set of goals, for solving novel 

problems in complex contexts, and attended by the power and intention to commit resources and 

to act as necessary to implement the chosen strategy.
64

  

Rational planning process involves: 

1. defining preferences, 

2. choosing action alternatives, 

3. setting up outcomes, 

4. usefulness, 
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5. providing decision criteria, 

6. handling possible outcomes, 

7. choosing the best option. 

Decision making 

In this section, different approaches to decision making process are briefly described. 

Undoubtedly, planning process involves making decisions which influence future actions. 

Decisions based on Master Plans 

In this model, the point of reference is the interpretation of master plans, which state all 

expectations, solutions, commands, prohibitions, rules and policy guidelines to what can and 

should be done.
65

 

Normative Decision Theory or Substantive Rationality 

Rational decision making relates to all aspects of transport planning. The essential point of this 

rational approach is to choose one option from a variety of alternatives and to foresee the 

possible scenarios. Each alternative is subjected to the evaluation in terms of its usefulness 

according to many criteria, i.e. first and foremost costs and benefits analysis, environmental 

impact and safety. Usually mathematic rules are involved in the process of assessment but still 

sometimes it may be difficult to replace problems with common units of measurement. 

According to the Modelling Transport, 3 problems of applying normative decision theory were 

stated: 

1. the accusation of insensitivity to the aspirations of the public, 

2. its high costs, 

3. the alienation of decision makers who may not understand or accept the analytical 

treatment of the problem. 

                                                 

65
 Ortúzar, J. de D., Willumsen, L. G., 1994, Modelling Transport 



62 

 

The disadvantage of this approach is that it may be difficult to provide the decision on time and 

moreover it may bring unexpected or unsatisfactory results. This framework is perfect for not 

complicated, limited and well-defined problems so unfortunately it not always meets the 

requirements of many-featured and multi-dimensional transport issues.
66

 

Behavioural Decision Theory 

This approach is softer than the rational one. The behavioural approach involves the process of 

searching and decision making for a better alternative but it is usually stopped when a good and 

acceptable solution is found. 

Group Decision Making 

The process of decision making inside a group is very popular and similar to learning process. 

Each representative using his knowledge describes a solution to the particular problem and 

afterwards the group assesses each statement or alternative and chooses the most desirable one. 

Group decision making is positive in planning process because it not only results in general 

approval of decision but also defines useful advises which may be utilise in the next process. 

Adaptive Decision Making 

This approach is popular in the field of diplomacy and legislative decision making and is a more 

flexible concept of group decision making model since it introduces relations between different 

pressure groups. A discussion among various groups in form of negotiation is provided to look at 

the problem from different perspective and reach a satisfactory compromise. This approach is 

used if “the problem contains many ill-defined variables and interactions where no normative or 

behavioural theory exists to suggest cause-and-effect relationships.”
67

 

Mixed-mode Decision Making Strategies 

The crucial aspects of a mixed-mode decision making is that “for important problems the goals 

and arena often shift as part of decision-making process.” This approach involves various 
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actions depending on the concerning areas and aims. These actions are: persuasion, bargaining 

and political strategies. In reference to this approach, flexibility and capacity for adaptation 

should be stressed. “Emphasis should be placed on flexibility and capacity for adaptation, the 

inclusion of new variables and the quick analysis of innovative policies and design.” Both 

adaptive and mixed-mode styles “recognize the need to continually redefine problems, arenas 

and goals, identify new solution, respond to political and technological changes” and improve 

the solution through research and experience.
68

 

5.1.1 Transport planning 

"Transport planning is taken to be all those activities involving the analysis and evaluation of 

past, present and prospective problems associated with the demand for the movement of people, 

goods and information at a local, national or international level and the identification of 

solutions in the context of current and future identification of economic, social, environmental, 

land use and technical developments and in the light of the aspirations and concerns of the 

society which it serves"
69

 

Currently, transport planning is at heart of every planning policy, which aims at identifying 

methods of responding to current transport planning problems and issues. Transport planning 

concerns many specific problems on local, regional, national and supra national level. 

Nowadays, developing countries are suffering big transport problems concerning first of all 

deficiency in roads and transport corridors which could combine peripheral areas with better 

developed and more important ones. In addition, they have to face the same problems which 

dominate in developed countries, that is: congestion, pollution, environment protection, lack of 

financial support, etc. 

Transport planning must be extremely well considered process since finding solutions to the 

problems in this sector is significant for coutry’s or region’s economy and growth in the future. 

Unfortunatelly, it is slighty possible to diminish the number and the scope of all the problems in 

the near future. Thus, improving transport planning process is of great importance. 
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5.1.2 Contemporary transport planning 

Currently transport planning involves and exploits numerous creative professionals and various 

experts in any field that is related to this sector. Why is it so? Because transport planning is an 

extremely complex and multicomponent process, in which each step is a basis for another one 

and cannot be excluded. The main steps are listed below: 

Goals and Objectives 

At the beginning of each planning process one has to specify the goals and objectives that are to 

be achieved. The main goals according to transport planning are usually divided into three 

dimensions: economic (enhancing economic growth and regional development), social 

(promoting mobility and community livability) and environmental (reducing emissions). Overall 

the major objectives are: improving accessibility, health and safety.
70

 

Options 

The second stage of planning process is to define “a set of possible options” since often several 

goals are wanted and “it is important to consider what they imply”. When various scenarios are 

being discussed, the possibility of choosing the best option rises and usually is not only more 

probable but also better prepared. 

Identification of actors, institutions and stakeholders 

There are many representatives of society who participate in transport planning process. 

Moreover, this process influences not only the groups that took part in its preparation but also 

other unconscious of their power or the importance of their participation. What is more, transport 

planning influences three main elements of social live: “economic wellbeing, environmental 

conditions and social integration”.
71

 The principle is that those concerned by transport planning 

should be absorbed by the process so that their interests and claims would be taken into account. 
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Analysing 

The analysis is the most critical and significant step in this model. A proper and multiple factor 

analysis includes predicting outcomes, identifying benefits and assessing costs.
72

 The criteria 

should be implemented for each option. 

Choosing course of action 

Finding the best solution should be combined with the comprehensive and massive public 

consultation. The debate should be open for any participants and earlier a set of informative 

meetings should be provided. It is essential to gain public opinion about the problem and solution 

and this can be done only if the public is properly informed. In addition, it is worth to say, that 

most of the decisions are taken by politicians but fortunately they are likely to be controlled or 

manipulated by the transport professionals, ecologic organization or citizens engaged in the 

process. 

 

Picture 13. Contemporary transport planning approach 

Source: own graph based on the http://people.hofstra.edu/geotrans/eng/ch9en/conc9en/ch9c3en.html 
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5.1.3 Continuous Transport Planning 

Transport planning will not solve all the problems caused by transportation and infrastructure 

networks. Nonetheless, the planning process must exploit a decision process suitable for the 

particular decision-making type. The classic transport planning process is based on the normative 

decision-making approach, which may seem to be a little bit idealised. Below, the steps in a 

rational decision-making plan are presented. Despite the fact that described framework is based 

on the normative decision making approach, it might be used in any different planning approach. 

Formulation of the problem 

A transport problem must relate to the objectives, guidelines, standards as well as constraints
73

. 

The objectives and guidelines suggest the state that is to be achieved. Standards contribute to the 

possibility to check whether the goal is being reached on different levels. Constraints differ from 

financial, trough geographical ones to technical aspects. 

Collection of data 

It is significant to collect all the data about the existing state of the area that is going to be 

changed in any way it is supposed to be altered. Assessing and describing the current state helps 

at providing the best solution. The data should be various: economic, technical, social, 

environmental. They should also differ in terms of type, in other words a various material should 

be assessed. 

Construction of the analytical model 

The models, which take into consideration tactical and strategic perspective, are built on the 

basis of demand. Analytical model involves specifying it, estimating its parameters and 

validating its performance.
74

 

Generation of solutions 
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This step uses the creativity of transport planners and actors involved in the planning process so 

the “construction of a large scale design model”
75

 is more complex and fulfill many criteria. 

Moreover, the optimization techniques such as supply- and cost-minimization analysis should be 

used. 

Forecast of the future values of the planning variables 

The aim of this step is to examine intended solution or scenario. Here the detailed statements 

about the chosen model and its future influence on society, economy and environment must be 

prepared. Forecasts from different sectors and other planning units may be used as well. 

Testing the model and solution 

During this step the model is being tested so that its purposefulness may be proved. “The model 

is also used to stimulate different solutions and estimate their performance in terms of a range of 

suitable indicators. This must be consistent with the identification of the objectives and problem 

definition above.”
76

 

Evaluation of solutions 

The solutions as well as recommendation of either plan or strategy are judged under different 

factors such as economic, financial, social, ecological, operational indicators. The major issue is 

to combine all these indicators and provide a complex analysis of the solutions from various 

points of view. 

Implementation of the solution 

When the best solution is going to be implemented, the cycle is finished but for sure new 

problems will appear, so to cope up with them coming back to the starting point (number 1) is 

suggested. 

The picture below represents interactions between all the above identified steps of transport 

planning. Moreover, an important factor, i.e. monitoring, is added. This additional component 
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is very beneficial for transport planning as it contributes to updating transport systems, by using 

cheap and credible data which are easy to reach. Monitoring make it easier to work on each stage 

of the process, because it continuously provides important data and helps to assess the chosen 

option. What is the most essential, a good monitoring system helps to define problems and find 

proper solution as well as suggests how to enhance or modify existing one. “If the monitoring 

system is not in place, it should be established as part of any transportation study.”
77

  

 

Picture 14. Planning and monitoring with the help of models 

Source: “Modelling Transport”, p. 29 
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5.2 Stakeholders involved in the planning process 

Every planning process involves a variety of actors. The same is in the case of planning the Via 

Baltica in Poland. In this section the most important actors, who participate in this process, are 

listed and briefly described. 

5.2.1 European Union 

The European Union provides a long list of documents and directives that has to be respected by 

all Member States mostly in every programme or project related to the transport sector. Essential 

in the Via Baltica planning process were the following documents: 

 Strategic Environmental Assessment (SEA) Directive (2001/42/EC) for plan and 

programme assessment, 

 Environmental Impact Assessment (EIA) Directive (85/337/EEC as amended by 

Directives 97/11/EC and 2003/35/EC) for project assessment, 

 Birds Directive (79/409/EEC),  

 Habitats Directive (92/43/EEC), 

 Water Framework Directive (2000/60/EC). 

The European Court of Justice accused Poland of breaching the above mentioned documents as 

well as Berne Convention. In the planning process the Committee on Petition was also involved 

since its presence was demanded by the social claims and ecologists’ protests. The Committee 

produced a Report on the Fact Finding Mission to Poland "Via Baltica" (Warsaw-Białystok-

Augustów), but unfortunately it had no legislative power. If it had not been for the EU strong 

disapproval of planning the route through protected areas (that is through Augustów) and 

deciding about it without SEA and development strategy, the valuable areas would have been 

destroyed.  

5.2.2 Ministry of Infrastructure 

The Ministry of Infrastructure is responsible for formulating policy guidelines and directions 

related to the transport policy (as well as maritime economy, communications, spatial order and 

housing) on national level. It provides numerous papers and documents concerning transport 
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development, i.e. “National Road Construction Programme 2008-2012”. The ministry must act 

in accordance with the EU legislative and respect environment protection. Moreover, this 

institution plays an important role when it comes to dividing the EU funds for development of 

transport infrastructure. In the field of transport, the major purpose of actions are first of all to 

upgrade existing infrastructure and support the creation of new routes of national and 

international purposes.
 78

 

5.2.3 General Directorate for National Roads and Motorways (GDDKiA)
79

 

It is a body dependent on and supervised by the Ministry of Infrastructure. The Directorate 

includes a central department in Warsaw and 16 offices in voivodships. GDDKiA is a central 

administration body concerning all the problems of national roads and motorways going through 

the territory of Poland. It has a couple of main tasks, especially: 

 taking part in realization of Polish transport policy, 

 collection of data and drawing up reports about the network of public roads, 

 cooperation with administration of other countries and international organizations.
80

 

5.2.4 Ministry of Environment 

Ministry of Environment is responsible for implementing actions related to environment 

protection in accordance with Polish and EU law. It approves protected areas on the territory of 

Poland. During the period of adapting to the EU standards, the programme “Infrastructure and 

Environment” was introduced. A stormy discussion appeared when the route through Rospuda 

Valley was supported by the Minister of Environment (Jan Szyszko) during former term of 

office. His attitude was assessed by the European Court of Justice. 

5.2.5 Scott Wilson Ltd 

This is an international consultancy company which was selected by the GDDKiA to prepare a 

development strategy of the Via Baltica route in Poland. The produced document is titled 
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“Development Strategy of I Pan-European Transport Corridor” and includes variants analysis in 

terms of technical, environmental, social and economic perspectives. Moreover, the company 

carried out social consultation process, which results are described in the “Report on Social 

Consultations” and created the “Prognosis of the Environmental Impact” concerning the 

consequences of the realization of the strategy. 

5.2.6 Non Governmental Organizations (NGOs) 

The major NGOs involved in the planning process are listed as follows: Greenpeace, Wetland 

conservation centre, WWF – Poland, OTOP, the Polish partner of Birdlife International, CEE 

Bankwatch Network. 

The planning process was strongly accompanied by the opinions and claims of NGOs. They 

participated in the planning process very actively by producing numerous reports, supporting 

pro-environmental solutions and contributing to the involvement of the EU in the process. 

5.2.7 Society  

This group includes local people and communities, which are the residents of the area influenced 

by the planning process, but also non-residential social groups, who use local resources, such as 

human capital or localisation factor either regularly or intermittently. The relationship between 

the society and the planning process is strong, but its influence is rather indirect than direct. On 

the one hand there was a strong social demand for the route in some areas, on the other hand the 

society was strongly against disrespecting EU directives and planning the transport corridor 

through NATURA 2000 areas. The influence of society on the planning process is developed in 

the “Social perspective” chapter. 

5.2.8 Local authorities 

Local authorities take part in the Via Baltica planning process as representatives of cities and 

villages. Some of them are more active than others. Also their attitude is not the same in all 

cases, they are divided, like society, to followers and opponents of the Via Baltica road. Those 

who see benefits in the Via Baltica project, try to convince the Polish government that route 

through their city is the best alternative, but those who look at the Via Baltica as threat, try to 

protest against it. 
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5.3 Planning process step by step 

The Via Baltica planning process in Poland seems to be beyond measure complicated and far too 

long. Such a situation is caused by many factors, where essential are conflicts and 

misunderstanding between environmentalists and government. Unclear behavior of authorities 

but also complexity of Polish administrative procedures are basic reasons of extremely long 

duration of this undertaking. When the implementation process has been started in other 

countries, the Via Baltica future is still uncertain in Poland. Although till now some stages have 

been executed, there is still a lot to do. For better understanding of problems related to the Via 

Baltica case, it is important to know the issue inside out. That is why the Via Baltica planning 

process is described step by step in this chapter. 

1986 – 1991  

It is a period when the idea of the Via Baltica was born. It is called time of independence. 

Promotion process was started by Finnish companies which recognized the need of transport 

infrastructure development on the Eastern side of the Baltic Sea. They arranged the meetings for 

authorities from concerned countries. During this time data collection and even some small-scale 

project preparations were performed. 

1991 – 1995 

It was a preparatory stage. The project was formalised and the Finnish Ministry of Transport and 

Communications started to support it. The first feasibility study was carried out.  

Since 1991 the road has been known as the Via Baltica. In this stage the EU was involved and 

created the first 5-year Investment Programme for the Via Baltica. In 1993 Poland approved the 

construction of the Via Baltica expressway as part of the Motorways Building Programme. In 

1994 the Via Baltica became a component of Crete Corridor I CODE-TEN to Crete Corridor I. 

Then, in 1995 General Directorate for National Roads and Motorways drew up 3 alternative 

routes for the Via Baltica section in Poland. Neither were they up-to-date nor did they provide 

information about environmental costs. The economic analysis compared only investment costs 

and did not take into account compensation or mitigation costs that would be legally required if 

the route crossed sites that would qualify for the Natura 2000 programme. 
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1996-2001 

The first implementation stage was carried out. Monitoring Committee was established and the 

permanent, external chairman was nominated for this body with the support from Sweden. The 

secretariat continued working on the project with the support of the Finnish Transport Ministry.  

In 1996 the road the Via Baltica was named the European Route number 67 (E67). Moreover, it 

was the first time when the Via Baltica was mentioned in the Community guidelines for the 

transport network development. First Polish plans for the route were made during this time as 

well. In 2001 the express road S8, which is a route via Białystok, was designed. According to 

environmental NGOs, this option was chosen out of many others (not the Łomża option) under a 

very strong lobby. 

2002-2006 

The second 5-year Investment Programme was carried out. In 2002 Polish Deputy Minister of 

Infrastructure said: “We’ve already upgraded sections and built a series of by-passes. If we 

stopped now, we’d lose European money”. After this declaration the Vice-Minister of 

Environment accepted the Białystok route despite numerous protests initiated by national nature 

conservation organisations, scientists, the Advisory Board of Biebrza National Park and the 

citizens of Poland. Later in 2002 Polish Ministry of Environment asked the Biebrza National 

Park (BPN) to agree with local authorities on the necessity for the expressway in the local spatial 

plans. The BPN accepted the change in Land Use Plan for the purpose of the expressway on 

condition that the road would be located on a fully equipped flyover with technical means to 

protect nature against the influence of the road across the whole valley. This proviso was 

explained by the Ministry of the Environment as an action to comply with the Polish Nature 

Conservation Act. At the end of the year, new Vice-Minister of Environment said that upgrading 

the route, which crosses the BPN, could even have a positive influence on the environment 

because upgrading an existing road incorporates special adaptations and installations to avoid 

pollution, disturbance and even prevent the road from being a barrier to movement of animals. 

Since April 2003 the Via Baltica has been part of the Trans-European transport network (TEN-

T). In the same year “The European Commission’s Director General of Enlargement at a 

meeting of the EU-Poland Joint Parliamentary Committee in Warsaw, concluded that the EU 
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will not support the development of the Polish part of the Via Baltica with its funds unless it fully 

consistent with the requirements of EU directives, including receiving a full Strategic 

Environment Assessment.”
81

 Still neither SEA nor EIA have been finished for the Via Baltica in 

Poland. Further, at a meeting with NGOs, the Ministry of Environment, Ministry of 

Infrastructure and General Directorate for National Roads and Motorways gave an assurance that 

a SEA for the Polish part of the Via Baltica would be carried out and the results would be deeply 

considered in reaching a final decision. However, after this promise the Polish Ministry of 

Infrastructure put forward to the European Commission The Strategy of transport infrastructure 

development in Poland for 2004-6 and beyond which included "Reconstruction (to fulfill 

standards of expressway) of national road No 8, which was supposed to become the Via Baltica 

as a part of I Pan-European Transport Corridor, connecting Warsaw, Białystok with Polish-

Lithuanian border in Budzisko.”
82

 All the actions were performed without earlier preparation of 

SEA. 

In 2004 the construction of the Via Baltica has begun. The General Directorate for National 

Roads and Motorways claimed that the aim of those construction works was maintenance of the 

existing road infrastructure and that was not related to the international transportation corridor. 

Facts show that “The SEA results will not be taken into account because the decision on the Via 

Baltica route has already been taken and has started to be implemented. Although no road being 

modernised and/or constructed in Podlasie region is called ‘Via Baltica’, the network of 

expressway standard roads possible for use by international transit transport and increasing the 

threat for the Natura 2000/Emerald network extends step by step.”
83

 It is worth to emphasise that 

variant via Białystok was given in all official documents, so a chance for a change was slowly 

disappearing. “In March 2004, the Podlasie Voivodship Vice-Marshal stated that the Spatial 

Development Plan for Podlasie Region provides for upgrading the national roads, including step 

by step upgrading of the S-8 "Via Baltica" to express road parameters. This proves that even if 

the “Via Baltica” is not an official name of any specific road, expressway S-8 is identified by the 
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authorities with the international transport corridor “Via Baltica”.”
84

 Further, in April 2004 the 

General Directorate for National Roads and Motorways finally established a Tender Committee, 

which aims at not only preparing the terms of reference for SEA but also supervising the SEA 

process. In October 2004 the Vice-Minister of Infrastructure confirmed that the decision on the 

Via Baltica had been taken and claimed that according to the Białystok Spatial Development 

Plan it would be the route via Białystok and Augustów commonly known as Variant 1. 

In 2005 The General Directorate for National Roads and Motorways finally called the tender for 

SEA to examine alternative routes for the Polish part of the I Pan-European Transport Corridor. 

But in the same year the Ministry of Transport said that final decision had been made and 

nothing would change it. 

In 2006 Scott Wilson chose 3 variants out of 40. All of them are led through Łomża (Not 

Augustów) For a short time, analysis results were open for the society. Later, the Ministry of 

Transport (Scott Wilson employer) forbade Scott Wilson to spread any information about the Via 

Baltica alternatives. From non-official information comes out that after this the company was 

forced to add Variant 1 so that it is taken into account with other three. Nevertheless, it goes 

without saying it is the weakest one, especially from the environmental perspective. 

2007 – Onward
85

 

In 2007 “the former Minister for Environment (…) changed the boundaries of the Knyszyn 

Forest Natura 2000 site and excluded a corridor of app. 3 km around the route of the Wasilków 

Bypass and the Wasilków – Belarus border Upgrade, from the Natura 2000 site. This exclusion 

has been challenged by the European Commission. No scientific or any other reasons for such a 

change of the Natura 2000 site boundaries were provided to the public. Moreover, in autumn 

2007, the former Minister for Environment (…) changed the boundaries of the Augustów Forest 
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Natura 2000 site (SPA) to extend the protected area to include the alternative routing of 

Augustów Bypass proposed by the NGOs.”
86

 

Since June 2008 the results of the strategic studies (‘The strategy for the Via Baltica expressway 

development’ and accompanying ‘SEA report’) have been available. Experts recommended 

Variant 42 via Łomża as the best route for the Via Baltica in the ‘SEA report’. “Wide public 

consultations took place in May and June 2008. The official and final recommendations of Scott 

Wilson Company, after considering all the comments and opinions collected during public 

consultations, was the same: the most appropriate route for Polish section of the Trans-

European road corridor I (‘Via Baltica’) is variant no. 42.” 
87

 In April 2008 the Ministry of 

Infrastructure claimed that the Via Baltica route would be determined before the end of the year. 

In April 2009 the route has not been determined yet! 
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6 THE VIA BALTICA PLANIING PROCESS ACCORDING TO 

SUSTAINABILITY CRITERIA 

6.1 Development Strategy of I Pan-European Transport Corridor 

The Strategy has been prepared by Scott Wilson Company and commanded by the General 

Directorate for National Roads and Motorways. The main goal of the Strategy is to produce a 

coherent document, which concerns road part of I Pan-European Transport Corridor (Budzisko – 

Warsaw) through Polish area. The study shows all possible route variants for the corridor, 

describes and assesses them from social, economic, technical, functional and environmental 

perspective. Then, it points out optimal route variant and sets the dates for key elements. Authors 

assume that variants, which go through existing roads, are preferred, under condition they can be 

upgraded to the expressway standards. But the final decision concerning the chosen variant 

localisation does not dependent only on the stage of modernization works. Finally, the strategy 

collects and concludes all previous studies on this subject.
88

 

All the 4 parts of the analysis, that is: network and motion, economic, social and environmental 

are based on the “Development Strategy of I Pan-European Transport Corridor”. All the 

sustainability criteria described in the below parts were provided by the Scott Wilson Company 

so we would like to emphasise this is not our own analysis. 

The variants examined in the analysis where divided into 7 following groups: 1, 2, 3, 4, 2-4, 4-2 

and 4-3. Each group contains of a basic variant and some subvariants. This division is presented 

in the following table: 
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Table 5. Groups of variants 

Source: own table based on the information from the Development Strategy of I Pan-European Transport Corridor 

6.2 Network and Motion Perspective 

In this chapter the technical aspect of the motorway planning process is touched, namely network 

and motion factors. Both of them were analysed separately under different groups of criteria. It is 

not a typical dimension of sustainable development but in terms of transport planning according 

to sustainability criteria network and motion analysis seems to be extremely significant since it 

relatively contributes to all other components. As mentioned before, all data were collected and 

examined by the Scott Wilson Company. 

6.2.1 Network criteria 

1. Voivodships’ master plans arrangements 

The assumption taken into consideration in the Strategy was that the more detailed description 

and approval of route sections in the voivodship master plans, the more advantageous the variant 

is. The winner in this category were variants number 1 and 2f. Both variants cover 100% of 

voivodships arrangements. The worst variant in this category was number 4c, which length 

covers only 20% of voivodships arrangements. 

 

 

7 groups of variants 

Group 1 

4 
variants 

Augustów, 
Białystok 

Group 2 

12 
variants 

Augustów, 
Łomża 

Group 3 

4 
variants 

Augustów, 
Łomża 

Group 4 

4 
variants 

Raczki, 
Łomża 

Group 2-
4 

8 
variants 

Agustów, 
Łomża 

Group 4-
2 

6 
variants 

Raczki, 
Łomża 

Group 4-
3 

2 
variants 

Raczki, 
Łomża 
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2. Design documentation covering 

The assumption taken into account in the Strategy was that the more detailed design 

documentation was prepared for each section, the more advantageous is the variant. The sections 

which were evaluated were those which have or will have design documentation. According to 

this criterion, the best were variants from group number 1, that is 1 and 1a which are going 

through Bałystok and the design documentation covering rate is 88%. The least amount of points 

went to variant 4c, its documentation covering rate is only 8%.  

3. The length of the particular route 

The total length of the route was calculated according to the Central Statistical Office (pl. GUS) 

and the data from Bank of Road Data.
89

 To the existing length of the road, the length of planned 

bypasses and new sections was added. The assumption taken into consideration in the Strategy 

was that the longer the route is, the less advantageous is the variant. The winner was variant 42 

and then 2, 2a and 43. The total length of above mentioned four variants is less than 320 km.
90

 

The least advantageous variant in this category was the group 23, which contains of three 

variants which each length is above 370 km.
91

 

4. The length of the route according to category (national roads, voivodship road) 

The bigger the length of use of the voivodship roads in future transport corridor, the more 

advantageous the variant is. After evaluation it turned out that it is almost impossible to use 

voivodship roads, which makes this criterion indistinguishable. In return, the next criterion 

(number 5) was proposed. 

5. The use of existing national roads 

This criterion is a continuation of number 4. The assumption was that the more existing, 

developed or rebuilt sections, the more profitable the variant is. The biggest share of using 

national roads is in variant 1, that is 58%, while the smallest share is in variant 4c (only 18%). 
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6. The length of the route according to the newly built, developed, rebuilt and existing 

sections 

This criterion aims at illustrating the scope of building work related to the progress of 

construction the I Pan-European Transport Corridor in Poland as an express road. Road sections 

were divided into 4 groups: newly built, developed, rebuilt and existing. The earlier assumption 

(number 5) was sustained, so the more this kind of section in the variant, the more advantageous 

the variant is. Taking into consideration the length of newly built and developed sections in 

particular variants, the smallest scope of construction work appears in variant 4a, while the 

biggest in variants from group 3 and 2-4. The construction of new bypasses is an inseparable part 

of building the Corridor. 

7. The number of planned engineering objects  

This criterion consists of “big” (complicated objects, long time expenditure is required) and 

“small” (less complicated) engineering objects as well as the length of planned bypasses. The 

division into two categories led to more precise analysis. The following aspects were taken into 

consideration separately for “big” and “small” objects: 

 the number of planned junctions, 

 Bridges, 

 viaducts (flyovers) over the railway, 

 farm and animal crossings. 

According to “big” engineering objects, the winner was variant 43, while the least amount of 

point went to variant 1. In terms of “small” engineering objects, the most advantageous was 

variant 42, on the other hand the less beneficial were variants which received less than 1 point, 

that is: 4, 24, 24c and 24a 

8. The function of the road in transport network 

The planned route is going to be an express road. Its main function will be to connect major 

economic, administrative and tourist zones as well as servicing national and international traffic.  
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The aspects taken into account were: 

 the connection of main economic (and so on) zones, 

 the connection of the biggest amount of cities, 

 the connection of two big cities from two regions – Warsaw (Masovia region) and 

Białystok (Podlasie region). 

There are 6 essential zones: Suwałki, Augustów, Białystok, Łomża, Ostrołęka, and Warsaw (see 

annex 1). Unfortunately there is no variant that would link all of them, so the assumption taken 

into consideration in the Strategy was that the more major cities are to be connected, the better 

the variant is. Variants: 2b, 2c, 2h, 2i, 3, 3a, 24 and 24a link together all main cities apart from 

Białystok, whereas variant 4c covers the connection of only two cities, that is Ostrołęka and 

Suwałki (it does not cover Warsaw since the section Sochaczew-Warsaw was excluded from the 

analysis due to the fact that there will be an alternative in form of A2 motorway, which will be 

build independently from the construction of the Pan-European Corridor). 

The total number of cities located in the area of the route was also analysed. The assumption was 

that the more cities are going to be connected, the more advantageous the variant is. Variants 

from group number 2 link together the biggest amount of cities (17), while variants from group 

43, 4b and 4c connect only 11 ones.
92

 

According to the connection of Warsaw and Białystok, only variants 1 and 1a fulfill this 

criterion. 

6.2.2 Motion criteria 

1. Motion of heavy vehicles 

According to this criterion, the motion intensity and transport work, both for 2020 and 2030 was 

analysed. Variant 1a was assessed as the best one, while variants 4b and 4c as the worst ones. 

Later, it was decided that only transport work will be assessed as the transport intensity is 

redundant and gives identical results for variants sequence. 
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Variants from group number 1 are significantly better from all the other because motion of heavy 

vehicles goes to south only if it is led by this variant as a continuation of road nr 8. If the 

Corridor goes another way, the motion of heavy vehicles going to south still uses this road and 

the Corridor is used only by motion going to other directions (west and south west). 

2. Motion intensity in the protected areas 

For environmentally valuable areas in North-East Poland, the sections for changes in motion 

intensity were defined. According to these sections, transport work was analyzed for 2020 and 

2030. The less the total sum of transport work is, the better the variant is. The best was variant 

3a, while all the variants from the group 1 were assessed as the worst in this category. 

The results from network and motion analysis were combined together because these two 

criteria should be treated equally. All in all, variants 2, 2a, 1, 1c (and a little bit further 42 and 

42a) were recognized as the best ones, whereas variants 4b, 4c, 24e, 24d were assessed as the 

worst options. The picture below presents the best (green) and the worst (red) variants in this 

category. 
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Picture 15. The best and the worst variants according to network and motion criteria 

Source: “Development Strategy of I Pan-European Transport Corridor”, p. 36 
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6.3 Economic Perspective 

Since ancient ages people knew that wherever roads were built, cities and economy were 

developed there. From economic point of view the Via Baltica Project is very profitable. There is 

a need for this kind of investment, mainly because the quality of Polish roads is miserable. 

Especially road network in North-West Poland is scarce, so building or upgrading roads would 

make this region more attractive for further development. Road infrastructure development 

usually contributes to new job creation and old jobs maintenance. Then, it can increase personal 

and institutional incomes. Better transport access allows saving time and energy. All those 

factors lead to attractiveness for the future investors in region and its further development. 

Connection between this part of Poland and Warsaw might attract investors, which would bring 

money to the region the Via Baltica is supposed to go through. Further, it can cause formation of 

new workplaces and improve life conditions of inhabitants. These are the main reasons for 

“fighting for the Via Baltica” between local governments in the region. Local authorities and 

inhabitants put their hope on this project because they consider it as a contributor to further 

development of the region. Each of them tries to convince investors that variant through their 

city is the most appropriate one. For example authorities from Ełk city give two strong 

arguments for leading corridor through Ełk (variant 42). First of all, it is the best variant from 

environmental perspective because it does not go through Natura 2000 area, which is supported 

by Greenpeace. Secondly, it is economical because it is shorter than others.  

Road infrastructure facilitates access to work places, education, market, leisure and services. It is 

important to mention that according to recent findings by UK experts and some others
93

, there 

are no automatic economic or employment benefits derived from new transport project.
94

 

Moreover, they claim that it can be even economically harmful. Thus, individual authorities 

should remember that building or upgrading the road would not immediately bring economic 

or social benefits to local people. Road which is going to be a part of I Pan-European Transport 

Corridor may not have so significant influence on a local scale as it is an international project.  
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The economic analysis, which is compatible with European Commission directives, was made as 

a part of the Development Strategy. It includes costs and benefits analysis of all 40 variants (from 

1 to 43a) and compares them with variant 0.
95

 The goal of the analysis is to point out the most 

efficient variant for the Via Baltica from the economic point of view. It has to take into 

consideration external costs, market imperfections and other factors that might have impeded the 

expected economic growth along this corridor. The assumption is that all variants will be put into 

operation at the same time.  

Economic factors taken into consideration are:  

 agriculture land-use,  

 economic zones,  

 best agricultural soils,  

 current status of the road (category of the road),  

 intersections with water bodies,  

 intersection with secondary roads,  

 problem soils for construction and ancillary structures for urban areas.  

Moreover, following costs were assessed:  

 ground buyout,  

 temporary land occupation,  

 roadwork. 

Constructing the route through national areas, that is through national parks and other protected 

territories do not cost the Country. But in many cases ground buyout is unavoidable. It can be a 

very important factor because it contributes directly to the final decision. The problem of legal 

ownership is still a huge obstacle for major investments due to the fact that legal status of some 

territories have not been regulated till now, especially on the annexed territories by Russia or 

Germany in 18
th

 and 19
th

 centuries.  
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 Variant 0 - a variant without extra investments, which allows only for upkeep, renovation and rehabilitation of 
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 It is important to remember that a factor can be a benefit or a cost. Poor performance of one 

factor can be compensated by a good performance of another one, which can lead to a good 

overall performance. In the economic analysis a benefit is defined as a criterion that contributes 

positively to the final result - the higher the value, the better it is. A spatial cost is defined as a 

criterion that contributes negatively to the output - the lower the value, the better it is. For 

example criterion “current status of the road” can be a benefit – the higher the current category 

of the road, the lower the engineering cost of upgrading. The criterion “intersections with 

secondary roads” is a cost since all intersections with secondary roads need to be upgraded. This 

involves the construction of expensive structures such as flyovers.
96

  

Further, to compare all the results the following indexes were counted: ENPV (Economic Net 

Present Value), EIRR (Economic Internal Rate of Return), and B/C (Benefit/Cost). They were 

counted for two moments of putting road into operation, years: 2013 and 2020.  

The analysis shows that economic benefits, which are generated by the transport corridor, justify 

its realisation. The indexes of all variants are favourable, only in few cases (1, 1a, 2e, 4, 4a, 4b, 

4c, 24, 24a –24g) not sufficient. As the basic reason why the economic results are so good we 

can give “time saving” - the motion on the new express roads is much faster (mainly because of 

its quality).  

All in all, the results were converted into points, because it makes comparison easier. The more 

points the variant received the better position it has in the ranking. The ranking shows that 

variant 43 is the best one, second is variant 42. Variant 24a received the smallest amount of 

points. The picture below presents the best (green) and the worst (red) variant in this category. 

6.4 Social Perspective 

There is a strong social need for this express road especially in the Podlaskie and Warmińsko-

Mazurskie regions (see annex 1) due to the economic problems these areas are struggling with. 

In the same time there are areas of strong social conflicts that are described in the “Report on 
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Social Consultations”. As result we observe needs that cannot be satisfied because of the 

conflicts and endless quarrels. 

The process of social consultation was carried out according to the article 34 section 1 and article 

43 section 2 of the Environment Protection Act. The proper body for this action is General 

Directorate for National Roads and Motorways, which empowered company Scott Wilson Ltd. to 

prepare and carry out the consultation process. 

6.4.1 Social criteria 

The social criteria taken into consideration were: 

1. social consultation, 

2. social demand for the route, 

3. social conflicts, 

4. the quality of servicing the area by the route. 

Social consultation involved: 

 informative meetings, 

 web page analysis, 

 additional sources analysis. 

During the time from 20 to 28 September 2006 the informative meetings in the poviats
97

 situated 

on the future route of the Via Baltica took place. The main aim of the meetings was to inform the 

inhabitants about the planned strategy of development. The participants were also asked for 

filling the survey assessing particular variants and groups of variants. 

All information is available on the website of General Directorate for National Roads and 

Motorways (GDDKiA) and website of the consultancy company Scott Wilson. Moreover, the 

web page www.viabaltica.scottwilson.com.pl contains all the documents available for citizens, 

such as: 
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1. “Development Strategy of I Pan-European Transport Corridor” 

2. “Report on Social Consultations”  

3. “Prognosis of the Environmental Impact” 

What is more, it provides all necessary information about all the proposed variants. The 

significant element of above mentioned web page was a special questionnaire giving the internet 

users the possibility to manifest their opinion about the proposed variants of the whole route in 

Poland. The questionnaires were constructed similarly to the surveys filled by the participants of 

the informative meetings. Because of that it was possible to mix the results and give a broad 

overview about population’s opinions, suggestions and queries. Information about the surveys 

was published in many portals related to the Via Baltica issue as well as in the numerous local 

newspapers and news bulletins. 

 

Picture 16. Social consultations 

Source: “Report on Social Consultations”, p. 71 

Additional sources of information about social demand for the Via Baltica in Poland were: 

1. Analysis of the content of websites concerning the Via Baltica made before and after 

information meetings. 

2. Analysis of the content of articles sent to Scott Wilson Ltd concerning the Via Baltica. 

Social demand for the Via Baltica included: 

 Quantitative analysis, 

 Residents’ claims. 
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All the surveys filled during the informative meeting as well as those sent to Scott Wilson Ltd 

via the Internet were keyed into one database to provide statistical analysis. There were 357 

correctly filled surveys (147 from informative meetings and 210 from internet). The most 

numerous group of respondents were citizens from łomżyński and kolneński poviats (see annex 

2), and from the city of Łomża (see annex 1). There is a tendency of very positive assessment of 

the section going through the respondents’ area of residence.  

45,57% of surveys were filled by those who do not live in the neighbourhood of the Via Baltica 

route. This proves that the concept of the Via Baltica in Poland is very controversial and raises 

disputes in various social groups. With regard to the social demand for the route the best option 

seems to be variant 4b, which goes through Łomża and Ełk. The last two options approved by 

society are 1b and 1c, which go through Augustów. 

During informative meetings, participants were submitting their proposals and opinion 

according to particular variants or groups of variants. Respondents were allowed to fill the 

survey with open questions via the Internet as well. The opinions concerned particular solutions 

for planning the Via Baltica route.  

Social Conflicts include: 

 web pages analysis, 

 surveys analysis (open questions), 

 variants assessment, 

 documents sent to Scott Wilson Ltd. 

The analysis of web pages was carried out before the informative meetings cycle for poviats. 

The Google browser was used. The aim of this research was to check how often the Via Baltica 

case is described on web pages and what the kind of them is. Then the web pages that suit the 

below mentioned type the best were chosen and their content was analysed. 
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Web page type Amount 

Ecological 47 

Informative 17 

Travel 12 

Local 12 

Discussion lists 5 

Institutions’/corporations’ web pages  4 

 Other 3 

together 100 

 

Table 6. Analysed web page types 

Source: “Development Strategy of I Pan-European Transport Corridor”, p. 38 

According to the table, the majority of browsed web pages are ecologically oriented (47 %). 

They represent ecological organisations and their supporters. Among them there are web pages 

devoted to the Via Baltica route in general or to the particular area through which the express 

road is going to be approved, i.e. Rospuda Valley. Ecological organizations support the route 

through Łomża or Ostrołęka as the least environmentally harmful option. The protection of 

Rospuda Valley dominated in majority of websites pushing aside other nature preserved areas, 

i.e. Puszcza Knyszyńska, Biebrza Valley, Narwia Valley. There are two antagonist social groups: 

ecologists and Augustów citizens. 

The second big group includes informative web pages. A majority of them concerns articles and 

information about decision that has been taken in terms of the route of I Pan-European Transport 

Corridor or persuades to sign the protest against building the express road through Rospuda 

Valley. They include also positive information about Białystok route and negative about route 

through Łomża, which was not mentioned in the ecological web pages. 

The next element of social conflicts identification is the quality and quantity analysis of open 

questions from the survey. The analysis took into account surveys carried out in the paper form 

as well as those performed via the Internet. Respondents could express their opinions on groups 

of variants and particular alternatives, which they consider as the best or the worst. To define the 
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potential conflict areas, the frequency of indicating each variant as the best or the worst was 

calculated. Moreover, the most repetitive arguments for and against were compared. The same 

procedure was performed for the groups of variants. 

In terms of variants assessment, the evaluation is made only by the residents of particular area 

so the potential conflicts have local character. The assessment distinguished dominated variant 

and those which are not supported within the analyzed area. A conflict situation appears when 

two variants have similar amount of points, for example variants 3 and 4. Controversial are 

variants 25-29 where arguments “for” concerns social factors and those “against” are related to 

environmental protection (Rospuda Valley). Variant 12 was assessed quite negatively, while 

number 16 gained a lot of positive opinions. In both cases the basis for assessment was the 

proximity of the route to urban areas. The analogical situation appears in the Łomża area, where 

the assessment is unambiguous and is related to the proximity of the route near Łomża. High 

level of assessment in terms of connecting social and ecological dimension gained variant 23 

(through Suwałki and Raczki, passing round the protected areas).  

Documents sent to Scott Wilson Ltd largely duplicate arguments presented in the “Analysis of 

the web pages” section. The representative of Ostrołęka Economic Forum provided arguments 

for the route through Ostrołęka and Łomża. This solution is supported by ecological 

organisations in writing as well. The same attitude is presented by the Ostrołęka and Łomża City 

Councils. District (poviat) Council in Ełk supports variant number 23 for the route of the Via 

Baltica in Poland. District Council in Giżycko promotes alternative going through Łomża and/or 

Ostrołęka. Association Green Masovia
98

 supports the group of variants number 4. 

On the basis of three analyses that is web pages analysis, answers to open questions analysis and 

the documents sent to Scott Wilson Ltd., a map showing main areas of social conflicts was 

created.  
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There are two causes of conflicts: 

1. interests disparities (marked as red on the map on p. 80), 

2. homogenous opinions about the route – if another variant would be chosen (marked as 

yellow on the map on p. 80). 

In the first case, two different social groups fight with each other. The example is one more time 

Augustów where on the one hand the ecologists are strongly against the express road, but on the 

other hand the city inhabitants support this idea. In the second case, the conflict arises if the 

variant which does not fulfill the social expectations would be chosen, for example if Łomża is 

not chosen, a local objection may be raised. 

 

Picture 17. „Via Baltica through Łomża” banner 

Source: “Report on Social Consultations”, p.67 

The biggest social conflicts are located in the area of Puszcza Augustowska, mainly in Rospuda 

Valley. Slightly less intensive seems to be the conflict with similar character according to the 

building the route through the area of Biebrza Valley and Puszcza Knyszyńska. Strong dissents 

are in the area of Narwiński National Park, Puszcza Biała and Rajgrodzkie Lake. The common 

feature of conflicts in the area of Rajgrod, Grajewo, Niegowo and Olszewo-Borki and Rzekuń 

municipality (near Ostrołęka) is high ambiguity and diversity in citizens’ opinions in terms of the 

route of express road through their city/municipality. 
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Picture 18. Potential conflict areas 

Source: “Development Strategy of I Pan-European Transport Corridor”, p. 40 
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High homogeneity of preferences is typical for three cities: Ostrów Mazowiecka, Ostrołęka 

and Łomża (see annex 1). The local authorities and society are strongly in favour of the Via 

Baltica route through these areas. Moreover, there is lack of ecological organisations’ objection. 

The route through Białystok causes many conflicts as well. The need to build the express road 

through this city is motivated by its character. This city is a capital of Podlaskie voivodship, 

furthermore it is the biggest city in the region and “future metropolis”. The objection of 

ecological organisations is related to the whole group number 1 and Białystok belongs to this 

group. 

It is important to emphasise that the conflict areas which were identified are not a closed group 

since they may extend during the more detailed planning process of the particular route of 

transport corridor. The new conflicts may appear and the old ones may become even much 

extended. 

The quality of servicing the area by the route includes: 

 total number of population, 

 total number of employed persons, 

 total number of economic entities registered in the official register of national economy 

entities (pl. REGON).
99

 

Each variant was widened to the belt of total width of 40 km, 20 km from both sides of the axis 

of proposed route. This area was recognized as the servicing area. To calculate the data 

mentioned above only municipalities whose area covers more than 50% of analysed territory 

were taken into consideration. The section of motorway A2 (from Sochaczew to Warsaw) was 

not included in the analysis because it overlaps with 6 tested variants of the Via Baltica. That is 

why the districts of Warsaw were not considered in this analysis because this could have an 

essential influence on the results and could lead to huge disproportion. 

To analyse the total number of population data from Central Statistical Office (pl. GUS) were 

collected. According to this criterion, the most beneficial variant is the one through Białystok 
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and Raczki (1a), which services over 1,5 mln of population. The second place belongs to variant 

1 with similar route, but coming from Augustów to Suwałki with avoidance of Raczki. Other 

profitable variants are: 4a, 4, 24c, 24a, 24b and 24. They service over 1380 000 residents (route 

through Szczuczyn, Ostrołęka, Różan, Płońsk). The least amount of points went to those 6 

variants going to Warsaw from the Sochaczew side. According to the above criterion, they 

service less than 1 mln of population. 

Data from Central Statistical Office were also used for the analysis of the total number of 

employed persons. According to this criterion, the most advantageous variants are 1a and 1, 

which service more than 250 000 employed persons. The second place was taken by the same 

variants as described above: 4, 4a, 24c, 24a, 24b and 24, which service more than 215 000 

employed persons. The least beneficial variants were one more time 6 variants going to Warsaw 

from the Sochaczew side. 

To provide an analysis of the number of economic entities registered in REGON system, data 

from REGON system got from Central Statistical Office  (pl. GUS) was collected. The most 

profitable variants, similarly to two social criteria discussed above, were: 1a, 1, 4a, 4, 24c, 24a, 

24b and 24 where the amount of registered economic entities was over 130 000. The last place 

belongs still to the variants going to Warsaw from the Sochaczew side. 

The final assessment of the social criteria combines weighted coefficient of criterion 2 “Social 

demand for the route” and criterion 4 “The quality of servicing the area by the route”. The 

weight 6 was proposed for the criterion 2 and analogically the weight 4 was used for criterion 4. 

The reason of this disproportion in weights is the equivalence of the criteria. Criterion 2 is a 

result of direct local assessment made by local authorities, local communities and NGOs during 

the process of social consultation, while criterion 4 reflects statistical data which do not function 

in the local awareness. 

The picture below represents the best and the worst variants in terms of all discussed social 

criteria. Variants 4, 43, 42 were recognised as the best ones, whereas variants from group 1, 

particularly 1b, 1c were assessed as the worst options. The picture below presents the best 

(green) and the worst (red) variants in this category. 
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Picture 19. The best and the worst variants in terms of social criteria 

Source: “Development Strategy of I Pan-European Transport Corridor”, p. 41 
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6.5 Environmental Perspective 

The relationship between transport and environment is multidimensional. Unfortunately, no 

sector of economy has been developed in such an unsustainable way as this one. Its influence on 

environment can be divided into short- and long-term effects. Building or modernization of roads 

and their further exploitation are one of the most dangerous actions for the nature and human 

health caused by development of transportation. If the roads come into being on protected areas, 

animal habitats migration routes and the whole ecological balance will be at risk. 

6.5.1 Transport, health and the environment 

Transport sector entails following threatens for the environment and human health: 

1. Transport noise 

Roads account for approximately 70% of total noise emissions by transportation.
100

 People as 

well as animals are threatened with noise, which can bring auditory, psychological and 

behavioral effects. The noise has adverse effects on communication, school and work 

performance, sleep, temper, cardiovascular effects and hearing impairment. In addition, it causes 

annoyance and increases aggression. Moreover, the animals are impaired by noise with regard to 

their orientation, communication, behaviour and so on. Further, such interferences may have the 

consequences in animals’ life. 

2. Accidents and injuries 

Road accidents account for the most significant share of all transport accidents. Among victims 

are people as well as animals. Especially road led near or through protected areas, migration 

routes or habitants of animals entails the danger. 
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3. Air pollution 

The effects of air pollution emitted by road transport on the environment are major. Among the 

consequences of air pollution the following can be listed: acid rain, global warming, smog, the 

depletion of the ozone layer as well as human diseases such as: bronchitis, lung cancer, and heart 

problems. Moreover, air pollutants such as sulfur dioxide, nitrogen oxides, ozone and peroxyacyl 

nitrates have harmful effects on natural ecosystems. They can destroy plants and trees by making 

damages on their leaves and kill animals mainly by negative impact on the ground and water.  

4. Water pollutants 

The pollution of the hydrosphere is caused, inter alia, by air pollution fallouts, but also by 

construction and maintenance of road infrastructure. Water as essential element for life, when is 

polluted, can contribute to environmental disaster. 

5. Soil pollutants 

The environmental influence of transport on soil consists of soil erosion and soil contamination. 

Fuel and oil spills from motor vehicles are washed on road sides and enter the soil. Also sewages 

from building and exploitation stages lead to soil degradation. It results in damages of 

surrounding flora and fauna.  

6. Biodiversity 

Transport has huge impact on natural vegetation. For building or upgrading road infrastructure, 

transformation of new land is indispensable. The transformation often consists of deforestation 

or land draining. Many animal species become extinct as a result of changes in their natural 

habitats. 

“Environmentally friendly roads”, which are built in effective and efficient way, are so important 

mainly because of threats mentioned above. The urgency of the need to rethink road system 

development derives from the massive increase in motor vehicle traffic, notorious noise, air 

pollutants and congestion. Between 1970 and 1995 motor traffic in the EU doubled and from that 

time is still growing. Improvement of transport infrastructure can be one factor that decrease the 

number of accidents as well as pollution and noise emission. 
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In “Development Strategy of I Pan-European Transport Corridor” the analysis of routes 

influence on protected areas is provided. It is important to emphasise that two systems of 

environmental protection exist in Poland: European – Natura 2000 and Polish - National Parks, 

Landscape Parks, nature reserves and landscape protection areas.  

Very surprising is the fact that all of 40 variants collide with the European Ecological Network 

Natura 2000 designated under Directive on the Conservation of Wild Birds as a Special Bird 

Protection Area. Compliance with Natura 2000 rules is the most controversial issue in the Via 

Baltica case, because they are strictly protected under EU regulations. Natura 2000 cannot be 

passed over in contrast to nationally protected areas, which sometimes are passed through since 

even if environmental issues are present in Polish legislation for a long time, in some cases they 

are hardly recognized as priorities by Polish government.. To get know which route is the most 

appropriate, the company Scott Wilson checked how big area of road and its surroundings 

(1700m on both road’s sides) overlaps protected areas Natura 2000. As a result, the route 4b was 

chosen as the best variant, when variants 1 and 1a are the worst ones. It is worth to emphasise 

this result, because it leads to many disagreements between government and NGOs. The 

conflicts result from different points of view on the Via Baltica issue and are followed by 

different priorities supported by environmental and political arguments. WWF
101

 believes that, in 

practice, government had decided long time ago that current road No 8, which overlaps with 

variant 1, would be upgraded and developed to the expressway standards disregarding SEA and 

nature conservation requirements.  

6.5.2 Rospuda Valley case 

The Rospuda Valley is a valuable wetland area and the best preserved percolation fen in Europe 

and it provides home to species listed In the Birds and Habitat Directive. It is under protection 

because of its rare animals and plants. Moreover, Rospuda is part of the Natura 2000 network, an 

area of protected landscape since 1989 and part of Augustów Primeval Forest Sanctuary since 

2004
102

. The Valley has top position on the Shadow List
103

 and constitutes a junction of 
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internationally recognised significance in National Ecological Networks. Environmentalists as 

well as the European Commission agree that the Rospuda Valley would be in danger if the 

Augustów bypass as part of the Via Baltica route in Poland were constructed. The damages 

would be made not only by expressway itself, but also by the construction process. 

 

Picture 20. Rospuda Valley 

Source: http://dajmudom.pl/str.php?dz=19&id=130 

According to these, government is obliged to change its decision and chose more 

environmentally friendly option. Unfortunately, not everyone recognises this way of thinking as 

correct one. First plans for Augustów bypass are dating back to 1992. In 1999 the government 

decided to cross the Rospuda Valley by the Via Baltica. The decision was based on socio-

economic reasons. In December 2006 the European Commission opened legal infringement 

procedures against Poland. Since then the Rospuda Valley case became an extremely famous 

issue in Poland. The constructions works started in 2007 and there have been strong protests and 

various actions against the process (like on-line petition from the very beginning. Finally in 2009 

the Polish authorities announced that the plan to build the expressway through the Rospuda 

Valley is abandoned and another variant, which does not cross the valley, has been selected. 
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Second analysed areas belong to 4 National Parks, which are crossed by considered variants. The 

same method like in Natura 2000 network was used. The alternative 1 and 1a were regarded as 

the worst variants again. Further, areas (parts of the future roads and their buffers) collide with 

three Landscape Parks, nature reserves and landscape protection areas were considered. At the 

end all points were added and result shows that variants 1 and 1a are the worst. They have the 

biggest negative influence on areas protected by law.  

Apart from the intersection with protected areas criterion other following measures were taken 

into account:  

 strong parameters
104

 – more important: main ecological corridors, conflicts with protected 

species habitats, outstanding areas from nature or cultural perspective, main groundwater 

reservoir, crossing and near neighborhood of river valleys, potential sewages endangers, 

unique nature areas endangers, influence on areas and species under legal protection, 

costs related to noise control, nuisance of bypasses course, transfer roads’ sections from 

nature precious areas, endangers related to roads’ surface, high – quality soil endangers; 

 weak parameters
105

 – less important: protected areas of cultural landscapes, antique 

courtly parks, buildings complexes, architectural monuments, archeological objects, 

potential changes in terrain and geotechnical protection, failure probability, and visual 

route stimulation. (Some criterions were passed over, because they do not have 

significant influence for the final result, in every variant the situation is similar.) 

When following different weights would be given to the above mentioned criteria: conflicts with 

legally protected areas – 5, strong parameters – 2, weak parameters – 1, we will achieve 

following result: 

From the environmental perspective variant 4b is assessed as the best option, a little bit 

further are variants 4c and 43. Variants 1 and 1a are the worst. The picture below presents 

the best (green) and the worst (red) variants in this category.  

                                                 

104
 Strong parameters – environmental changes and endangers which cannot be compensate. During building or 

upgrading process they are inescapable. 
105

 Weak parameters – environmental changes and endangers which can be soften. 
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Picture 21. The Best and the worst variants from the environmental point of view 

Source: Development Strategy of I Pan-European Transport Corridor, p. 54 
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6.5.3 Strategic Environmental Assessment – Prognosis for the Environmental Impact of 

the Via Baltica 

Complex assessment of environmental outcomes 

The Via Baltica is going to run through “The Green Lungs of Poland”. Main functions of this 

area are: agriculture, forestry, industry and tourism. It is not legally protected but very valuable 

from sustainable development perspective area.  

 

Picture 22. Localisation of “Green Lungs of Poland” 

Source: http://www.nawschodzie.pl/dolinabugu/prawna_ochrona.html 

It must be emphasised that all variants have conflicts with Natura 2000 network but there is no 

possibility to exclude this disadvantage. The variant 43 collides with protected areas in the 

lowest degree. Unfortunately, there is no better alternative which would not collide with Natura 

2000 area at all. 

Moreover, due to the fact that all variants are running through cities and bigger villages, the 

demand for bypasses is observed. What is more, many parts of the route are going to be led near 

existing roads. Both contribute to drawback which is significant interference in landscape and 

ecosystems cohesion. 

Experts tried to avoid the most precious areas during the course of a planning process, but there 

is no possibility to eliminate all conflicts. The variants cross mainly semi-natural, unnatural and 

agro-ecosystems, but also forests, line of trees along the roads, watercourses and balks cannot 

avoid collision with this kind of investment.  
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Experts identified and classified biotopes present in the area during local visits. Assessment of 

their ecological value was prepared on the basis of criteria formulated by consultants. 

Information about the most valuable biotopes and prognoses how they react to new conditions 

are provided in the “Prognosis of the Environmental Impact”. Than some examples of proper 

behaviour, which should make situation better, are presented. 

Harmful impact on the environment caused by road infrastructure can be divided into two 

groups. First is related to the building process, second to existing and maintaining roads. 

Important thing is to decrease the level of those influences by using tools/methods such as: 

 monitoring,  

 compensation for damages,  

 good organization,  

 artificial crossing for animal.  

Another distinction is between direct and indirect influences of this undertaking. Direct 

influences such as soil degradation or deforestation, can be noticed at ones. Indirect influences 

such as local climate change, soil properties alteration or limited animal reproduction are not so 

visible but even more harmful for the environment. 

There is a need to notice that major part of degraded environment during building process of the 

route will regenerate and regain its functions in the future. But there are no doubts that building 

the Via Baltica and its existence will have negative impact on both, fauna and flora, and all 

protective methods are welcome. For animals much more dangerous are indirect influences. 

They are caused mainly by habitats and refugia fragmentation and migration corridors blockades. 

Also changes of biotopes are not insignificant here. Particular species are characteristic for 

particular biotopes, so if the biotope is changed, the species will be endangered. Noise, vibrations 

and other disturbances have negative influence and can provoque animals exodus and limit 

reproduction. Only parts of biotopes are under the road influence, so animals have possibility to 

move to similar neighbourhood nearby. Even though, particular species habitats might be 

endangered in some cases.  
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Determination of expected actions to prevent, limit and compensate negative impacts on 

environment 

Authors
106

 of the “Prognosis for the Environmental Impact” suggest that experts responsible for 

mitigation of negative impact should take part in corridor building process. Mitigation would 

contain not only technical, technological and organization actions, but also economic, legal, 

educational, informative and social operations. The overall rule is: “Act in the way that is the 

least harmful! Think, before you act!” All actions and detailed recommendations described in the 

Prognosis are subordinate to this rule. 

Monitoring 

According to Polish law, which has a big number of regulations related to the monitoring issue, 

GDDKiA will be obliged to create developed monitoring points network. New transport 

corridors as well as roads of minor importance should be inspected by regular and 

comprehensive monitoring. It can limit harmful effects and stop negative influences on the 

environment.  

In general, in the Via Baltica case monitoring is planned for:  

 noise,  

 water,  

 air,  

 soil,  

 nature. 

Recommendations 

Recommendations for further procedures include recommendations and procedural instructions 

for EIA (for particular road’s sectors), information about future limited area use, scope and time 

for post implementation analysis. 
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Environmental recommendation 

To summarise the results of environmental analysis the following table was created:  

Nr Criterion Variants 

1 42 42a 43 0 

1 Spatial order lowering      

2 Groundwaters supply      

3 River Valley intersections      

4 Costs of sewage evacuation      

5 Natura 2000 threats (SPA
107

)      

6 Natura 2000 threats (SAC
108

)      

7 National Parks and their buffer zone threats      

8 Landscape Parks and their buffer zone threats      

9 Ecological corridors threats      

10 Conflicts with other protected areas      

11 Conflicts with protected fauna habitats and their migration 

corridors 

     

12 Conflicts with valuable ecosystems (apart from protected areas)      

13 Distinctive landscapes threats      

14 General acoustic threats      

15 Acoustic collisions with buildings      

16 General areosanitary emissions threats      

17 Positive effect of movement transfer      

18 Cultural buildings threats      

19 Relief changes, threats and scope of geotechnical works      

20 Failure threats      

21 Accidents      

22 Potential threats of soil cover      
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 Special Protection Area 

108
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23 Potential threats of surface waters’ quality and quantity      

24 Threats related to building stage      

25 Mitigate outcomes possibility      

 Amount of   16 2 3 6 13 

 Amount of  5 15 15 12 7 

 Amount of  4 8 7 7 5 

 Relation / 1 4 2 1 4 

 The worst variant 

 Average variant 

 The best variant 
Table 7. Environmental recommendations – summarising table 

Source: Prognosis for the Environmental Impact p.122, our translation 

It is clear that variant 42 achieved the best result. Variants 42a and 43 are slightly worse, 

whereas variant 1 is definitely the worst. Good position of variant 0 may be treated as a 

background for analysis, though this solution is eliminated from the motion and social point of 

view and does not fulfill the aims of the strategy, so cannot be used in practice. 

6.6 Final results 

In “Development Strategy of I Pan-European Transport Corridor”, as was described in previous 

chapters, variants of the Via Baltica were examined from four different perspectives by many 

various indicators related to: 

 transport efficiency, 

 environment,  

 economy, 

 social needs. 

This part of paper explores final results of the above mentioned analysis gathered together. Data 

used for charts creation are taken from “Development Strategy of I Pan-European Transport 

Corridor”. Charts are supposed to show, in the transparent way, strong and weak sides of every 

variant. But first of all, they point out variants which seem to be the most desirable for 

sustainable output. 
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6.6.1 One dimension analysis 

First four charts present each out of four perspectives separately. In each case, only one 

dimension is taken into consideration. All indicators used for achieving following results are 

described in the previous chapters. For clearer view and better understanding, the results are 

given in 0-10 scale from the best to the worst variant in every bar chart, what facilitates 

comparison among the indicators. Three variants with the biggest amount of points are tagged 

with green.  

Variant 1 is tagged with red.
 
It was marked, because it will be essential for our further 

consideration. According to the bar charts, we can easily notice how poor results this variant 

achieves in almost every category in comparison with the others. It makes us ask a question why 

was this variant chosen among other three which fulfill the criteria better (variants: 42, 43, 42a) 

for further analysis? Comprehensive answer to this question is intended to be given in the last 

chapter. 

 

The best variants: 2, 1c, 2a 
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The best variants: 4b, 4c, 43 

 

The best variants: 43, 3, 42 
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The best variants: 4, 43, 42 

6.6.2 Multiple – criteria analysis 

As further input to the Strategy the multiple-criteria analysis have been done. In agreement with 

GDDKiA, Scott Wilson Company (authors of the Strategy) assume that each strategy element 

will be equally important. As a consequence, each criterion (transport efficiency, economy, 

ecology, society) has the same weight (0,25). Sustainable way of looking at it gives following 

results: 

 Variants 43, 42, 42a and 43a got above 7,5 points, 

 From group 2 the best is variant 2c (7,2 points), from group 3 – variant 3 (6,8), from 

group 4 – variant 4 (6,1), 

 All variants from groups 1 and 24 received less than 5 points. Among them is also variant 

1 with 4,4 points, which gives him 25th position. 
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Graph 1. The results from multiple-criteria analysis 

Source: “Development Strategy of I Pan-European Transport Corridor”, p. 55 

In the second stage of multiple – criteria analysis the weight of particular criterion have been 

changed. Thanks to these changes we can assess every variant from other perspective. The 

weights for particular cases are presented in the table below. 

PERSPECTIVE CRITERION 

Transport efficiency economy ecology society 

Transport efficient 0,6 0,2 0,1 0,1 

Economic 0,2 0,6 0,1 0,1 

Environmental 0,1 0,1 0,6 0,2 

social 0,1 0,1 0,2 0,6 

 

Table 8. Weights for particular criteria 

Source: “Development Strategy of I Pan-European Transport Corridor”, p. 55 
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TRANSPORT EFFICIENT PERSPECTIVE 

The best variants: 42, 42a, 2, 2a, 43. 

 

ENVIRONMENTAL PERSPECTIVE 

The best variants: 43, 42a, 43a, 4b, 42. 

 

ECONOMIC PERSPECTIVE 

The best variants: 43, 42, 42a, 43a, 3. 

 

SOCIAL PERSPECTIVE 

The best variants: 43, 42, 4, 42a, 43a. 

 

Graph 2. Assessment from the particular perspectives 

Source: “Development Strategy of I Pan-European Transport Corridor”, p. 57-58 

It has been said in the Strategy that the sustainable multiple – criteria analysis, where each 

criterion has the same weight (0,25), is essential for the decision makers. Other analysis with 

different weight of elements were put in the Strategy only for information, their results do not 

have any influence on the final decision. 
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7 CONFLICTS AND RESOLUTIONS DURING THE 

PLANNING PROCESS 

This brief section describes main conflicts, which appeared during the planning process, as well 

as their resolutions. We decided to present 3 main conflicts: 

1. Scott Wilson Ltd vs. GDDKiA 

2. Polish government vs. EU & NGOs 

3. Polish government vs. society 

All of them are presented in the form of meaningful graphs so that the main points of each 

argument were pointed out. The graphs were prepared after the analysis of many sources, like 

“Development Strategy” or “Report on Social Consultations”. Moreover, the information from 

articles, news and web pages were also used. 

7.1 Scott Wilson Ltd vs. GDDKiA  

This conflict concerns mostly Variant 1 case because this is one of the most essential matters of 

argument between these two stakeholders.  

 

Variants 42, 43 and 42a 
suggested by Scott Wilson 

company are not 
controversial in any way. 

Variant 1 route is led through 
national road nr 8, which is 

going to be part of the National 
Road Network. 
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Variant nr 1 was added to other three (42, 43, 42a) for further analysis. Scott Wilson company explain in 

the Strategy document that variant 1 was added with regard of his “special status”. This route for Via 

Baltica is put in Council of Ministers’ ordinance from 15 May 2004, and in the operational programme 

called “Infrastructure and Environment”. Even though it is not sustainable there is a noticeable possibility 

it will be pushed for further analysis in the future as well. 

7.2 Polish government vs. EU and NGOs 

The major point of argument in this conflict was a unique place - Rospuda Valley. 

 

Variants 42, 43 and 42a 
are in agreement with EU 
legislation because they 
fit to the sustainability 

priciples the best. 

GDDKiA demands adding 
variant 1 because it is the 

most advenced in 
implementation. 

Variants 42, 43 and 42a 
acieved the best results in 
multidimentional analysis. 

Variant 1 is approved in 
accordance with governmental 

and international arrangements, 
including EU treaty of accession 

for Poland.  

Poland had announced the 
start of construction of the 

Via Baltica expressway before 
SEA or EIA have been done. 

Transport corridors route cannot be 
determined by political decisions 
but in accordance with scientific 

facts and legal recommendations.  
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After several years of discussion in 24 March 2009 Polish government decided to save Rospuda 

valley from degradation by road development. The Via Baltica will run through route which 

doesn’t danger protected areas. Variant 1 was excluded. 

7.3 Polish government vs. society 

 

Variant 1 proposed by Polish 
government  is in accordance 

with governmental and 
international arrangements, 

including EU treaty of accession 
for Poland.  

Variant 1 is not in accordance with EU directives: 

•Environmental Impact Assessment Directive 

•Strategic Environmental Assessment Directive 

•The Conservation of Wild Birds Directive 

•The Habitats Directive 

•Water Framework Directive 

Variant 1 route is led through 
national road nr  8, which is 

going to be part of the National 
Road Network. Variant 1 according to the  

Prognosis of the Environmental 
Impact achieved very weak results. 

The Augustów bypass is 
controversial case 

(Rospuda), therefore 
decision cannot be made  

ad hoc. 
The transit traffic through 
Augustów  is unbearable for 

residents of the city. 
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Augustów inhabitants are tired of waiting for bypass. They claim that government is sluggish 

and not effective. Moreover, they have strong attitude for Rospuda valley case, in their opinion 

“environment cannot be more important than people”. In the same time, the government 

struggles with localization of the bypass. Finally, when decision is made, the government 

announces that “building process will take 4 years if no protests will be expressed.” It does not 

satisfy Augustów residents! 

7.4 Conclusion 

Taking everything into consideration, a final schema was constructed to show all the main 

relations between issues and stakeholders involved in the planning process. It aims at 

demonstrating that: 

 there is no one basis for all above described conflicts, 

 the reasons of conflicts are ambiguous and numerous, 

 all the conflicts complement each other, 

Polish government 
preferes variant 
which is running 

through Białystok. Białystok city 

EU, NGOs and Scott 
Wilson company prefer 

variants which are 
running through Łomża. Łomża city 

Two cities are lighting of the Via 

Baltica localization near their area 

because in their opinion the route 

through the city is equal to the 

promotion and economic 

development. 
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 one conflict leads to another, 

 there is no solution which would solve all these problems. 

As we can see links connect all components, which often overlap and can be configured in many 

ways. All three dimensions of sustainability surrounded the Via Baltica case. In the same time, 

they are in the center of stakeholders’ attention. Main stakeholders are: EU, local authorities, 

government, society and NGOs. The misunderstanding among the stakeholders is presented on 

various areas. First of all, it concerns different aspects of development, which does not have to 

be always connected with economic growth because the progress for private investors does not 

have to be equivalent as for ecologists or government. Another perspective is the way they use 

for justifying their decisions or opinions. They give their opinions or make decisions in 

accordance with: law, preferences and their interests. However, there is need to notice that 

different perspectives of stakeholders can lead to misunderstandings, conflicts and transgresses 

between them and other components. Anyway, if they all find common solutions, the Via Baltica 

can lead to regional development, better standards of life and environmental protection. 

In addition, it is essential to notice diverse roles the stakeholders are supposed to play. From one 

point of view they have to respect the great slogans, but finally they are obliged to take care 

about their interest. The government is in extremely difficult and complex position. On the one 

hand it has to meet social requirements, which are often divergent, and on the other hand, it has 

to fulfill its earlier agreements and acts as a entrepreneur. The similar situation appears in 

analyzing EU attitude. From one point of view Community encourages the implementation of 

sustainability policy, but then it promotes the modernization of infrastructure in less developed 

areas to provide better connection within its territory, what may contributes to rapid development 

and integration (both social and economic). 
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All in all, it turns out that complexity of the Via Baltica planning process is so great, that it is 

extremely difficult to find the outcome which would be in harmony with all the involved 

elements. Furthermore, the prevention of one conflict may lead to the escalation of another as in 

vicious circle. 

Picture 23. Conflicts connection 

Source: Own graph 
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8 CONCLUSIONS 

This chapter is devoted to the final discussion and conclusions about sustainability and the Via 

Baltica planning process in Poland. It is divided into five parts, each of them describes different 

aspects of the planning process. This chapter combines the knowledge gained while examining 

the documents, which were used during the planning process, as well as those, which influence 

the transport policy on an EU and Polish level in general. Moreover, we present our opinions and 

final conclusions about the topic. 

8.1 Polish and EU transport policy 

The analysis of the Polish transport policy proves that it fully fulfills the EU requirements, 

objectives and guidelines. All the sustainable principles are emphasized in the national 

documents and are recognized as those which should be respected at any time. But is the 

situation so good when it comes to more detailed projects or documents? Or maybe sustainable 

development criteria are an obstacle for the Polish transport infrastructure development? 

The EU specifies general goals in broad documents such as White Paper ”European transport 

policy for 2010: time to decide” and White Paper “Keep Europe moving – Sustainable mobility 

for our continent. Mid-term review of the 2001 Transport White Paper”. The main aim of these 

papers is to combine transport issues with sustainability. 

Polish transport policy is based on the “National Transport Policy for 2006 – 2025”. It was 

upgraded to the Community’s requirements concerning the achievement of sustainability in the 

field of transport, but also emphasizes the need of modernizing the road infrastructure. 

All in all, Polish and EU general guidelines are in accordance with each other and set the same 

goals. This is why we find that the sustainable development principle implementation and 

promotion is excellent on a national level. Documents on this high level command to prepare not 

only SEA for significant investment, but also economic and social analysis, so they take into 

account all dimensions of sustainable development. The term “sustainable development” is 

quoted, but unfortunately not much sustainable actions happen later. Or maybe it should be said 

that economic criteria are chosen as the most significant and profitable one. 
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The situation changes when it comes to particular project, with various factors contributing 

to the process and final decision. Polish law forbids investments that threaten environment the 

territory of protected areas. Even so, the government decided to examine the route under 

sustainability criteria only when the EU, NGOs and some strong groups from society were 

involved. It has slowed down the planning process and has resulted in lack of SEA, which is not 

finished. Taking into account the length of the process, it is surprising this basic element is not 

ready yet.  

8.2 SEA 

Polish and EU law requires Strategies and SEA/EIA documents for more significant investments, 

such as the Via Baltica. All these documents have to act in accordance with Polish and EU 

policies, where sustainable development principles are included, what seems to be fulfilled. 

Moreover, we can notice at once that planning process is becoming better organized with time. 

But if we go deeper into our considerations, the next question is appearing: What if the main 

stakeholders (the government and GDDKiA) do everything to make the situation better or to 

cover transgressions? 

Strategic Environmental Assessment as a tool of rational planning process and is significant in 

the Via Baltica case and it will be created in the future. But until now, only “Prognosis of the 

Environmental Impact” is available. However, we found out that the structure of the document is 

the same as it should be in the SEA. The Prognosis contains parts such as screening, scoping, 

assessment, recommendations and monitoring. Three recommended variants (42, 42a and 43) 

and variant 1 are evaluated in terms of three environmental categories: strong parameters, 

mitigation of negative environmental impact of the route, and unclassified category. Its main aim 

is to give basis for SEA development and EIA in the further perspective. Moreover, the 

document plays role of the next step in supporting decision-making.  

Unfortunately, besides good features such as complexity and good structure of the document, 

we find there is some inaccuracy as well. Scott Wilson Company, the author of the document, 

sometimes uses statements where further consideration is undermined. As an example we can 

use statements from the methodology part in “Prognosis of the Environmental Impact”. In this 

section, the authors claim that the aim of the document is to use as many criteria as possible to 
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prepare a fully reliable assessment. But later they say that amount of used parameters must be 

limited because the idea was to exclude variants from the environmental perspective. From two 

sentences like this it is difficult to guess how many criteria they want to use, would they like to 

limit them or not?  

Furthermore, they provide complex information about criteria which are not used. In our opinion 

to mention about unused criteria is expedient, but there is no need to elaborate it. They also 

mention the same facts over and over again, many times quoting the same facts and statements in 

another documents (“Development Strategy of I Pan-European Transport Corridor” and 

“Prognosis of the Environmental Impact”). We realize that in some cases some facts have to be 

emphasized or repeated, but sometimes we had the impression that they do it to make their 

analysis longer, what brings them benefits. Both documents should complement one another, 

not repeat oneself. 

8.3 Planning process 

As it was indicated in previous chapters, the process of planning the Via Baltica route in Poland 

on the section Budzisko – Warsaw is a very time-consuming initiative. But this fact has both 

positive and negative sides. First of all, the complex and detailed analysis was prepared, after 

which the preferred variants were provided. They are very comprehensive and essential for 

decision-making process. The analysis includes of: 

 Development Strategy, 

 Prognosis of the Environmental Impact, 

 Report on Social Consultations. 

All these documents show the variety of investigated issues, which scope varies from technical, 

economic, environmental and social dimension of a development. Conflicts and 

misunderstandings make the process longer, but we can also notice some feedback. The 

duration of the process contributes to the variety of opinions and complaints of experts as well as 

interested groups and parties. The disadvantage is that the documents were prepared by one 

company and that is reflected in the level of the whole analysis as well as its understanding, 

which was presented in the previous part of this chapter (SEA part). 
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On the other hand, the long term process led to numerous problems and conflicts concerning 

ground buyout, avoidance of protected areas and social demand for the route or certain bypasses 

which construction is related to the development of the transport corridor. We noticed that with 

new decisions related to the Via Baltica, new unsatisfied groups appeared. First, it was group of 

environmentalists, now inhabitants of Raczki Village, who are afraid of the increased vehicle 

traffic.  

Last but not the least, the reason why the Via Baltica planning process is taking so long is lack of 

experience. Even if in Poland documents such as strategies, SEA or EIA are known for a long 

time, they are not so popular yet, because implementation duty is relatively new.  

We assume that the point is not to produce vague documents which stressed the importance 

of sustainability, but the ability to implement and use them properly. The suitable attitude 

towards transport development is needed. We think that this particular planning process may be a 

good lesson for everyone who participated in it, both for Polish government and EU as well as 

for society. Why for EU? This case could signify that even if sustainable principle is enclosed in 

policy documents it does not mean that it is properly handled in all projects. Sometimes it may 

turn out that the impact of some groups may be significant and may contribute to the final 

decision. 

Beyond all doubts, lobby is present and strong on the Polish stage. Otherwise, how would we 

explain extra variant 1 in advanced analysis? We presume that the decision concerning the 

course of the Via Baltica was taken before any analysis was made and will be described in detail 

in the next part of this chapter (Variant 1 part).  

In addition, the process is not finished yet and the deadline is really vague, so it is hard to 

predict the future impact of this route for so broad dimensions such as polish economy, society, 

environment and the development of the transport network in Central Eastern Europe. As we 

described in one of the chapters, the condition of Polish roads is miserable, especially in Eastern 

Poland. The transport corridor is really required there. It can in high degree increase level of this 

region’s competitiveness and contribute to development. Unluckily, there is still many initiatives 

to undertake, i.e. final decision could be complemented by the Road Infrastructure Development 
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Programme in North-East Poland so that the vision for the regional development could be 

presented. 

Anyway, there is no doubt that the Via Baltica must be built to the end and it must go 

through the territory of Poland. This transport corridor has to cross North-East Poland and will 

intersect with valuable areas. The negative environmental impact can be diminished by choosing 

the option which will omit this area as long as possible, but there is need to remember that also 

mitigation actions and monitoring will be essential for the final result. 

We claim that the process of planning the Via Baltica responds to the rational planning 

concept described in the chapter 3. It begins with the attempt of defining the problem, goals and 

objectives then it leads to the identification of options and their analysis, after which the 

evaluation and implementation is performed. Unfortunately, in the Via Baltica case this rational 

approach is hidden behind the political game. 

To conclude, the planning process could be assessed as sustainable if it had not been for adding 

variant 1 to the group of three recommended variants, due to the fact of good documentation, 

social consultations and pro environmental attitude in the end. However, there are many 

alarming, not so conspicuous, issues as well, e.g. many governmental decisions are not made in 

time, which lengthens the process.  

8.4 Variant 1 

Variant number 1 is very controversial in the Via Baltica planning process in Poland. It is based 

on the route of National Road number 8 from Budzisko to Warsaw. Although it was assessed as 

the worst or very weak option according to almost all analysis except the motion and network 

one, it was added to the group of recommended variants because of the strong pressure of the 

General Directorate for National Roads and Motorways. 

In the Via Baltica case, it seems that the analysis was prepared very late. There is no doubt 

that it was commissioned by the General Directorate when the European Union was involved. 

Moreover, the General Directorate wants to force the variant which was preferable by the former 

government. The arguments provided by the government are disappointing. Their biggest excuse 

is a fact that “their variant” is present in some international agreements. This is true, but when 
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this variant is not sustainable it should not be taken into consideration at all. It is highly 

irresponsible behavior to stick to the alternative, which is so controversial and most of all very 

harmful for the natural environment.  

During a small and informal talk with public relation officer of General Directorate for National 

Roads and Motorways we discovered that one of the unknown reasons why this variant is still 

promoted might be ground buyout. At first it does not seem serious, but after consideration it 

gains importance. Constructing the route through national areas, that is through national parks 

and other protected territories, do not cost the Country. In contrast, if the route that fulfills 

sustainability criteria better than variant 1 is chosen, it will not danger protected areas to such a 

big extend. But in the same time it means that the government will be obliged to spend more 

money to buy the ground from private stakeholders, to compensate possible future impacts of the 

route and to build new sections since, as mentioned before, variant 1 is mostly based on national 

road number 8.  

We may assume that the decision was taken before the elaboration of the Development Strategy 

was commanded. It seems ridiculous when as the justification for adding variant 1 to those, 

which fulfill sustainability criteria the best, the advanced construction works or earlier prepared 

documents and arrangements are listed. This explanation leads to the assumption that the whole 

process of assessing the variants was done only for show, so there is also a possibility that even 

if the present government wants to rescue the Rospuda Valley, there is no assurance that the next 

one will come back to this idea. 

However, on 24 March 2009, Polish government decided to save Rospuda valley from 

degradation by road development. The Via Baltica will run through a route which doesn’t danger 

protected areas. Variant 1 was excluded. 

8.5 How are sustainability criteria handled?  

To begin with, transport planning and sustainability seem to be antagonistic expressions. The 

debate regarding combining these two terms into one coherent policy is essential for various 

kinds of progress. 
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We must confirm that for some time the sustainability criteria have been handled in the Via 

Baltica case in Poland. It is hard to specify at this point in time, but for sure the EU contributes 

to the preparation of the Development Strategy, which is constructed in accordance with 

Community’s guidelines since it includes the deep analysis of all components of sustainable 

development and recommends some options which fulfill these components the best. In addition, 

the fact that the attention was drawn to achieving sustainability may be a result of world trends in 

this area. 

8.5.1 What is the scope of handling sustainability criteria? 

Economy 

This criterion seems to be the most important for the Polish government even if it claims that it 

treats all the dimensions of sustainability equally. It’s one which for sure is handled in the Via 

Baltica case. No matter which variant will be chosen it will bring economic advantages to the 

region. The most privileged will be cities and villages settled in immediate surroundings of the 

route, but we suppose that whole region will derive benefits. The road will also increase the 

attractiveness and competitiveness of the region. We assume that in the future it will attract new 

investors, which will result in rapid development and in further perspective it can lead to a catch-

up effect and bring cohesion within Poland. 

Environment 

The discussion about the Via Baltica route in Poland is mostly devoted to the problem of 

devastating protected unique areas, such as Rospuda Valley, but it is essential to bear in mind 

that this sustainability element is the most problematic to be handled. Respecting the needs of the 

environment seems to be in opposite with road transportation, which requires extreme land use 

and natural environment transformation. There is no possibility to avoid “victims” when these 

two phrases collide with each other. 

Society 

It turns out that usually people would not like to look at the transport objectively, but they rather 

care about their own interests, what is understandable. This is the reason for education need. 
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People must know how important contribution is to sustainability, also in transportation, and that 

all of them, together but also separately, are able to help make the world more sustainable. 

In addition, the government has to understand that without agreement with society it is not able 

to bring into effect any radical changes. Up to now, we can notice many disagreements and 

misunderstandings between Polish government and society. In every stage of the process there 

are groups which have reason to protest. If nothing changes, the planning process of the Via 

Baltica will never come to the end. 

Now we would like to provide the table which contains sustainability elements and shows how 

their importance have been changing it time. 

 Environmental Criteria Social Criteria Economic Criteria 

Before Strategy    

Strategy    

After strategy ? ? ? 

 The criterion is handled 

 The criterion is handled on the average 

 The criterion is not handled 

Table 9. The comparison among stages in Via Baltica forming process 

Source: Own table 

It is visible that the process of planning the Via Baltica route is going in the right (sustainable) 

direction, although it was the opposite before the Strategy. In that time the choices were based on 

economic principles with full ignorance of the environmental criteria. The social criteria were 

taken into consideration only if they fit to the economic perspective, so they were usually treated 

as a support factor. 

The Strategy does not prefer any criterion, while it is supposed to be objective and provides  

a wide range of various indicators and parameters. The paper may create a framework, which 

will contribute to a more coherent decision-making process since all the alternatives were 

examined under the same conditions. 
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8.6 Final conclusions 

Taking everything into account: 

 It is extremely necessary to make a decision about the localization of the Via Baltica 

route in Poland as soon as possible. 

 The final choice should be supplemented by the necessity of taking into consideration 

various law aspects on a national (master plans, Environment Protection Act, etc.) and 

EU level. 

 The role of strong social conflicts should not be diminished. 

 If the decision is to be called sustainable, it cannot be made only by the government, but 

also by the society as a whole. 

 Environment aspect should not be forgotten. 

 The legal framework should be coherent and unified; it must provide a basis for future 

implementation. 

The picture below is a continuation of our final discussion and it represents the positive trend we 

observed. It shows the story of the process in an understandable form. First of all, there were  

2 opposite directions, but because of many pressures and important circumstances the Via 

Baltica route planning approach is changing its direction towards achieving sustainability. 

The process shown on the picture may be a promising sign for the future, where the 

sustainability will be handled without any exceptions.  
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Picture 24. Trend in handling the sustainability 

Source: Own graph 
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ANNEX 1. Road map (Source: http://www.poland.gov.pl/Mapy,13.html) 
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ANNEX 2. Division of Poland into poviats (Source: http://www.polskainfo.pl/przewodnik/powiaty/) 
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