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Abstract

The aim of the article was to determine the scale of the impact of the financial barrier in public
collective transport (hereinafter: PCT) in selected local government units and to compare selected
voivodeship cities — metropolitan centers in terms of the mobility policy applied in the financial
aspect.

The study aims to identify differences in transport accessibility based on the relationship
between ticket prices and residents’ incomes and to examine the potential effects of eliminating fees
for public transport use on reducing social inequalities.

Moreover, the aim was to benchmark selected voivodeship cities — metropolitan centres, in terms
of the applied tariff policy within the framework of public transport (hereinafter: PCT) in comparison
with the disposable income of the population.

The research problem was the affordability of public collective transport in selected LGUs.
9 out of 10 largest Polish cities in terms of population. So far, none of them has implemented
unconditional free public transport. Therefore, there is a financial barrier, which in the case of the
lowest-earning residents, makes it difficult to meet current life needs.

The analysis was carried out in mid-2024 based on data from the turn of 2023/2024 and
selected, from 2022, mostly from public statistics, including the Central Statistical Office (Polish:
GUS). Polish and foreign literature and industry press were used. The own study was based on
information from LGUs and their communication companies. Finally, the analyzed cities were
categorized in terms of the adopted criteria.

It can be stated that the lack of fees for using PCT will translate into a reduction in social
inequalities in a given LGU. The scale of this change cannot be determined ex-ante, and therefore
the effectiveness of such a policy cannot be estimated. As part of the benchmarking, the studied
group can be divided into three categories in terms of financial accessibility: highly accessible
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(Gdansk, Krakéw, Poznan), with average financial accessibility (Lublin, Szczecin and Wroctaw)
and with low financial accessibility (Biatystok, Bydgoszcz and £6dz).

Keywords: mobility, city, exclusion, ticket, cost.

Nieréwnosci spoleczne a finansowa dostepnos¢ transportu publicznego
w wybranych stolicach polskich wojewédztw

Abstrakt

Celem artykutu byto okreslenie skali wptywu bariery finansowej w publicznym transporcie
zbiorowym (dalej: PCT) na wybrane jednostki samorzadu terytorialnego oraz poréwnanie wybra-
nych miast wojewddzkich — o$rodkéw metropolitalnych pod wzgledem stosowanej polityki mobil-
nos$ci w aspekcie finansowym.

Celem badania byta identyfikacja roznic w dostgpnosci transportu na podstawie relacji cen
biletow do dochodéw mieszkancow oraz zbadanie potencjalnych skutkéw zniesienia optat za korzy-
stanie z transportu publicznego na zmniejszenie nierownosci spotecznych.

Ponadto celem byt benchmarking wybranych miast wojewddzkich — osrodkéw metropolital-
nych, pod wzgledem stosowanej polityki taryfowej w ramach publicznego transportu zbiorowego
(dalej: PCT) w zestawieniu z dochodami rozporzadzalnymi ludnosci.

Problemem badawczym bylta dostgpnos¢ finansowa publicznego transportu zbiorowego w wy-
branych JST. 9 z 10 najwigkszych polskich miast pod wzgledem liczby ludnos$ci. Do tej pory zaden
z nich nie wdrozyl bezwarunkowego bezplatnego transportu publicznego. Istnieje zatem bariera fi-
nansowa, ktora w przypadku najgorzej zarabiajacych mieszkancow utrudnia zaspokojenie biezacych
potrzeb zyciowych.

Analiz¢ przeprowadzono w potowie 2024 r. na podstawie danych z przetomu 2023/2024 r.
i wybranych, z 2022 r., wykorzystujac gtéwnie statystyki publiczne, w tym GUS. Przeprowadzono
przeglad literatury polskiej i zagranicznej oraz prasy branzowej. W badaniu wtasnym wykorzystano
informacje pochodzace od JST i ich firm telekomunikacyjnych. Na koniec dokonano kategoryzacji
analizowanych miast ze wzgledu na przyjete kryteria.

Ostatecznie stwierdzono, ze brak optat za korzystanie z PCT przelozy si¢ na zmniejszenie nie-
réwnosci spotecznych w danej JST. Skali tej zmiany nie mozna okresli¢ ex ante, a co za tym idzie,
nie mozna oszacowac efektywnosci takiej polityki. W ramach benchmarkingu badang grupe podzie-
lono na trzy kategorie pod wzgledem dostgpnosci finansowej: wysoko dostepna (Gdansk, Krakow,
Poznan), o $redniej dostgpnosci finansowej (Lublin, Szczecin i Wroctaw) oraz o niskiej dostgpnosci
finansowej (Biatystok, Bydgoszcz i £odz).

Stowa kluczowe: mobilno$¢, miasto, wykluczenie, bilet, koszt.

JEL: H71, H72, H75, H76, 198, 018, R4S.

INTRODUCTION

In the EU transport policy, we can find specific expectations regarding
public transport. These include the construction of sustainable, intelligent
and resilient urban mobility systems based on an active public sector and its
capabilities to meet needs in this matter (Mercik, 2023, p. 710). This leads
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to a basic conclusion: this transport should (theoretically) be available to all
residents of a given area.

The research problem will be the affordability of public collective transport
(hereinafter PCT) in selected LGUs. 9 out of 10 largest Polish cities in terms of
population were used for further analysis. So far, none of them has implemented
unconditional free public transport. Therefore, there is a financial barrier, which
in the case of the lowest-earning residents, makes it difficult to meet current life
needs. This was considered a significant research problem and relatively little
analysed in Polish-language literature, within the framework of domestic economic
conditions. It was assumed that the social severity of the financial barrier is the
greater the higher the ticket fee paid by a potential user of individual transport is
in relation to their income.

The aims of the article are to identify differences in transport accessibility
based on the relationship between ticket prices and residents’ incomes and
benchmark selected provincial cities — metropolitan centres with a population of
300-800 thousand in terms of the affordability of public transport. Biatystok (292
thousand people) and Krakoéw (806 thousand people) were included in the range,
obtaining nine entities subject to further study. Finally, the analysed cities were
categorized in terms of the adopted criteria.

The analysis was carried out in mid-2024 based on data from the turn of
2023/2024 and selected, from 2022, mostly from public statistics, including the
Central Statistical Office (Polish: GUS). Polish and foreign literature and industry
press were used. The own study was based on information from LGUs and their
communication companies.

URBAN PUBLIC TRANSPORT AND SOCIAL INEQUALITIES — DEFINITIONS

Inequalities are associated with the poorer economic geographic areas of
the world, countries known as developing. However, the problem affects every
part of the globe, differing only in its spatial scale (Hatzenbuehler et al., 2024).
An example is the eastern provinces of Poland, classified in the European
nomenclature as less developed regions (Dz.U. UE 2019/C 162/03). People are
moving to the largest cities and their metropolitan areas, which is confirmed
by subsequent censuses and studies of population migration (GUS, https). This
leads to the conclusion that these areas are subject to special challenges related
to inequalities that have their basis in the current and past financial situation of
these people.

When looking for synonyms for “inequality”, terms such as asymmetric,
disproportionate, uneven, non-uniform, irregular, etc. come to mind. When
inequality concerns society, it is defined by access to specific, expected goods,
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uneven levels of need satisfaction, measured, for example, by individual life
satisfaction and/or consumption (Katamucka, 2023, pp. 118-122). It should
therefore be stated that inequalities concern diverse aspects of life (Pliszka, 2005,
pp. 451-454). The implications are transferred to opportunities (or lack thereof)
in terms of work, education, access to health care or, more broadly, the living
conditions of individuals and social groups; they are associated with being born
in a specific place (Suter, 2000, pp. 6589—6594). The basis for inequality may be
a lack of understanding of the needs of people who experience certain aspects
of urban mobility differently than people with various types of disabilities (e.g.
physical, intellectual, cognitive, sensory) (Mwaka et al., 2024). Social inequalities
affect many areas of human life, but they are most often associated with income
differentiation. Social inequalities are noticeable in every area of life and have an
impact on the material and non-material existence of a person (Krot, Lewicka,
2016, pp. 233-244; Velho et al., 2016, pp. 24-35). Exclusion related to poverty
can be activated and maintained, among others, by the lack or deficiency of
mobility in physical space (Kenyon, 2006, pp. 1-120). At the same time, these
inequalities have an impact on human mobility; financial access to public transport
is a limitation. There is a feedback loop here: well-managed human and social
mobility can contribute to reducing inequalities (Hackl, 2018, pp. 150-162).

The Polish legislator defined public collective transport as “generally available
regular passenger transport performed at specified intervals and on a specified
communication line, communication lines or communication network” (Art. 4
ustawy z dnia 16 grudnia 2010 r. o publicznym transporcie zbiorowym, Dz.U.
2023 poz. 2778). In addition, the same article of the Act includes a definition of
public transport. These are universally available services in the scope of public
collective transport performed by a public collective transport operator for the
purpose of current and uninterrupted satisfaction of the transport needs of a given
community in a given area, which in this case is the borders of a LGU (Dz.U.
2023 poz. 2778). The implementation of this goal is limited by the financial
considerations of a given commune and (in the case of payment) the disposable
income of the population.

Another concept that combines the two above is the “affordability” of public
transport. It is understood as the conscious possibility of incurring expenses related
to urban mobility using public transport. The financial costs of travel are assessed
— their impact on the budgets of individuals and households (Carruthers, Dick,
Saurkar, 2005, pp. 1-2). The affordability of public transport can be measured by
the nature of travel and its structure: whether a given person travels exclusively
out of duty (work, school, medical care) or for pleasure (e.g. to the cinema, theatre,
sporting event). The affordability of transport is higher the lower the percentage of
travel costs in total expenses. Each city applies a different pricing policy, which is
an interesting material for comparison.
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AFFORDABILITY OF PUBLIC TRANSPORT IN SELECTED POLISH CITIES

The affordability of public transport services is one of many problems within
the macro-problem of social inequality. As mentioned in the introduction, each of
the cities studied applies a ticket fee. In this case, the affordability of transport will
be compared to the financial capabilities of society. A single-ride ticket (or — in
the absence of such an option — its time equivalent in the form of a 45/60-minute
ticket) costin 2024 from PLN 3.80 (Bydgoszcz) to PLN 6 (in Krakow and Poznan),
which in a “round trip” gives amounts from PLN 7.60 to PLN 12. Theoretically,
these are not significant — in relation to the disposable budget of households in
Poland — amounts, but they can be a barrier for people with the lowest incomes.
For example, from January 1, 2025, the income criteria for social assistance will
increase to a maximum of: PLN 1,010 (currently — PLN 786) for a person running
a household alone and PLN 823 (currently — PLN 600) for a person in a family
(Dz.U. 2024 poz. 1044). Referring this to the average number of working days
per month treated as activity (in 2024: 21 days/month) it should be stated that the
monthly cost of PCT in the cities studied would range (for PLN 3.80 and PLN
6 per ticket; taking into account one return trip): from PLN 159.6 to PLN 252,
which would constitute 20%—32% of the budget of a single-person household and
26%—42% per person in a multi-person household. In the case of a single-person
household, on the lowest statutory salary, which from mid-2024 amounts to PLN
3,262 net (full-time job), this gives a share of disposable income from 5% to 7.7%.
Mobility within the LGU may therefore be limited by the affordability of PCT.

In the case of people who use public transport regularly and treat it as their
so-called “first choice”, a more adequate comparison will be the cost of monthly
tickets, which is presented in the table below (Table 1). The cost of purchasing
a ticket was compared to the average monthly gross salary. It should therefore be
remembered that the availability of a monthly ticket measured by its price will be
lower, because citizens have a net salary.

Table 1. Summary: monthly ticket prices, average monthly gross salary
and the relation between the price of a monthly ticket within the PCT
to the above-mentioned salary in selected Polish cities in 2024

Price of a monthly ticket, Averace aross monthl The relationship between
. without discounts, for all VErage gross MOy | e price of a monthly ticket
City .. . salary (in PLN;
day lines in PCT) in PLN at the end of 2023) and the average monthly
(as 0f 01/07/2024) gross salary
1 2 3 4
Bialystok 130.00 7089.31 1.83%
Bydgoszcz 108.00 7478.19 1.44%
Gdansk 117.00 8915.97 1.31%
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1 2 3 4
Krakow 90.00 9223.73 0.98%
Lublin 128.00 7443.57 1.72%
Lodz 168.00 7548.10 2.23%
Poznan 149.00 8303.38 1.79%
Szczecin 140.00 7933.31 1.76%
Wroctaw 110.00 8334.84 1.32%

Source: own study based on public transport websites in the surveyed cities, as well as data from (the
Central Statistical Office, https).

Krakow is the leader of the list, with a burden of less than 1% in relation
to the average gross monthly salary. Moreover — comparing the retail price of
a monthly ticket for an individual customer to the social benefit threshold under
the income criterion in the scope of social assistance for a single-person household
— the purchase cost constitutes 11.5% of the amount of the income threshold of
social assistance and is also the lowest in the above list. At the opposite end of
the spectrum is £.6dz with a price of PLN 168 for a monthly personal ticket. Its
purchase is an expense of around 2.23% of the average monthly salary according
to the Central Statistical Office for a given LGU; comparing the cost of purchasing
a ticket to the income criterion in the scope of social assistance for a single-person
household gives 21.4%. Such a high share, with limited disposable income, may
therefore clearly affect the ability to use PCT.

Based on data from the Central Statistical Office, it is worth tracking the number
of households that benefited from community social assistance benefits in a given
year. The Central Statistical Office included such a household in the statistics only
once, without taking into account the number of benefits and the number of people
in a given household (and therefore the actual number of beneficiaries). The data
was compared with the number of households according to the National Census of
2021. According to the legislator, “a household using community social assistance is
one that has received financial assistance, in kind or in the form of services through
a social welfare center” (Dz.U. 2016 poz. 930). The condition for granting assistance
is the occurrence of one of the problems listed in Article 7 of the above Act. In the
case of cash benefits, the basic condition for their granting is the income criterion,
which was mentioned in the earlier part of the article.

The above table shows the scale of the problem of access to PCT. The
above percentage of households may have limited possibilities, e.g. in terms of
performing work and adapting qualifications to the spatial needs in a given LGU.
Paying for public transport contributes to a decrease in the efficiency of using
human capital in a given LGU, negatively affecting the labor market.
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Table 2. Share of households covered by social assistance (according to income criterion;
2022) in all households in LGUs (NSP2021)

Number of households Share of households covered
. . Number . .
covered by social assistance of households by social assistance based on
City support based on income income criterion in the total
o . based on the 2021 . .
criteria (according to data . number of households in a given
National Census
for 2022) commune

Biatystok 4,551 111,569 4.1%
Bydgoszcz 3,833 129,662 3.0%
Gdansk 4,874 193,377 2.5%
Krakow 8,934 320,708 2.8%
Lublin 4,619 127,631 3.6%
Lodz 10,977 289,269 3.8%
Poznan 11,471 220,993 5.2%
Szczecin 5,028 155,886 3.2%
Wroctaw 5,398 280,635 1.9%

Source: own study based on: (Central Statistical Office, Local Data Bank, Number of households
covered by social assistance support based on income criterion, and Number of Households accor-
ding to NSP2021, https).

IS THE LACK OF INDIVIDUAL PAYMENT FOR THE USE OF PCT
A PANACEA FOR SOCIAL INEQUALITIES IN TERMS OF MOBILITY?

It is therefore appropriate to consider a situation in which the cities studied
waive individual fees for access to PCT. Would the number of passengers served
increase? The answer seems obvious: yes. For example, research by foreign
authors, e.g. on the unified (and lower than before) tariff for Lisbon introduced in
2019, showed an increase in the use of public transport (Silver et al., 2023). By
how much? — we cannot measure this ex-ante. It should be emphasized that the
affordability of public transport is an important, although one of many, factors
encouraging or discouraging the use of this means of transport in the territory of
LGUs (Kwarcinski, 2013, pp. 230-236; Goliszek, Polom, 2016, pp. 16-27). To
some extent, the answer to this type of question is illustrated in the table below
(Table 3). It presents the relationship between the number of passengers and the
population.

The largest number of passengers per year, relative to the number of inhabitants,
is carried by operators in Poznan, followed by Krakow. It is worth mentioning that
Poznan was in 3™ place from the end in terms of the relation between the price
of a monthly ticket and the average monthly gross salary; a higher relation was
only observed in Bialystok and L6dz. In Biatystok, there were 204 passengers
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per resident in 2023, which was the lowest result). Therefore, a correlation can
be observed between the price of a monthly ticket and the number of passengers
transported annually by PCT. However, it should be noted that in cities such as
Poznan, Wroctaw, Krakow or Gdansk, the number of passengers is inflated by
tourists and students; the latter — due to the relatively large and recognizable
universities located there. It should therefore be stated that the course of the curve
responsible for the relation between ticket prices and the level of PCT use will be
different for individual urban centres. Thus, the impact of reducing the price of
transport on the increase in the number of passengers will not be uniform for the
cities studied.

Table 3. The number of public transport passengers in relation to the population of LGUs
(in 2023, in millions of people)

City Populat.io.n Number of publi; trar'lsport Number of passengers c.ompared

(2023 in millions) | passengers (2023 in millions) | to the population in a given city
Biatystok 0.29169 59.50 203.99
Bydgoszcz 0.32643 90.20 276.32
Gdansk 0.48737 158.20 324.60
Krakow 0.80620 351.90 436.49
Lublin 0.32957 107.00 324.67
Lodz 0.65202 177.50 272.23
Poznan 0.53844 251.70 467.46
Szczecin 0.38907 150.00 385.54
Wroctaw 0.67374 194.50 288.69

Source: own study based on public transport websites in the surveyed cities, as well as data from (the
Central Statistical Office, Local Data Bank, https).

CONCLUSIONS AND RECOMMENDATIONS

It can be stated that the lack of fees for using PCT will translate into
areduction in social inequalities in a given LGU. The scale of this change cannot
be determined ex-ante, and therefore the effectiveness of such a policy cannot
be estimated. Free PCT is not an ideal solution. Such an approach may intensify
unfavourable social behaviours, e.g. taking over pedestrian traffic (I can ride 2
stops “for free”), or lead to the creation of induced traffic (trips that would not
have been made before). Moreover — referring to the first part of the article - the
lack of payment could be combined with social assistance and thus intensify
the association that PCT is for “poor people”, and no one wants to be qualified
as such (Mazur, 2024, https). In January 2024, 94 communes in Poland were
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covered by free transport addressed to everyone or only to residents. However,
it should be emphasised that these were smaller communes (maximum several
dozen thousand inhabitants) with a poorly developed bus network and a small
number of connections per day, which is not really able to replace private
transport, as is the case in the largest cities in Poland.

However, the question remains open whether the provincial cities that are the
subjects of the study cannot afford to bear the costs of this transport. After all, the
goal is the greater good — ensuring mobility for citizens. Additionally, there are
environmental benefits and benefits related to attracting external human capital.

As part of the benchmarking, taking into account, among others, the income
of the population, the prices of individual types of tickets, the effect in the form
of the number of passengers using PCT — the studied group can be divided into
three categories in terms of financial accessibility: highly accessible, with average
financial accessibility and with low financial accessibility. The first category
included Gdansk, Krakéw and Poznan. These are large agglomerations with
relatively high (compared to the other entities in the study) income per capita. The
efficiency of functioning and spatial accessibility of public transport and relatively
low or average prices of single and season tickets ultimately translated into quite
high results in this ranking. The second category included Lublin, Szczecin and
Wroctaw. The lowest category includes: Biatystok, Bydgoszcz and £.6dz. In each
of them, ensuring individual mobility requires the involvement of a relatively
larger part of the budget of individuals than in the case of other cities. At the same
time, Biatystok has the greatest potential related to the possibility of increasing
the number of PCT users in relation to reducing ticket prices. In recent years, the
number of passengers has been decreasing, while public transport ticket prices
have been increasing. Analyzing this relationship, it can be clearly stated that
a radical reduction in the price of a ticket with the promise of a future freeze (and
then liquidation) of fees would encourage people to abandon the use of individual
transport. A good example is the “German ticket for 9 euros” (Rozynek, 2024, pp.
80-90), which led to an increase in the use of public rail transport precisely by
lowering the financial barrier. According to estimates by the German government,
as a result of the implementation of the 9-euro ticket, 52 million people used
public transport between June and the end of August 2022 alone and it was
possible to reduce air pollution emissions by approximately 1.8 million tons of
CO, emissions (Michalak, 2022).

Due to transport subsidies for entities performing these tasks and the costs
for local government units associated with this, scientists most often analyze
the possibility of limiting the amount of budget subsidies for public transport
without discouraging potential passengers (demand) and maintaining the supply
of services. The goal — most often — is to limit the satisfaction of the need for
mobility by car in LGUs (Bakowski, 2015, pp. 3-9). Here, therefore, there is room
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for deepening research on the ability of LGUs’ budgets to take over the entire
burden of financing public transport.

Based on the above and the experience of other Polish cities, the formation of
transport tariffs should refer to a greater extent to the actual financial possibilities
of potential users. A good example is Biatystok, which introduced no fees for
children and studying youth (Dz.U. Woj. Podlaskiego z 2019 r. poz. 5074).
Similar forms of support for disabled people, those looking for (unemployed) or
taking up a job would be advisable (e.g. free of charge for the first three months
of starting employment). Such evolutionary changes in the formation of tariffs
and exclusions from fees would allow for an increase in the affordability of PCT
in the largest Polish cities and would be an important step towards ensuring free
public transport.

The problem of the relatively low use of PCT is also stereotypes, e.g.
associations with poverty, lack of professional success. In addition, people with
discounts, i.e. pupils, students, and retirees, use public transport. Those who would
use a full-price ticket strive to purchase an individual means of transport - a private
car. This is the result of the dominant thinking for many generations that one’s
own house and car are the synonyms of success and luxury. This is confirmed, for
example, by the study by the Lindorff company entitled “The material situation of
Poles” from 2017, in which 64% of respondents indicated a car as a synonym for
wealth (Arak, 2024). J. Gierczak ventured to make a far-reaching statement that
the lack of a car disqualifies a person socially. At the same time, he pointed out
that this approach is independent of the intellectual level of the people surveyed
(Gierczak, 1994, p. 12). The growing number of wealthy Poles (income above
PLN 120,000 gross per year) does not help in changing stereotypes. Despite the
pandemic and unfavourable changes in taxes, the 2024 KPMG report indicated
that the number of such people increased by as much as 51% between 2021 and
2022 (KPMG, 2024). To sum up, social (including pro-ecological) and political
(legal) actions are necessary to change transport habits towards greater use of PCT
(Kasperska, 2011, p. 1108).

The elimination of the financial barrier to using public transport would
not translate into a change in the mobility habits of the urban population in the
short term. However, it would have a major impact on decisions at the time of
using up a private vehicle, or especially on younger users and their future. The
implementation of free public transport is a solution that could contribute to
solving, or at least reducing the scale of the impact of other problems, starting
with air quality, noise, traffic congestion, the need to build new parking lots,
wider roads, etc. These effects are difficult to assess and compare with the costs of
maintaining PCT and probably for this reason, there is no change in the concept
of mobility in cities.



162 KamiL WALIGORA

BIBLIOGRAPHY

Arak, P. (2017). Polakom luksus kojarzy si¢ prozaicznie. Na przyktad z samochodem lepszej
marki. Retrieved from: https://www.polityka.pl/tygodnikpolityka/rynek/1697332,1,po-
lakom-luksus-kojarzy-sie-prozaicznie-na-przyklad-z-samochodem-lepszej-marki.read
(2024.09.02).

Bakowski, W. (2015). Metodyka ustalania podazy ushug dla publicznego transportu zbio-
rowego w miescie. Transport Miejski i Regionalny, 6, 3-9.

Carruthers, R., Dick, M., Saurkar, A. (2005). Affordability of public transport in develop-
ing countries. The World Bank Group Transport Papers, January 2005, 1-27.

Central Statistical Office, Local Data Bank. Retrieved from: https://bdl.stat.gov.pl/BDL/
(2024.07.19).

Gierczak, J. (1994). Fenomen auta w przestrzeni. Wroctaw: Oficyna Wydawnicza Politechniki
Wroctawskie;.

GUS. (2021). Informacja o wynikach Narodowego Spisu Powszechnego Ludnosci i Miesz-
kan 2021 na poziomie wojewodztw, powiatow i gmin. Narodowy Spis Powszechny,
2-6. Retrieved from: https://stat.gov.pl/spisy-powszechne/nsp-2021/nsp-2021-wyni-
ki-ostateczne/informacja-o-wynikach-narodowego-spisu-powszechnego-ludnosci-i-
-mieszkan-2021-na-poziomie-wojewodztw-powiatow-i-gmin,1,1.html (2024.06.29).

Goliszek, S., Potom, M. (2016). Poréwnanie dostgpnosci komunikacyjnej transportem
zbiorowym w o$rodkach wojewodzkich Polski Wschodniej na koniec perspektywy
UE 2007-2013. Transport Miejski i Regionalny, 3, 16-27. DOIL: 10.4467/2543859X
PKG.18.007.9349.

Hackl, A. (2018). Mobility equity in a globalized world: Reducing inequalities in the sus-
tainable development agenda. World Development, 112, 150-162. DOI: 10.1016/].
worlddev.2018.08.005.

Hatzenbuehler, M.L., McLaughlin, K.A., Weissman, D.G., Cikara, M. (2024). A research
agenda for understanding how social inequality is linked to brain structure and func-
tion. Nature Human Behaviour, 8(1), 20-31. DOI: 10.1038/s41562-023-01774-8.

Katamucka, W. (2023). Przeglad wskaznikow jakosci zycia w systemach wskaznikow
spotecznych. Annales Universitatis Mariae Curie-Sktodowska Lublin — Polonia, 78,
SECTIO B, 115-130. DOI: 10.17951/b.2023.78.0.

Kasperska, E. Heese, T., Boguski, A., Chamier-Gliszczynski, N., Kaczorkiewicz, M., Pigt-
kowski, P., Zdolinski, P. (2011). Wdrazanie rozwigzan transportowych podnoszacych
bezpieczenstwo uzytkownikow drég w miastach na tle spoteczno-kulturowych uwa-
runkowan w zachowaniach ich mieszkancow. Logistyka, 3, 1105—-1115.

Kenyon, S. (2006). Reshaping Patterns of Mobility and Exclusion? The Impact of Virtual
Mobility upon Accessibility, Mobility and Social Exclusion. In: M. Sheller, J. Urry
(eds.), Mobile Technologies of the City. Networked Cities (pp. 102—120). London:
Routledge. DOI: 10.4324/9780203098882.

KPMG. (2024). Raport KPMG, Rynek dobr luksusowych w Polsce. Nowe wymiary luk-
susu, Edycja 2024. Retrieved from: https://kpmg.com/pl/pl/home/insights/2024/05/
rynek-dobr-luksusowych-w-polsce-nowe-wymiary-luksusu.html (2024.09.17).



Social and financial inequalities in the availability of public transport... 163

Krot, K., Lewicka, D. (2016). The Determinants of Social Inequalities — A Model Ap-
proach. Przedsigbiorczos¢ i Zarzqdzanie, 17(7/3), 233-244. Retrieved from: http://
piz.san.edu.pl/docs/e-XVII-7-3.pdf (2024.09.22).

Kwarcinski, T. (2013). Dostepno$¢ ustug transportowych jako kryterium oceny publiczne-
go regionalnego systemu transportowego. Studia Ekonomiczne, 143, 230-236.

Mazur, B. (2024). Darmowa komunikacja miejska — co poszto nie tak? Tygodnik Spraw
Obywatelskich, 223(15).

Mercik, A. (2023). Problems of financing urban mobility resilience in Poland. Ekonomia
i Prawo. Economics and Law, 22(4), 697-713. DOI: 10.12775/EiP.2023.037.

Michalak, A. (2022), Niemcy. Efekty wakacyjnego biletu za 9 euro. Rzeczpospolita. p.pl, e-edi-
tion, added: 02.09.2022. Retrieved from: https:/klimat.rp.pl/transport/art3698283 1-niem-
cy-efekty-wakacyjnego-biletu-za-9-curo-najlepszy-pomysl-nie-bedzie-przedluzony
(2025.01.18).

Mwaka, C.R., Best, K.L., Cunningham, C., Gagnon, M., Routhier, F. (2023). Barri-
ers and facilitators of public transport use among people with disabilities: a scop-
ing review. Frontiers in Rehabilitation Sciences, 8(4), 1336514. DOI: 10.3389/
fresc.2023.1336514.

Parlament Europejski. (2018). Stabiej Rozwiniete Regiony UE. Rezolucja Parlamentu Eu-
ropejskiego z dnia 13 marca 2018 r. w sprawie stabiej rozwinigtych regionow UE
(2017/2208(INT)), Dz.U. UE 2019/C 162/03.

Pliszka, T. (2005). Nierdwnosci spoleczne a zagrozenia z nich wynikajace. Nierownosci
Spoleczne a Wzrost Gospodarczy, 6, 449-458.

Rozporzadzenie Rady Ministrow z dnia 12 lipca 2024 r. w sprawie zweryfikowanych kry-
teriow dochodowych oraz kwot §wiadczen pieni¢znych z pomocy spotecznej, Dz.U.
2024 poz. 1044.

Rozynek, C. (2024). Imagine the financial barrier to public transport use disappears. The
impact of the 9-Euro-Ticket on the mobility and social participation of low-income
households with children. Transport Policy, 149, 80-90. DOI: 10.1016/j.tranpol.

Silver, E., Lopes, A., Vale D., Marques da Costa, N. (2023). The inequality effects of pub-
lic transport fare: The case of Lisbon’s fare reform. Journal of Transport Geography,
112,103685. DOI: 10.1016/j.jtrangeo.2023.103685.

Suter, C. (2024). Social inequalities. In: Encyclopedia of Quality of Life and Well-being
Research, 6589—-6594. DOI: 10.1007/978-3-031-17299-1 2766.

Uchwata nr XV/239/19 Rady Miasta Biatystok z dnia 28 pazdziernika 2019 r. w sprawie
ustalenia ulg w optatach za ustugi przewozowe $rodkami transportu zbiorowego ko-
munikacji miejskiej w Biatymstoku (Dz.U. Woj. Podlaskiego z 2019 r. poz. 5074).

Ustawa z dnia 12 marca 2004 r. o pomocy spotecznej z. pdzn. zm. (tekst jednolity Dz.U.
2016, poz. 930).

Ustawa z dnia 16 grudnia 2010 r. o publicznym transporcie zbiorowym (Dz.U. 2023 poz.
2778).

Velho, R., Holloway, C., Symonds, A., Balmer, B. (2016). The effect of transport acces-
sibility on the social inclusion of wheelchair users: a mixed method analysis. Social
Inclusion, 4(3), 24-35. DOI: 10.17645/s1.v413.484.



