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SPECIFIES, TRENDS MODELS AND EFFECTS OF DEVELOPMENT
AND REFORM OF URBAN TRANSPORT IN THE VISEGRAD GROUP
COUNTRIES AFTER THE COLLAPSE OF THE REGIMES OF ,REAL
SOCIALISM”

The article deals with analyzing the historical trends and political/socio-economic precon-
ditions for the formation and reformation of urban transport and urban transportations in
the Visegrad Group countries — Poland, Hungary, Slovakia and the Czech Republic - firstly
in the communist and post-communist periods and later after the European integration of
the region. On this basis, the specifics, trends, models and effects of the development of urban
transportations in the Visegrad Group countries for the entire period after the collapse of
the regimes of “real socialism” have been clarified. It has demonstrated that currently urban
transportations, in particular due to their incomplete reformation or involvement, are not at the
appropriate level to overcome the existing modal split between road and rail transport in the
Visegrad Group countries, even in spite of the fact that the countries of the region had tested

different models of development and reformation of their urban transport.

Keywords: transport, infrastructure, urban transport, urban transportation, Visegrad Group
countries.

SPECYFIKA, TRENDY, MODELE, EFEKTY ROZWOJU | REFORMY
TRANSPORTU MIEJSKIEGO W KRAJACH GRUPY WYSZEHRADZKIE)
PO UPADKU REZIMOW , REALNEGO SOCJALIZMU”

W artykule przeanalizowano trendy historyczne oraz uwarunkowania polityczne i spolecz-
no-gospodarcze ksztaltowania i reform komunikacji miejskiej w krajach Grupy Wyszehradzkiej:
w Polsce, na Wegrzech, w Stowacji i w Czechach — najpierw w okresie komunistycznym i postko-
munistycznym oraz pozniej po integracji europejskiej. Na tej podstawie doprecyzowano specyfike,
trendy, modele i skutki rozwoju transportu miejskiego w krajach Grupy Wyszehradzkiej w calym
okresie po upadku reziméw ,realnego socjalizmu”. Ustalono, ze obecnie transport miejski, w szcze-
golnosci ze wzgledu najego niepelna reforme nie jest na odpowiednim poziomie, aby przezwyciezy¢
istniejacy podzial modalny mi¢dzy transportem drogowym i kolejowym w krajach Grupy Wyszch-

radzkiej, mimo ze kraje regionu testowaly rézne modele rozwoju i reformy transportu miejskiego.

Stowa kluczowe: transport, infrastruktura, transport miejski, kraje Grupy Wyszebradzkiej.
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CNELMOIKA, TPEHAU, MOAENI ! EQEKTU PO3BUTKY
TA PEOOPMYBAHHSA MICbKIX NEPEBE3EHb Y KPAIHAX
BULUETPALCbKOI FPYNU MIC/IA KOJIANCY PEXXUMIB
«PEAJIbHOTO COLLIAJTI3MY»

Y crarti npoaHaAi30BaHO iCTOPUYHI TPEHAM H IIOAITHYHI i COLIiaAbHO-CKOHOMIUHI
TICPEAYMOBH CTAaHOBACHHS M pedpOpMyBaHHS MiCBKOTO TPAHCIIOPTY i MIiCBKHX MEPEBE3CHb B
KpaiHax BumerpaACbKoI rpynu — [ Toapbwi, Yropmm—xi, CaoBavyuni ta Yexii — CIIOYaTKy B
KOMYHICTUYHUM i MOCTKOMYHICTUYHHMH IICPIOAH, a 3TOAOM IIiCASl €BPOICHCHKOI iHTErpaii
KpaiH periony. Ha wiii miacraBi 3araaom 3sCOBaHO CHCLII/I(l)iKy, TPEHAH, MOACAI Ta eq)eKTH
PO3BUTKY MiChKHX ITepEBe3eHb Y KpaiHax Buierpaacbkoi rpymu 3a yBech Hepioa micAst KoAarcy
PEKHMIB «PEaAbHOTO coLiaAi3My». BcTaHOBACHO, 1110 HOTOYHO MiChKi EPEBE3CHHS, 30KpeMa
BHACAIAOK CBOEI HEITOBHOI pccl)opMOBaHOCTi 200 32AISTHOCTI, He € Ha HAACKHOMY PiBHi, o6
MOAOAATH iCHYIOYHMI MOAAABHUI PO3KOA MiXK ABTOMODIABHUM i 3aAI3HMYHUM TPAHCIIOPTOM
y KpaiHax BmmerpaACbKoI TPYIIY, HABITb MOIPH TE, WO KPaiHU PErioHy anpo6yBaAI/1 pisHi

MOACAI PO3BUTKY Ta pC(l)OpMyBaHHH CBOT'O MiCbKOTO TpaHCIOPTY.

Karownosi crosa: mparcnopm, iﬂgﬁpdcmpykmypa, MICOKULL IMPAHCIOPII, MICLKL NEPEBE3CHHS,

Kkpainu Bumezpadcoroi 2pynu.

It is common knowledge that that the current state of development of the transport system
and infrastructure in the Visegrad countries - Poland, Hungary, the Czech Republic and Slovakia
previously depended and still depends on historical trends and political and socio-economic
preconditions of their formation and reforming, first communist and later in post-commu-
nist periods. However, each country in the region, due to the specific time and circumstances
of the epoch-making changes, has its own history of political, socio-economic and systemic
transformations into a democratic and market society, which, nevertheless, in the framework
of the transition from the regimes of “real socialism” to post-communism, and later the Eu-
ropean integration of the Visegrad countries were summed up and imitated by a number of
qualitative and quantitative changes of political-institutional and socio-economic nature. The
laceer finally determined the specific preconditions and features of the development, transit and
modernization of the transport system and infrastructure in the region. The issue of specifics,
trends and effects of development and reform of urban transport within the transport system
in the Visegrad countries is no exception in this context, in particular during the period from
the collapse of the regimes of “real socialism” to European integration and up to this day, which
actually actualizes the presented scientific research.

The stated topic is not very developed in the social sciences, because the vast majority of

research literature focuses on the parameters of the development of road and rail transport, as
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well as passenger and freight traffic in the countries of Central and Eastern Europe in general,
and in particular the Visegrad Group countries after the collapse of the regimes of “real social-
ism”. However, some scientific and analytical developments in the stated direction still exist and
they are represented by studies of such scientists as U. Altrock, S. Guntner, S. Hunmg and D.
Peters', J. Campbell and O. Pedersen?, P. Giiller’, E. Judge?, T. Komornicki®, T. Lijewski®, J. Puch-
erand R. Buchler’, D. Stead, M. De Jong and I. Reinholde®, W. Suchorzewski” and some others.

The appeal to the results of the listed scientists research gives grounds to assert that against the
background of constant competition of railway and automobile , passenger and freight types of
transport in the countries of the Visegrad group the outfit of so-called city transportations occupies
a special place. This outfit is of considerable interest due to several factors, because: first, urban
transport is a cluster of passenger transport, which has been very important in the Visegrad countries
since the time of the “real socialist” regimes, and therefore operates today and intensifies the division
of transport into rail and road ones; secondly, some (though few of them) types of urban transportare
acluster of transport of passengers, goods and cargo, which was not actually known during the period
of “real socialism”, but it is increasingly being used today and often serves as a mechanism for bridging
the gap between rail and road transport. Thus, the type of urban routing and transportation at first
glance is separate from other modes of transportation, but significantly indicates the peculiarities
of the development of the entire transport infrastructure and system in the Visegrad countries and
therefore requires both separate consideration and comparison.

The phenomenon of urban transport and urban rouiting is certainly inherent in all countries
of the Visegrad Group historically, but today attention is paid to it, because it is a kind of “mirror” of
the transport infrastructure and system development in the region. This was especially true shortly
before, but mainly after the accession of Poland, Slovakia, Hungary and the Czech Republic to the
European Union, as the region began to operate pan-European norms and recommendations, in-
cluding on the specified problems. In addition, this is obvious given the fact that urban routine: ) is
characterized by the relative stability of routes, which allows you to record accurately the changes that
occur in it; b) due to the large and traffic capacities, it is focused on the most important highways and

directions, connecting the most important centers of formation of passenger flows and even freight
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flows; c) due to changes in its geometry reflects changes in urban spaces; d) it is municipalized, and
therefore its condition reflects changes in the level of organization of the entire passenger transport
system; ¢) operates in most or even all major cities in the region, which allows you to compare the
situation both between cities and in general between countries'.

At the same time, in a certain period of time after the collapse of “real socialism” regimes,
the development of urban transport in the Visegrad Group countries found itself in a situation
where it needed to be updated and modernized, but certainly taking into account the pecu-
liarities of the region. That is why the current state of the urban transport and urban routing
development in the analyzed region is not a simple copy of its homologue state in Western Eu-
rope countries. As a result, the conclusion is that large-scale institutional transformations are
often neither appropriate nor desirable for results that benefit the cities of the Visegrad Group.
On the other hand, it is small initiatives that have direct and short-term resules and a relatively
small budget that often work better and more progressively in constructing more stable ur-
ban transport policies and programs in the region. Even thoogh in recent decades, especially
after the European integration of the region, there has been a marked increase in the desire to
transfer models, concepts, ideas, goals and tools of urban transport policy from one European
city to another'. And despite the fact that the transplantation of experience can take place in
very different ways, in particular in the form of copying policy and legislation, synthesis and
hybridization, inspiration and ideas, voluntarily or forcibly'?, etc.

However, the transplant policy of the Western experience does not always work effectively
when the technological, economic, political and / or social positions that cities have achieved
over the last decades of their development are very different™. In this context, the situation in the
Visegrad Group countries is quite specific, as they largely adopt the so-called “donor” practice
of Western Europe'®; however, they still remain “natives” of the Warsaw Pact system, in which

a completely different logic and construction of urban transport operated.
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This means that the technological, economic, political, institutional and social situation
in the creditor countries (in Western Europe and in the EU in general) and in the borrowing
countries (in this case, in the Visegrad Group countries) is very different”. A clear reflection of
this is the facts that since most countries in the analyzed region have many years of experience
with widespread, but low and medium quality public and urban transport, the level and qual-
ity of its modernization are unsuccessful or at least not always successful. Accordingly, in such
conditions, the process of transfer and involvement of lessons of urban transport development
in the EU for the Visegrad countries can have different forms and consequences.

It is important to note that from the late 80’s - carly 90’s of the 20¢h century, the countries of
the Visegrad Group moved or gradually began to move from centralization to decentralization
of power and decision-making processes, , albeit with too large deviations in the scale and depth
of the transfer of power and resources from the state to the regional and local levels'®. Moreover,
in the countries of rapid reform (primarily in Poland and the Czech Republic, to a lesser extent
in Slovakia and Hungary), local or subnational administrations have gained jurisdiction to
provide most processes and services in local infrastructure, ownership of utilities and housing,
as well as partly in streamlining the transport system and infrastructure . In turn, in terms of
municipal financing, taxes on the turnover of local enterprises were replaced by combined and
block subsidies from the state and revenues from local taxes and fees, but with a gradual tran-
sition from the first to the second. Therefore, regional or local issues were delivered to local
leaders and structures, a significant drawback of which was the mismatch between the new
responsibilities of local governments and the funds and resources available to them. In practice,
all of this looked like the city had the impossible task of increasing previously very low utility
and infrastructure fees (when real incomes fell sharply) and / or increasing local taxation within
the framework of extremely weak (at that time) local economy. Instead, the alternative was to
reduce services, which did not quite fit into the structure of the declared electoral democracy,
which made even local politicians dependent on the satisfaction and sympathy of the electorate.

Accordingly, most cities in the Visegrad Group countries could not resolve this dilemma,
which led to a gap between the costs and revenues of companies that provided or provide various
utilities and infrastructure, including transportation services. Over time, this underestimation of
the situation has also led to deterioration in services, reduction of production efficiency and vol-
ume of equipment and infrastructure. After all, the sudden (after the collapse of the regimes of “real
socialism”) gap between income and expenditure on the ground it was difficult to fill even in the
richest cities in the region, including Bratislava, Budapest, Prague and Warsaw, which significantly

deteriorated the quality of transport services on the ground. This was complemented by the fact
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that by the end of the 1980s, public transport in the countries of the current “Visegrad Four” was
generally quite large, but cheap'®. Along with low incomes, this meant a high level of the public
transport use and a low level of car ownership®. Moreover, regulated prices and supply of cars and
fuel in most countries in the region ensured that owning and using private transport was extremely
expensive and complicated. As a result, most people at the time simply could not afford cars and,
of course, could not use them on a regular basis. Even t the number of cars increased during the
1970s and 1980s, most of them were used only on weekends and holidays, but not for daily travel.
Another feature was that the providers of public transport services until the late 80's of the 20th
century were mostly state or municipal enterprises organized by type of transport (buses, trams,
trolleybuses) or combined into a single company with a monopoly on traffic in cities. As a result,
the region’s population suffered from a number of structural problems — cumbersome manage-
ment and organizational structures, overstaffing (in administrative departments), incompetence,
lack of a motivated workforce, excessive bureaucracy, and extreme inefficiency™.

The result was that in the early 1990s, the public and urban transport systems found them-
selves in a state of deep decline, in part due to a wave of macroeconomic reforms and economic
downturns. In particular, a significant part of urban transport rolling stock was worn out and
obsolete, and the level of fuel consumption and emissions of most vehicles was very high?".

In addition, the revenue base of public transport enterprises declined due to inadequate
local government budgets and falling incomes, what affected plans to expand and replace
transport companies. Maintenance and repairs at this level also declined significantly, causing
obsolete infrastructure and rolling stock to begin to crumble”. The answer was that with the
reduction of subsidies, the public transport system in the region was forced to increase tariffs
sharply — both in absolute terms and in terms of inflation, wages and the cost of owning and
using the cars™.

In addition, not only the cost of public transport has increased, but services have also been

significantly reduced, especially in small towns. The fact is that urban transport services became
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less frequent, less comfortable and less reliable since not enough funds were available to upgrade
and even maintain existing infrastructure and vehicles. Therefore, in the Visegrad countries, both
the quality and quantity of public or urban transport services have decreased. However, many
central and local governments have still spent heavily on improving and expanding road networks,
focusing on high-speed ring roads around cities, bottlenecks in connecting roads, etc. As aresult,
the supply of road infrastructure has increased, although much slower than the faster growth of the
private cars use. This was particularly noticeable given that it was in the early 1990s that almost all
restrictions on car ownership were removed, in particular due to the opening of a free market to
foreign car manufacturers, what increased the quantity and quality of transport, , which could now
be purchased by the residents of former socialist countries*. In addition, as a strategy of economic
development, some central governments of the Visegrad Group countries (but especially Poland
and the Czech Republic) began to promote their own automotive industry?.

In terms of urban transport, this was reflected in the fact that the increase in motorization
and private transport occurred mostly in places of decline of public transport, ic in small towns
and rural areas®.

This was complemented by the fact that many people bought cars not only because they were
more affordable, but also as a symbol of success and independence. That is why people often went
beyond their socio-economic means of capabilities and real transport needs”. As a result, in the
carly 1990s, the Visegrad Group's government policies became less favorable to public transport
and more adapted to owning and using private cars, leading to a "vicious cycle” of future urban
transport reductions™. This was reflected in the fact that public transport services, which included
most bus and trolleybus lines, suffered foremost from congestion caused by the rapid increase in car
ownership and use. This further reduced the attractiveness of public transport services, increased
its operating costs and gave additional demand for private transport®.

In addition, as a result, by the end of the 1990s, the economic, social and environmental
problems associated with the growth of private transport and the equally sharp decline in the

use of public transport began to be more widely recognized™.
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Local authorities in the Visegrad Group countries have begun to realize that their local
transport policies need to be adjusted. The partial solution was made by overcoming the “park-
ing chaos” and creating zonal parking systems, as well as the introduction of new environmental
standards. However, in the long run, national policy has continued to be focused on the wider
ownership and use of private cars. Therefore, the problem at that time was that buses, trolleybus-
es and trams often did not have priority on the congested city streets. Although, local authorities
have begun at least pay more attention to public transport as an important part of the urban
transport system. Over time, this is inherited from the fact that after the initial “shock” from
the sudden transition to capitalism in the late 1980s, urban transport systems in the Visegrad
Group countries gradually began to recover in the late 1990s. In particular, in partnership with
Western European experts, many urban public transport systems in the region have sought to
improve the quality of their services, modernize their vehicles and infrastructure, and increase
their efficiency, albeit primarily in large cities.

However, despite the fact that many municipalities have taken active steps to improve pub-
lic transport, their efforts have been largely limited by central governments, which have provided
very little funding, technical support, coordination and planning in the urban transport sector.
Perhaps the most difficult thing against the background of automotive motorization was to
restore a reliable and stable customer base of public transport™. Although changes have been
made, many cities have turned their systems into public corporations with considerable man-
agerial independence. Thus, even though local government still own public transport systems
and set travel and service policies on the ground, corporate governance teams have been given
many opportunities to increase efficiency in the sector. This increased customer orientation and
led to an increase in attention to the quality of service. This was compounded by the fact that
some cities selectively privatized some of their public transport operations. As a result, some
of them have constructed new light railways (high-speed trams) or expanded subway systems.
Many cities have reconstructed tram tracks, modernized metro stations, and gradually replaced
aging buses, trams, trolleybuses, and subway parks with more modern ones. Most cities have
also streamlined fares, improved fares and started providing real-time information to passengers
at stops. Although the lag behind private road transport on the ground is still quite critical®.

In general, it has been demonstrated that the development and reform of urban and pub-
lic transport in the Visegrad countries took place in constant changes in the functional and
morphological structure and transformation of various urban subsystems. It is the transport

infrastructure, being one of these subsystems and a link between the territorial and functional
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zones of cities, reflected and reflects the content and spatial forms of these processes™. Accord-
ingly, the nature of the urban transport systems transformation in the Visegrad Group countries
has been and remains an indicator of socio-economic and territorial processes that have taken
place and are taking place in the region®.

This was especially evident at the turn of the 1980s and 1990s, when the transition to
amarket economy led to a large-scale transformation of urban transport networks both in the
process of its development and complexity, and as a resule of its limitations. For example, the
transport schemes, directions and volumes of passenger flows, which were designed decades
before, have drastically changed. As a result of the reorientation of large passenger flows to
new “centers of gravity’, in some cases the existing lines of passenger urban transport, which
were equipped with relatively expensive (due to the number) infrastructure, were unclaimed.
These processes had the most significant impact on land electric transport networks (trams
and trolleybuses) and the metro, as the dynamics deteriorated in Poland, improved in Slovakia
and the Czech Republic, and remained relatively stable in Hungary™.

At the same time, it was comparatively found that the Visegrad Group countries tested
two different models of development and reform of their urban and public transport. The first
model, in the form of “network volume growth”, has been and is characterized by the spatial
development of transport networks (even with a decrease in the number of networks them-
selves), including increasing their length, complicating their topology, connecting autonomous
parts into a single network, emerging new autonomous areas™. It is recorded in most capitals of
the Visegrad countries. For example, in Warsaw, the general geometry of the integrated urban
electric transport network has become more complicated due to the commissioning of a com-
pletely new type of transport — the metro. As a result, the main load on the transportation of
passengers from north to south fell on the subway, while the right bank of the city continued
to be served by tram transport. In turn, in Prague, the integrated type of the urban transport
network transformation has developed significantly, although the development is mainly due
to the subway and to a lesser extent tram transport, but this does not affect the current state of
development of trolleybus transport. To a lesser extent, similar processes have taken place and
are taking place in Bratislava, where new tram and trolleybus lines are also being constructed.
Instead, the second model of development, in the form of “network stagnation”, has been char-
acterized and is characterized cither by a weak spatial transformation of urban transport net-

works, or by the lack of transformation of its integrated network. At the same time, the length

# Vaksman S., Socialno-ckonomicheskie problemy prognozirovaniya razvitiya sistem massovogo passazhirskogo transporta
v gorodah, Ekaterinburg 1996.

Zyuzin P, Transformaciya setej gorodskogo passazhirskogo transporta Centralno-Vostochnoj Evropy(1990-2010 gg.): Avtoreferat
dissertacii na soiskanie uchyonoj stepeni kandidata geograficheskih nauk, Wyd. Moskovskij gosudarstvennyj universitet imeni
M. Lomonosova 2012.

$Zyuzin P, Transformaciya sctcj gorodskogo passazhirskogo transporta Centralno-Vostochnoj Evropy(1990-2010 gg.): Avtoreferat
dissertacii na soiskanie uchyonoj stepeni kandidata geograficheskih nauk, Wyd. Moskovskij gosudarstvennyj universitet imeni
M. Lomonosova 2012.

Tarhov S., Evolyucionnaya morfologiya transportnyh setej, Wyd. Universum 2005.
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of lines of different types of urban transport may change slightly in one direction or another
or may remain stable, as in Hungary. For example, the peculiarity of Budapest is that it has an
integrated and wide network of public transport (but especially the subway) has a high level of
complexity, but extremely “sluggish” dynamics of its development.

As a result, during the reforms of urban transport, the modernization model of its devel-
opment has been and remains typical for Poland, Slovakia and the Czech Republic, and the
stagnation or stabilization ones — for Hungary. In the first case, modernization and progress are
the result of the growth and complexity of transport networks, the development of transport
strategies, sufficient funding for the industry and sound management, improving the quality of
transport networks, modernization of rolling stock, etc. As a result, modern standards of traffic
organization and passenger service were introduced; introduced tarift zones, night routes and
electronic fare payment system, etc .; transport was adapted to serve people with disabilities;
tourist-oriented information services has been significantly improved. In the second case, on
the other hand, stagnation or stagnancy was due only to the partialness of the measures taken
in the first group of countries. Therefore, the situation in this group of countries was charac-
terized and still makes it a relative network, technological and socio-economic backwardness,
lack of funds to support fixed assets and necwork development.

That is why, in light of the dramatic and rapid economic, social and political changes in
the Visegrad countries, which were largely inspired by Western Europe, it was logical to assume
that the countries of the region should seek lessons (both good and bad) from the European
Union, because it could help decision makers to prevent problems before they arise. However,
it is clear that the situation has been more complex, in particular in the financial context and
in the context of the reform objectives, including urban transport (and transport in general).
Therefore, in the Visegrad countries, the simple transfer of the experience of Western European
countries did not work, but instead the situation depended and depends on the context (com-
bination of individual actors, ideas, incentives, interests and time) ¥’. In addition, the situation
in the countries of the region had a psychological dimension, because, on the one hand, most
local and national administrations had to experience the problems first hand and bring them to
a critical-negative level before taking appropriate measures. On the other hand, road transport
and “car” in the Visegrad countries were immediately perceived as a symbol of status, wealth
and self-confidence, and not just as a vehicle. Thus, the policies and actions that have influ-
enced and continue to influence the ownership and use of cars are perhaps more unpopular in
the countries of the region than in Western Europe, which has modified and is modifying the
technique of transplanting the latter’s experience.

This means that large-scale institutional reform and the policy of borrowing from the

experience of Western countries is not always a promising way to improve the efficiency of the

7 Stead D, De Jong M., Reinholde I, Urban Transport Policy Transfer in Central and Eastern Europe, ,disP - The Planning Review”2008,
vol 44, nr. 172,5.62-73.
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system of reform and development of transport, especially when the subjects of such reform
and policy have extremely limited resources. Instead, it is sometimes appropriate to be focused
on achieving practical goals and visible accomplishments that can stimulate enthusiasm among
stakeholders and the general public, and so to be focused on the diversity of actors in the process
and the options for the professional, institutional and cultural environment, etc.
Nevertheless, in general, it can be stated that currently urban transport, in particular due to
its incomplete reform or involvement, is not at the appropriate level to overcome the existing
modal gap between road and rail transport in the Visegrad Group. Even though the countries
of the region have operationalized at least two models of development and reform of their
urban transport — in the format of “network growth” (the so-called “modernization” model -
Poland, Slovakia an” stabilization “model - Hungary). Accordingly, it is generally proven that
the Visegrad Group, as an intergovernmental association of Poland, Slovakia, Hungary and the
Czech Republic, on the one hand, corresponds to European trends and processes in the urban
transport sector, but on the other hand often positions itself quite separately in particular due
to the variability of involvement in modern urban / public infrastructure complexes. And this
is actually the dependence of the Visegrad countries on the historical heritage of the so-called
regimes of “real socialism” Therefore, the countries of the Visegrad Group in this context
cannot be interpreted as a single and unified whole, as they differ significantly in the specifics
of the current state and development and in the regulation of infrastructure in the transport

system on the ground.
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