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Uniwersytet Przyrodniczy w Lublinie

Wybrane charakterystyki produktów a sukces rynkowy 

finalnych

Chosen product characteristics and the market success 
of new food products based on final buyers’ opinions

Synopsis -

-
-
-

-

The article is of a research nature and deals with the subject of broadly 
understood ‘new food products’. The purpose of the article is to define ways 
of interpreting the concept of a new food product by final buyers and to under-
stand the opinions of final buyers regarding the features of new food products in 

1 -
tingu; e-mail: sb79@interia.pl; https://orcid.org/0000-0002-0156-0750
2

e-mail: wioletta.wroblewska@up.lublin.pl; https://orcid.org/0000-0002-8454-9118
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the context of potential buyer preferences and interest in new food products with 
different characteristics. Additionally, the article considers the reasons for the low 
rate of market success of new products. The research method used was the sur-
vey method. The research tool was an electronic version of the questionnaire 
(CAWI). The spatial scope of the study covered the entire country. The results of 
the research conducted by the author show that the respondents primarily identi-
fied the concept of a new product with a product having a modified composition. 
Furthermore, respondents mainly sought new products with multiple applications 
that satisfy several needs. The low market success of many new products is 
the result of an unimpressive offering of these products. It can also be observed 
that the respondents’ opinions on the sources of market success of food products 
and their failures correspond with each other.

new food product, innovation, final buyer

M31, O30

-
-

tylko z uzyskiwania przez te podmioty wymiernych wyników finansowych. Innowa-
-

[Gregorczyk 2021].

-

-

autorzy [Tidd i Bessant 2013]. Niekiedy wraz z wykreowanymi nowymi produktami 
-
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-

niestandardowy sposób. 

podstawach, przygotowania planu wprowadzenia nowego produktu na rynek, szcze-

poziom dochodów.

-
-

remerchandisingu, udoskonalania, rozszerzania linii, nowe-
go zastosowania, modyfikowania oraz strategia oryginalnego produktu); (tab. 1). 

-
-
-

tendencja do stosowania proaktywnych sposobów rozwoju nowych wyrobów. Wysokim 
-

-

-
-

-
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downictwa zarówno produktów krajowych, jak i firm zagranicznych [Urban 2002, 

licencji, stosowanie projektów racjonalizatorskich). Poprzez wykorzystanie strategii 
-
-

-

dla nabywców jest równoznaczna z uznaniem zmodyfikowanego wyrobu za nowy pro-

Tabela 1. Strategie rozwoju nowego produktu
Table 1. New product development strategies

Typ strategii Charakterystyka

Strategia podtrzymywania
-

logicznych, kierowane na dotychczasowy rynek, pozorne zmiany ze-

Strategia usprawniania
Nowe produkty usprawnione, w których dokonano niewielkich zmian 

-
wym nabywcom.

Strategia remerchandisingu
 

Strategia udoskonalania
-

Strategia rozszerzania linii
dotychczasowego rynku, jak i nowych segmentów.

Strategia nowego zastosowania
Zmieniona nazwa produktu, modyfikacja dystrybucji, promocji i ceny; 

Strategia modyfikacji
-

Strategia dywersyfikacji

Source: own study based on [Rutkowski 2011].
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-

ich ewentualny sukces rynkowy. 

-
-

-

-
-

-
kowego nowych wyrobów.

-
-

-

przed i po wprowadzeniu zmiennej postratyfikacyjnej przedstawiono na rysunku 1. 

 
 

-
-
-
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-

-

-

-

-
-
-

Figure 1. Structure of respondents in terms of gender

Source: own elaboration.
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-
-

p <0,05).

Przyczyna

Brak reklamy 0,3 0,0 0,1

25,1 27,4 26,2

produktów
0,3 0,0 0,1

37,6 37,2 37,5

20,4 22,6 21,5

16,0 12,8 14,5

0,3 0,0 0,1

Source: own elaboration.

Table 2. The way the respondents understand the term of a new food product

Postrzeganie

Produkt, który zaspokaja nowe potrzeby 29,1 41,2 35,0

Produkt, który zaspokaja znane potrzeby, lecz w inny sposób 34,0 33,3 33,7

Produkt, który posiada zmienione opakowanie 11,6 13,4 12,5

40,7 33 37,0

Produkt o nowym wzornictwie 8,1 13,4 10,7

7,2 8,8 8,0

29,5 24,2 26,9

21,2 16,7 19,0

Inny (jaki?) 0,5 0,3 0,4

Source: own elaboration.
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-
-

-

-

-
teresowanie (tab. 4).

-

nabywców finalnych
Table 4. Chosen characteristics of new food products and the potential interest of final buyers

Charakterystyka 

produktu

Potencjalne zainteresowanie ankietowanych

(odpowiedzi w %)

zainteresowanie (3) zainteresowanie (2)
niewielkie 

zainteresowanie (1)
brak 

zainteresowania (0)

1,6 45,0 10,0 43,4

 
w inny sposób

3,0 27,6 10,6 58,8

kilka potrzeb 0,8 55,3 8,5 35,4

odmiennych grup 
nabywców

2,0 39,8 13,6 44,6

(miejsce, czas, 
50,3 37,8 10,3 1,6

Source: own elaboration.
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-
-
-

-
-

= 0,103).

-
-

-

-

Cecha produktu

30,2 28,5 29,4

17,3 21,5 19,3

27,6 25,7 26,6

7,6 5,0 6,4

Pozytywny wizerunek produktu 14,7 17,0 15,8

Skuteczna reklama 1,3 1,4 1,4

Moda 0,5 0,3 0,4

Inne (nie wiem) 0,8 0,6 0,7

Source: own elaboration.
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-

pozytywnie postrzegane. 

-

Wizerunek

Zdecydowanie pozytywny 21,2 18,2 19,8

Raczej pozytywny 59,7 60,5 60,1

Raczej negatywny 16,5 17,4 16,9

Zdecydowanie negatywny 2,6 3,9 3,2

Source: own elaboration.

Podsumowanie i wnioski

-

-
 

 

-

-
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-

Z analizy przyczyn niskiego odsetka powodzenia rynkowego nowych produktów spo-
-

brak odczuwania przez adresatów oferty konkretnych potrzeb zaspokajanych przez nowe 

Bibliografia

Bzdyra A., Maciorowski A., 2011: Innowacyjne ekstrawagancje, Marketing w Praktyce 8, 62–70.

-
wych i organizacyjnych, Wydawnictwo Wolters Kluwer, Warszawa.

-
http://www.wne.sggw.pl/p/publikacje/pdf/prs_5_2008.pdf  

-

PWN, Warszawa.

Polskie Wydawnictwo Ekonomiczne, Warszawa.

Organizacji 5(916), 17–23.

-
nictwo Ekonomiczne, Warszawa, 175–196.

-
-

nicza SGH w Warszawie, Warszawa, 93–152.
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1 , Viktoriia Hudz2

Ekologistyczne opakowania jako zgodna  

Eco-friendly packaging  
as an environmentally friendly alternative

Synopsis. Popularne opakowania z tworzyw sztucznych oraz innych surowców 

-

-

-

-
sko, powtórne zagospodarowanie, biodegradacja

Popular packaging made of plastic and other raw materials was very 
common back in the 1990s, and today society is aware of its negative impact on 
the planet. Plastic decomposes very slowly and, therefore, can remain in the envi-
ronment for hundreds of years. This type of packaging already generates hazardous 
substances during production – compounds such as carbon, sulphur, and heavy met-
als are formed. The article addresses the issue of harmful packaging and presents 
the negative effects associated with its use. In addition, basic concepts in the field of 
eco-friendly packaging are defined, and a more environmentally friendly solution 

1 -
ska@student.put.poznan.pl
2

put.poznan.pl 
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– eco-friendly packaging – is presented. The report also provides information on 
steps taken by the European Union and other organizations that promote sustainable 
development. The analysis is based on the results of surveys conducted on the envi-
ronmental awareness of consumers. Based on these results, measures have been 
proposed that could encourage customers to take environmental action.

packaging, ecological packaging, environmentalism, environment, 
reuse, biodegradation

Q53

-

-

-

-

-
wania ekologiczne…].  

-

-

-

 

-

-
-
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-

-

-

-

 
-
-

-

stworzenia nowego produktu [Opakowania ekologiczne... 2021].
Ekologiczne opakowanie, tak jak i standardowe, chroni sprzedawany produkt przed 

-
-
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k

-

-

ineareconomy) w model cyrkularny 
(ang. circulareconomy

-

-
dów w kolejnych latach.

single-use plastics 

directive) niektórych produktów z tworzyw sztucznych. Dotyczy ona ograniczenia stoso-

wykonanych z EPSu itp. – Dyrektywa Parlamentu Europejskiego i Rady (UE) 2019/904 

2.

-

-

-
go produktu (ang. Environmental Footprint

Lean, Czystsza Produkcja itp. [Czarnecka-Komorowska i Wiszumirska 2020]. 
-

niu opadów poprzez ponowne wykorzystanie ich jako surowców w procesie produkcyj-
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nowe produkty na podstawie najnowszych know-how w obszarze techniki i technolo-

opakowania aktywne (zwane interaktywnym),
opakowania inteligentne (inteligent packaging

(smart packaging); (rys. 1).

Figure 1. Types of innovativepackaging

Source: [Szymonik i in. 2021].

taka potrzeba, dokonywanie stosownych korekt;

-

2 -

-
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-

-

dwutlenek siarki i alkohol;

podczas transportu i magazynowania.
-

-
-

-
sami w folii plastikowej;

Temperature Indicators), sygnali-

zakresu podczas transportu lub przechowywania;
Time Temperature Indicators

-

-

stanu poza opakowaniem;
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-
-

sensory CO2

sensory O2 2;
-

-
-

-

-

-

 

zakupione.  
Ustawa o gospodarce opakowaniami i odpadami opakowaniowymi z 2013 roku 

-
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-
-

-
-

-
-

-

do niekontrolowanego wycieku substancji toksycznych do gleb i wód podziemnych. 

e-commerce -
-

-

-
-
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-

-
gu – opakowania kompostowalne, biodegradowalne czy z tzw. biologicalresources, czyli 

-
wane przez sklepy na etapie finalizowania koszyka zakupowego. W 2022 roku firma 

 
-

-

2
 

widget -

Figure 2. Widget to help select packaging size
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-

-

-

-

-

 
-
 

-

-

-

-
-
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-

Rysunek 3. Czy segregujesz odpady?
Figure 3. Do you separate your waste?

Source: own elaboration.

-
-

Figure 4. Do you care about the future of the environment?

Source: own elaboration. 

-
-
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-
 

-
-
 

zakupie towarów?
Figure 5. How often do you pay attention to the material of the packaging when buying goods?

Source: own elaboration.

-
mi (rys. 6).

-
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Podsumowanie i wnioski

-
-
-

-

-
 

-

-
-

Figure 6. What types of waste do you throw away most often?

Source: own elaboration.
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-

Bibliografia

-
nomika i Organizacja Logistyki 4(1), 5–15.

 
z tworzyw sztucznych w gospodarce cyrkularnej, Polimery 65, 8–17.

i odpadów opakowaniowych (Dz.U.UE.L.1994.365.10).

Dyrektywa Parlamentu Europejskiego i Rady (UE) 2019/904 z dnia 05.06. 2019 r. w sprawie zm-

155/1 z 12.06.2019).
Dyrektywa Parlamentu Europejskiego i Rady (UE) 94/62/WE z dnia 20.12.1994 r. w sprawie 

 

https://opakowa-
nia24.eu/blog/opakowania-ekologiczne

Warszawa.
Ustawa z dnia 13 czerwca 2013 r. o gospodarce opakowaniami i odpadami opakowaniowymi  

(Dz.U. 2013 poz. 888).

4–5.
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Milena Domasiewicz1 , Aleksandra Anuszkiewicz2

Funkcjonowanie stacji paliw  

Operation of petrol stations  

in the context of changes on the fuel market

Synopsis. 

-

-

In a rapidly changing global economy, a product must continually engage 
in the development cycle. From a probabilistic perspective, the fuel market, and 
consequently the operation of fuel stations, will undergo a series of transforma-
tions to mitigate changes related to the perspective on sustainable development and 
the possibility of acquiring alternative energy sources, as well as their utilization. 
Therefore, it is crucial to address the question of what trends exist in the market and 
how they impact the functioning of fuel stations. The document presents the opin-
ions of leading experts in the fuel market, as well as the service packages of gas sta-

1  

2



M. Domasiewicz, A. Anuszkiewicz

32

tions and the sales portfolio of selected stations, to highlight the changes observed 
in recent years. Additionally, the results of a survey among station employees have 
been presented to determine their opinions regarding changes in the main scope of 
station activities and thus identify emerging trends.

sustainability, petrol stations, fuel market

Kody JEL: Q48, Q41

Zielone technologie w transporcie to jeden z priorytetów rozwoju Unii Europejskiej, 

2 w tym sek-
 

-

-

-
-

-

konsumentów. 
-

-

-
-
 

-
-
 

T. Zawadzkiego pt. „Wykorzystanie innowacji marketingowych w budowaniu przewagi 

-
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-
-

-
wych?

 

paliw w wybranych koncernach?
-

wowym?

-

-

-

-

-
pertów do badania.

Analiza sytuacji na rynku stacji paliw

-

-
-



M. Domasiewicz, A. Anuszkiewicz

34

-

-

w latach 2019–2020.

Figure 1. Fuel sales in Europe

Source: own elaboration based on [Enerdata report 2023].

Figure 2. Change in fuel sales 2020–2050

Source: own elaboration based on [Enerdata report 2023].
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niestandardowe czynniki takie jak pandemia koronawirusa czy agresja Rosji na Ukrai-

specjalny EFL 2020].

Rysunek 3. Zmiana liczby stacji paliw w Europie
Figure 3. Change the number of petrol stations in Europe

Source: own elaboration based on [Raport specjalny EFL 2020].

-

 
w miastach, przy supermarketach i na obwodnicach. 

-
-

-

-
ski 2012].
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-

-

-

Figure 4. Percentage of drivers and passengers using the station services offered

Source: own study.
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-

-
-

projekty.

Wymaga to wprowadzenia zmian w zakresie wytwarzania i wykorzystywania energii 

zmniejszeniu emisji gazów cieplarnianych [Co w Shell... 2023].
-

2 -

-

klimatycznej” [Dz.U. UE L 110/5].

-
-

-

-

2 dla 
-

-
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-

-

-

-
-

-

 

Rysunek 5. Liczba samochodów z silnikiem diesla (mln)
Figure 5. Number of diesel cars (mil)

Source: own elaboration based on [Hecquet i Lebouteiller 2021].
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Rysunek 6. Liczba samochodów z silnikiem benzynowym (mln)
Figure 6. Number of petrol cars (mil)

Source: own elaboration based on [Hecquet i Lebouteiller 2021].

-

-
-
 

-
wowym;
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-

Table 1. Average price of products per customer in PLN

Wyszczególnienie 2019 2020 2021 2022

Kawa 0,44 0,30 0,36 0,51

Fast Food 0,87 0,73 0,86 0,98

Myjnia 0,55 0,54 0,83 0,70

-
-

nia (tab. 2).
-



Tabel 2. Methodology of survey research

Element metodyki Opis

Cel badania
-

cernów.

Metoda badawcza

Technika badawcza

Ankieta papierowa – PAPI
-

-

stacje;

dodatkowych;

-

aspektów.

30 respondentów: 10 – stacja Shell; 10- stacja Orlen; 10 – stacja Circle K

Dobór próby

Celowy.
-

z trzech koncernów (Shell, Polski Koncern Naftowy Orlen, Circle K).

Organizacja badania

Liczba kwestionariuszy odrzuconych – 0.

Charakterystyka respondentów/ 
/organizacji

-
-

cztery lata.

Excel

Analiza korelacji
-

wych

Etyka

-

Source: own elaboration based on [Matejun 2013].
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-
-

-

w innych miejscach.

-

-

niedzieli niehandlowych. 
-

-
-

-

-
-

-

-
-

-
-
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r

-

-

-

-

czyli na poszczególnych stacjach paliwowych.

Tabela 3. Opinie ekspertów na temat transformacji stacji benzynowych
Table 3. Reviews of the transformation of gas stations

Opinia Portal/Ekspert

https://flota.com.pl

wiadomoscihandlowe.pl
Oleksandr Koliakin, dyrektor generalny ds. rynku 

 
w Grupie Shell

https://www.bipol.com.pl/

-
ARC Rynek i Opinia na zlecenie Anwim S.A.

rowerów, skuterów https://moto.rp.pl/

oraz w punkty naprawy samochodów;
https://ibris.pl/wp-content

 
Senior Manager, Energy, Utilities & Environment

Source: own elaboration.
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-
-

-

 
-

Podsumowanie i wnioski

-

-
-

-
-

-

-

-
-

liwe do zrealizowania.

-
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Zachodniopomorski Uniwersytet Technologiczny w Szczecinie

koncepcja i perspektywy badawcze

 
concept and research perspectives

Synopsis. 

 

-

-
-
-

-
-

Lean Management

 
innowacje, potrzeby

Farmers around the world are facing a series of complex and interconnected 
challenges that threaten the profitability and growth of their farms. These challenges 
primarily arise from volatile market prices, increasing costs, climate change, and 
frequent economic shocks. The purpose of this study was to introduce the concept of 
economic resilience in farming and present the needs and selected solutions that can 
assist farmers in building economic resilience. The lack of research on the specific role 
and potential of economic resilience at the farm level in enhancing the resilience of 
the agri-food sector was highlighted. Farmers are primarily seeking ways to achieve 
a work-life balance. On the other hand, experts rated the use of Lean Management 
tools as the most effective solution for strengthening economic resilience.

market shocks, robustness, adaptation, transformation, innovation, needs

Kody JEL: D60, I31,O13
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-

-

-

 

-

-

-

-

wsparcia rolników i praktyki rolnicze.
-
 

ustalonych w ramach AKIS (System Wiedzy i Innowacji w Rolnictwie) w wybranych 
krajach w Europie.

resiliô 

-
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-

Table 1. Resilience in selected research fields

Definicja

Psychologiczna [Masten i in. 1990]

Emocjonalna
 [Tugade i Fredrickson 

2004]

Fizyczna
 

 
[Whitson i in. 2018]

 
[Adger 2000] 

Ekologiczna
 

zestaw procesów

[Holling 1973]

[Magis 2010]

Organizacyjna
 

i prosperowania

[Lee i in. 2013]
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Figure 1. Needs of farmers to build economic resilience of farms

Source: research results conducted as part of the R4D project.
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promowanie dywersyfikacji gospodarczej, 

optymalizacja wykorzystania wsparcia publicznego. 
 

Podsumowanie i perspektywy badawcze

potrzeba lepszego zrozumienia tych relacji. Zrozumienie to jest szczególnie istotne  

 

Figure 2. Key solutions to support economic resilience in expert assessment

Source: research results conducted as part of the R4D project.
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czego poprzez ukierunkowane interwencje na poziomie gospodarstwa. 
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The benefits of the 15-minute city – a logistical approach

The human desire to increase one’s comfort while traveling has become 
one of the guidelines for designing transport networks in cities. Space in cities is 
limited, and city authorities, residents, entrepreneurs, and other users compete for 
it. Contemporary urban development concepts assume the pursuit of sustainable 
development, which is not easy as it often requires reconstructing the existing 
urban structure. The aim of the article is to present the benefits of the concept 
of a 15-minute city in terms of logistics (i.e., transport infrastructure solutions). 
Among the main benefits – from the city’s perspective – from the implementation 
of the model the following can be distinguished: fair planning decisions, reduction 
of traffic, improvement of air quality, increase in car-free space, and stimulation 
of the local economy. The benefits directly noticeable by the residents are also 
important: greater availability of goods and services, reduced dependence on cars, 
better health and well-being, a stronger sense of belonging to the local community, 
and an increase in the value of real estate. Implementing the 15-minute city model 
requires careful planning, investment, and time, but given the benefits listed above, 
it is an investment that will start to pay off almost immediately.

FMC, 15mc, sustainable development, transport, urban area

Synopsis. -
-
-

-
-
-

-

 Iwona Pomianek – Warsaw University of Life Sciences – SGGW, Institute of Economics and Finance,  
Department of Development Policy and Marketing, Division of Regional and European Studies;  
iwona_pomianek@sggw.edu.pl, https://orcid.org/0000-0002-2858-2714 



I. Pomianek

60

R41, R58 

Introduction

People have been traveling for centuries, but even short-distance travel (e.g., between 
villages or cities) took much time, required significant effort, and was both inconvenient 
and dangerous. Before the first car was created, many engineers tried to create a machine 
for transporting people and goods. The first examples were self-propelled vehicles, which 
were designed to enable transportation without the need for horses. In 1769, Nicolas 

by Carl Benz in 1885, with a top speed of 16 km/h [Focus 2020]. Since then, the car 
industry has developed rapidly, and cars have improved in terms of comfort, safety, and 
speed. They have become increasingly desirable and accessible, regardless of the driver’s 
financial situation. Along with the development of the automobile industry, the road 
network has also expanded, both within cities and between cities, regions, and coun-
tries. In cities, cars have changed the dynamics of urban planning, not only leading to 
a dense network of roads [Brown et al. 2009], but also opening the door to the detrimental 
consequences of urban sprawl [Moreno et al. 2021]. Roads, transit, and freeways were 
seen as potential tools for urban renewal, primarily aimed at revitalizing declining central 
business districts, facilitating slum clearance, and directing growth towards desired areas. 
In the mid-90s, many American planners expressed the belief that suburban commercial 
development was primarily a response to the lack of accessibility to downtown, a problem 
that highways would solve [MacDonald 1947]. At that time, the focus was on improving 
road accessibility in different city zones, without anticipating the flood of cars that would 
come to congest cities at the end of the 20th century. The large number of vehicles and 
traffic have a negative impact not only on the environment (e.g., biodiversity, air quality), 
but also on the quality of life (traffic jams, tolls, parking fees, difficulty finding parking 
spaces, wasted time, increasing energy demands); [Gössling 2020].

The COVID-19 pandemic has made accessing public transport in cities more chal-
lenging. Restrictions on passenger numbers, the requirement to maintain distance and 
wear masks, and the fear of infection have discouraged many people from commuting 
to work or universities using public transport [Tylkowska and Klepacki 2022]. Research 

And yet, research from 2018 presented very optimistic forecasts for the increasing use 
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of public transport buses, metropolitan railways, or carpooling in the Tri-City area, one 
of the largest metropolitan areas in Poland [Brancewicz 2018]. According to Statista’s 
Global Consumer Survey, more than half of the users surveyed reported using their car 
for commuting to work (or school/university). While the private vehicle is often indispen-
sable in rural areas, its use is increasingly challenged in cities, where more than half of 
the world’s population now lives. By 2050, this number will increase to two-thirds of the 
world’s population. In the USA, the share of personal cars in the commuting population 

On the contrary, in South Korea, public transport (subways, buses, and trains) is the most 

using their cars [Armstrong 2022].
In the Netherlands, Great Britain, and the United States, the number of cities with 

a carpooling system is constantly growing. This means creating separate lanes for vehi-
cles with more passengers, which allows you to avoid traffic jams. Such a system encour-
ages car sharing and simultaneously enables you to reduce the time and costs required to 
cover the distance [Kauf 2013]. In Poland, carpooling is not very popular. It is more of 
a bottom-up individual initiative supported by employers, as is the case in the Tri-City 
[Carpooling… 2017]. It is less commonly supported by local governments, as in Kraków 
[Kraków… 2013, No to… 2017].

People move to cities because they believe they can achieve better economic and social 
opportunities compared to rural areas. However, impact of urbanization is primarily neg-
ative. The increasing population density, unplanned growth, and demands of urban envi-
ronments create several problems. Almost every city and town suffers from transportation 
issues, including traffic congestion caused by the increased number of vehicles and the 
inefficiency of public transport systems. This, in turn, leads to an increase in road accidents. 
Another adverse effect of urbanization is the degradation of the natural environment, result-
ing in poor air and water quality, pollution, and noise [List of…]. Furthermore, the intensive 
urban development and lack of green spaces, such as forests, parks, trees, or areas for relax-
ation from the fast-paced urban life, contribute to the deterioration of the residents’ health. 
Since the invention of the first car, the human desire for comfortable and fast mobility has 
continued to grow. However, the limited area of cities makes it challenging to accommodate 
the constant increase in the number of cars through wider streets, more parking spaces, or 
expressway construction connecting the city center and outskirts. But what if it were possi-
ble to live without constantly moving around the city?

Material and methods

The article aims to present the benefits of using the 15-minute city model and the 
role of transport infrastructure in implementing this model in selected European cities. 
To achieve this research objective, the method of a literature review was used. The sources 
of information were scientific articles and chapters from scientific monographs available 
in the Google Scholar and Elsevier databases. Articles from internet portals, mainly 
magazines and specialist portals in the field of real estate and urban planning, constituted 
a supplementary source.



I. Pomianek

62

Results

-
cq and de Vries 2000, Salingaros 2006, McNeil 2011, Daneshpour and Shakibamanesh 
2011], but the COVID-19 pandemic undoubtedly had the most significant impact on the 
development of this concept. At that time, city dwellers strongly felt the lack of access 
to infrastructure and amenities that would meet their daily needs, and at the same time, 
they were close to their place of living. Some scientists even emphasize the merits of the 
COVID-19 pandemic in terms of the technological development of cities. As Pinto and 
Akhavan [2022] noted, the COVID-19 catastrophe proved that social resilience and urban 
regeneration must be built starting from a new idea of living in urban spaces. According 
to Bocca [2021], the functioning of the contemporary city has exploded, showing its 
shortcomings and underlining the need to interpret it as a fragmentable and self-suffi-
cient entity in an emergency. Kaczmarek [2022] notes that innovative city technologies, 
which were important in the fight against the pandemic, can also be crucial in ensuring  
a dynamic city future. 

The concept of the 15-minute city was popularized by Carlos Moreno, the Colombian-
French scientist. In 2016, he proposed an innovative approach to complex urban develop-
ment challenges. According to Moreno [2016], the reconciliation of the requirements of 
a sustainable city and ways of living, working, and leisure requires the transformation  
of the still strongly monofunctional urban space from the city center and its various spe-
cializations towards a polycentric city, oriented towards four main components: proxim-
ity, diversity, density, and omnipresence. It is a city where, in less than 15 minutes of 
walking or cycling, a resident has access to satisfy their basic life needs. This opposes 
what urban planners have been creating in cities so far – apartments and houses were 
supposed to be separate zones, away from industry, trade, and entertainment. 15-minute 
cities should guarantee residents’ proximity to six fundamental functions (Fig. 1). 

Moreno and the co-authors of the White Paper [2023] indicate that the vision of 
the 15-minute city aims to improve the quality of life and lead to sustainable development 
in the city. A vital element of this approach is polycentrism. By introducing the concept 

to reach essential services and activities, the 15-minute city represents a paradigm shift 
from traditional urban strategies. It questions how individuals use time and space in rela-
tion to the spatial and temporal organization of the city. To allow residents to reclaim 

Territory” (in urban areas) models provide them with the ability to meet their basic needs 
in hyper-proximity [15 minutes..., Poorthuis and Zook 2023]. Therefore, this approach is 
not a new urban transport plan, but a new urban vision of a polycentric territory.

Pozoukidou and Angelidou [2022] draw attention to the operation of city authorities 
and local government in the proper spatial arrangement of public services and various 

Mieszczak 2022, Gorrini et al. 2023, Lu and Diab 2023, Pawluk De-Toledo 2023, Poor-
thuis and Zook 2023, Rhoads et al. 2023, Willberg et al. 2023] show that improvements to 
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transport networks encourage residents to move within their neighborhoods. It is essential 
to encourage the creation of pedestrian-friendly transport networks within city districts 
based on the concept of the 15-minute city model. Large cities are getting bigger because 
they offer many job opportunities. However, the mass relocation of the population in 
large cities has created huge transport problems. Implementing the 15-minute city model 
requires strengthening transport networks that promote sustainable solutions that can 
support the daily walks of residents [Papas et al. 2023]. The allocation of resources on 
a city-wide scale is a very complex process related to the catchment area for each facility, 
building density and the general spatial and functional order of the territory. The digitiza-
tion of public services plays a significant role in simplifying such a complex procedure by 
providing the necessary online services, favoring equal access to them. On the other hand, 
allocating resources at the neighborhood level can create a locational advantage that will 
ultimately lead to spatial inequalities. Therefore, city-scale urban management is crucial 
in order to ensure city-wide resource allocation without creating spatial disparities.

The primary benefit of having an extensive infrastructure in your housing estate, 
which significantly affects the quality and comfort of the life of residents, is the lack 
of need to move around the city. Residents can take care of the most necessary matters 
locally, saving time and energy. On the contrary to the fears voiced by skeptics, the idea 
of a 15-minute city – or a self-sufficient neighborhood – is not intended to isolate its 
inhabitants from the rest of the city or to create closed enclaves [Conspiracy… 2023, 

Figure 1. Six fundamental proximities of the 15-minute city concept

Source: own elaboration.
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Elledge 2023]. In addition to saving time and energy, creating self-sufficient 15-minute 
city neighborhoods creates opportunities for local businesses to grow, such as grocery 
stores, hairdressers, beauticians, restaurants, cafes, toy stores, and bookstores. Providing 
residents with access to libraries, health care services, nurseries, kindergartens, schools, 

significantly improves the perception of the comfort of living in the area and enhances 
the quality of life. For this reason, people quite often look for a place of residence near 
their place of work so that everyday commuting takes as little time as possible. In the 
intense morning rush hours, a definite advantage of the short distance from home to work 
will be the ability to cover this route on foot, by bike, or by scooter in several minutes. 
Moreover, a 15-minute city is a more sustainable type of urban settlement than urban 
sprawl, as it is less car-dependent, requires less, and, in fact, is cheaper per capita infra-

and with the supportive electric drive, its possible emissivity is negligible. Also, the space 
consumption of a bicycle in motion is low, and when parked, it takes up less than 1m2. 
Assuming a speed of about 15 km/h, it can take 15 minutes to reach points located almost 
four kilometers from the starting point. This is four times further than walking, and the 
available space is up to sixteen times larger. Of course, the condition is the lack of stops, 

There are various benefits to the 15-minute city concept. Table 1 attempts to divide 
them into two groups:

direct benefits to residents;
benefits for the city as a whole, experienced by the inhabitants indirectly.
The concept of the 15-minute city is gaining popularity. The first city where this idea 

was implemented was Paris, France. This happened for a reason – the university where 
the author of the idea works is based in this city. For years, Paris has had an extensive 
public transport network and many green areas. The Mayor of Paris, Anne Hidalgo, who 
has been in charge of the city since 2014, announced that her priority is to make Paris, 
with its more than two million inhabitants, the best living space for its residents. In Paris, 
more than two-thirds of public space is devoted to public transport. The implementation 
of the 15-minute city concept involved numerous public investments in the transporta-
tion and sustainable development sectors to strengthen governance at the district level. 
The city banned the most polluting motor vehicles, turned the busy roads surrounding 
the Seine into a linear park, and expanded the network of public housing in the wealth-
ier neighborhoods. The introduced changes have improved air quality, citizens’ mental 
health, and reduced travel time [Dakouré et al. 2023].

Oxford (UK) is a city where a major change in the organization of car traffic is planned. 
Starting from 2024, drivers in Oxford will be encouraged to travel around the city using 
the ring road or public transport, rather than just driving through it. The city council will 
impose fines on those using city-center roads at certain times by using traffic filters. 
The new policy doesn’t prevent anybody from traveling anywhere, but it does restrict 
when and where someone can use a car. However, some residents do not accept such 
solutions [Cunningham 2023, MacGregor 2023]. 
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In Milan (Italy), the transformation into a 15-minute city started due to the COVID-19 

has the following objectives: redefining the use of streets and public spaces, increasing 
cycling and walking, rediscovering the neighborhood dimension, and experiencing the 
city differently without the fear of creating crowds. This program aims to create a city 
where all residents can meet most of their needs through services located within a short 
distance from their homes. The plan also includes giving back streets to the public by 
permanently reallocating more space for pedestrians and cyclists, as well as prioritizing 
green roofs and permeable pavements. It is worth noting that these strategies and pro-
jects were already examined and implemented in Milan even before the pandemic [Pinto 

Table 1. Major benefits of implementation of 15-minute city model

15-minute city

Benefits to a city Benefits for a resident

The concept 
results in much more equitable planning deci-
sions. Over time, it is likely to make transpor-
tation investments less costly, as pedestrians 
and cyclists are much cheaper to provide an 
infrastructure for.

 The central advantage of this concept 
is enhancing accessibility to living, working, commerce, 
healthcare, education, childcare, and entertainment. This is 
the primary reason why people choose to live in cities.

A decrease in overall traffic. Reduced traffic 
leads to fewer car accidents, less intervention 
by the city guard regarding illegal parking, and 
less long-term damage to road surfaces.

Reduce vehicle dependency. By bringing neighborhoods 
closer, the approach aims to reduce car dependency. This also 
helps promote physical activity, such as walking and cycling

An improvement in air quality. Reduced 
transport leads to lower carbon emissions. 
Additionally, increased green spaces help 
mitigate the urban heat-island effect, lower 
flood risk, and enhance biodiversity.

There are numerous physical 
and mental health benefits of active travel, such as walking 
or cycling, including cleaner air, easy access to healthy food 
options, and quality green space.

An increase in vehicle-free spaces. Reducing 
the intensity of car traffic through the city al-
lows for transforming part of the roadway and 
car parks into bicycle routes or using these ar-
eas for planting trees. One of the solutions used 
in this model is linear parks or pocket parks. 

A stronger sense of community. A 15-minute city strategy 
creates, in close collaboration with local people, more pub-
lic spaces to play, mingle, and socialize. This strategy sup-
ports neighborhood businesses and entrepreneurs, while also 
enabling people to spend more time with their loved ones, 
explore the local area, and engage in activities they enjoy. 
Social participation in the development of neighborhood 
spaces helps residents identify with the area and feel a part of 
the local community.

A 15-minute 
city means more pedestrians on local high 
streets, more local and diverse employment 
opportunities, and more productive use of 
buildings and street space.

A real-estate value increase. Districts and neighborhoods 
that are organized according to the model and equipped with 
all amenities within reach of residents make them more at-
tractive, thus increasing the value of real estate.

Source: own elaboration based on: [Why… 2021, Papas et al. 2023, Verma 2023].
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and Akhavan 2022]. Building locally self-sufficient housing estates has gained strength 
and importance among developers in Poland in recent years. These estates have a rich 
infrastructure and reduce the need for daily travel around the city. Additionally, friendly 
public transport solutions are being developed in many districts, such as the metro or tram 

Conclusions

Moreno points to the need to limit the role of the car in the city. However, the concept 
of a 15-minute city is much more comprehensive, as it contains several recommendations 
on how to use buildings more effectively, the role of greenery, and the principles of hous-
ing policy. Therefore, the idea of a 15-minute city is not about limiting residents’ freedom 
of movement, but about allowing them to choose whether they will satisfy their needs in 
the close vicinity of the house or decide to go by public transport or car to another city 
district. The design and implementation of the 15-minute city concept require a multi-
disciplinary approach involving transport planning, urban planning, and policy-making. 
Applying such a model needs broader commitment than just urban planners or the gov-
ernment. An important role here is to be played by the cooperation of local authorities and 
the society represented by local leaders, non-profit organizations, entrepreneurs, inves-
tors, or business environment entities. Implementing the 15-minute city model requires 
careful planning, investment, and time, but it is an investment that will start to pay off 
almost immediately.

The article has some limitations. It focuses on presenting the benefits of implement-
ing this idealistic concept in selected cities without delving into issues such as potential 
changes in the health and life satisfaction of residents of the 15-minute neighborhood 
or changes in the revenues and expenses of the city budget. While it shows the benefits, 
critical voices relating to this concept were not included.
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Abstract. The paper aims to identify differences and changes in household expendi-
ture on transport by voivodeships in Poland from 2004 to 2021. Using two variables 
– the value and the share of household expenditures on transport – voivodeships with 
the lowest and highest levels of indicators were distinguished, and the coefficient 
of variation between voivodeships was calculated. The results show that the great-
est increase in the value of household expenditure on transport was observed in 

of expenditure on transport decreased significantly in the pandemic year 2020, but 
the share did not drop below the level observed in previous years, probably due to 
the overall decrease in household consumption expenditure. Differences between 

during the analyzed period, as evidenced by the coefficient of variation between 
2004 and 2021, which did not decrease. Grouping voivodeships based on the value 
of household expenditure on transport showed that in some voivodeships, the situ-
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Introduction

Household expenditure on transport includes the purchase of vehicles (new and sec-
ond-hand motor cars, motorcycles, bicycles, and other vehicles), the operation of private 
transport equipment (spare parts and accessories, fuels, maintenance and repairs, hire of 
parking spaces, etc.), and transport services (transport of persons and luggage by train, 
road, air, sea, and inland waterway, etc.) [GUS 2022, p. 209–210].

The analysis of household expenditure on transport is a very important problem for 
many reasons. 

Society today is much more mobile than it was 50 years ago. In the UK, the aver-
age distance traveled has risen from about 10 km per person per day in the 1960s to 
about 50 km per person per day. This reflects the increasing availability and afforda-
bility of transportation, as well as changes in the organization of everyday life [Banis-
ter 2019]. In Poland, there is a high proportion of small cities with populations below 
20,000. In these types of cities, transportation plays a crucial role in commuting 
[Zakrzewska 2019]. It determines participation in the labor market and influences 
the potential for income generation. Public transport plays a particularly significant 
role, providing employment opportunities for marginalized segments of the popula-
tion [Martines et al. 2020].

From the perspective of quality of life, expenditures on transportation can be seen 
as essential, along with expenses on food, clothing, and footwear [Chmielewska and 
Zegar 2018]. A decrease in transportation expenses indicates an improvement in the 
quality of life.

Transport is one of the major components of household expenditure, with con-
siderable inequalities between households, mainly due to their incomes. This is 
because regular use of motorized transport is unaffordable for the poorer segment of 
the population [Olvera et al. 2008]. The share of expenditures on transport is higher 
in high-income groups than in low-income groups [Dudek et al. 2012]. Furthermore, 
different total expenditure levels, which are determined by income, result in different 
mobility patterns [Domènech et al. 2020].
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According to previous research, economic and sociodemographic characteristics are 
important determinants of the probability and level of transportation expenditures [Coruh 
et al. 2021]. With an increase in household income, the value of expenditures on trans-
port increases [Anowar et al. 2018]. Older individuals spend less on transport and more 
on heating because younger people are more mobile [Bardazzi and Pazienza 2018]. The 
research shows that in developing countries, rural people are less mobile than urban peo-
ple, despite the differences in income [Venter 2011].

In Poland, after joining the European Union in 2004, there was an increase in the tech-
nical and road infrastructure, especially in rural areas. As a result, the value of household 

2013]. The research shows that socioeconomic indicators influence the level of spending 
on transport. Higher values of household expenditure on transport are observed among 
persons with higher education, self-employed individuals, and those living in larger cities. 
Moreover, expenditure on transport is determined by consumer needs and infrastructure 
[Piekut and Piekut 2022]. According to the results of the survey conducted on household 
heads aged over 50, the value of expenditure on transport increases with the educational 

Especially in rural areas, where the public transport network is less developed com-
pared to urban areas, transportation services play a smaller role than in cities [Piekut 
and Piekut 2022]. In rural areas, the proportion of expenditure on transportation in total 
household expenditure is higher than in urban areas, primarily due to the lower accessibil-
ity of public collective transport [Utzig 2018]. Additionally, the process of suburbaniza-

The use of public transport is determined by its infrastructure. For example, the south-
ern and southwestern voivodeships in Poland are characterized by the highest number of 
railways per 100 km, and the average number of passenger trips per year was the highest in 
the Pomorskie and Mazowieckie voivodeships (about 20), and the lowest in the Podlaskie, 

Economic crises cause a reduction in household expenditure on tourism and trans-
portation [Eugenio-Martin and Campos-Soria 2013]. The COVID-19 pandemic has also 
affected households’ transportation behaviors. The use of public transport has decreased, 
both due to the increase in remote work and due to restrictions and limitations on pub-
lic transport [Shortall et al. 2022]. Following COVID-19, there has been a decrease in 
demand for commuting transportation due to a combination of ongoing economic crisis 
and changing work habits [Koehl 2020]. The restrictions imposed by the COVID-19 pan-
demic have had a significant impact on passenger transportation behaviors. In 2020, the 

-
ska and Siudek 2021].

The paper aims to identify differences between voivodeships in Poland in household 
expenditure on transport. It is important to find out if convergence in this field occurs or 
if the differences shrink. There are many scientific articles identifying the determinants of 
household expenditure on transport and there are also some papers on infrastructure diver-
sity, but there is not much research from the perspective of household budgets. The new 
value of the paper is also identifying the changes in the value and share of expenditure on 
transport in households in voivodeships in Poland during the COVID-19 pandemic.
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Materials and methods

The paper aims to identify the differences in household expenditure on transport 
between voivodeships in Poland.

The data from Statistics Poland ( ) Local Data Bank was 
used, covering the period from 2004 to 2021. This timeframe is long enough to observe 
changes since Poland’s accession to the European Union, as well as changes occurring 
during the COVID-19 pandemic in 2020 and 2021. The data was presented for both 
Poland as a whole and the voivodeships of Poland (Fig. 1).

Figure 1. Administrative division of Poland

Source: own elaboration.

As a measure of household expenditure on transport, two indicators were used:
the average value of household expenditure on transport per capita (in PLN);
the share of the expenditure on transport in total consumption expenditure of house-

The growth rate of analyzed variables was calculated and voivodeships with the high-
est and the lowest level were distinguished.

To identify if the differences between voivodeships are shrinking, the coefficient of 
variation was calculated [Abdi 2010]:

V

S
C

M  (1)

where: M – mean, S – standard deviation.
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Decreasing the coefficient of variation means that differences between objects are 
decreasing. When the dispersion of the examined phenomenon decreases over time, con-
vergence sigma is occurring [Sobczyk 2007].

Based on the mean and standard deviation of the value of household expenditure on 

class 1 (high): X M + S;
class 2 (upper medium): M X < M + S;
class 3(lower medium): M S X < M;
class 4 (low): X < M S.

where: X is the value of expenditure on transport for the analyzed year.
In the next step, shifts between classes were presented to identify changes in 

voivodeships.

Results and discussion

The value of average monthly per capita expenditure on transport in households in 
Poland (Fig. 2) increased during the analyzed period, with a decrease in 2020, which 
could be attributed to the COVID-19 pandemic. The share of expenditure on transport in 
the total consumption expenditure also dropped in 2020.

Figure 2. The value of average monthly per capita expenditure on transport in households in Poland 

Source: own elaboration based on GUS – Local Data Bank.

The average value of per capita monthly expenditure on transport in households 
in Poland increased – in current prices – from PLN 63 in 2004 to PLN 123 in 2021. 

the value dropped significantly under COVID-19 pandemic restrictions in 2020 (by over 
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The share of expenditures on transport in total consumption expenditures of house-

periods. This could be attributed to the overall decrease in total consumption expenditures 
of households as a result of COVID-19 restrictions, as well as households’ inclination to 
reduce consumption levels during times of economic uncertainty [Utzig 2022].

The value of average monthly per capita household expenditure on transport differed 
between regions (Fig. 3).

Figure 3. The value of average monthly per capita expenditure on transport in households in 
voivodeships of Poland (in PLN)

domowych w województwach w Polsce (w PLN)

Source: own elaboration based on GUS – Local Data Bank.
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In 2004, the highest expenditure on transport was in the Mazowieckie and Pomorskie 

-
shipshad the highest expenditure on transport, while the Zachodniopomorskie, Podkar-

presented in current prices, resulting in growth in all the voivodeships. Between 2004 and 

It is also worth examining whether the differences between voivodeships in Poland 
are increasing or not. There is no evidence that the convergence sigma (the decrease of 
the coefficient of variation in the examined period) between household expenditures on 
transport in voivodeships occurs (Fig. 4).

Figure 4. The coefficient of variation of the value of average monthly per capita expenditure on 
transport in households in Poland (in PLN)

Source: own elaboration based on GUS – Local Data Bank.

The coefficient of variation decreased from 2009 to 2011 and from 2012 to 2014. 
However, it grew from 2014 to 2016, from 2017 to 2019, and from 2020 to 2021.

Voivodeships were grouped according to the level of household expenditure on trans-
port (Fig. 5). In the voivodeships classified as Class 1, the level of expenditure on transport 
was the highest, while in voivodeships classified as Class 4, the level was the lowest.

The result of grouping voivodeships shows that expenditures on transport were the high-

Because of income inequalities between households in voivodeships in Poland, the 
list of voivodeships with the highest values of household expenditure on transport differs 
from the list of voivodeships with the highest share of expenditure on transport in total 
consumption expenditure (Fig. 6).
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In 2004, the voivodeships with the highest share of expenditure on transport in total 
-

skie. The regions with the lowest share of expenditure on transport in total consumption 

In 2021, the greatest share of expenditure on transport was observed in Lubelskie, Pomor-

and Lubuskie.
From 2004 to 2021, the share of average households’ expenditure on transport 

-

Conclusions

Between 2004 and 2021, the value of household expenditure on transport in cur-
rent prices increased in all the voivodeships in Poland, but the greatest growth was 

skyrocketed from one of the lowest levels to the highest among all the voivodeships. 
The growth of expenditure on transport was the lowest in Zachodniopomorskie, and 
that region was characterized by the lowest level of expenditure on transport in 2021. 
Differences between voivodeships, measured by the coefficient of variation, did not 
decrease. This means that expenditures on transport are determined by factors that are 
relatively stable over time.

Figure 5. The result of grouping voivodeships in Poland by the value of average monthly per capita 
expenditure on transport in households (in PLN)

-

Source: own elaboration based on GUS – Local Data Bank.
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Looking at the share of expenditure on transport, it can be stated that the share 
increased in some voivodeships and decreased in others. However, the share did not 
change significantly in the analyzed period.

Grouping of the voivodeships made it possible to identify shifts in the value of 
expenditure on transport in households. The value of expenditure on transport relatively 

Figure 6. The share of average monthly per capita expenditure on transport in total consumption 
expenditure in households in voivodeships of Poland (in PLN)

-
datkach konsumpcyjnych w gospodarstwach domowych w województwach w Polsce (w PLN)

Source: own elaboration based on GUS – Local Data Bank.
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As a subject of further research, it will be interesting to identify the determinants 
of value and the share of expenditures on transportation. This research should take into 
consideration household characteristics and transport infrastructure in each voivodeship. 
It is particularly important to explore whether the differences between voivodeships are 
due to lower travel needs (such as aging populations, remote working, or household pref-
erences) or to limitations (such as lack of infrastructure, convenient and affordable public 
transport, or insufficient household income). Differences between voivodeships caused 
by limitations should be reduced by improving infrastructure, public transport, and by 
implementing poverty alleviation measures. On the other hand, differences caused by 
lower needs are a reflection of changing times and do not require any special actions.
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The purpose of the article was to identify the risks that threaten the opera-
tion of farms and determine the types of insurance that minimize them. The publica-
tion analyzes the situation in the agricultural insurance market in Poland from 2010 
to 2021, considering the number of compulsory and voluntary agricultural insurance 
policies, written premiums, the number and amount of indemnities and benefits paid, 
and the agricultural potential of Poland (number of farms and agricultural land area). 
Additionally, a questionnaire survey was conducted among farmers who operate 
farms in the Warmian-Masurian Voivodeship and the Mazovian Voivodeship. The 
surveyed farmers most commonly use mandatory insurance for agricultural buildings 
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and voluntary comprehensive insurance for farm property. According to the respon-
dents, the risks that threaten their business operations are spring frost and the negative 
effects of overwintering, with drought and hail being the most common risks.

compulsory and voluntary agricultural insurance, risk, agricultural 
activity

 D11, G22, G41, Q12

minimalizowania tego ryzyka. 

-

organizacyjne (planowanie, kontrolowanie, organizowanie produkcji rolniczej, zmia-

-
ciu kategoriach: ryzyko rynkowe, ryzyko produkcji, ryzyko finansowe, ryzyko instytu-
cjonalne oraz ryzyko personalne [Ullah in. 2016, Komarek in. 2020].

-

-

-
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-

-

 

Table 1. Characteristics of people taking part in the survey

Kryteria W-M* (%) M** (%) Razem

Kobieta 38,6
61,4

41,3
58,7

39,9
60,1

Wiek

18–25
26–40
41–60

15,8
52,6
24,6
7,0

22,1
40,4
32,7
4,8

18,8
46,8
28,4
6,0

Podstawowe
Zawodowe

Zawodowe rolnicze

0,9
2,6
8,8

24,6
18,4
21,0
23,7

3,8
4,8
13,5
14,4
26,9
13,5
23,1

2,3
3,7
11,0
19,7
22,5
17,4
23,4

Rodzaj prowadzonej 
20,2
16,7
63,1

29,8
7,7
62,5

24,8
12,4
62,8

Powierzchnia gospodarstwa 
rolnego

5–15 ha
16–30 ha
31–50 ha

1,8
1,5

17,5
22,8
47,4

9,6
29,8
29,8
19,3
11,5

5,5
19,7
23,4
21,1
30,3

** M – województwo mazowieckie.

Source: study based on own research.
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-

-

-

-
-mazurskim i mazowieckim w 2020 roku

Table 2. Area of   agricultural land and number of individual farms in the Warmian-Masurian and Mazovian 
Voivodeships in 2020

Wyszczególnienie
Woj. mazowieckie

(w tys.) (w tys.)

1073 ha 1985 ha

Gospodarstwa indywidualne 954 1936

Source: own study based on: [GUS 2022].

Znaczenie rolnictwa

-

 

chlewnej, owiec, koni i drobiu. 

 
i warunki hydrologiczne. 

-
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Figure 1. Total number of farms in Poland 2010–2020

Source: own study based on: [GUS 2022].

 
 

Figure 2. Total area of agricultural land in Poland in thousands of hectares

Source: own study based on: [GUS 2022].
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-

 
z ubezpieczonego na ubezpieczyciela.

 

-
-

-

-

 [Dz.U. 2003 Nr 124 poz. 
1152, art. 4]:

-
wa rolnego, zwane ubezpieczeniem OC rolników,

 

 
-

-

 

 

-

-
ków spowodowanych przede wszystkim powodziami. 
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Table 3. Mandatory agricultural insurance in Poland

Wyszczególnienie
Ubezp. OC rolnika Ubezp. budynków rolniczych

2010 2015 2020 2021 2010 2015 2020 2021

Liczba polis (w tys.) 1421 1500 1521 1519 1612 2147 1715 1699

50,8 62,0 72,8 71,1 388,8 491,1 495,9 478,3

4 7 9 6 90 40 31 41

-
ne brutto (w mln PLN)

25,2 39,6 37,0 42,4 511,5 154,5 146,8 220,3

Source: own study based on: [GUS 2022].

-
 

w gospodarstwie, maszyn rolniczych, pasiek, hodowli i chowu stawowego ryb, drobiu,  

Figure 3. Types of voluntary insurance in agriculture
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-

z ubezpieczeniem upraw ubezpieczyciele wystawili w 2015 roku – 212 tys. sztuk (tab. 4). 

22 tys. w 2020 roku wynika przede wszystkim z susz.
 

 
-

widoczne w 2020 roku.

Tabela 4. Dobrowolne ubezpieczenia rolne w Polsce
Table 4. Voluntary agricultural insurance in Poland

Wyszczególnienie

-
lanych

2010 2015 2020 2021 2010 2015 2020 2021

Liczba polis (w tys.) 47 212 60 89 18 12 12 10

98,1 178,7 370,4 497,0 15,1 7,8 4,7 10,2

8 7 22 20 6 4 0,3 0,3

50,0 72,2 236,4 185,7 15,1 7,3 1,4 4,9

Source: own study based on: [GUS 2022].

-

-

-

-

-
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-

-
 

-

-
ctwie” ? (struktura odpowiedzi)

-
re” with? (response structure)

-
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Figure 5. Types of agricultural insurance held by respondents (response structure)

Source: study based on own research.

 
(odsetek respondentów)
Figure 6. Types of compulsory agricultural insurance held by respondents (percentage of respon-
dents)

Source: study based on own research (multiple choice question).
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-

-

-

-

-
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-
-
-

-
stwa rolnego. 

przyrodnicze i pozaprzyrodnicze. 

ryzyka katastroficzne (sezon zimowy) – ujemne skutki przezimowania i przymroz-
ków wiosennych,

Figure 8. Importance of risks threatening farms according to respondents

Source: study based on own research.
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-

ziemi i lawiny).

gospodarstwom prowadzonym przez respondentów (rys. 8). Badani w skali od 1 do 5 

-
-

Source: study based on own research.
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-

-

skutki przezimowania oraz okresowo grad [Kozak i Weremczuk 2019].
 

-

Podsumowanie i wnioski

-

-

-

-

-

ubezpieczenie budynków rolniczych, a dobrowolnym ubezpieczeniem rolnym oka-

-

oraz deszcz nawalny.

roli ubezpieczycieli w ograniczaniu skutków ryzyka w sektorze rolnym. Dobrze 
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The importance of corporate social responsibility  
 

a sustainable development perspective

Synopsis. 

na terenie UE. Na podstawie danych statystycznych dokonano charakterystyki 

-

-

-
Ecological Corporate Social Responsibility – 

-

-
ryzacyjna

The purpose of the study was to identify the environmental and social 
benefits of industry organizations’ corporate social responsibility (CSR) efforts 
in the automotive industry within the European Union. Based on statistical data, 
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the production and sales of automotive vehicles for 2019–2022 were characterized. 
In addition, current trends and challenges in the automotive industry were pre-
sented. The role of industry organizations and the scope of their activities regarding 
the concept of corporate social responsibility (CSR) in the automotive industry 
were analyzed. It mainly focuses on reducing the environmental impact of com-
panies’ activities, which refers to the idea of Ecological Corporate Social Respon-
sibility (ECSR). Automobile and automotive parts manufacturers are taking steps 
toward realizing the climate concept established by the European Commission, 
whose primary goal is zero-emission and safe mobility by 2035. This primarily 
involves increasing the share of electric cars and developing alternative propulsion 
technologies.

sustainable development, corporate social responsibility (CSR), envi-
ronmental corporate social responsibility (ECSR), automotive industry

M14, L14, O14, R11 

-
zem jest liderem transformacji technologicznej. Zapewnia zatrudnienie 12,7 milionom 

-
-

-

(Original Equipment Manufacturer -
-

-
-
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-
-

-

-

-

-
-

-

-

-
-

-

-

sustainable development

pierwszy zdefiniowane w 1987 roku w raporcie „Our Common Future”, opracowanym 

-
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-

aktach prawnych oraz w rozmaitych dokumentach strategicznych o charakterze regional-

-
wicz 2016, s. 302–303]: 

-

kryzys ekologiczny, niepewna sytuacja geopolityczna, trudno przewidywalne skutki 
-

-

-

-
-
-

-
-
-

-
-

przez otoczenie, wzrost zainteresowania ze strony kontrahentów czy kandydatów do 

-

-
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-

-

-

-
-

stakeholders

-

-

-

-

-

-
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-

-

-

-
-

w ten sposób polega przede wszystkim na wspieraniu celów dobroczynnych. 
-
-

-
-

-

Ecological 

Corporate Social Responsibility – ECSR). Koncepcja ta jest wielowymiarowa, dlatego 

-

-
-

-

-

-
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2016, s. 36]:

naprawa.

Figure 1. Production volume of automotive vehicles in the world (in millions of units)

Source: own study based on OICA statistical data [2022].

-

-
-
 

w poszczególnych krajach.
-
-
-
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-
-

w 2022 roku
Figure 2. Percentage of automotive vehicle production produced in Asia in 2022

Source: own study based on OICA statistical data [2022].

-
ryce w 2022 roku
Figure 3. Percentage of American-made automotive vehicle production in 2022

Source: own study based on OICA statistical data [2022].
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-
zacyjnych wyprodukowanych w Europie.

-
pie w 2022 roku
Figure 4. Percentage of automotive vehicle production produced in Europe in 2022

Source: own study based on OICA statistical data [2022].

wyprodukowano 483 840 mln sztuk pojazdów w tym: samochodów osobowych, pojaz-
dów dostawczych oraz autobusów).

-
-

-

-
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-

przedstawione na rysunku 5.

Figure 5. Production and sales of automotive vehicles worldwide in millions of units

Source: own study based on OICA statistical data [2022].

-
dów motoryzacyjnych w 2022 roku w porównaniu do 2019 roku (przed kryzysem) 
o 7 104 004 sztuk wyprodukowanych pojazdów oraz 9 615 664 sztuk sprzedanych 

-
-

kilka lat [Siwek 2023, s. 7]. 

-

-

-
wagi konkurencyjnej na nowych rynkach. Pionierami w zdobywaniu nowych rynków 
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-
-

-

-

-
-

-

-

na 2023 rok [Siwek 2023].

-

skutek wybuchu wojny na Ukrainie w 2022 roku. Prognozy na 2023 rok oraz kolejne lata 
-
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-
-

-

-
-

-

Figure 6. Projected trends in the automotive industry for 2023

Source: own elaboration based on: [Siwek 2023, p. 12–15].  
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-

-
wiednia likwidacji pojazdu skutkuje kolejnym zanieczyszczeniem gleby i wód. Dlate-

-

UK w milionach
Figure 7. Number of motor vehicles in use in the EU, EFTA States and UK in millions

Source: own elaboration based on ACEA [2023].

-

-
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Table 1. Environmental impacts of automotive companies

  6. Zanieczyszczenie oraz degradacja wód powierzchniowych i podziemnych 

Source: [Balicka 2018, p. 13].

Ecological Corporate Social Responsibility), 
-
-

-
-
-

-
-
-

4. rozwojem i innowacjami, 
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Table 2. Selected industry organizations in the automotive sector

Nazwa organizacji Rok powstania

1901 Niemcy

Samochodowych (OICA),
1919 Globalny

1982 Globalny

Europejskie Stowarzyszenie Producentów Samochodowych (ACEA) 1991 Europa

1995 Polska

1999 Globalny

2013 Europa

Source: own study based on data from the websites of selected organizations. 

-

The European Automotive Working Group 

on Supply Chain Sustainability

-

s. 11–19, Sosnowski 2018, s. 126]:  

-
cuchach dostaw,

-

obszary problemowe (rys. 8). 

[Sosnowski 2018, s. 125]:  

2. Redukcja emisji gazów cieplarnianych,

5. Szkolenie pracowników.  
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-

-

-

Table 3. Selected documents for EAWG member companies

Volvo Volvo Car Group Code of Conduct for Business Partners

Daimler AG Business Partner Standards, Responsible Sourcing Standards, 

BMW
BMW Group Supplier Code of Conduct, Policy Statement on respect for Human 
Rights and Environmental Standards, PSC Target programme

Toyota
Sustainable Purchasing Guidelines, TME Code of Conduct, Toyota Environmental 
Challenge 2050

Volkswagen
Responsible Supply Chain System, Sustainability rating, Code of Conduct  
for Business Partners

Honda Honda Supplier Sustainability Guidelines, Honda Code of Conduct

-
dowych.

Source: own study based on information on car manufacturers’ websites. 

Figure 8. EAWG’s sustainability efforts

Source: own elaboration based on: [Sosnowski 2018, p. 126].
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-

-
-

1. redukcja emisji CO2,
2. elektryfikacja rynku motoryzacji,
3. recykling i odpowiedzialna gospodarka surowcami, 

-

-

samochodów elektrycznych.

-

Figure 9. Correlation between national income level and sales of alternatively powered vehicles

Source: ACEA [2020]. 
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-
-

[OICA 2023]:

2, 

ich dostarczania,
-

cia paliwa i emisji CO2
-

rów na drogach, 

2

2.
-

-
-

-
-

Global Warming Potential

cieplarnianych w tonach odpowiednika CO2, zagospodarowane odpady/wytworzone 

-

2/przychody) 

Podsumowanie i wnioski

-
dzynarodowe Stowarzyszenie Producentów Samochodów, Stowarzyszenie Producentów 

-
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-

-
-

-
-

-

-

-

w procesie produkcji;
-

2011, s. 54]:

 
i zaufaniu. 

-

na temat CSR.
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