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Abstract. One of the key factor for local development is an advantageous localization in terms 
of transportation, especially along or on the crossroads of major transport corridors. One of 
such corridor on the Eurasian continent is the New Silk Road which crosses Polish-Belarusian 
border in Terespol, where in Małaszewicze complex of intermodal terminals is located. The 
aim of this study was to verify the impact of this corridor on the evolution of the TFL sector 
in the Terespol rural and municipal communes in relation to theirs socio-economic growth. 
Conducted analysis confirmed sings of that the New Silk Road may be consider as a driving 
force for development in local scale.
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Introduction and the aim of the study
The importance of transport infrastructure and transport services provided on the 
transport network have long been the subject of scientific research (see for example 
Zakrzewski and Nowacki, 2016). Ensuring adequate transport accessibility is treated as 
one of the important factors determining development both on global and regional and 
local scale (Ratajczak, 2000; Rietveld and Bruinsma, 1998; Rietveld and Nijkamp, 2001). 
In the context of the administrative division of Poland, the process taking place at the 
level of voivodships is considered to be regional development, and the process taking 
place at the level of poviats and communes as local (Szewczuk el al., 2011, p. 14). Only 
the right level of the environment, which includes elements of the transport system, can 
be the foundation for development (Rolbecki, 2009, Szewczuk, 2011). This is reflected 
in many theories of regional and local development (Szajnowska-Sitek and Sitek, 2015). 
In the case of cargo transport, the correct use of the infrastructure is possible only if 
services are provided that are sufficient in terms of both quantity and quality. The full 
use of the development potential of infrastructure is therefore closely related to the 
functioning of the TFL sector (Transport, Forwarding, Logistics). It has been known for 



Strona  |  18

S. Bereziński

centuries that places located along and at the intersection of the 
most important transportation routes have a special potential for 
development based on the handling of transport processes. This 
potential may be increased by locating at the boundary of the areas 
where customs have to be handled or some other special opera-
tions are required. Terespol communes, rural and municipal, are 
situated in Poland, in the Lublin voivodship, in the Bialski poviat. 
Their eastern borders are at the same time the borders of country 
and European Union (EU). In these communes one of the most im-
portant road and rail border crossing for both Poland and EU are 
located. These two crossings are handling every year a significant 
part of the trade between Poland and the EU with the Common-
wealth of Independent States (CIS) and since few years also with 
the Far East countries via the New Silk Road (NSR). The communes 
are also close to the north-south transport corridor from the Baltic 
States to the Balkans being the one of the major transport axis in 
this part of Europe.

On the Polish side, both communes have good transport con-
nections with the rest of the country and Europe. The main road 
link is the A2 highway which is a part of E30 route. This corridor 
stretches from Omsk in Russia to Cork in Ireland, crossing Poland 
latitudinally. The aforementioned motorway crosses in Między-
rzec Podlaski, city located 60 km to the west of Terespol, with the 
S19 expressway (Via Carpatia), which starts in Klaipeda in Lithu-
ania, then runs longitudinally along the eastern border of Poland, 
to reach Saloniki in Greece. These two roads connect both of the 
Terespol communes to the road network of Poland and Europe. 
Although significant flow of wheeled vehicles may suggest focu-
sing on the role of road transport in the development of Terespol 
communes, the NSR initiative, which has been developing in re-
cent years, encourages to take a special look at the importance 
of rail transport. From Moscow in Russia to Berlin in Germany via 
Terespol crosses E20 rail corridor. The Moscow railway junction, 
on the other hand, is a point enabling the connection via Kaza-
khstan with China. Since 2013, when the New Silk Road project 
entered the implementation phase, intermodal terminals in Ma-
łaszewicze began to receive more and more rail transports from 
and to China. In a few years, this new direction changed the pre-
vious purpose of the terminals, which was the service of traffic 
to and from CIS countries. As data published by Eurasian Railway 
Alliance shows (Table 1), every subsequent year from then more 
and more trains is going in both directions. Some reports say that 
the capacity of the track infrastructure has been used to its limit. Ta
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However, there is still an unmet demand for transport services on the railroad route 
from China to Europe. Striving to handle it forces the development of infrastructure 
and services supporting transport, in which the TFL sector plays a key role. In order 
to emphasize the special role of Małaszewicze, it should be mentioned that in Mała-
szewicze there is a point for changing bogies from 1452 mm, standard for Poland and 
most of the European Union countries, to 1520 mm which is the standard for the CIS 
countries. Such a significant role in the emerging transport corridor of the NSR, rela-
ted to the unique location, naturally predisposes Terespol communes to attract the 
TFL sector investments. Significant investments may became a driving force for local 
development. Thus the aim of this study is to try to capture whether there is a link 
between the NSR and the local development of both communes. Bearing in mind 
that it is difficult to show the direct impact of infrastructural investments on the local 
economy, the author notes that the research is aimed at identifying certain areas in 
which there are signs of such relationships rather than determining the exact strength 
and scope of them.

Methodology
Although the first trains under the NSR were operating since 2013, and the actual be-
ginning of a stable operating activity on a larger scale begins in between 2015–2016 the 
general time frame of the analysis was 2010–2020/2021. Considering the modest size 
of this study, the author is aware that its scale will not allow to explain the entirety of 
the studied problem in full and detailed terms, but rather to indicate its main aspects. 
Although the complex of intermodal terminals functioning under the NSR is located in 
a rural commune, taking into account the close relationship between a rural and an 
urban commune, both were included in the study. 

Various sources of quantitative and qualitative information were used to gather all 
required data to analyze the influence of the TFL sector on communes development. 
Analysis of the content of strategic documents published by communes authorities 
should give an opportunity to show the self-awareness of these bodies and whether 
they recognize the NSR, and consequently the related TFL sector, as a driving for-
ce for their socio-economic growth. In addition, the data published by the Office of 
Rail Transport should allow to present the state of the hard infrastructure of railway 
terminals, which are the main element of the TFL sector related to NSR located in 
Terespol communes. 

To show the importance of development on a micro scale, the author focused on 
the Local Data Bank (LDB, Bank Danych Lokalnych), which allows access to selected 
information at the level of individual voivodships, poviats and communes. Using the 
generally accepted in Poland classification of economic activities (PKD – Polska Klasyfi-
kacja Działalności), the author focused on the section on transport and storage (Section 
H). The study covered only divisions 49 (land and pipeline transport), 52 (warehousing 
and service supporting transport) and 53 (postal services), omitting sections 50 (water 
transport) and 51 (air transport) because the types of economic activity assigned to 
these two divisions do not exist in the Terespol communes (Rozporządzenie, 2007).
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Among the available data, the ones that seem to be the most suitable to capture 
the relationship between the TFL sector and the development of the communes were 
selected. The following indicators have been selected:

number of entities operating in the TFL sector,
unemployment rate and working people per 1,000 population,
share in corporate tax.

Results
Strategic documents of local government authorities
Adopting any strategic guidelines at the local commune level should be consistent with 
the guidelines adopted at higher levels of local government administration, including 
poviat [poviat (Rada Powiatu w Białej Podlaskiej, p. 57) and voivodship (Zarząd Woje-
wództwa Lubelskiego, 2021, p. 26)] and the national level (Ministerstwo Infrastruktury 
2019, p. 51, 56, 76). In the latter case, the need to develop Eurasian rail connections 
is clearly indicated. Mentioned documents should be a significant incentive for the au-
thorities of Terespol municipalities to use the transport potential for their own deve-
lopment. Unfortunately, the last strategic document available on the commune’ websi-
tes comes from 2008 and concerns the perspective until 2020 (Urząd Gminy Terespol, 
2008). Nevertheless, that document is referring to the significance of the commune’s 
location in relation to Polish and European Union border in combination with the exi-
sting network of transport corridors, including international rail corridor which is a part 
of the NSR. The role of the TFL sector is well recognized by the local authorities. Both 
communes are consequently set their plans towards its development. The use of an 
advantageous location with the support of local authorities may be an incentive for 
the placement of enterprises, which should translate into the development of both 
communes, visible, for example, in increased employment or higher tax revenues. At 
the same time, however, the documents show certain threats resulting from excessive 
traffic volume on transport networks and the noise and pollution associated with it. 
Moreover Zwolińska and Ciechańska (2012) showed that local authorities viewed in-
frastructure in a broad sense, also taking into account development needs in terms of 
social infrastructure, etc.

Rail terminals
There are four intermodal terminals located in Terespol rural commune. All of them are 
placed within Małaszewicze cargo station. Basic information about the terminals are 
presented in Table 2. All these terminals have been in operation for at least ten years. 
Every one of them is capable to handle container operations however they also have 
their minor specializations (for example, Adampol is strongly focused on the transport 
of vehicles, while Agrostop has a significant share of loose goods). Each of the terminals 
takes part in the handling of transports under the NSR. The successive annual increase 
in the serviced volume contributes to the implementation of further infrastructure in-
vestments (for example, the expansion of the PKP Cargo terminal). Gathering potential 
of all four terminals makes them one of the biggest terminal group in Poland in terms of 

–
–
–
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annual throughput capacity of TEU handled (excluding sea ports in Gdańsk and Gdynia). 
The dry port in Małaszewicze together with the Central Communication Port (CPK – Cen-
tralny Port Komunikacyjny) under construction and the deep-water container terminal 
in Gdańsk (DCT Gdańsk) are to be elements of the so-called the Triport (Trójport) being 
the backbone of the Polish future transport system of supranational importance. Reco-
gnizing the importance of Małaszewicze in national development plans should translate 
into increased profits for Terespol communes resulting from investments supported by 
the central authorities.

Table 2. Intermodal terminals in Terespol rural commune 

Terminal owner Adampol 
S.A.

Agrostop 
Sp. z o.o.

Cargotor  
Sp. z o.o. 

CL Europort 
Sp. z o.o. Sum

Annual throughput capacity [TEU] 140 000 100 000 223 830 80 000 543 830
Storage area [TEU] 10 000 10 000 2 000 1 300 23 300

Source: own work based on Office of Rail Transport; https://dane.utk.gov.pl/sts/transport-intermodalny/ 
mapa-terminali/18573,Dane-o-terminalach-intermodalnych.html (access: 20.06.2022).

Enterprises from the TFL sector
Based on the data obtained from the LDB, it can be stated that the companies from the 
section H in the analyzed period accounted for approximately 17–18% of all entities 
operating in the municipal and rural commune. There were no entities from division 50 
and 51 – water and air transport respectively. The number of companies in the analyzed 
period increased in both communes, but in the case of a rural commune, that incre-
ase was slightly higher. The most noticeable division is 49, which also had the highest 
growth in the period under review. Taking into account the total number of companies 
in section H in the rural commune, there are higher number of them than the average 
for communes in the Bialski poviat and slightly more than the average for communes in 
the Lublin voivodship. In the case of an municipal commune, the number of companies 
in section H is slightly higher than the average for communes in the Bialski poviat and 
noticeably lower than the average for communes in the Lublin voivodship. The growth 
dynamics in rural commune in the analyzed period was 140% while in municipal it was 
slightly lower at 130%. These dynamics were higher than the average dynamics for com-
munes in the Lublin voivodeship (almost 120%) but noticeably lower than the average 
dynamics for communes in the Bialski poviat (almost 160%). Although the TFL sector is 
developing throughout the Lublin voivodship, the extremely high increases in the entire 
Bialski poviat seams to result from a favorable infrastructure layout, in particular E30 
and S19 routes and the international rail connections including the NSR.

Unemployment rate and working per 1,000 population
Data showing the state of the labor market in the rural and the municipal commune of 
Terespol in comparison to the Bialski poviat and the Lublin voivodship are presented 
in Table 4 (unemployment) and Table 5 (employees per 1,000 inhabitants). Studying 
the presented data, it can be concluded that the general employment situation in both 
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communes improved significantly in the analyzed period. The deterioration of the si-
tuation in 2019 and 2020 was most likely caused by the COVID-19 pandemic. Despite 
the fact that in particular years declines in employment can be observed, the general 
trend should be described as rising and the situation of the pandemic as its temporary 
disturbance. Comparing both communes, the improvement is slightly higher in the case 
of a rural commune. Significantly the labor market in both communes is also much bet-
ter than in the Bialski poviat or the Lublin voivodship. The data concern employment in 
communes in general, not directly referring to employment in the TFL sector. Knowing, 
however, that this sector is the one of the main driving forces of the local economy of 

Table 3. Entities by sections and divisions of PKD 2007 and ownership sectors (Dimensions: 
Ownership sectors; Sections and divisions according to PKD 2007) in Terespol rural and municipal 
communes in comparison to general situation in Bialski county and Lublin voivodeship

Section/ 
/division 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021

R – S. H 47 49 50 52 50 49 51 58 61 61 62 66
R – S. H / d. 49 23 26 27 28 29 26 27 32 34 34 35 38
R – S. H / d. 52 24 23 23 24 21 22 23 25 26 26 26 27
R – S. H / d. 53 0 0 0 0 0 1 1 1 1 1 1 1
M – S. H 48 54 51 53 60 52 55 55 59 64 61 63
M – S. H / d. 49 32 33 32 34 34 32 36 36 39 43 44 45
M – S. H / d. 52 15 20 18 19 25 19 19 19 20 21 17 18
M – S. H / d. 53 1 1 1 0 0 0 0 0 0 0 0 0
B – S. H 27 29 31 33 33 34 34 37 39 40 41 43
B – S. H / d. 49 24 24 25 26 26 27 27 30 30 33 34 35
B – S. H / d. 52 4 5 5 6 6 6 6 6 6 7 6 7
B – S. H / d. 53 0 0 1 1 1 1 1 1 1 1 1 1
L – S. H 54 52 53 54 54 55 56 57 59 61 63 64
L – S. H / d. 49 50 49 48 48 48 49 50 51 53 54 55 56
L – S. H / d. 52 3 3 4 5 5 5 5 5 6 6 6 6
L – S. H / d. 53 1 1 1 1 1 1 1 1 1 1 1 2

Notes:
S – section, 
d – division,
H – transport and warehouse management,
M – municipal commune,
d. 49 – land and pipeline transport,	
R – rural commune,
d. 52 – warehousing and service supporting transport,
B – average for all communes in Bialski poviat,
d. 53 – postal and courier services,
L – average for all communes in Lublin voivodeship.

Source: own work based on Local Data Bank, Statistics Poland, https://bdl.stat.gov.pl/bdl/start  
(access: 20.06.2022).
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both communes having also a significant potential for the further development (see 
strategic documents mentioned before), it can be concluded that its dynamic develop-
ment (not only the increase in the number of entities but also the increase in the scale 
of their operations) is a factor decisive for the improvement of the situation on the 
labor market.

Share in corporate tax
As shown in Table 6, the rural commune in the entire analyzed period had a greater 
share of corporate income tax per one inhabitant in taxes constituting the state budget 
revenues than the municipal commune, but from 2017 on, this difference was signifi-
cantly deepened. With regard to the value per capita in a rural commune, the amount 
of inflows increased almost fourfold, while it increased two and a half times in the 
municipal commune. This may be partially explained by the size of economic entities 
operating in the rural area (large intermodal terminals) and a large amount of free in-
vestment space allowing for the implementation of extensive projects related to the 
TFL sector. Although the data for the Bialski poviat and Lublin voivodship, cannot be 
treated as an direct point of reference, by comparison to them it can be confirmed 
that the results of both Terespol communes are very good. Although the analyzed data 
do not allow for an unequivocal link between the TFL industry and the increase in the 
presented values on local taxes, however, bearing in mind the previously quoted data 
on the number of companies (Table 3) and the common knowledge about the strength 
of TFL in the communes of Terespol, this relationship seems to be certain, although its 
strength requires further, more detailed research.

Table 6. Own revenue in PLN of a Terespol rural and municipal commune per one inhabitant 
in comparison to Bialski poviat and Lublin voivodship, excluding cities with poviat rights 
(shares of corporate income tax in taxes constituting the state budget revenues)

Administra-
tive unit 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Municipal 24,72 18,53 20,25 19,82 17,31 26,85 26,07 52,71 65,39 70,69 64,54

Rural 31,44 37,07 37,17 39,81 100,27 35,33 32,16 72,79 80,64 111,46 120,89

Bialski poviat 8,99 7,93 8,70 11,26 14,41 9,72 10,67 16,51 17,71 23,22 27,56
Lublin 
voivodship 11,00 16,76 17,54 17,22 17,60 14,93 15,70 17,00 17,38 20,18 20,39

Source: own work based on Local Data Bank, Statistics Poland, https://bdl.stat.gov.pl/bdl/start 
(access: 20.06.2022).

Discussion and conclusions
The data used in the study do not allow for the presentation of a complete picture of 
the relationship between the growing, due to the existence of the NSR, TFL sector and 
the local development of the municipal and rural commune of Terespol. The general 
development trend can be captured, but it is more difficult to extract the impact of the 
specific sector and investments. The role of TFL for Terespol communes is well known 
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which can be confirmed by the entries in the strategic documents mentioned before. 
The lack of precise data, although it makes it difficult to give precise infer, does not pre-
vent giving the overview. The author recommends, however, to look at this study from 
a general perspective to avoid any misinterpretations.

The importance of the border location and the TFL sector, although allow for deve-
lopment, on the other hand, constitute a kind of its limitation. As noted by Guzal-Dec et 
al. (2021), the specificity of the above-mentioned factors strongly limits the possibilities 
of development in other directions, making it monofunctional. Thus, although for the 
analyzed variables there is an improvement in individual parameters (for example num-
ber of entitles assigned to TFL sector), looking through a broader socio-economic prism, 
the development of the analyzed communes may be lower than estimated and not 
diverse enough to fulfill all of the needs of the local community. At the same time from 
a macro perspective, the concentration on transport activities and the forced mono-
functionality of Terespol municipalities may be a desirable state due to the role these 
communes are to play – the main transport node on the eastern border of Poland and 
the European Union.

There is also a clash of the expectations of the local community with the overwhel-
ming interest of the national or even international community. The specific role of Tere-
spol communes means that there is a widespread expectation from the outside that the 
commune will first respond to the need to satisfy these external needs, putting its local 
needs somewhat further. Therefore, this pressure may be the reason for the consoli-
dation of the aforementioned monofunctional direction of development. On the other 
hand, if the Terespol communes did not have their own unique features, their natio-
nal or international utility could be significantly lower, preventing them from achieving 
even such a limited monofunctional development.

Despite the above reservations, the conducted research showed that the TFL sector 
driven, at least partly, by the NSR plays an important role in the development of Terespol 
communes. Taking advantage of the location on international and national transport 
routes, and the location on the border between Poland and the European Union and 
Belarus, and the CIS community, the Terespol commune naturally attracts investments 
related to the TFL industry. However, it is only from the moment of the development 
of the NSR that the profits from this position begin to play a significant role. The rapid 
increase in transport led to an increased demand for TFL services, which in turn transla-
ted into the economic development of the commune, visible in the taxes collected from 
enterprises or the improvement of the situation on the local labor market. 

Finally, it is also necessary to refer to the current geopolitical events of the armed 
conflict between Ukraine and Russia. Both on the demand and supply sides, there are 
ethical doubts and risk analysis whether the transport corridor through Russia and Be-
larus should be used. Certainly, that situation has a negative impact on the demand for 
services on the NSR. At the moment, however, there are no operational conditions that 
would reduce the transport capacity of the NSR. The Chinese side guarantees its stabi-
lity. Obviously, the fall in demand means lower profitability of the implemented invest-
ment projects. This decline, if it were to last for a longer period of time, would mean the 
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weakening of the main factors determining the development of the TFL sector, redu-
cing its importance for the development of municipalities. On the other hand, however, 
2021 showed that the traffic via Małaszewicze was close to the maximum infrastructure 
capacity. The periodic drop in the volume of traffic can be used as an opportunity to 
carry out the necessary investment processes extending infrastructure capacity, which, 
after hopefully soon finished conflict, will allow for more efficient implementation of 
transport operations on the NSR with even further increased freight volume.

Important note
This article is an excerpt of the part of the doctoral dissertation prepared by the author, un-
der the working title Economic effects of the functioning of the railway infrastructure of the 
New Silk Road for Poland. The author invites readers to contact and cooperate.
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