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1. Introduction: ED-C III „Via Regia” 
 
 
In accordance with one of the main rules of the European Union, political and administrative 
borders should not curb balanced development and integration of Europe. This rule is 
implemented through the actions taken within community initiatives which aim to develop 
common solutions for the support of social and economic dynamics of the European Union 
and the elimination of potential problems that may disrupt their development. The European 
Commission is the author of community initiatives but they are coordinated and implemented 
on the national level of each member state. One of the EU tools that supports cross-border 
and interregional development of the EU and that has been used so far is INTERREG 
Initiative. 
 
While Europe is in the process of integration, transit location of Poland is acquiring 
significance but globalisation of economy and world’s advance in transport means and 
networks pointed to great differences in the standards of transport infrastructure and 
accessibility between Western and Central-Eastern Europe. Infrastructure deficiencies in 
Poland act as a break on integration and must be eliminated. In order to improve current 
conditions and involve Poland into the development of Europe, it is crucial to link Central-
Eastern Europe with international logistic centres by means of a network of motorways and  
clearways and also to modernise railway lines - a network based on planned transport 
corridors. 
 
3rd Pan-European Transport Corridor, stretching from Dresden and Berlin through Wroc
aw 
and Kraków as far as Lvov and Kiev in Ukraine, is of crucial importance for both Wroc
aw 
and the Lower Silesia. There is no doubt that the corridor influences and will influence further 
economic development of Central and Eastern Europe and will constitute an important factor 
in the European integration. Coordinating the development of the corridor will contribute to 
the intensification of economic cooperation between regions and to the use of its potential, 
including human resources. 
 
Acknowledging the importance of the international corridor for the development of adjacent 
regions, and especially the use of  junction areas potential, the city of Wroc
aw, towns and 
regions located within the area of influence of the corridor, started cooperation on  
interregional and international undertaking, i.e. European project ED-C III „Via Regia” 
implemented within INTERREG III B community initiative.  
 
„Via Regia”, i.e. „King’s Highway” is the name of a historic, known in the Middle Ages, trade 
and pilgrimage route, called also “the High Way”, stretching from Santiago de Compostela in 
Spain, via such important towns and cities as Cologne, Erfurt, Leipzig, Dresden, Wroc
aw, 
Kraków and Lvov as far as Kiev (fig. 2). The 3rd Pan-European Transport Corridor (3rd PTC) 
imitates the location of the historic route in its central and eastern part. Lending the name 
„Via Regia” for the project of intermodal transport in the 3rd Pan-European Corridor 
emphasises tradition and integrating character of the trade route in the past and the corridor 
at present. 
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Historic route of the „Via Regia”. 
source: www.edc-viaregia.eu 
 
Main objectives focus on the coordination of spatial development and enhancement of  
cooperation through the development of an integrated spatial development strategy, 
strengthening border regions as transport „interfaces“ and preparing conditions for future 
intense cooperation, especially in Polish - Slovakian - Ukrainian border area. Strengthening 
railway junction cities and metropolitan areas through improving their accessibility and 
creating a network of links with other development corridors is of no small importance. 
 
„Via Regia” project includes five work packages: 
 

WP 1 Coordination of the project. 
WP 2 Analysis of conditions for regional development.  
WP 3 Strategies of spatial planning in the 3rd Pan-European Transport Corridor. 
WP 4 Railway junction cities and metropolitan areas   
WP 5 Concepts of potential investments. 

 
Wroc
aw, joining the project, paid special attention to the issues of work package no. 4 - 
Railway junction cities and metropolitan areas, which, apart from some significant 
problem areas,  raises also a question of municipal rail transport.  
 
Strategic actions concerning mass transport should intend increasing the number of mass 
transport passengers and at the same time decreasing the volume of motor transport in the 
city, especially in its central part and at the entrance, providing  comfortable access to the 
regions of light traffic, stronger links of the city with the metropolitan area and integration of 
all mass transport subsystems. Aiming at the implementation of these objectives, legal and 
spatial potential was diagnosed and identified for the development of three subsystems of 
mass transport: tramway, bus and railway, among other things, by contracting within ED - C 
III project implementation the development of five analyses concerning spatial and legal 
potential relating to municipal rail transport. 

1. „Benchmarking of investment projects in the scope of  the development of 
municipal rail transport with the use of an example of German cities”  

2. „Developing a programme of actions implementing undertakings necessary to 
extend rail transport in Wroc
aw”  
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3. „Analysing legal potential of implementing the system of transport called 
Wroc
awska Kolej Aglomeracyjna (Wroc
aw Metropolitan Railway) from 1 January 
2008”  

4. „Working out timetables for train connections intended to start within Wroc
aw 
Metropolitan Railway (WMR) – pilot and target option”  

5. „Analysing the potential of conducting LCR via Wroc
aw city centre”. 
 
 
 
2. Current condition and prospects for the developm ent of rail 

transport in Wroc
aw and Wroc
aw metropolitan area  
 
 
The city of Wroc
aw plays the role of a strategic transport junction in Poland. A4 motorway 
located in the south of the city, international airport, railway lines and stations, and also river 
ports on the Odra River constitute huge transport potential of the city that is the core of the 
metropolitan area and carries out a series of tasks significant for the whole metropolitan 
area. They encompass such fields as: administration, higher education, finance or research 
and development. Due to this fact, providing cohesion for the whole metropolitan area in the 
scope of service centres location, development of technical infrastructure, tourism and 
recreation, and first of all, building an effective system of mass and motor transport is of 
significant importance. 
 
Wroc
aw has such unquestionable strengths as: 
 

1. location near numerous border crossings with Germany and the Czech Republic; 
there are as many as 30 border crossings, i.e. about 25 percent of all border 
crossings in Poland, in the immediate vicinity (it confirms great openness of the 
region in the context of community cooperation), 

2. location at the junction of important transport routes  
·  3rd Pan-European Transport Corridor Berlin – Krzy� owa – Wroc
aw –Opole – 

Katowice – Kraków – Przemy� l – Lvov – (Kiev). It is a road and railway route 
comprising  A4 and A18 motorways, E30, DK4 and DK18 railway lines. It is 
the so called A4 axis, the most important developmental axis of Southern 
Poland. 

·  The Odra Waterway transport route (the so called Odra axis), linking the 
Silesia (Upper, Opole and Lower) with ports of Szczecin and � winouj� cie, and 
through a system of canals in Germany with the system of canals and rivers in 
Western Europe.. 

·  Transport route: Wroc
aw – Kamieniec Z� bkowicki – K
odzko – Mi� dzylesie. 
·  Transport route: Pozna�  – Leszno – Wroc
aw. 
·  Transport route: Warszawa – 	ód �  – Wroc
aw. 

3. location near important transport routes: 
·  Transport route Szczecin – Gorzów Wlkp. – Zielona Góra – Legnica – 

Lubawka, linking Scandinavian countries with the Czech Republic and the 
South of Europe. In Poland the route runs along S3 clearway (the so called A3 
axis). 

·  Old Polish route: Kudowa Zdrój – K
odzko – Paczków – Opole – Cz� stochowa 
– Kielce – Lublin. 

4. Wroc
aw is located in the area of crossing with each other economic activity areas 
of great importance for the European development and integration, 

5. there isn’t any major competitor in the vicinity (big cities are located too far to 
narrow down the metropolitan area influence), 

6. the city has got a favourable but not fully used water route  
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7. Wroc
aw has got international flight connections 1. 
 
Unquestionably developing Wroc
aw metropolitan area complies with all necessary 
conditions to maintain further development of public transport whose role, on the one hand, 
is to provide proper transport capacity in the metropolitan area and, on the other hand, to  
provide links with interregional and international transport. 
 
 
2.1. Transport infrastructure of Wroc
aw metropolit an area  
 
In order to develop spatially, economically and socially, Wroc
aw metropolitan area has to 
posses an attractive system of public transport. Current transport system, in comparison to 
other metropolitan systems, has got low integration level. Individual subsystems - rail, 
suburban and intercity buses, tramways and buses in Wroc
aw operate autonomously to 
great extent. It concerns the arrangement of lines, number and frequency of runs and fare 
systems. It is vital to strengthen road and rail connections both of Wroc
aw and Wroc
aw 
metropolitan area with other big metropolitan areas in Poland and abroad: Warszawa, Berlin, 
Prague, Vienna,  Kraków, Dresden and Pozna� . 
 
Transport system constitutes one of the basic elements for the development of Wroc
aw 
metropolitan area. In this scope, making Wroc
aw as the centre of the metropolitan area 
passable is of vital importance. It involves investments encompassing finishing the ring road 
in the city centre, building a motorway ring road and the eastern ring road of Wroc
aw. The 
necessity to construct bridges on the Odra River constitutes an additional challenge. In total, 
it is claimed that 5 new bridges are necessary to build. 
 
Basic features of a transport system of a metropolitan area: 
 

·  constant increase of transport mobility of a metropolitan area residents, 
·  time distribution of traffic volume is typical of urban areas and is as follows: morning 

peak between 7 and 9 a.m. (it is estimated that 36% of all rides takes place), afternoon 
peak between 1 p.m. and 5 p.m. (it is estimated that about 42% of all rides takes place 
at this time) – at the same time, the length of accumulation of all rides extends, 

·  the amount of pedestrian traffic decreases, 
·  the average time of a journey by car extends, 
·  transport routes are determined by bridge crossings located in the city centre 

(Millennium Bridge) and within the metropolitan area ( Lubi�� , O
awa ), 
·  big number of rides by train, 
·  underdeveloped transport system causes lack of sufficient route specialization, which 

brings about conflicts, e.g. between transit and local traffic  ). 
 
Main disadvantages of the road network within the metropolitan area are as follows: 
 

·  underdeveloped network of motorways and clearways which causes conflicts between 
the function of transit traffic service and the function of road precincts service, 

·  roads on the significant stretch run through built-up areas, 
·  non-adjusting road parameters to modern traffic requirements, 
·  increase of road congestion, 
·  too small number of bridge crossings, 
·  lack of car parks equipped in accordance with international standards 2. 

 
 

                                                 
1  Integrated Plan of Public Transport Development  
2  Integrated Plan of Public Transport Development  



 7 

 
Road system of Wroc
aw metropolitan area 
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kolej railway  

miejscowo� ci cities, towns, villages  

wody  water  

lasy woods 
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2.2. Condition of the existing municipal transport network  
 
Wroc
aw municipal transport network consists of bus and tramway lines, and also in a limited 
extent of railway lines. Tramway lines constitute the frame of the whole network providing 
connections between big housing estates and central parts of the city. Bus lines supplement 
this system providing connections to areas without tramway system, especially to suburban 
housing estates, where public transport is expected to carry passengers to bigger transfer 
nodes. In the event of bigger housing estates distant from tramway lines, some bus lines play 
a role intended for long-distance tramway connections. Railway lines, however well 
developed within the city, play a marginal role in the scope of municipal transport; their major 
function is regional and metropolitan transport.. 
The shape of the municipal transport system complies with the principles of the Transport 
Policy for Wroc
aw which are also used for planning and implementing subsequent 
investment assignments within the transport system redevelopment. 
 
 
2.2.1.  Tramway lines network 
 
Tramway network in Wroc
aw is arranged in an radial and circular system. Two circular 
elements can be distinguished:  
 

·  first ring road around the city centre led along the following streets: Piaskow� , � w. 
Katarzyny, Kazimierza Wielkiego, Nowy � wiat – Grodzka (tramway line in one direction 
used in an emergency), 

·  second ring road around the city centre led along the following streets: S. 
Wyszy� skiego, J. Pi
sudskiego, Podwale, W. Jagie

y, S. Dubois, B. Drobnera, H. 
Sienkiewicza 

·  other circular elements: 
-  Teatralna street in the centre, 
-  Dyrekcyjna street in the south of the city centre, 
-  streets: Piastowska – Nowowiejska – S
owia� ska in the north-eastern part of 

the centre, 
-  Hallera street in the south-western part of the city. 

 
There are 8 radial elements between the first and the second ring road and there are 12 
radial elements outside the second ring road. Radial elements are of different length: from 
2.5 kilometre as far as Robotnicza terminus to 11.8 kilometres as far as Le� nica terminus 
(distances counted from the first ring road). Almost all radial elements fall into a range of 4-6 
kilometres. The number of terminus equals 19, including 1 unused. 
 
Cross-city lines that connect areas of great mobility potential located on the opposite sides of 
the city are dominant. They provide connections between the city centre and Central Railway 
and Bus Stations. The system is complemented by one circular line and lines contiguous to 
the city centre. 
 
There are densely built-up areas without tramway service - Kozanów, Gaj, Nowy Dwór, 
Muchobór Wielki, Psie Pole, Zgorzelisko. These are the directions determining target 
development of the subsystem. There are also areas where tramway service is provided but 
only as far as the border of the housing estate. As a result, most residents have a long way 
to cover and bus service must be also provided – the areas are as follows: Oporów, G� dów 
Ma
y and Le� nica. 
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During a year tramways cover about 20 million tram-kiometres and buses about 22 million 
bus-kilometres 3. 
 
Tramway network is 84 kilometres long and the lines are 248 kilometres long. The city is 
served by 23 tramway lines, including 22 cross-city lines and one circular line. The longest 
line is 18.8 kilometre long. For comparison, bus network is 260 kilometres long and the lines 
are 873 kilometres long (for day lines). During the rush hours there are 161 tramways on the 
move (262  tramcars).  
 
 
2.2.2. Bus lines network  
 
Currently 54 day bus lines are used (including 13 cross-city lines and 4 radial lines, 8 chord 
lines; others, lines carrying passengers as far as the city borders and transfer nodes) and 13 
night lines.   
 
Because of the role in the transport system, bus lines are divided into: 
 

·  basic - servicing lines connecting large housing estates with the city centre and 
connections between districts (they can be treated as equal with tramway lines), 

·  supplementary - additional, direct connections on the lines of lower number of rides or 
connections complementing the most heavily crowded parts of basic lines and lines 
started in the rush hours, 

·  local - connecting smaller housing estates with transfer nodes - usually the only lines in 
these housing estates, 

·  suburban - leading out of the city. 
 
Additionally, because of the density of stops the following groups of lines can be 
distinguished: 
 

·  regular - service all stops on the route, 
·  limited - redial lines with limited number of stops, 
·  fast - cross-city lines with limited number of stops and higher fare. 

 
Regular and limited lines are marked with three digit numbers: the first digit „1” (regular day 
line), „2” (night line), „3” (rush hours line), “4” limited and “6” (suburban). Fast lines are  
marked with letters4.  

                                                 
3  "Information about the plans of constructing a rail means of transport in Wroc
aw - Tramway Plus”, President’s 

representative in the scope of rail transport Z. Komar, February 2006. 
4  Integrated Plan of the Municipal Transport Development  
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 Parameter 2004 

day  54 
Number of lines  

night   13 

day   872.70 km 
Length of lines  

night   439.85 km 

day   260.64 km 
Length of routes  

night   203.14 km 

day  line no. 118 24.95 km 
Longest municipal line  

night  line no. 246 29.28 km 

rush hours  every 15/30 minutes 

aside rush hours  every 15/30 minutes  working day  

evening  every 30 minutes 
Frequency of rides  

holiday  whole day  every 30 minutes 

Average speed  17.1 km/h 

Characteristics of municipal bus lines  
Source: Integrated Plan of Municipal Transport Development  
 
 
2.2.3.  TRAMWAY PLUS – objective analysis  
 
The planned subsystem of public transport called TRAMWAY PLUS (TP or T+) will constitute 
the third system of rail transport in Wroc
aw (apart from Wroc
aw Metropolitan Railway and a 
regular tramway). In the initial stage it will complement a regular tramway but later on it 
should play a leading role in the city public transport. All rail subsystems together with a bus 
subsystem will create a cohesive and integrated system of mass transport in Wroc
aw. 
 
“Integrated System of Rail Transport in Wroc
aw and the Metropolitan Area” project is one of 
the priority undertakings of Wroc
aw. The project is a part of the 7th priority axis 
“Environment-friendly Transport” within the Infrastructure and Environment European 
Operating Programme. Therefore, it is assumed that project will be co-funded from the 
means of the programme. The main objective of the project is to streamline the transport 
system of Wroc
aw and the system of transport links of the city and the metropolitan area 
and to increase the number of users of mass transport as a natural alternative for individual 
transport. The project encompasses creating an integrated system of rail transport in the city 
and the metropolitan area with subsystems in the form of railway transport, i.e. new 
metropolitan railway system called Wroc
aw Metropolitan Railway and a tramway system 
stipulated in two standards: a new means of transport, i.e. Tramway Plus and cross-city lines 
serviced by high-standard trams. Relying on rail transport and integrating with other systems 
operating in the city and the metropolitan area will be the main feature of the system. The 
project stipulates the integration of mass metropolitan transport in Wroc
aw metropolitan area 
on the spatial, functional and fare plane, as well as common management of the system and 
a unified system of funding, information and promotion. 
 
Integrated System of Rail Transport in Wroc
aw and the metropolitan area Project constitutes 
a set of actions that encompass:  

·  increasing the number and frequency of railway system connections in the metropolitan 
area, 
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·  extending the city area serviced by tramway transport  
·  shortening rides in the tramway system, 
·  creating a new means of transport, i.e. Tramway Plus, 
·  integrating different forms of transport. 

Connecting large housing estates with the city centre and the region of Central Railway and 
Bus Stations will be the priority for Tramway Plus System. Leading the lines of Tramway Plus 
to the borders of the city, and even beyond if it is possible, in order to enable the 
metropolitan area residents to travel will also be very important.  
 
 

 

Model rolling stock for Tramway Plus: bidirectional rolling stock, Cologne, Germany  

 
 
Forms of tramway transport: 
 

·  Tramway Plus – selected lines of highest importance connecting opposite parts of the 
city and leading through the centre (mainly – newly designed for the housing estates 
that do not have rail service), 

·  Cross-City Tramway Lines – selected for modernisation, where functional parameters 
will be improved and new rolling stock will be sent, 

·  Regular tramway – other operating lines of auxiliary and supplementary function for 
Tramway Plus and cross-city tramway lines (their scale will be gradually decreased); 

Main features distinguishing Tramway Plus from a re gular tramway: 
 

a) TP will ride on tracks totally separated from motor traffic. Only local exceptions 
are acceptable in the form of:  

·  common, selected locations of tramway-bus stops, 
·  common, selected stretches of track allowed for bus transport if it is necessary 

in order to provide the flow of bus transport, 
·  single, very short stretches of track with motor transport allowed - only in the 

event of lack of possibility to section off the track (e.g. the crossing over the 
Grunwaldzki Bridge); 

b) TP will ride across all crossroads without stopping, which means that on the 
crossroads which are not fitted with traffic lights it will have right of way, and on 
the crossroads with traffic lights it will have the highest priority. As a result, for 
the efficiency of priority at crossroads fitted with traffic lights, tramway stops 
should not be located immediately before the crossroads; 
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c) all stops on the TP’s way will have a safety island, except for the stops located 
in the streets closed to traffic (pedestrian and tramway precincts in the city 
centre); 

d) rolling stock used in the TP subsystem will be bidirectional, which means that it 
will be fitted with doors on both sides and the possibility to steer the tramway 
from both cabins - as a result there is no necessity to build regular closed 
termini; 

e) rolling stock should have good traction equipment parameters (acceleration, 
delay, return of power to the network, etc.), and also minimum of 70% of low 
floor; 

f) rolling stock and stops on the TP routes will be fitted with electronic system of 
information for passengers notifying of the scheduled time of tram arrival and 
departure; 

g) TP subsystem will have a separate image from a regular tramway (colours, 
logo, system of marking in timetables, etc.); 

 
Characteristic features of cross-city tramway route s: 
 

·  Predominance of sectioned off lines, 
·  New rolling stock, at least partially fitted with low floor, 
·  Priority at the majority of crossroads with traffic lights, 
·  Electronic information for passengers at node stops and in tramways, 
·  Cross-city routes, high frequency, 
·  Stops localised at safety islands; 

In the first half of 2007 the city obtained the Master Plan of Rail Transport Development in 
Wroc
aw which includes not only the conception of rail transport development but also points 
to tasks that the City should carry out between 2007 and 2015 if it wants to create an 
integrated system of mass transport based on railway and tramway transport.  
 
In the second half of 2007, the City authorities will posses complete documentation based on 
the Master Plan that will enable it to apply for the EU funds to carry out 5 component tasks of 
the first stage of rail transport development project. Because of the progress of works 
performed and the EU preferences in the assistance for rail transport, the task encompass:  

·  the construction of a tramway connection between Kozanów and Gaj housing estates in 
Tramway Plus standard, i.e. a new connection to Gaj housing estate, a new connection 
to Kozanów housing estate (Legnicka street – Trasa Milenijna (Millennium route) –  
Pilczycka street – Dokerska/Gwarecka streets), a new connection between Hubska 
street – Sucha street (from Gliniana to Swobodna street),  

·  modernisation up to cross-city route standard of the route connecting Biskupin with 
Oporów housing estate,  

·  modernisation up to Tramway Plus standard of the route connecting Le� nica housing 
estate  with S� polno,  

·  a traffic control system for servicing newly built lines,  
·  constructing a transfer node in the region of Sucha street and railway and bus stations.  

In the event of obtaining funds from the EU for the implementation of the project the City 
authorities plan to carry out the tasks for the period of 2007 and 2010. Some of the tasks, 
e.g.  the construction of the line to Gaj housing estate, will be carried out even in the event of 
failure to obtain funds from the EU because of the progress of works. Then, the City will fund 
the costs of the investment in total5. 

                                                 
5  Integrated System of Rail Transport Development in Wroc
aw and the Metropolitan Area 
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Dividing works into stages within the project and s patial arrangements of the Master 
Plan: 
 
List of tasks for stage 1 of the project: 
 

·  New connection to Gaj housing estate (from Armii Krajowej – Bardzka and 
� wieradowska),  

·  New connection to Kozanów (from Legnicka street – Trasa Milenijna, Pilczycka, 
Dokerska)  

·  Nerw connection Hubska street – Sucha street (from Gilniana street to Swobodna 
street)  

·  Modernisation to TPlus standard of the route from Le� nica to S� polno  
·  Modernisation to cross-city route of the route from Oporów to Biskupin  
·  Traffic lights control system  
·  Transfer node in the region of Sucha street – railway station – bus station  
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tramwaj istniej� cy existing tramways  

tramwaj po trasach istniej� cy przewidziany do 
modernizacji w ramach priorytetu I 

tramways on lines included for modernisation within 
Priority 1 

Trasy tramwajowe przewidziane do realizacji w 
ramach priorytetu I 

Tramway lines included for implementation within 
Priority 1  

Trasy tramwajowe przewidziane do likwidacji  tramway lines planned for closing  

Kolej aglomeracyjna po trasach czynnych dla ruchu 
osobowego  

Metropolitan railway on routes opened for passenger 
traffic  

Kolej aglomeracyjna po trasach nieczynnych lub 
nieczynnych dla ruchu osobowego  

Metropolitan railway on closed routes or routes closed 
to passenger traffic  

Granica obszaru sterowania zintegrowanego 
przewidzianego do realizacji w ramach priorytetu I  

boundary of the integrated control area included for 
implementation within Priority 1  

Granica miasta  City boundary  

Istniej� ce stacje i przystanki kolejowe  Existing railway stations and stops  

Stacje i przystanki kolejowe w nowych lokalizacjach 
lub do odtworzenia  

Stations and stops in new locations or for rebuilding  

Strefa integracji transportu szynowego  Rail transport integration area  

Multimodalny w� ze
 integracyjny b� d� cy przedmiotem 
opracowania  

Multimodal integration node being subject to study  

Propozycja lokalizacji parkingów w systemie P+R  Proposal of car parks location in P+R system  

Propozycja lokalizacji parkingów dla rowerów w 
systemie B+R 

Proposal of bicycle lots location in B+R system 

Proponowany punkt integracji z systemem 
autobusowym  

Proposed point of integration with the bus system  

Regionalny dworzec autobusowy  Regional bus station  

Strefa koncentracji us
ug  Service concentration area  
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List of tasks for stage 2 of the project:  
 

·  EXPO blind alley – from Kosmonautów street to the area of the planned EXPO 
exhibition  

·  Kozanów – football stadium (planned within EURO 2012) 
·  Jagie

y street – Pilczycka street (D
uga street, Starogroblowa street, Popowicka street)  
·  Wyszy� skiego street (from Sienkiewicza street to Mostów Warszawskich)  
·  Psie Pole stage 1 – from Kwidzy� ska street to old Psie Pole and further branches to 

Zakrzów and to Zgorzelisko  
·  Jagodno (from � wieradowska street to the city boundaries)  
·  Nowy Dwór (from Orl� t Lwowskich square to Rogowska street and to Wroc
aw Nowy 

Dwór)  
·  Along � ródmiejska Trasa Po
udniowa (Nowoszcz�� liwa street, Szcz�� liwa street, 

Zaporoska street, Szpitalna street, to Legnicka street) 
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Tramwaj klasyczny po trasach istniej� cych  Regular tramway on the existing lines  

Tramwaj Plus po trasach istniej� cych  Tramway Plus on the existing lines  

Tramwaj klasyczny przewidziany do realizacji w 
ramach Priorytetu I  

Regular tramway included for implementation within 
Priority 1  

Tramwaj Plus przewidziany do realizacji w ramach 
Priorytetu I  

Tramway Plus included for implementation within 
Priority 1 

Tramwaj klasyczny przewidziany do realizacji w 
ramach priorytetu II 

Regular tramway included for implementation within 
Priority 2  

Tramwaj Plus przewidziany do realizacji w ramach 
Priorytetu II  

Tramway Plus included for implementation within 
Priority II  

Tramwaj Plus przewidziany do realizacji w ramach 
Priorytetu II przebiegi wariantowe  

Tramway Plus included for implementation within 
Priority II - variant lines 

Trasy tramwajowe przewidziane do likwidacji  Tramway lines planned for closing  

Kolej aglomeracyjna po trasach czynnych dla ruchu 
osobowego  

Metropolitan railway on routes opened for passenger 
traffic  

Kolej aglomeracyjna po trasach nieczynnych lub 
nieczynnych dla ruchu osobowego  

Metropolitan railway on closed routes or routes closed 
to passenger traffic  

Granica obszaru sterowania zintegrowanego 
przewidzianego do realizacji w ramach priorytetu II  

boundary of the integrated control area included for 
implementation within Priority 2  

Granica miasta  City boundary  

Istniej� ce stacje i przystanki kolejowe  Existing railway stations and stops  

Stacje i przystanki kolejowe w nowych lokalizacjach 
lub do odtworzenia  

Stations and stops in new locations or for rebuilding  

Strefa integracji transportu szynowego  Rail transport integration area  

Multimodalny w� ze
 integracyjny b� d� cy przedmiotem 
opracowania  

Multimodal integration node being subject to study  

Propozycja lokalizacji parkingów w systemie P+R  Proposal of car parks location in P+R system  

Propozycja lokalizacji parkingów dla rowerów w 
systemie B+R 

Proposal of bicycle lots location in B+R system 

Proponowany punkt integracji z systemem 
autobusowym  

Proposed point of integration with the bus system  

Regionalny dworzec autobusowy  Regional bus station  

Strefa koncentracji us
ug  Service concentration area  
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List tasks for stage 3, 4 and further – only new co nnections: 
 

·  Route to Ma� lice 
·  Continuation to AOW and S-5 node  
·  Route to Polanowice 
·  Route to AOW and S-8 node (Paw
owice) 
·  Connection of Brucknera street – Jan III Sobieski street 
·  Connection of S� polno with Kowale 
·  Continuation of Biskupin – Bartoszowice 
·  Route to Radwanice 
··   route from Southern Park – O
taszyn  
·  route from Borowska street – Gaj, 
·  route from Gajowicka street – Rac
awicka street – Oporów street, 
·  Continuation from Nowy Dwór – Muchobór Wielki, 
·  Continuation from Kosmonautów – � erniki, 
·  Continuation from Na ostatnim Groszu – Bystrzycka street, 
·  Connection with Pozna� ska street  
·  New connection in the eastern part of the centre, 
·  New connection in the area of Grunwaldzki square  
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SSttaaggee  33,,  44    
--  nneeww  ccoonnnneeccttiioonnss  
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Tramwaj klasyczny po trasach istniej� cych  Regular tramway on the existing lines  

Tramwaj Plus po trasach istniej� cych  Tramway Plus on the existing lines  

Tramwaj klasyczny projektowany w ramach Priorytetu I 
i II  

Regular tramway designed within Priority 1 and 2  

Tramwaj Plus projektowany w ramach Priorytetu I i II Tramway Plus designed within Priority 1 and 2 

Tramwaj klasyczny projektowany w ramach Priorytetu 
III 

Regular tramway designed within Priority 3  

Tramwaj Plus projektowany w ramach Priorytetu III Tramway Plus designed within Priority 3   

Tramwaj Plus projektowany w ramach  Priorytetu II 
przebiegi wariantowe  

Tramway Plus designed within Priority II - variant lines 

Tramwaj Plus projektowany w ramach  Priorytetu III 
przebiegi wariantowe 

Tramway Plus designed within Priority II - variant lines 

Trasy tramwajowe przewidziane do likwidacji  Tramway lines planned for closing  

Kolej aglomeracyjna po trasach czynnych dla ruchu 
osobowego  

Metropolitan railway on routes opened for passenger 
traffic  

Kolej aglomeracyjna po trasach nieczynnych lub 
nieczynnych dla ruchu osobowego  

Metropolitan railway on closed routes or routes closed 
to passenger traffic  

Granica miasta  City boundary  

Istniej� ce stacje i przystanki kolejowe  Existing railway stations and stops  

Stacje i przystanki kolejowe w nowych lokalizacjach 
lub do odtworzenia  

Stations and stops in new locations or for rebuilding  

Strefa integracji transportu szynowego  Rail transport integration area  

Multimodalny w� ze
 integracyjny b� d� cy przedmiotem 
opracowania  

Multimodal integration node being subject to study  

Propozycja lokalizacji parkingów w systemie P+R  Proposal of car parks location in P+R system  

Propozycja lokalizacji parkingów dla rowerów w 
systemie B+R 

Proposal of bicycle lots location in B+R system 

Proponowany punkt integracji z systemem 
autobusowym  

Proposed point of integration with the bus system  

Regionalny dworzec autobusowy  Regional bus station  

Strefa koncentracji us
ug  Service concentration area  
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The influence of Euro 2012 on the project implement ation  

·  In relation to EURO 2012 and the decision about the construction of a new stadium in 
Drzyma
y street area, investment objectives of „The Construction of Kozanów - EURO 
2012 Stadium Line” will be moved from Stage 1 to Stage 2 

·  Master Plan and pre-design materials are being modified in order to work out feasibility 
studies and an application to the EU for co-funding of the new version of  
Stage 1. Functional layout is being prepared for an additional integrated transfer node 
in this area (tramway – bus – train) 

The basic condition for the integration of all mass transport systems is the implementation of 
a new fare system, the same for all mass transport means, where fares will not depend on 
the number of changes. Diversity of fares may depend only on the time or the distance of a 
ride. (spatial or time zones)6. 
 
 
2.3. Current conditions and railway network develop ment programmes for 

Wroc
aw metropolitan area  
 
Railway transport network in Wroc
aw metropolitan area covers the whole city and the 
following districts: Milicz, Ole� nica, O
awa, Strzelin, � roda � l� ska, Trzebnica, Wo
ów, and 
Wroc
aw7. 
 
Wroc
aw Railway Junction is one of the best developed municipal junction in metropolitan 
areas in Poland. Railway lines run to the city from almost all directions, radiating from the 
central point of the junction - Wroc
aw G
ówny (Wroc
aw Central Railway Station) in ten 
following directions: to Opole via O
awa (Jelcz), K
odzko via Strzelin, Wa
brzych via 
Jaworzyna � l� ska, Legnica via � roda � l� ska, Zielona Góra via G
ogów, Kluczbork via 
Ole� nica, Pozna�  via � migród, Jelcz (from the direction of  Wroc
aw So
tysowice), and also 
to � widnica and Trzebnica.  
 
Railway lines in Wroclaw Railway Junction: 
 
Wroc
aw Railway Junction in the city comprises the following railway lines on which 
passenger traffic is conducted: 
 

·  Line 132: Bytom –Wroc
aw G
ówny - it is a main railway, electrified and double-track 
line, it constitutes a part of E30 and E59 corridor  

·  Line 273: Wroc
aw G
ówny – Szczecin G
ówny- it is a main railway, electrified and 
double-track line 

·  Line 275: Wroc
aw Muchobór – Gubinek- it is a main railway, electrified and double-
track line – it constitutes a part of E 30 corridor  

·  Line 271: Wroc
aw G
ówny- Pozna�  G
ówny- it is a main railway, electrified and double-
track line - it constitutes a part of E59 corridor  

·  Line 276: Wroc
aw G
ówny- Mi� dzylesie- it is a first-class, electrified and double-track 
line  

·  Line 274: Wroc
aw � wiebodzki- Zgorzelec- it is a first-class, electrified and double-track 
line  

·  Line 143: Kalety - Wroc
aw Miko
ajów- it is a first-class, electrified and double-track line 
·  Line 277: Wroc
aw Brochów- Jelcz Laskowice- it is a first-class, electrified and double-

track line 
 

                                                 
6  Integrated System of Rail Transport in Wroc
aw and Wroc
aw Metropolitan Area  
7  The Study of Conditions and Directions of Spatial Development of Wroc
aw  
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Three of the abovementioned lines are parts of international railway corridors: 
 

·  E30 - running from German border in Zgorzelec via Legnica, Katowice, Kraków, 
Przemy� l to the Ukrainian border in Medyka; 

·  E59 - from � winouj� cie via Szczecin, Pozna� , Opole, Cha
upki to the Czech Republic 
border. 

 
Moreover, Wroc
aw Railway Junction comprises three more railway lines on which 
passenger traffic is not conducted: 
 
·  Line 285: Wroc
aw G
ówny - � widnica Przedmie� cie - secondary, single-track line with the 

possibility to extend it to double-track line (earthworks and partially engineering 
structures), non-electrified without ZRK (Railway Traffic Control) equipment, used for 
shunter rides, predisposed to recreational functions  

·  Line secondary, single-track line, electrified, currently only for goods transport 
·  Line 326: Wroc
aw Psie Pole – Trzebnica - a line of local importance, single-track, 

unelectrified, currently closed to traffic, it is being handed over to the Trzebnica district 
authorities.  

 
Moreover, the following railway sidings are part of Wroc
aw Railway Junction8 : 
 
·  349 � wi� ta Katarzyna - Wroc
aw Ku� niki 
·  750 Wroc
aw Brochów WBB - Wroc
aw Stadion 
·  751 Wroc
aw G� dów - Wroc
aw Zachodni 
·  752 Wroc
aw G� dów - Wroc
aw Popowice WP3 
·  753 Wroc
aw Grabiszyn - Wroc
aw G� dów 
·  754 Wroc
aw Popowice WP1 - Wroc
aw Popowice WP 
·  755 Wroc
aw Popowice WP - Wroc
aw Popowice WP3 
·  756 Wroc
aw Stadion - Wroc
aw Popowice WP2, obecnie nieczynna 
·  757 Wroc
aw � wiebodzki - Wroc
aw Muchobór 
·  758 Wroc
aw Stadion - Wroc
aw Muchobór 
·  759 Wroc
aw G� dów - Wroc
aw Nowy Dwór 
·  760 Wroc
aw � wiebodzki - Wroc
aw G� dów, obecnie nieczynna 
·  761 Wroc
aw Grabiszyn - Wroc
aw � wiebodzki WSB 
·  763 Wroc
aw Brochów WBB - Wroc
aw G
ówny WGA 
·  764 Siechnica - Wroc
aw Brochów WBB D 
·  765 Wroc
aw Brochów WBB- Lamowice 

Source: Master Plan of Railway Transport Development in Wroc
aw. 
 
The length of active lines (of basic layout and railway sidings) inside Wroc
aw Railway 
Junction equals about 178 kilometres. The length of four main lines (Wroc
aw – Bytom, 
Wroc
aw – Pozna� , Wroc
aw – Szczecin and Wroc
aw – Gubinek) equals about 52.7 
kilometres, first-class lines are about 122.1 kilometres long. 
 

                                                 
8 A. Peszel; Programme of Transport Infrastructure and Transport Development for Lower Silesia Province,  

part 5, Railway Transport (schedule to Resolution No LVII/857/2006 of Lower Silesia Provincial Assembly);  
Research Centre for Transport Economics; Warszawa – Wroc
aw, May, 2006 
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Wroc
aw Railway Network is presented in the diagram below. 

 

 

 

Wroc
aw Railway Junction Network  
Source: Presentation: Wroc
aw Metropolitan Railway – basis for the integration of public transport in Wroc
aw 
Metropolitan Area and Mass Transport System in Wroclaw  
 
linie wykorzystywane dla ruchu pasa� erskiego  lines used for passenger transport 

linie niewykorzystywane dla ruchu pasa� erskiego  lines not used for passenger transport  

stacje kolejowe istniej� ce - czynne  existing railway stations - active  

stacje kolejowe istniej� ce - nieczynne  existing railway stations - closed   

 
Technical condition of both the track and traffic control devices in Wroclaw Railway Junction 
is not satisfactory, which allows to ride with the speed of 20-30 kilometres per hour. Line 275 
that was modernised from Wroc
aw Grabiszyn fork station westwards and line 132 
modernised from Wroc
aw Brochów station eastwards constitute an exception. 
 

Railway lines in the city mostly run at a large distance from residential areas and are 
separated from them by industrial and warehousing areas. Moreover, with the existing layout 
of railway lines, trains riding from the direction of Rawicz and Ole� nica, and trains riding to 
Jelenia Góra, Legnica, G
ogów and back have to change the direction at Wroc
aw G
ówny 
station and cover the route from Wroc
aw Grabiszyn fork station to Wroc
aw G
ówny railway 
station twice, limiting the traffic capacity of the stretch. This part of the line is a bottleneck of 
Wroc
aw Railway Junction. 
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Railway lines within Wroc
aw metropolitan area 
 
Apart from the mentioned lines of Wroc
aw Railway Junction, Wroc
aw Metropolitan Network 
comprises the following lines: 
 
·  two lines used for passenger transport: 

281: Ole� nica – Chojnice - first-class line  
355: Ostrów Wielkopolski - Grabowno Wielkie – first-class line  

·  line 302: Malczyce – Marciszów- line for goods transport  
 
Wroc
aw Railway Junction network is presented in the diagram below. 
 

 

 

 

granica Wroc
awskiego Obszaru Metropolitalnego  Boundary of Wroclaw metropolitan area  

Granica województwa  Province boundary  

Granica powiatu  District boundary  

siedziba powiatu  District authorities seat  

miasto na prawach powiatu   Towns/cities with district status  

kolejowe przej� cia graniczne  railway border crossings 

czynna linia kolejoesa PLK  PLK active railway line   

linia kolejowa PLK dla której zosta
 z
o� ony wniosek o 
likwidacj�   

PLK railway line intended for closing  



 27 

linia kolejowa PLK w likwidacji  PLK railway line in the process of closing  

linia kolejowa innego zarz� dcy  other administrator’s railway line  

Wroc
aw metropolitan area railway network  
Source: A. Peszel; Programme of Transport Infrastructure and Transport Development for Lower Silesia Province, 
part 5, Railway Transport (schedule to Resolution No LVII/857/2006 of Lower Silesia Provincial Assembly);  
Research Centre for Transport Economics; Warszawa – Wroc
aw, May, 2006 
 
 
Technical condition of infrastructure is better in the Wroc
aw metropolitan area than in the 
city and allows to travel at higher speed at different parts of the lines 9.  
The supply of transport service in Wroc
aw metropolitan area was described as a number of 
permanent direct pairs of trains per 24 hours. 
 
The highest number of regional trains, over 10 pairs, travels on the lines to O
awa, Ole� nica, 
Legnica, � migród. But it is not attractive because it does not provide even a 60 minute 
frequency and therefore it cannot compete with quickly developing motor transport. On other 
lines running from Wroc
aw the transport offer is totally unattractive. It is reflected in small 
number of passengers. 
 
The introduction of two pairs of metropolitan trains in 2004 (AGLO1 and AGLO2) travelling 
between: Ole� nica - Wroc
aw G
ówny -Strzelin and Jelcz Laskowice - Wroc
aw G
ówny – 
� migród, arriving and departing at the same time and at/from the same platform at Wroc
aw 
G
ówny Station enables good transport opportunity, but because of their frequency they 
cannot compete with other means of transport.. 
 
Insufficient transport offer by railway causes irrational use of well developed railway 
infrastructure in Wroc
aw Metropolitan Area. 
 
In interregional transport, there is an attractive offer on the line between Brzeg – Wroc
aw 
and Wroc
aw – Leszno but in the event of other lines the offer is unattractive. 
 
It can be easily noted that the biggest numbers of passengers travel in the direction of 
� migród and Ole� nica. Medium numbers of passengers travel in the direction of: Wo
ów, 
Brzeg and K� ty Wroc
awskie, and the smallest numbers of passengers travel towards 
Legnica, Strzelin and Jelcz. 
 
In turn, the biggest numbers of passengers coming to Wroc
aw travel from the direction of: 
Ole� nica and � migród, medium numbers from: Wo
ów, Legnica, Strzelin, Brzeg and K� ty 
Wroc
awskie, and smallest numbers travel from the direction of Jelcz. 
 
There are differences between the numbers of passengers who come to and leave Wroc
aw 
from the direction of: Strzelin, Wo
ów, K� ty Wroc
awskie, Legnica, Brzeg and � migród. But 
on the city level the values balance and with a small difference of 3% resulting probably from 
the random character of the research or error of measurement. The numbers of passengers 
travelling in individual directions are presented in the table below.. 

 

                                                 
9 Master Plan of Railway Transport Development in Wroc
aw. 
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Numbers of passengers arriving at and departing fro m Wroc
aw for individual directions  

Direction  Number of passengers 
departing Wroc
aw / 24 hours  

Number of passengers arriving 
at Wroc
aw /24 hours 

Jelcz 423 410 
� migród 2671 2520 
Ole� nica 2087 2058 
Strzelin 937 1250 
Legnica 866 1111 

K� ty Wroc
awskie 1665 1418 
Brzeg 1593 1436 
Wo
ów 1604 1322 

Razem 11846 11525 

Source: Master Plan of Railway Transport Development in Wroc
aw. 

 
The numbers of passengers getting on and off at individual stations are presented in the 
table below. 
 

Numbers of passengers getting on and off at Wroc
aw  Railway Junction stations  

Station  
Directions 

served  
Number of passengers 
who get on / 24 hours  

Number of 
passengers who get 

off / 24 hours  
K� ty Wroc
awskie 1572 1330 

Legnica 741 969 
Wo
ów 1264 1031 

� migród 1777 1527 
Ole� nica 1130 872 
O
awa 1327 1225 
Strzelin 869 1186 

Wroc
aw G
ówny 

Jelcz 378 

9058 

351 

8491 

� migród 406 552 
Wroc
aw Miko
ajów 

Ole� nica 280 
686 

401 
953 

O
awa 109 204 
Wroc
aw Brochów 

Jelcz 80 
189 

37 
241 

G
ogów 53 90 
Wroc
aw Muchobór 

Legnica 57 
110 

60 
150 

Wroc
aw Nadodrze Ole� nica 420 518 

Wroc
aw So
tysowice Ole� nica 203 213 

Wroc
aw Psie Pole Ole� nica 178 184 

Wroc
aw Ku � niki Wo
ów 112 108 

Wroc
aw Osobowice � migród 95 134 

Wroc
aw Nowy Dwór Legnica 89 98 

Wroc
aw Zachodni K� ty Wroc
awskie 86 76 

Wroc
aw Popowice � migród 83 85 

Wroc
aw Pracze Wo
ów 46 18 

Wroc
aw � winiary � migród 37 69 

Wroc
aw Le � nica Legnica 18 12 

Wroc
aw � erniki Legnica 17 18 

Source: Master Plan of Railway Transport Development in Wroc
aw. 
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The table shows that the biggest number of passengers pass through Wroc
aw G
ówny 
station, then through Wroc
aw Miko
ajów and Wroc
aw Nadodrze with 10 to 15 times lower 
value. The stations are located in the centre and are relatively well connected with mass 
transport. The share of the rest of the stations in passenger service is very small. 
 
There are much more passengers getting on in comparison to passengers getting off at the 
following stations: Wroc
aw G
ówny, Wroc
aw Pracze, Wroc
aw Zachodni. While there are 
much more passengers getting off in comparison to passengers getting on at the following 
stations: Wroc
aw Miko
ajów, Wroc
aw Brochów, Wroc
aw Muchobór, Wroc
aw Nadodrze, 
Wroc
aw Osobowice, Wroc
aw Nowy Dwór, Wroc
aw � winiary. It may be concluded that the 
diversity results from the type of the ride and is difficult to explain on the basis of the 
measurement results. They allow only to determine the transport work of individual stations. 
But survey concerning the source and destination of travelling was indispensable. 
 
Currently, the number of passengers using most stations of Wroc
aw Railway Junction is not 
big. Apart from that, the location of railway stations within Wroc
aw Railway Junction does 
not always correspond to the sources and destination of traffic and they are not connected 
with other means of communication and also service and residential areas in a convenient 
way. As a result - railway infrastructure is adjusted to transport needs of the city to small 
degree10. 
 
Railway stops stations  
 
There are three big railway stations in Wroc
aw Railway Junction: Wroc
aw G
ówny, Wroc
aw 
� wiebodzki i Wroc
aw Nadodrze. 
 
Wroc
aw G
ówny railway station is the only place where the passengers travelling by train 
may change and continue their ride by train and is also the most important place where 
passengers can change a means of transport in their interregional rides. Currently, Wroc
aw 
� wiebodzki railway station is closed to passenger traffic and storage tracks for passenger 
trains are closed at Wroc
aw Nadodrze. 
 
A list of operating railway stops and stations with passenger lines in Wroc
aw is presented in 
the table below. 
 
Location of operating railway stops and stations wi thin Wroc
aw Railway Railway Junction  

Item Location  Street  

1 Wroc
aw G
ówny Sucha, Pi
sudskiego 

2 Wroc
aw Le � nica Trzmielowicka 

3 Wroc
aw � erniki Dojazd 

4 Wroc
aw Nowy Dwór � ernicka 

5 Wroc
aw Pracze Towarowa 

6 Wroc
aw Ku � niki Bystrzycka 

7 Wroc
aw Muchobór Szczyrka 

8 Wroc
aw � winiary Dalimira 

9 Wroc
aw Osobowice Pe
czy� ska 

10 Wroc
aw Popowice Starogroblowa 

11 Wroc
aw Miko
ajów Stacyjna 

12 Wroc
aw Psie Pole Jana III Sobieskiego 

                                                 
10 Master Plan of Railway Transport Development in Wroc
aw. 
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13 Wroc
aw So
tysowice Poprzeczna 

14 Wroc
aw Nadodrze pl. Powst. Wlkp. 

15 Wroc
aw Brochów Mo� cickiego 

16 Wroc
aw Zachodni Avicenny 

Source: Master Plan of Railway Transport Development in Wroc
aw. 
 

 
Technical condition of railway stations in Wroc
aw metropolitan area is not satisfactory. 
Wroc
aw G
ówny, Wroc
aw Miko
ajów and Wroc
aw Nadodrze railway stations need urgent 
modernisation - the scope of works should include all elements of the buildings. The squares 
situated by the stations also need developing. There are not any good connections between 
most of the stops and the municipal transport system.  
 
 
2.3.1. Directions of railway transport development in Wroc
aw and Wroc
aw 

metropolitan area 
 
It has been assumed that the importance of passenger rail transport should increase within 
the city and Wroc
aw metropolitan area. Therefore, the improvement of technical condition of 
the tracks is indispensable. The tracks should allow to travel at the speed of 60-80 kilometres 
per hour, modern traffic control equipment allowing to increase the frequency of trains  
should be introduced. Additionally, modern rolling stock of good parameters and comfort of 
travelling should be also introduced. It is also necessary to take actions that will increase the 
attractiveness of the existing railway stations through infrastructure changes because of 
which the stations could act as transfer nodes. Moreover it is vital to build new ones. The 
aforementioned changes concern the locations situated near railway constructions - routes, 
(stations) and tramway termini, P+R car parks and the target service programme.  Tramway 
lines and termini should be located in the vicinity of the following stops: Wroc
aw Miko
ajów, 
Wroc
aw So
tysowice, Wroc
aw Ku� niki, Wroc
aw Nowy Dwór, Wroc
aw Popowice, Wroc
aw 
� erniki, Wroc
aw Zachodni, Wroc
aw Psie Pole and stations: Wroc
aw G
ówny, Wroc
aw 
Nadodrze. Locating P+R car parks near stations is also an effective solution (e.g. in the 
vicinity of: Wroc
aw Osobowice station, in the vicinity of which Wroc
aw Motorway Ring-Road 
is located and road 342, Wroc
aw Psie Pole station, in the vicinity of which trunk road no. 8 is 
situated, Wroc
aw Le� nica station, in the vicinity of which road no. 94 is situated)11. 
 
As far as possible actions aiming at supporting Wroc
aw Brochów - Jelcz-Laskowice, and 
using railway lines in the direction of Trzebnica and � widnica via Kobierzyce for passenger 
transport should be aided. Spatial policy aims at revitalising, straightening up and connecting 
Wroc
aw G
ówny, Wroc
aw Nadodrze and Wroc
aw Miko
ajów stations with mass transport. 
The standard of Wroc
aw G
ówny station connected with the Bus Station with a separated 
pedestrian precinct together with their vicinity as one of the symbolic gates to the city should 
considerably improve. Actions are taken to restore the function of a railway station to 
Wroc
aw � wiebodzki, pointing to a series of function that it may perform because of the 
vicinity of the oldest part of the city, including servicing the municipal air terminal. The 
increase of importance of some stations for interregional traffic must be taken into 
consideration together with the city development, including Wroc
aw � erniki station in the 
event of focusing new activity in the area of Biegun Zachodni (Western Terminal), and also  
Wroc
aw Zachodni station related with the development of South Western Strip of Economic 
Activity. 
 
 

                                                 
11 Master Plan of Rail Transport Development in Wroc
aw. 
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Source: Wroc
aw Metropolitan Railway design 
 
Linie kolejowe magistralne  Railway main lines 

Linie kolejowe pierwszego rz� du  first-class railway lines 

Autostrady motorways 

Drogi krajowe trunk roads 

Drogi wojewódzkie  provincial roads 

Granica pa� stwa  country border 

Granica województwa  province boundary 

mi� dzynarodowe lotnisko komunikacyjne international airports  

lotniska sanitarne, sportowo-us
ugowe i wojskowe medical, sports-service and military airports  

przej� cia graniczne kolejowe railway border crossings 

przej� cia graniczne drogowe towarowe  road freight border crossings 

przej� cia graniczne drogowe osobowe road passenger border crossings 

Aglomeracja wroc
awska  Wroc
aw metropolitan area  

 
 
The abovementioned directions of actions should also include the introduction of connections 
with areas situated outside the city (metropolitan area, Lower Silesia Province, country). 
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Recommended functional division of passenger rail transport is described as follows:12 
 
·  International transport – supporting international Eurocity rail transport. 
·  domestic and interregional transport – It is necessary to facilitate long-distance rail 

domestic connections. Wroc
aw must be included in the express and Intercity 
connections system ensuring connections with largest metropolitan areas in Poland 
(especially with Warsaw). 

·  Regional transport – speed must be increased and the quality of rolling stock servicing 
connections within the Lower Silesia Province must be improved. 

·  Metropolitan transport – it aims at connecting metropolitan areas with infrastructure 
networks and common source of transport services. The development of this type of 
transport is a necessity because of the intense development of settlements outside 
Wroc
aw, Railway lines servicing the metropolitan area should use 8 basic directions. 
Recommended frequency of trains is 30 minutes in rush hours and 60 minutes during off-
peak hours and holidays.  

·  Municipal transport will allow to increase the possibility of fast passenger transport by 
means of public transport within the city. Recommended frequency of trains - 30 minutes. 
1 up to 3 connections from Wroc
aw G
ówny railway station should be taken into account, 
possible abandoning the actions for Tramway Plus. 
 

Directions of railway connections from Wroc
aw Rail way Junction  

Type of connection  Direction  

Eurocity Berlin, Dresden, Prague, Bratislava, Budapest, Vienna, 
Lvov 

Intercity Szczecin, Pozna� , 	ód � , Warszawa, Kraków 

Regional towns of Lower Silesia Province  

Metropolitan O
awa, W� gry, Mietków, � roda � l� ska, Brzeg Dolny, 
� migród, Ole� nica, Jelcz Laskowice 

Municipal  Le� nica, Psie Pole, New Airport (or by tram) 

Source: Master Plan of Rail Transport Development in Wroc
aw. 
 
Metropolitan and municipal railway should remain independent of Polish Railway Company’s 
regional transport and have unified frequency and working time as well as separate rolling 
stock and image, total integration with the municipal system (management, table of fares, 
settlements, co-ordination).  
 
Traffic capacity of Wroclaw Railway Junction must be used for metropolitan and municipal 
connections. The co-operation between the City authorities and Polish Railway Company will 
ensure the increase of attractiveness of railway and municipal transport, which constitutes 
one of the priority objectives for transport policy of Wroc
aw. Municipal services activity 
should be aimed at providing good connection of railway transport with tram, bus and bicycle 
transport. 
 
As main directions of the development of railway infrastructure within Wroc
aw Railway 
Junction the following actions should be acknowledged: 
 
·  Revitalisation of Wroc
aw G
ówny, Wroc
aw Nadodrze and Wroc
aw � wiebodzki railway 

stations and providing them with good connections with the municipal mass transport. 
Extending platforms at Wroc
aw G
ówny station and separating a connection for 

                                                 
12 Resolution no. XXV/2086/04 of the City Council of Wroc
aw of 8 July 2004 about the approval of "The 

Integrated Plan of Wroc
aw Metropolitan Area Public Transport Development in 2004 - 2008" 
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pedestrians between Wroc
aw G
ówny railway station and Centralny Dworzec 
Autobusowy bus station must be taken into consideration.  

·  Modernisation of the existing railway stops. Their attractiveness must be increased 
through the location of tram and bus stops and termini, P+R and B+R lots as well as the 
service programme. 

·  The increase of spatial accessibility to railway through the construction of new stops - the 
location at the crossing with the existing and planned tramway lines and the motorway 
should be taken into account in order to create railway-tram and car-railway transfer 
nodes. The city authorities must pay attention to the necessity of reserving land for these 
constructions. 

·  The construction of a modern traffic control system which will allow a bigger number of 
trains to operate on one route. 

·  The modernisation of line infrastructure in order to increase the commercial speed. 
·  The construction of a railway line connecting the new airport with Legnica direction due to 

which the airport will gain a direct connection with the city centre. Alternative tramway 
connection should be also taken into consideration 13. 

 
 
2.3.2.  Wroc
aw Metropolitan Railway  
 
The policy of transport balanced development requires offering the residents attractive mass 
transport system so as it would be an alternative for individual transport. Maximum 
integration of all forms of mass transport in the city and the metropolitan area is the condition 
for achieving this objective.  A modern system of mass transport, comprising Wroc
aw 
Metropolitan Railway (WMR), local systems of bus connections carrying metropolitan 
residents to WMR  and, in the supplementary form - connections between  communes, 
districts and Wroc
aw by means of bus lines  where servicing with WMR is impossible should 
constitute a modern system of mass transport. Moreover, the Strategy of Wroc
aw 
Metropolitan Area Development approved in 2001 stipulates, among other things, that the 
metropolitan area is expected to be serviced by a unified mass transport system providing 
common accessibility to individual regions of the area, being an alternative for individual 
transport. As a result of the abovementioned objectives, a concept of mass transport 
integrated system in Wroc
aw metropolitan area was developed, It will be based on Wroc
aw 
Metropolitan Railway.  
 
Objectives of WMR project: 
 

·  Providing attractive railway connections within the metropolitan area, 
·  Creating a core of the mass transport system, 
·  Making the integration of different transport systems in the metropolitan area possible 

 
It is anticipated that WMR will constitute a separate subsystem of passenger transport in the 
Lower Silesia Province coordinated with the general system of transport in the province. 
Transport by WMR will be organised by the Lower Silesia Province authorities The City 
authorities, and in co-operation with local governments of Wroc
aw metropolitan area. The 
abovementioned objectives do not determine if the province authorities will be an entity  that 
will formally contract providing the transport or, in the event of changes in regulations, an 
entity appointed by the local authorities will be responsible for that.  WMR will be serviced by 
a railway operator, selected by means of tender, that will posses all the necessary licences 
and permits  to provide transport contracted by the abovementioned entities. WMR should 
have separate image, rolling stock and an operator distinguishing from other railway 
operators. Fare system, totally integrated with the municipal system, should also be different 

                                                 
13 Master Plan of Rail Transport Development in Wroc
aw. 
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from the system used by other railway operators. At the same time, the integration of fare 
systems will enable the passengers, depending on their choice, to buy different types of 
tickets (single, daily or periodical) that will allow them to travel: 
 

·  only by WMR, 
·  by means of bus transfer system to WMR + WMR, 
·  by WMR + municipal transport system in Wroc
aw,  
·  by means of bus transfer system to WMR station + WMR + municipal transport system. 

 
The fares for transport in each of the abovementioned cases should be adjusted in such a 
way that using the system will be attractive economically in comparison with the costs of 
commuting to Wroc
aw by means of individual transport. Metropolitan transport system 
should take into account potential possibility of using the existing track running out of 
Wroc
aw Railway Junction in 10 directions: 
 

·  O
awa, 
·  Strzelin, 
·  Kobierzyce,  
·  K� ty Wroc
awskie,  
·  Malczyce,  
·  Wo
ów,  
·  � migród,  
·  Ole� nica,  
·  Jelcz Laskowice (via Kamieniec Wroc
awski),  
·  Jelcz Laskowice (via  Siechnice).  

 

Railway connections structure   
Source: WMR project 
 
województwo  Province 

linie REG REG lines 

aglomeracja  metropolitan area  

linie AGLO  AGLO lines  
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Miasto Wroc
aw  the city of Wroc
aw 

linie KM  KM lines  

 
Decisions if, in what directions and for what distance transport will be started on individual 
lines will be made on the basis of transport needs analyses, technical conditions (possibility 
to provide the proper frequency and commercial speed) and economic indicators included in 
the feasibility study intended for working out. 
 
WMR should correlate with regional and, possibly started in the future, municipal transport. 
On the basis of current demand analyses it is justified to set the following objectives of 
transport offer in both directions: 
 

a) AGLO-1 - direction Wroc
aw – O
awa: servicing with WMR line to O
awa or to  
Brzeg + servicing with regional or higher-classified trains, 

b) REG-1 - direction Wroc
aw – Strzelin: servicing with regional Wroc
aw -K
odzko 
trains of higher frequency + higher-classified trains 

c) direction Wroc
aw – Kobierzyce: lack of servicing until generating higher demand 
and repairing and preparing the necessary infrastructure, 

d) REG-2 - direction Wroc
aw – K� ty Wroc
awskie: servicing with regional Wroc
aw -
Wa
brzych trains of higher frequency + higher-classified trains, 

e) REG-3 - direction Wroc
aw – Malczyce: servicing with Wroc
aw - Legnica trains of 
higher frequency + higher-classified trains, and also (in the future) with two lines 
of municipal trains (Wroc
aw G
ówny - New Airport and Wroc
aw � wiebodzki – 
Wroc
aw Le� nica) – KM 1 and KM2 lines, 

f) AGLO-2 - direction Wroc
aw – Wo
ów: servicing with WMR line to Wo
ów + 
servicing with regional and higher-classified trains, 

g) AGLO-3 - direction Wroc
aw - � migród: servicing with WMR line to � migród + 
servicing with regional and higher-classified trains, 

h) AGLO-4 - direction Wroc
aw - Ole� nica: servicing with WMR line to Ole� nica + 
servicing with regional and higher-classified trains, 

i) direction Wroc
aw – Jelcz Laskowice (via Kamieniec Wroc
awski): lack of 
servicing until generating higher demand and repairing and preparing the 
necessary infrastructure, 

j) AGLO-5 - direction Wroc
aw – Jelcz Laskowice (via Siechnice): servicing only with 
WMR line  

 
With the abovementioned objectives, railway servicing system of Wroc
aw metropolitan area 
should consist of the following elements: 
 

·  3 lines of regional transport of higher frequency (REG 1, 2 and 3), 
·  5 lines of typically metropolitan transport (AGLO 1,2,3,4 and 5) 
·  2 lines of municipal transport (KM1 and 2). 

 
Departures from the abovementioned objectives are acceptable when they result from the 
demand for railway transport services. 
 
The final version stipulates unified frequency of trains, i.e.:  
 

·  for REG1, REG2, REG3 lines: every 120 minutes and during morning and afternoon 
peaks - every 60 minutes, 

·  for AGLO 1, AGLO2, AGLO3, AGLO4, AGLO5 – every 60 minutes and during morning 
and afternoon peaks - every 30 minutes, 

·  for KM1, KM2 lines – every 30 minutes 
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Rail layout in Wroc
aw metropolitan area (including  the structure of WMR connections)  
Source: WMR project 
 
podzia
y administracyjne  administrative division  

gminy  communes 

powiaty  districts  

komunikacja istniej� ca existing transport  

rodzaj dróg kinds of roads 

autostrada  motorway  

droga krajowa  trunk road 

droga wojewódzka  provincial road  

kolej istniej� ca existing tracks  

wody  water  

Odra  the Odra River  

tereny zainwestowane  developed areas 

miejscowo� ci  cities/towns/villages  

 
WMR should operate with the use of rolling stock ordered for this purpose. It may consist of  
smaller railcars relevant to the demand, e.g. a railbus and other kinds of rolling stock of small 
or medium passenger space. The rolling stock may be either new, second-hand or leased  
for this purpose by the operator or by the party contracting the service. 
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Gradual implementation of the system is recommended, which means that it may be 
launched partially in terms of connections (only for selected directions) and the frequency of 
rides may be decreased in the first stage. During each stage full regularity of transport rule 
must be applied. (permanent frequency offered per 24 hours).  
 
WMR would be funded from the following sources: 
 

·  incomes from fares, 
·  co-funding by the Lower Silesia Province authorities in accordance with regulations 

concerning passenger regional transport, 
·  The City of Wroc
aw authorities’ share, 
·  the share of the authorities of communes and districts using the system. 

 
The system as a whole should be implemented on the basis of the worked out and approved 
by the local governments „Target Concept of WMR System” together with proper feasibility 
study. A departure from this rule is possible only during the so called “pilot stage” 
encompassing the starting of transport on maximum 3 lines and within the period up to 7 
years if the proper local governments decide and the following requirements are met.  
In order to start both the pilot stage and further stages of WMR implementation it is 
necessary to acknowledge: 
 

a) preparing necessary simulations of planned financial consequences of a given 
stage together with determining maximum liability of local governments in the 
scope of funding transport costs and possible assistance in preparatory works, 

b) concluding proper agreements between local government units, 
c) making necessary arrangements with PKP PLK S.A. (Polish Railway Company 

Polish Railway Lines Joint Stock Company) and PKP Zak
ad Gospodarki 
Nieruchomo� ciami Oddzia
 Wroc
aw (Polish Railway Company Real Estate 
Management Company in Wroc
aw), 

d) the implementation of preparatory works, 
e) preparing and successful carrying out a tender in order to select the operator of 

the system, 
f) taking actions by all local governments using the system in order to improve the 

image and functionality of transfer nodes (parking space for cars and bicycles, 
etc.) and routes for passengers between the nodes. 

 
 
 
3. European Project ED – CIII „Via Regia” as an ele ment 

supporting actions aiming at the integration of the  municipal 
rail system 

 
 
Growing transport demand, including daily rides from outside Wroc
aw, and striving for higher 
competitiveness of mass transport in terms of speed trigger need for an effective municipal 
transport system. It is anticipated that the subsystem based on it will use properly extended 
railway network or modernised tramway lines  or both networks in the event of a two-system 
means or separate parts of a road network on the sectioned off lanes in the event of buses. 
In order to enable the implementation of one or more of the abovementioned options at the 
same time, actions consisting in, among other things, determining the location of: additional 
stops at railway lines, supplementary tramway lines and the places where the railway and 
tramway networks will meet in the event of two-system means must be taken. The priority for 
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mass transport means should be increased even at the expense of traffic capacity of 
elements intended for individual transport.  
 
Undoubtedly, analyses made to the need of ED-CIII Via Regia project may constitute a 
practical support for actions related with the development of efficient and fast rail transport in 
Wroc
aw and Wroclaw metropolitan area.   
 
 
3.1. Benchmarking of investment projects in the sco pe of municipal rail 

transport, with the use of an example of German cit ies  
 
Subject analysis constitutes one of the elements of study works of Tramway Plus project. 
The authors aim at presenting the benchmark of Fast Tramway line construction, which may 
constitute the model for Wroc
aw. 
 
“Benchmarking of investment projects in the scope of municipal rail transport, using the 
example of German cities” is the subject of the study. 
 
The main objective of the study was to provide the City authorities with necessary 
information for the preparation and implementation of the investment consisting in the 
construction of a Fast Tramway Line in Wroc
aw. One of the results of the analysis is 
determining the benchmark - a model structure comprising milestones for this kind of 
undertaking, which should be taken into consideration at the planning stage in Wroc
aw. 
Formulating recommendation concerning  the structure of the investment planned in Wroclaw 
on the basis of the compared examples and gained experience was one of the main 
objectives of the analysis. 
 
The first part of the study comprises a model structure of analysis preparation and 
performance for the investment project in the scope of municipal rail transport.  
 
The investment concerning the construction of a Fast Tramway line in Germany was 
identified. On the basis of the described undertakings, cities that will be subject to detailed 
benchmarking were selected. 
 
To illustrate the current situation, mass transport systems working in the selected cities were 
described and the target concept of development was determined.  
 
The main part of the study comprises a benchmarking of the investments consisting in the 
construction of a Fast Tramway line in Germany. The benchmarking was preceded by the 
description of the selected investments in terms of legal and organisation conditions, subject 
structure, subject scope and conditions and models of the investment. 
 
In the summary to the benchmarking, a benchmark - a model example of the investment 
project preparation and implementation in the form of milestones necessary for this kind of 
undertaking - was formulated on the basis of the investments in Chemnitz, Dresden and 
Hanover. 
 
On the basis of the results of benchmarking of the investments and after taking into 
consideration current experience and conditions for the implementation of such investment in 
Poland, recommendations were formulated. Approving these recommendations should be 
helpful for Wroc
aw authorities in the process of Tramway Plus project preparation and 
implementation. 
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On the basis of the results of the performed analyses, 6 main stages of the investment were 
determined: 
 

1. Preparatory stage  
(determining objectives and priorities, appointing the project organiser, working out a 
feasibility study and other study works, conducting profits and costs analysis, creating 
a working group / single purpose company) 

2. Preparation of project concept  
(determining a schedule of works, ownership rights, consultations with public 
administration authorities, permits, submitting the project concept to political circles 
and the citizens, financial plan)  

3. Obtaining permits  
(collecting and submitting documentation necessary to establish a building 
development plan and for negotiations with public authorities) 

4. Detailed design  
5. Public procurement  

(preparing and conducting tenders, negotiations with tenderers, putting on tenders) 
6. Execution and investment supervision  

(works completion, supervision, co-ordination, technical acceptance, investment 
completion)  

 
It has been found that the periods of investment completion in selected cities from the 
determination of objectives to works completion and putting into service differ a lot from one 
another. In Chemnitz the investment was completed within about 10 years, in Dresden within 
a bit more than 7 years, and in Hanover within over 5 years. The differences may result from 
different subject scope of the selected investments. 
 
As a summary of the study, a structure of conduct resulting from the benchmarking of the 
selected projects was presented. It comprises steps that an investor should take in order to 
conduct the investment in a planned and efficient way. 
 
The model structure of milestones for a similar project was presented below.  
 
1) Preparatory stage  

[1] Determining objectives and priorities  

[2] Appointing the project organiser  

[3] Preliminary feasibility study and other study works  

[4] Profits and costs analysis  

[5] Creating a working group or a single purpose company 

2) Preparation of project concept - line designing   

[1] Preliminary schedule of works  

[2] Determining ownership and usufruct rights of the land within the route  

[3] Consultations with public administration authorities - permits  

[4] consultations with public administration authorities - co-funding  

[5] Submitting the project concept to political circles and the citizens  

[6] Determining the financial plan, defining the model of funding  

3) Obtaining permits  

[1] Submitting documentation necessary to establish the building development plan  

[2] Negotiations with public authorities  
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[3] Approving the proceedings concerning the establishment of the building development  

4) Construction design  

[1] Drawing up the construction plan  

5) Public procurement  

[1] Preparing and implementing tender procedures  

[2] Negotiations with tenderers and contracting orders  

[3] Updating cost data as a result with negotiations with tenderers  

6) Execution and investment supervision  

[1] Executing construction works  

[2] Supervising, co-ordinating, accepting partial and final works 

[3] completing the investment  

Source: Benchmarking of investment projects in the scope rail transport development, using the example of 
German cities.  
 
The structure of milestones presented above may constitute a benchmark for the preparation 
and execution of Tramway Plus investment in Wroclaw. 
 
 
3.2. „Working out a program of actions implementing  component 

undertakings necessary for the extension of rail tr ansport system in 
Wroc
aw” 

 
The analysis aimed at creating a model of conduct of local government administration in 
order to obtain the part of strategic objectives that was approved by the City authorities  as 
the policy and strategy of the city development and which concern the balanced transport 
with the special focus on rail transport.  
 
The study encompasses: 
 

1. reviewing and comparing in detail strategic and political settlements, checking 
their conformity with executive actions and proposing directions of further actions, 

2. analysing the existing informal concepts and the planned by the City authorities 
course of actions for drawing up the Master Plan of the rail transport development 
and for possessing the investment applications concerning the implementation of 
priority tasks intended for co-funding from Operational Programmes of the EU for 
the period of 2007 – 2013, 

3. consulting (in the form of a seminar) with the representatives of the City 
authorities selected by the Contracting party concerning local preferences of local 
transport development resulting from the City policy, and evaluating the concept,  

4. the project of the programme of actions implementing the undertaking (types on 
necessary preparatory works, recommended ways of project management, 
funding conditions and possibilities to apply for the EU funds.  

 
Strategic analysis was used in the study as a method for solving complex problems in the 
scope of strategic management. 
 
The following objectives were established for the analysis:: 
 
The period of 1998 – 2006 was reviewed and the following documents were approved: 
„Wroc
aw 2000 Plus” Development strategy, „Transport Policy of Wroc
aw” (September 
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1999), „Strategy of Economic and Spatial Integration of Wroc
aw Metropolitan Area” 
(Wroc
aw 2001), another version of „Wroc
aw 2020 Plus” strategy, „Integrated Plan of Public 
Transport Development” (July 2004) and „Study of Conditions and Directions of Spatial 
Development of Wroc
aw” (version of May 2006).  
 

a) Documents approved by the City Council Resolution were considered as the most 
important for drawing final conclusions, but documents of local law type and 
programme documents were distinguished, treating the former ones as binding for 
both the city administration and the interested entities. The latter ones - binding for 
the administration as directing its activity but informative for other entities. 
Additionally, for documents from the first group, attention was drawn to the legal basis 
of the approved Resolutions of the City Council, because the level of “binding the 
council” depends on this basis to large extent. 

b) The key element of the analysis is looking for relations between the established: 
• general objectives (clearly political ones)  
• detailed objectives (mixed political and professional objectives),  
• tasks (as guidelines for executive authorities activity)  
and   
• means of their implementation (implementation instruments allowing the 

administration to carry out the tasks; the means has got the nature of decisions: 
of both the City Council, i.e.: the budget, local development plans, institutional 
structures and part of organisational decisions, and of the executive authorities, 
i.e. human resources management, supervision of the decision implementation, 
negotiation abilities, (iv) tactics and efficiency of public procurement). 

c) The analysis encompass internal elements of the transport system – tramway and 
bus subsystem and also road system, and traffic and public transport control system. 
Metropolitan elements were treated as accompanying ones, because their relation 
with the tramway system is of secondary type - creating connections of tramway 
system with railway system and the other way round is not intended.  

 
Concepts of the City Council show that a series of proposals for the location of the tramway 
system routes (under the general name of Tramway Plus) was prepared. Evaluating the 
concept consists in confronting them with the implementation potential, paying special 
attention to the strategic factors that are the most important for the possibility of 
implementing the project within the cohesion or structural funds..   
 
The review allows to draw the following conclusions to the needs of strategic analysis: 
 

a. In terms of the programme Tramway Plus System seems to be a complete 
developmental concept well suited for Wroc
aw. This thesis should be 
confirmed by means of the quantitative analyses, i.e. marketing research, 
forecasting analyses as well as profits and costs analysis. 

b. The possibility to locate the routes of the system in the very city centre raises 
doubts: there are many technical and functional conditions to check. The 
evaluation of technical factor balancing (traffic capacity at the stretches of 
lines, commercial speed and transport capacity) with functional ones 
(accessibility for passengers, network connections of lines) and cost ones. 
Doubling of the elements of the new Tramway Plus System with the regular 
tramway system must be limited. Even the other way round - it is worth 
integrating the systems and adjust the regular tramway to the commercial 
parameters of the new system. This question will be developed in Chapter 4. 

c. Current works underestimate the importance of „soft” instrument of the 
process of traffic control and citizen service streamlining (through the 
implementation of area traffic control with priorities for public transport 
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vehicles and public transport vehicles control at the network). Such systems 
allow to improve the operation of the city with relatively low costs. The work on 
this issue may be based on new experiences not only from the world but also 
from several Polish cities which are implementing big projects in this scope. 

d. Programme elements of Tramway Plus System are probably too expensive to 
implement them in a short period of time. Checking this conclusion needs 
conducting a financial analysis by the City Council and its municipal transport 
company, including the accessibility of external means.  

e. Integrated Programme of Public Transport Development passed in 2004 will 
need updating within new EU financial perspective 2007 – 2013. The Ministry 
of Regional Development anticipates some changes in the way of Program 
formulation, especially with extending its scope to different from public 
transport means in order to balance the system as a whole. It will be an 
opportunity to extend the Programme scope not only by new developmental 
concepts but also by lacking elements of financial analysis. 

 
Implementation programme - The programme depends on several basic decisions: 
 

·  Is the City going to involve a private sector in the implementation of its plans in the 
system of public and private partnership?; if yes, drawing up a profitability analysis, i.e. 
profits and costs analysis, is the beginning of such approach. Settling this issue is not 
the subject of this study. 

·  If the City is not going to do so - then system and feasibility studies should be drawn up 
as soon as possible. The system study should be understood as analytical and 
research work that will allow to determine the profitability of the development of railway 
tracks and main directions for this development, and finally point to the most important 
projects to be implemented. 

·  Are the City authorities going to apply for EU funds? - if yes (and the authorities declare 
that) further steps depend on passing by Polish government the draft of appropriate 
Operational Programmes and submitting them to the European Commission. Upon 
submitting the Programmes, all the expenses made on the preparation of the projects 
may be treated as eligible within the projects. At the same time the government 
(Minister of Regional Development) should issue an executory provision, defining the 
mode and formal requirements of applying for the funds. Preparatory works will consist 
in working out the Balanced Plan of Public Transport Development and feasibility 
studies with all formal documentation. 

 
It may be concluded that the most urgent actions, before the implementation of preparations 
to individual developmental projects, should concern the issue of financial analysis of public 
transport sector in order to determine the ability of the City to fund Tramway Plus 
developmental programme. The analysis should result in determining the order of magnitude 
which the City may commit to tramway projects so as to narrow down the deliberations which 
are expensive and time-consuming. 
 
After the programme documents are published, the City of Wroc
aw should start updating its 
Plan of Transport Development in accordance with the new form of the so called Plan of 
Public Transport Balanced Development (Priority 7 of the Infrastructure and Environment 
Operational Programme, version of 4 May 2006, source: www.mrr.gov.pl ). 
 
The main objective should be selecting from proposed actions those which are the main 
ones, i.e. bring the most profits in comparison to costs and directing those projects to pre-
designing works and applying for funds.  
 



 43 

3.3. The analysis of legal possibilities to impleme nt the system of railway 
transport under the name of Wroc
aw Metropolitan Ra ilway from 
1 January 2008  

 
The study discusses also the necessity to create a legal basis to enable creating obligatory 
relations between communes and local government authorities (commune - province) in 
order to organise integrated transport in the regions. 
 
Analyses and evaluations made within the study lead to the conclusion that the integration of 
the transport system should aim at creating common functionally cohesive and easily 
accessible for users transport system based on 3 basic rules: common information, common 
transport offer and common fare and ticket system.  Meeting the three conditions would 
enable full institutional integration of the mass transport organisers, in prospect until 
appointing the common transport management. Complying with the abovementioned rules, 
reaching agreement in the scope of system organisation, and as a result the system 
integration is not an easy task and because of different type of conditions it is not fully 
possible at present. 
 
Basic limitations result from the legally binding laws, curbing the possibility to establish 
institutional framework to create metropolitan integrated transport. The limitations are related 
with the provisions of acts: Commune Local Government Act (Act of 8 March 1990 ) and 
Province Local Government Act (Act of 5 June I998 as amended). By virtue of the Acts it is 
impossible to create a public relation between the local government and Province authorities 
whose task would be to organise and manage the metropolitan mass transport. 
 
Creating such a body, e.g. Metropolitan Transport Board encompassing the area of local and 
Provincial government would require amending the Acts or passing another Act which would 
regulate such a relation and actions. 
 
Starting a limited liability company could be a way to solve the problem of co-operation 
between units of different local government levels. The interested local government would 
have shares in the company and would organise metropolitan transport.  
 
Taking the currently binding regulations as the basis it is recommended to look for the 
possibility to integrate Wroc
aw Metropolitan Transport System by means of the agreement 
between local governments. Such a solution that may be treated as temporary and constitute 
the first stage of full integration (institutional) would allow to take actions immediately and 
presenting the residents of Wroc
aw metropolitan area a new and attractive transport offer in 
a short time.  
 
Good co-operation between the City authorities and the Lower Silesia Province authorities 
seems to be the key for the integration of metropolitan area transport system. Excessive 
extension of the structures of the agreement and involving other participants could create 
further difficulties and fail to bring the anticipated profits. What is more, involving private 
transport companies and PPKS in the first stage of the integration (precluding potential 
operators operating on the basis of contracts with Municipal Transport Board) may turn out to 
be undesirable because of lower quality of service provided by them and frequent 
competition with the subsystems organised by the City of Woc
aw and Lower Silesia 
Province authorities. 
 
Because of the range of mass transport system (buses, tramways, railway) and the urgency 
of taking actions, the City authorities are recommended to become the initiator of the 
integration process. It is also natural that the City should be a dominant entity in the system. 
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Wroc
aw initiative could lead to agreement with the Lower Silesia Province authorities in the 
scope of: 
 

1. common passenger information, 
2. common transport offer, 
3. co-ordination of timetables, 
4. common ticket for metropolitan transport means, 
5. co-operation in creating spatial development and transport policy, 

 
Among basic advantages of co-operation between the City of Wroc
aw and Provincial 
authorities it is advisable to list: 
 

·  creating feasible basis for the execution of transport policy of balanced development in 
the city and the metropolitan area; 

·  increasing the efficiency of the transport system from the passengers’ point of view - by 
decreasing costs of rides, shortening the ride time, making changes easier; 

·  increasing the efficiency of the transport system from the organisers’ point of view - by 
decreasing the operating costs and the possibility to rationalise expenses; 

·  increasing the competitiveness of mass transport system in comparison to individual 
transport; 

·  the possibility of common activity and co-ordination of transport development planning; 
·  making the introduction of a common ticket for metropolitan transport  easier -  

improving the passengers’ comfort; 
·  compliance with the EU transport policy and making the access to the EU funds easier, 
·  influencing the economic activation of the users of system integration along the mass 

transport corridors, 
·  making the access to the labour market easier. 

 
It must be stated that the character if this study gives only premises to formulate final 
conclusions. In these circumstances, the conclusions should be treated as preliminary and 
requiring perhaps further and more detailed studies, discussions and acceptance of the 
interested organisational entities and also supplementing current legal basis. 
 
 
3.4. „The Analysis of Leading LCR through the City Centre” 
 
The main objective of the study was to determine the corridors for LCR („Light City Rail”, high 
standard tramway) in Wroc
aw city centre. LCR is supposed to be incorporated into the 
integrated rail transport in Wroc
aw and the metropolitan area. 
 
The feasibility study of leading a new, fast form of rail transport through Wroc
aw city centre. 
The transport, initially called Light City Rail, and then TRAMWAY PLUS should connect 
distant and devoid of rail service districts of the city and metropolitan areas with great 
mobility potential. For their attractiveness, they have to be led through the city centre, which 
requires solving difficult problems and creating appropriate and possibly the cheapest 
transport corridors in this area. 
 
The study resulted in, among other things, the proposal of several solutions with pointing to 
their advantages and drawbacks. 
 
The basic features of LCR system: 
 

- sectioned off lines (minimum 95 % in length), 
- crossroads do not have to be grade-separated but with full priority of traffic lights, 
- higher frequency (rush hours – minimum every 10 minutes), 
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- separate image and rolling stock, 
- minimisation of the use of tracks by other vehicles, 
- electronic passenger information (in vehicles and at terminus stops). 

 
The route of LCR in the city centre proposed by a designer is based on the concept of one 
east-west corridor. Because of the requirement of traffic separation it means that the line will 
have to be led in some other location and short tunnels and underground stations will have to 
be constructed. The route was led in such a way that it enables good transport connection to 
railway and bus stations. 
 
The basic layout consists in creating 4 main routes based on 4 main generators of the traffic 
from outside the city centre (Kozanów, Nowy Dwór, Psie Pole, Gaj) and leading them within 
a short stretch together. The 5th direction (Wielka Wyspa - Grand Island) is a supporting 
element. 8 lines are proposed for LCR system. 
 
The study presents a concept of an extended network of a regular tramway which is 
supposed to allow to create a cohesive rail transport network servicing all the most important 
traffic generators in the city.  
 
The analysis specifies also 10 significant transfer points, providing at the same time 
anticipated transport models within their area. 
 
 
3.5. Drawing out timetables for trains planned to l aunch within Wroc
aw 

Metropolitan Railway (WMR) 
 
To the needs of the study detailed analysis of the number of passengers (future passengers 
of WMR system) using regional trains within Wroc
aw metropolitan areawas performed 
including the number of passengers getting on and off each train at individual stops. Detailed 
timetables were prepared for the first three directions out of Wroc
aw, including the so called 
train mileage and transport work volume. The results constituted the basis for preparation 
preliminary economic analyses and requesting railway infrastructure administrator to reserve 
proper access to rail routes for our transport system. 
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Summary  
 
The policy of balanced development of transport, implemented by the majority of cities, 
requires offering an attractive mass transport system to residents that will constitute an 
alternative for individual transport. Maximum integration of mass transport in the city and 
metropolitan area is the necessary condition to meet  in order to obtain the established 
objective. In the event of Wroc
aw metropolitan area, one of the basic objectives of transport 
system development should be providing planned and controlled extension of the city built-up 
area in order to prevent excessive spreading of the city. Experience of other cities, especially 
in Western Europe, show that it is important from many points of view not only because of 
the efficiency of transport systems and social costs. Consistently and properly developed 
mass transport system, encouraging to take rides and successfully competing with individual 
transport is one of the key instruments in this field. 
 
Organising commuting is becoming more and more important because of the visible changes 
in spatial development plans, and trends to situate residential and industrial areas outside of 
the metropolitan city. It is significant both for the residents of adjacent communes which treat 
Wroc
aw as labour and service market but it is also significant for the metropolitan city and its 
citizens because the increasing number of commuting rides influences the conditions of 
internal communication system operations and as a result the travelling standards of the 
citizens and the costs of system operation . 
 
It is in the interests of Wroc
aw to maintain great share of mass transport in servicing 
commuting traffic and justifies taking actions towards the improvement of mass transport 
service quality and especially increasing the use of railway lines. Understanding from local 
governments and the necessity to co-operate with Wroc
aw is very important in this field. 
Correct identification of needs in the scope of transport system organisation in Wroc
aw 
Metropolitan Area must lead to higher integration of this system and closer co-operation of 
local governments responsible for mass transport organisation. 
 
Obvious profits resulting from the commencement of mass transport integration will affect 
both the communes of the metropolitan area and their residents in the form of transport 
accessibility to such goods as: labour market or services located in Wroc
aw. Wroc
aw, in 
turn, will have access to intellectual potential of people who live in the adjacent communes.  
 
It must be also stated that Wroc
aw has got insufficient access to Intercity and Eurocity 
express train connections that provide, first of all, connections with the biggest metropolitan 
areas in Poland and in Europe. The connection with the capital city is unusually unfavourable 
- the shortest, in terms of duration, route by train from Wroc
aw to Warszawa runs via 
Pozna�  and, as a result, requires taking a roundabout route that is about 30% longer than 
the shortest possible. In consequence, it causes significant loss of time. While the number of 
connections between Wroc
aw and other cities, precluding standard and duration, may be 
satisfactory, international connections are insufficient and reflect closing the borders together 
with political divisions before 1989. International connections with Germany (Berlin, 
Dresden), the Czech Republic (to Prague) require streamlining. It is also vital to launch 
connections towards Bratislava, Budapest, Vienna and Kiev. 
 
The EU policy expressed with strategic documents, including the promotion of environment-
friendly transport and a wide range of financial instruments as well as proper policy of local 
governments may give rise to generating dynamic development of transport infrastructure of 
cities and regions, which may contribute to creating optimal transport connections in Europe. 
 
ED-C III „Via Regia” project stipulates drawing out scenarios of social and economic 
development of the area stretching from Central Germany across Southern Poland as far as 
Ukrraine, whose core is 3rd Pan-European Transport Corridor. The scenarios together with 
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guidelines are supposed to help in the co-ordinated actions aiming at the creation of 
European Corridor of Development of dynamic development based on the increase of 
human, goods, information and capital flow. The issues raised in the summary concerning 
the integration of the municipal transport system constitute only a small part of the whole 
range of subjects and issues raised within the study. 
 
 
 
Source documents: 
 

1. Master Plan of Rail Transport Development in Wroc
aw.  
2. Integrated Plan of Public Transport Development. 
3. "Integrated Plan of Public Transport Development in Wroc
aw Metroplitan Area 

between 2004 - 2008" 
4. Benchmarking of Investment Projects in the Scop of Municipal Rail Transport 

Development, Using the Example of German Cities. 
5. Strategic Analysis for Tramway Plus System for Wroclaw project  
6. Analysis of Legal Conditions for the Implementation of Rail Transport under the Name 

of Wroc
aw Metropolitan Railway from 1 January 2008. 
7. Strategic analysis for Tramway Plus System for Wroc
aw project. 


