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Summary: The article presents the results of the introduction of the provisions suggested by 
the European Union’s legislative authorities with regard to transport market regulation, 
referred to as the Mobility Package. The business of enterprises is based on planning, both in 
the short and long term, business decisions are made in advance, and internal and external 
factors taken into consideration. To emphasize the importance of the issues discussed, it is 
worth noting that the regulations under study constituted the first such in-depth change of the 
market since Poland joined the European Union. An earlier analysis of the solutions suggested 
allows enterprises to get ready for the upcoming changes and to take appropriate decisions to 
minimize their effects, if any. Consequently, the purpose of this paper was to attempt to assess 
the impact of the Mobility Package on the Polish road transport industry. To study this goal it 
was necessary to gather and analyse extensive research material originating from official 
statistical data, industry reports and scientific publications of domestic and foreign authors. 
The methodology of the research included analysis of the scientific literature, European 
Commission documents and statistical data analysis.

Keywords: road freight transport, Mobility Package, minimum wage in transport, transport 
market, dispatching drivers.

Streszczenie: W artykule przedstawiono potencjalne skutki wprowadzenia przepisów 
proponowanych przez organy ustawodawcze Unii Europejskiej w zakresie regulacji rynku 
transportowego określane jako Pakiet Mobilności. Działalność przedsiębiorstw powinna się 
opierać na planowaniu zarówno w krótkim, jak i w długim okresie. Decyzje gospodarcze 
przedsiębiorstwa muszą być podejmowane z odpowiednim wyprzedzeniem oraz z uwzględ-
nieniem czynników wewnętrznych i zewnętrznych. Aby podkreślić wagę omawianej 
problematyki, warto zauważyć, że omawiane zmiany są pierwszą tak dogłębną zmianą na 
rynku od momentu akcesji Polski do Unii Europejskiej. Wcześniejsza analiza proponowanych 
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rozwiązań pozwala przedsiębiorstwom przygotować się do nadchodzących zmian oraz podjąć 
stosowne decyzje, które umożliwią zminimalizowanie potencjalnych skutków. Celem niniejsze-
go artykułu była próba oceny wpływu Pakietu Mobilności na polski sektor transportu 
drogowego. Zgromadzono i przeanalizowano bogaty materiał badawczy pochodzący z 
oficjalnych danych statystycznych, raportów branżowych oraz publikacji naukowych autorów 
krajowych i zagranicznych. Metodologia badań obejmuje analizę literatury naukowej, 
dokumentów Komisji Europejskiej oraz analizę danych statystycznych.

Słowa kluczowe: transport drogowy ładunków, Pakiet Mobilności, płaca minimalna w trans-
porcie, rynek transportowy, delegowanie kierowców. 

1. Introduction

The transport of commodities is of major importance in all types of business, 
affecting the growth of socio-economic well-being (Engström, 2016). Road transport 
is an industry that currently dominates in the commodities transport structure in 
Poland and in the whole European Union. Its share in carriage has remained stable 
for years, at around 72%. Transport companies employ 5 million people and generate 
revenues of almost EUR 400 billion (Koźlak, 2018). 

The development of the Polish road transport industry would have not been 
possible had there been no freedom to provide services, which is realised by the 
actions of entrepreneurs or by dispatching their employees (Czermińska, 2015). 
Currently, work ongoing in the European Union on the Mobility Package interferes 
with one of the basic pillars of the free market. Topics related to the restriction of the 
freedom to provide transport services, manifested by, among other things, reinforcing 
the application of Directive 96/71/EC concerning the dispatching of professional 
drivers in such member states as Germany and France, have been raised several 
times in scientific publications. Attention shall be paid especially to the study by 
Lewandowski, who examined how by means of internal regulations, some member 
states are trying to protect their own interests, pointing out that the regulations with 
regard to the minimum wage applied by the German administration have hurt in 
particular Polish transport companies (Lewandowski, 2016). 

Liberadzki also analysed the impact of regulations related to the German 
minimum wage regulation (Milog) extended to the business of Polish road hauliers, 
emphasizing that in the long term, these solutions may have an adverse impact on the 
condition of road transport in the territory of the EU not only in the sphere of 
competitiveness, but also in the issue of the usability of the existing transport 
infrastructure, and that being built and planned (Liberadzki, 2015). However, 
Paprocki pointed out that the minimum wage regulations set out in Germany violate 
the basic principles of the European Union, such as the free movement of goods and 
services and it forces foreign transport companies to adjust their employees’ wages 
to German conditions. This is a failure of EU transport policy (Paprocki, 2015).
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One can also find references to the planned provisions of the Mobility Package 
in scientific publications. According to Waśkiewicz, Menes and Gis, following the 
intense involvement of Polish hauliers, among other markets in Germany the 
Mobility Package, including also the provisions on dispatching workers in road 
transport, will have an impact on the unit costs of Polish companies, and thus will 
influence to some extent their competitiveness on the market (Waśkiewicz, Menes, 
and Gis, 2018). Borkowski and Bąk also undertook a preliminary analysis of the 
effects, if any, of the Mobility Package, pointing out that the suggested provisions 
with regard to road commodities transport will limit competition, finally generating 
an increase in the cost of transport services through regulatory changes of dispatching 
workers and reduction of cabotage (Borkowski and Bąk, 2018). As for publications 
and papers drawn up at the request of the Ministry of Infrastructure and Construction, 
they show that the enactment of the Mobility Package will have an adverse impact 
on companies from peripheral EU states, in particular Poland, and will increase wage 
costs, which in turn will be particularly painful to small enterprises (Bąk, Borkowski, 
Czuba, Koźlak, and Zamojska, 2017). 

Apart from the problem of drivers’ wages, access to the transport market, in 
particular to cabotage services, remains also a contentious issue. Its impact on the 
transport market, along with setting out principles to satisfy Western and Central 
European states together with Eastern Europe, makes up the topic of scientific 
discussions. Following the concept suggested in 2009, cabotage was to be only a 
temporary form, while striving at lifting all restrictions to having access to the 
transport market (L 300/72). The prevailing part of the scientific community dealing 
with these topic, notes the positive effects of mitigating the market access regulations. 
Lesiak indicates that the total lifting of restrictions of access to cabotage markets 
would be a “pro-ecological” step, as it would reduce the share of ‘empty’ mileage in 
road transport across Europe (Lesiak, 2010). The European Commission is also of 
the opinion that the currently functioning solution brings positive effects, but it is 
insufficient as 20% to 25% of trucks in the European Union cover distances unloaded 
through the restrictions in force since 2009. This costs about EUR 50 million annually 
(EC, 2014). According E. Załoga, road cabotage has a positive impact on the transport 
market, however it causes dissatisfaction amongst local companies in such countries 
as Germany or France, which under pressure from trade unions carry out actions to 
protect their national markets (Załoga, 2017). 

An analysis of the scientific publications on the subject of access to the cabotage 
transport market shows that the opinions on the regulations in force are very diverse. 
On the one hand, such scholars as Gis, and Waśkiewicz (2017), Ślęzak, Kordel, and 
Waśkiewicz (2019) and institutions such as the European Commission (EC 2017), 
the Polish Road Transport Institute (PITD, 2019) and the Motor Transport Institute 
(ITS, 2017) are of the opinion that the deregulation of the transport market was 
a good solution from which companies from Central and Eastern Europe, Polish 
included, had profits. Yet there are other researchers like Sternberg and Hofmann 
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(2019), and Hilal (2008), who point out in their papers many negative consequences 
of this market deregulation for the transport industry, which particularly affected 
enterprises in Western European states. 

As the discussed regulations make up a completely new manner of organizing 
the transport market, and there are no detailed analyses carried out with reference to 
this field, as well as given the discussions in the scientific and economic environment, 
the main goal of this paper is an attempt to assess the impact of the Mobility Package 
on the Polish road transport industry. 

2. Research material and methods

The scope of the assumed research problem, the purpose of the research, as well as 
the application of the results obtained, if any, required the use of differentiated 
research methods. The documentary method, the analysis of statistical data, 
originating from secondary sources, the economic analysis method and the analysis 
of legal acts were applied in this paper. The research material consisted in statistical 
data from the Central Statistical Office and Eurostat, domestic and foreign scientific 
publications, and also the reports and expert opinions of institutions of international 
significance. The data obtained and ex-post results were the basis for the future 
considerations. 

These methods were adopted because the regulations discussed are currently in 
the implementation phase, and therefore it is not possible to forecast the effects of 
changes in the form of hard evidence. Up to now, such wide-ranging changes on the 
transport market have never been carried out. The results obtained, although not 
based on model forecasts, can make up the basis for future scientific discussion and 
can also be used in business practice by the management of transport companies. The 
above considerations are also aimed at providing information to enterprises which 
need to make some decisions under strategic management much earlier so as to adapt 
better to the upcoming changes.

3. Polish road freight transport – the current position 

The first stage of the study was to determine the position of the road transport industry 
in Poland so as to assess the results of the regulations suggested under the Mobility 
Package. The overall position of the Polish road transport industry between 2008 and 
2017 was advantageous. Since 2009, i.e. when the transport market in the European 
Union fully opened, the domestic road hauliers successively increased their market 
position, rising up to the position of leader, which is noticeable in many areas of their 
business.

A long-term analysis of the transport market points out that since 2008 the 
volume of transport work carried out by Polish companies has been increasing. 
While in the base year it amounted to 164.9 billion tkm, in 2010 it increased to 202.3 
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billion tkm. The next years were characterized by further growth and in 2017, 
transport performance amounted to 335.2 billion tkm (see Table 1). This means that 
between 2008 and 2017, transport performance achieved by Polish road hauliers 
increased by 49.1%, which is the highest increment among all the European 
Community states. At the same time, the share of Polish enterprises in the analysed 
period in commodities transport grew from 10.6% to 17.4%, which placed Poland in 
first place in the European Union. 

The mass of transported loads also increased, as in 2009 it amounted to 1.17 
billion tonnes, and in 2017 to 1.39 billion tonnes. In this respect, Polish road hauliers 
took third place amongst all the European Union states, with a share of 10.2%. The 
vast majority of transport services (63.3%) were those of international transport, and 
between 2008 and 2017, the value of this share increased by 6.9% (in 2008, 
international transport accounted for 56.4% of all transport services). 

The scale of development of the transport industry in Poland is also depicted by 
the increase in the number of road hauliers. In 2008 there were 20,481 enterprises 
licensed in international cargo transportation, while in 2017 their number increased 
to 34,633 (a 69.1% rise). The number of vehicles used increased by 71.9% (from 126 
785 in 2009 to 217 984 in 2018). In terms of the number of enterprises with  
a Community license in the European Union, Poland was in the second place in 
2018. The fleet used by Polish transport companies was one of the most modern 
amongst hauliers from all EU states (19.2% of vehicles used in 2017 were less than 
three years old). 

Road transport also generated significant economic earnings. In 2017 the value 
of exported transport services amounted to EUR 737.8 billion (this made up 16.3% 
of the value of all Polish services exported). The most important recipients of Polish 
transport services were such Germany (31.4%), the Netherlands (12.3%) and France 
(9.1%). Polish companies specialized first of all in cabotage transport services. In 
2017, Polish road hauliers carried out 40.1% of all transport operations of this type 
that were provided in the European Union, with transport performance at the level of 
11.9 billion tkm (transport performance increased by 9.3 billion tkm compared to 
2009). 

Statistical data on the Polish road transport industry clearly indicate that in the 
past decade, Polish companies dominated the European Union market, and the Polish 
economy specialized in transport services, generating almost 5.6% of GDP in 2017. 
The increase in the number of transport services was observed in all Polish regions, 
bringing about, among other things, a reduction in unemployment and the 
development of other industries related to the services provided to transport entities 
such as forwarding services, repair and trade in heavy-load vehicles, and training of 
professional drivers. 

In 2017, transport companies generated revenues from the sale of transport 
services at the level of PLN 54.7 billion. These revenues were burdened with costs 
of PLN 52.4 billion. An analysis of the cost structure indicates that external services 
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(43.3%), salaries (20.5%) and the consumption of materials and energy (19.2%) had 
the largest share. 

A detailed analysis of the financial position of Polish hauliers indicates that the 
industry faced serious problems between 2007 and 2017. In 2017 the net turnover 
return rate was 3.6%, the financial liquidity ratio I was 42.5%, the financial liquidity 
ratio II was 121.3%, and the cost level ratio was 99.1%. Between the years 2008 and 
2017, the above ratios deteriorated. The transport industry was also gaining a growing 
value of liabilities. In 2017, short-term liabilities amounted to PLN 11.1 billion, 
while long-term ones were PLN 7.1 billion. Liabilities tended to increase in the 
analysed period. 

The analysis of financial data between 2008 and 2017 indicates that, despite the 
expansion of Polish transport companies, the financial position of the industry was 
not satisfactory. The low value of the liquidity ratio I and growing liabilities indicated 
significant financing of enterprises’ assets with the use of external resources such as 
leasing or rent, which also contributed to a high share of contracted services of other 
companies in costs, and the companies reported low returns and a heavy burden of 
increasing costs.

4. The scope of the proposed regulation and its impact  
on individual aspects of the operation of transport companies

The next stage of the research was to analyse the consequences of the Mobility 
Package being implemented, for the business of Polish road hauliers. An analysis of 
the following source documents: the approved position of the Committee on 
Transport and Tourism (TRAN) operating in the European Parliament, the agreement 
reached during the talks between the European Commission, the Council of the EU 
and the European Parliament, and approved by the Committee of Permanent 
Representatives of EU Member States operating within the structures of the Council 
of the European Union (COREPER) and voted by the European Parliament, underline 
that the following regulations will be the most significant for Polish road hauliers:
 • imposing the application of the Posting of Workers Directive (2018/957/EU) 

provisions on employees carrying out cabotage, cross-trade and combined 
operations, 

 • limiting cabotage operations, by introducing cooling off period – i.e. the period 
in which the haulier will not be able to carry out cabotage operations within a 
given country (the freezing period will be 4 days), 

 • the obligation for the vehicle to return to the country in which the company is 
based once every 8 weeks and for the driver once every 4 weeks, 

 • the need to replace recording devices with second generation smart tachographs. 
Imposing the application of the Dispatching of Workers Directive’ provisions on 

employees, carrying out cabotage and cross-trade, will cause that employers will be 
required to pay the employee wages at the level applied in the state in which the 
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transport operations are to be carried out. At the same time, foreign labour laws will 
have to be applied by transport companies. The application of this regulation may 
have far-reaching consequences, in particular for Polish transport companies that are 
the European leader in cabotage transport. This results both from differences in the 
field of the legal provisions, social security and pay rates in the states that are the 
main recipients of Polish transport services. In addition, in the case of some European 
Union states, professional drivers have earnings based on collective labour 
agreements, and therefore the minimum wages depend on many complex factors. 

The disproportion shown above is also associated with the lower rate of wage 
growth in Poland, which will result in a sudden increase in the wage costs of transport 
employers. Between the years 2008 and 2017, the average wages in the road transport 
industry in Poland increased by 45.9% (from PLN 2,313.17 gross in 2008 to PLN 
3,087.19 gross in 2017), and the average annual rise was maintained at 3.6%. 
According to the Polish Central Statistical Office (GUS) data, wages made up one-
fifth of transport enterprises’ costs on average. Kordel and Waśkiewicz (2018), also 
confirm these observations in their papers when they indicate that in 2016, wages 
and benefits of drivers accounted for 24.6% of the cost of covering 1 km. Rolbiecki 
and Książkiewicz (2018) also pointed ourt 21% of the wages share in the costs of 
road hauliers. In turn, PWC estimates the cost of drivers’ work in Polish transport 
companies at nearly 35% of all the costs of road transport operators (PWC, 2019). 

However, it needs to be stressed that the data provided cannot be considered 
sufficient to assess the position, because a significant number of drivers in Poland 
receive reimbursement of business travel expenses, in addition to wages, and that 
cost is not included in personal earnings. Thus, it is difficult to estimate the actual 
amount of drivers’ wages and their share in the costs. Currently no objective analytical 
paper is available that would reliably determine in a precise manner the amount of 
the average salary, all cash benefits paid taken into account. However, pointing to 
one of the few studies, i.e. the Transjobs firm’s report (2018), the real amount of 
wages paid to drivers employed in companies dealing in the international road 
transport of goods fluctuated around the level of PLN 4,300 net (small companies) to 
PLN 6,459 net in medium-sized enterprises (mediana: PLN 5,218). The report also 
shows that the wages on which companies pay social security contributions, and 
income tax for more than half of drivers was not higher than PLN 3,000, so it made 
up on average not more than 40% of the wages paid. In addition, it results from an 
analysis of statistical data that larger companies offer a larger proportion of the 
payout that is covered by social security. The smaller the company, the more its 
ability to finance additional labour costs decreases, which results in a higher share of 
non-taxed payout components. The research by Suproń (2018) provides similar 
observations.

If introduced, the solutions suggested by the Mobility Package to dispatch 
professional drivers could cause significant changes in the manner professional 
drivers are paid. The West European states were the biggest recipients of Polish 
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transport services. In 2019, in the three largest recipients of Polish transport services, 
the minimum wages were on average double the average wages in the Polish transport 
industry (EUR 1500 in Germany and France and EUR 1594 in the Netherlands). To 
adjust to the indicated regulations, Polish entrepreneurs would need not only to 
increase the outlay on the wages of the drivers they employ, but also to bear higher 
charges for their national security contributions. 

The solutions suggested may mostly affect hauliers who pay the drivers they 
employ a larger part of wages in the form of reimbursement of business travel 
expenses. In this case, after the mobility package enters into force, they will have to 
incur more outlays – by about two thirds – to guarantee the hitherto level of their 
drivers’ wages. This is due to the fact that currently travel benefits are paid in full 
without deductions provided for wages. However, if it is necessary to guarantee 
wages on the terms in force in other states and the amount of the so-called tax wedge 
is taken into account, not only will the gross wages increase, but so will the public 
and legal charges paid by employers. In addition, companies will have to bear the 
additional administrative costs with regard to dispatching process, legal services and 
settling wages based on foreign regulations.

Therefore, the increase in costs caused by applying the Dispatching Directive to 
drivers can be dangerous for the entire industry. This results from the significant cost 
charge, debiting the revenue of the industry. In 2017, costs accounted for 99.1% of 
revenue, and transport companies in Poland generated a slight surplus of profit, as 
shown by the low value of the turnover return ratio (in 2017 it amounted to 3.6%). 
At the same time, it is clear from the analysis of the long-term trend that both the 
share of costs and the liquidity of Polish transport companies did not significantly 
improve over the period from 2008 to 2017. In addition, in the years indicated, costs 
and liabilities rose significantly faster than revenues. In the analysed period, the 
average annual increase in costs was 8.5% compared to the average annual increase 
in revenues, which was at the level of 7.6%. The above observations show that 
despite the increase in the costs of services provided, the transport rates offered to 
road hauliers did not increase at a rate which could compensate the increase in costs 
incurred. 

The costs incurred by transport companies depend also on macroeconomic 
factors such as fuel prices, currency exchange rates, road toll rates and interest rates, 
affecting interest on vehicle leasing. Another important fact is that the majority of 
Polish companies’ rolling stock was financed by external sources. As revealed by the 
Polish Leasing Association, over 54.6% of transport companies take advantage of 
leasing as the primary source of financing operational business (ZPL, 2018).

The transport market is characterized by the significant fragmentation and 
dominance of small entities (nearly 95% of transport companies in the European 
Union are micro entities), and thus even in the case of increased costs of carriage 
services, it has an insignificant ability to adjust its transport rates (EC, 2018). The 
reason for this phenomenon may be explained by the event in 2019 when roads’ toll 
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rates increased in Germany on average by 33%, but freight rates increased only by 
14% (Tim Consult, 2019). If a similar trend is kept in the case of the Mobility 
Package being introduced, this could cause significant difficulties with the financial 
liquidity of the Polish road transport industry. 

Another fundamental change to be introduced under the Mobility Package is the 
adjustment of provisions with regard to the access to the market, in particular in the 
field of cabotage carriage, which is the domain of Polish hauliers. The regulations 
being drawn up introduce two highly significant restrictions in this area. The cooling-
off period mechanism is one of them, i.e. the time in which the haulier will not have 
the right to carry out cabotage carriage after the time limit is over, and the other is the 
need for the vehicle to return once every eight weeks to the country in which the 
haulier is established. 

The cabotage operations market is extremely important for the Polish industry. 
The opening of the internal market in 2009 has significantly reduced the so-called 
empty mileage as shown by the analysis of statistical data. Between the years 2009 
and 2017, the volume of such empty mileage dropped by 5.5% (Główny Urząd 
Statystyczny [GUS]. 2018). However, some researchers do not share the view on the 
benefits coming from deregulation. According to Sternberg and Hofmann (2018), 
there is no connection between empty mileage and the deregulation of 2009. The 
scientists conclude in their paper that cabotage operations represent only a relatively 
small share (about 4%) of the whole market. Changes in the access to market will not 
have a negative impact on the entire industry, and could even improve the position 
of domestic enterprises by limiting competition. 

Hendrickx (2013) is also of the opinion that the solution currently functioning in 
the European Union is satisfactory, and a further liberalization of rules for cabotage 
operations will not bring any advantages, further reduction of empty mileages 
included. In line with the theses presented in that paper, the current “3 per 7” model 
is an ideal compromise between competitiveness and limiting the number of empty 
mileage. Sternberg, Germann, and Klaas-Wissing (2013) indicate also that the 
currently functioning solution brings about a disruption of the cabotage operations 
market due to the activity of enterprises from Central and Eastern Europe, which 
through lower labour costs reduce the financial motivation of companies, and 
ordering transport, to reduce the number of empty mileage, and cabotage operations 
even expand the number of trucks remaining unladen while on road.

Additionally, the analysis of data on the growth in the number of enterprises and 
the volume of commodities transport work carried out within cabotage and 
international traffic, shows that the deregulation introduced in 2009 in the European 
Union was the main factor in the Polish transport industry development. The 
introduction of the Mobility Package will negatively affect the business of Polish 
companies which are the main beneficiary of the opening up of the market. As 
indicated by the Polish Road Transport Institute (PITD, 2019), the need to look for 
additional loads to avoid the enforced standstill of the vehicle for four days, may 
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contribute to an increase in spending on fuel and road tolls. The Institute estimates 
that the introduction of the suggested regulations will result in the necessity for 
Polish transport companies to make use of an additional 200,000 tonnes of fuel per 
year. Furthermore, the suggested restrictions will also affect the return of transport 
companies, which will be forced to bear the costs of vehicle downtime, after it has 
used its cabotage limit. 

It also has to be noted that the observance of these provisions requires the use of 
new recording devices, which should be introduced in all vehicles by the time the 
Mobility Package provisions become applicable. These devices have not been 
developed yet and their precise cost is unknown. On the basis of the prices of smart 
tachographs, it is estimated that their cost will be around PLN 0.5 billion. Replacement 
of tachographs with those that would tighten the control of cabotage operations is 
caused primarily by the problem of dishonest actions committed by road hauliers. 
According to Cheu, Poliak, Tomicová, and Gnap (2019), a common practice while 
carrying out cabotage operations is the so-called neutralization of documents, which 
consists in concealing the number of transport operations carried out, thus creating 
the chance to exceed the allowed limits. Currently, the control services have limited 
rights to verify the actual number of shipments transported, when they review it on 
the basis of paper documentation. 

5. The effects of the introduced regulations in the short  
and long term

The analysis carried out indicates that the short-term economic effects of the suggested 
regulations will be:
 • a drop in revenues, following the reduction in the number of cabotage operations, 
 • a disruption of competition on internal markets, 
 • an increase in the volume of empty mileage, 
 • an increase in costs caused by the need to have vehicles’ downtime, 
 • a change in the rules of carriage organization and planning, 
 • an increase in payroll costs, caused by the necessity to ensure provision of drivers 

wages at the level, and on the principles in force in the country where the haulage 
is carried out, 

 • an increase in costs, caused by the necessity to draw up relevant documentation, 
legal services and adjusting settlement systems to regulations in force in other 
states, 

 • a drop in the competitive advantage of hauliers from states with lower labour 
costs (mainly Central and Eastern Europe), 

 • an increase in outlays on the purchase and replacement of recording devices, 
 • an increase in costs caused by the necessity to update computer and service 

systems along with those related to technical staff training.
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The market factors such as demand for transport services and their supply will 
also have an impact on the range of the effects involved by the suggested regulations. 
In the last decade, the share of road transport in commodities carriage in the European 
Union steadily increased and despite slight fluctuations remained significant 
(Nowakowska-Grunta and Strzelczyk, 2019). Future forecasts are also optimistic. 
Rossa (2016) predicts that by 2030, the demand for international transport will 
continue to grow. Its share in the structure of commodities transported will also 
increase from 14.0% to 18.4%. Dorosiewicz and Waśkiewicz (2018) also confirm 
this tendency and in their forecast assume that by 2030 the performance of 
international truck transport will increase and will show an increase by 74%, 
compared to that in 2016, i.e. from 181.4 billion tkm to 320 billion tkm in 2030. 
Menes (2018) in his study also indicates that in the period between 2020 and 2030, 
the demand for road transport in the European Union will be characterized by an 
increase (increase forecast by 336 billion tkm). 

Therefore, based on the presented ex-post data and industry forecasts, two 
development scenarios for the Polish transport industry can be assumed: 
 • An increase in rates caused by a drop in the supply of transport services, as  

a result of growing operational costs of transport companies with a growing 
demand for transport services. In this scenario, most of the existing enterprises 
will keep operating on the market, and the long-term position in the industry will 
depend on their profits. At the same time, the rising transport costs will cause an 
increase in product prices. 

 • Maintaining freight rates at the current level or a position in which after the 
introduction of the Mobility Package freight rates do not achieve a similar 
increase as the costs associated with its implementation in transport enterprises. 
In such a case, in a short period of time many enterprises may turn out to be 
unprofitable, and in the long term they could vanish from the market. Assuming 
the occurrence of this scenario in the long term because of the drop in supply in 
the industry, there would be an adjustment of prices on the market and an increase 
in transport rates with the assumption that the demand for road transport services 
will grow or remain at the current level.
It should also be noted that in both scenarios, an increase in transport prices is 

assumed, which may occur in various economic periods, depending on the market 
response to introduced regulations and the demand for road transport, which in turn 
depends on complex macroeconomic factors such as growth of GDP, investment and 
industrial production. 

As indicated by the report prepared by PWC (2019), in the perspective of two to 
five years from the introduction of the Mobility Package there is a high probability 
of an increase in operating costs, a decrease in revenues and the risk that a large 
number of small enterprises will leave the market. At the same time, large enterprises 
with the necessary financial resources may consolidate. Therefore, the occurrence of 
the first scenario may mean a significant reduction in the number of small transport 
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enterprises. In the long run, the industry may go through a concentration, by creating 
large international groups that will be in a position to create more efficient logistic 
networks with greater bargaining power at EU level. The opinion on the results of 
the suggested changes is also shared by Borkowski and Bąk (2018) who point out 
that these regulations will reduce competition in the industry and may have an 
unequal impact on small and large transport companies, as well as on companies 
from Central and Eastern Europe compared to Western ones.

6. Conclusion

The introduction of the Mobility Package provisions to the extent suggested by the 
legislative bodies of the European Union will have a significant impact on the 
transformation of the European transport market. A study of the development of 
Polish transport companies points out that in the last decade, road hauliers from 
Poland took perfect advantage of the position, instigated by the deregulation of the 
market after 2009, achieving the dominant position. Competitive advantage was 
possible due to lower labour and social security costs, which encouraged companies 
ordering transport to avail themselves of the services of Polish companies. It also 
brought about a reduction in freight rates. This also caused transport companies from 
such states as France, Germany and the Netherlands to experience difficulties in 
competing with their Polish counterparts. 

The decade to come will be much more difficult for Polish road hauliers. The 
introduction of the Mobility Package, apart from the administrative charges, will 
have far-reaching effects related to the reorganization of the entire market. The 
analysis of the presented data shows that even a small growth in the costs of conducted 
operations may lead to the insolvency of many enterprises, which in recent years 
have operated at break-even point, characterized by the high level of debt in 
connection with investments. 

The considerations presented in the paper are clearly theoretical, because the 
exact effects of the regulation can be estimated only a few years after its introduction. 
However, both the presented results and expert studies clearly suggest that the drastic 
market regulation will bring about as its effect an increase in prices on the transport 
market caused by rising costs of enterprises and a reduced supply linked to the 
withdrawal from the industry of some unsustainable entities. The competitive market 
of today may also risk concentration, which would contribute to a growth in freight 
rates. The final effect of the regulation will certainly bring about an increase in the 
prices of final goods, as following the higher transport costs, enterprises will increase 
the prices of their commodities. 

The undoubted transformations of the transport market need to be the subject of 
further discussion of both scholars and industry practitioners, and the assumptions 
provided in this paper may serve as a contribution to further research in this field. 
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