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Abstract

Development and exploitation of logistic centers in Poldegends on
many conditions. The most important ones are: localization, structural-
organizational, economical and legal conditions.

The author makes a synthetic analysis of these conditions in the context of
experiences of Western Europe states in this field. He gives the examples of
solutions that function in high-profile countries, such as: Germany, Italy,
Holland, Austria, France, England. The author pays attention to an important
problem of the state’s engagement in development of logistic centers in Poland.

The article is, for the most part, the aftermath of his own examinations
carried out in years 2007-2010 and concerning logistic centers development
conditioning.

1. Introduction

The basic problems with formation and development of logistic centers in
Poland are still in an open phase of solution-considering the situation in
countries of Western Europe. Taking under consideration the fact that investors
in Poland are going to make investment decisions concerning the construction of
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logistic centers —it is essentiédd describe macroeconomic conditions of
construction and exploitation of logistic centers

It is necessary to consider these conditions frbe goint of view of
security of interests of main decision makers ef ¢bnstruction of the logistic
center, it means authorities representing intexddtscal communities, investors
and buyers of logistic services. They are of mlétigharacter.

European logistic centers have been shaped for nyaays. At the
beginning the sources of initiative of the condirc of logistic centers were
different and undertaken actions did not prejudge fact whether a logistic
center or another object would be built. They waracentrated on solving local
problems of economical development or realizatibplans of shaping of the
space order by concentration economical activitparntioned out areas of the
city agglomeration. As a result of this long-distarpolitics of local authorities
and the state administration, often, after manyrsesince first decisions,
conditions for the construction of logistic centeppeared (Fechner 2005).

Centers of logistic services in Western Europe-asliee planned
investments-were built in the 80-ties and the 88-tof the XXth century.
However earlier we could observe the formation ddtritts, bases and
storehouse zones. The Creation of logistic cemers caused by the fact, that
construction of such objects made possible the ink&nce on harmonious
economical development of regions and mitigation oftransportation
problems resulting from domination of the car in goods $portation. The
construction of logistic objects was supported lmwegnments of European
countries and their involvement became a form adgmmmes supporting
development of such objects. The pioneers and teade the field of
organization of this type of logistic ventures aBErmany, Italy, France, Great
Britain.

In the context of long years of experiences worketby these countries-
the question concerning conditions and choice op@r model of development
of logistic centers in Poland —is up-to-date.

2. Features of development of logistic centers in ¥¢tern Europe

2.1. The German experience

Because Poland and Germany are neighbours and Hubeng, but
mostly because of author’ over two-decade long eapee of planning,
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establishing and operating logistics centres in ntey, the German
organizational, legal and technical solutions Wélpresented more in detail.

In Germany, likewise in other western European taes) logistic centres
started to emerge much earlier than in Poland. @erauthorities realised the
macroeconomic benefits of establishing logistiawvise centres already in the
1970s. It was found then that an extending netwaofrklogistics facilities
providing services such as cargo reloading, warghguand handling could
effectively ease the transport burden in the regiparticularly in the centres of
urban agglomerations.

In Germany, logistics centres were established a®salt of close
cooperation between the public sector and privavestors, even though the
latter were aware of high risks the process inv\Rrivate shareholders were
more inclined to modernise and bring to life thd etorage facilities. Under
these circumstances, the public sector chose toaflagonstruction costs of
logistics centres, thus releasing private investismn having to commit
significant funds and minimising their investmeniskr An important
determinant of cooperation being started, or nas whe reach of the future
logistics centre, i.e. whether a given facility webprovide local or international
services.

A systemic expansion of logistics centres stame@ermany in 1992. The
first facilities were built under the First MainaPl, which provided for the
construction of 44 logistics centres with infrasture for handling combined
transport. The Second Main Plan drawn up in 199kipated the construction
of 39 logistics centres.

The German way of starting logistics centres isratterised by strong
support from all-level public bodies, which has stsurce in the federal and
Lander laws. Investment projects involving logistfacilities are assisted by the
Lander authorities and local governments that @wewus financing models to
grant aid. This makes the German public sectoraiapfactor in both planning
and construction of logistics centres.

2.2. The ltalian experience

In Italy, first logistics centres appeared as eadythe 1970s. The projects
were usually carried out on an individual basis #émeir success frequently
depended on the involvement of the public sectat thh many cases initiated
and joined particular investments. The sector'svaatole included stimulation
of particular regional economies, establishmentcohsortia initiating the
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construction of logistics service centres and atjon of shares in companies
to carry the projects out. The involvement of ttadian government led to the
development of the Main Transportation Plan thattaioed planning decisions
regulating the development of railroad transpod kgistics centres.

Because the logistics centre construction prograimm&ly emphasised
international cooperation, the centres were locd@tethe more industrialised
regions of northern Italy.

The financial support that the Italian governmearigéted to investors
projecting to build or modernise logistics facégi combined transport operators
and Italian railways was regulated by the law incéoand the programme’s
criteria. The budget instruments used to this em@bepassed subventions and
low-interest loans, as well as credit guaranteas aedit facilities. In some
cases, low-interest or zero-interest loans finandime purchase of specialist
equipment for the logistics centres, combined fartswagons and intermodal
transportation units were also available. Thedtai chose to modernise many
combined transport routes and to enlarge the nurobdogistics terminals
predicting that the number of combined transpa@ing would double in their
country. The same belief encouraged the Italianeguowent to extend the
national logistics network.

The Italian logistics centres did not have problefiling willing
business occupants. The asymmetric economic dewvelapin the country
caused that the planners directed most new invessnie logistics centres in
south Italy, where the economy and enterprisesustréal activities are much
less vigorous than in the north.

2.3. The experiences of other European countries

The other European countries also use a whole rahgastruments to
support the creation of logistics centres.

In the Netherlands, financial support mainly having the form of
subventions, low-interest loans, credit guaranteest credit facilities is offered
by the national budget and to some extent by tgeomal and local budgets.
In addition to the construction of logistics faitds, the aid can be used:

* to modernize railway lines and to provide the etaiwith cargo handling
equipment,

* to improve inland waterways,

« to pay a portion of purchase costs of intermodaigport units,
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* to cover some combined transport operating colsts (se is mainly limited
to the opening of new routes).

The financial support given by the state budgetupplemented by the
regional and local budgets. The qualifying benefieis are operators of public
terminals, inland navigation companies, combine@dngport operators,
forwarding agents, road carriers and logistics $irm

Austria is another country where the public sector coataeb financially
to the expansion of the logistics centre networke Trange of instruments
available for boosting and promoting the developanintermodal transport
includes grants to investments in logistics terisirzand to purchases of loading
equipment, special equipment and rolling stockyeal as subsidies for railway
operating costs. Additionally, the Austrian goveamn offers reliefs and
exemptions for taxes and road user charges. Tlypes bf financial aid are
directly linked to the creation and operation ofjigtics centres. Before it is
granted, each type is examined vis-a-vis the ptilaws and the applicable
legal basis depends on the type of fund that wéllused to finance a given
investment.

In Austria, as in the Netherlands, all logisticojpcts are eligible for
financial support from the government, private stees and local and regional
budgets. In the latter case, though, only logi&tailities that clearly promise to
significantly further regional development qualiéy assistance.

France also offers financial support to projects extendihg domestic
logistics network. Most funds are allocated undee government combined
transport development programme being an integeat pf ,The General
Transport Development Programme in France” to aigss stimulating the
development of intermodal transport. One the gtied-rench aspire to achieve
is an increased number of railway connections. 8ecim point is the new
double-track ,express railway” constructed betwEegamnce and Italy

Another way of promoting combined transport is sufipg the
construction, modernization and fitting out of témals. Although most of the
aid funds, such as grants, low-interest loans, ittrgdarantees and credit
facilities come from the national budget, the lobabgets are also involved.
Investments in terminals are eligible for subsidiesching up to 50% of their
costs (the national and local budgets provide 70%efunding and the French
railways contribute the remaining 30% from). In @@, mainly combined
transport operators, railways, terminal operatord eoad carriers qualify for
support .

As far asthe major logistics centres in Europeare concerned, the

maritime logistics centres in Finland and the logisfacilities in the UK and
Spain are worth noting. The Finnish centres areessmtative of how the
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locational potential of seacoast and seaports @mnitlised for this type of
facilities.

An example of the UK logistics centres is the Udif@istribution Centre
being part of the domestic network of distributioantres. It is located in
Western England, in the vicinity of two motorway$e Centre has warehouse
space of 10,780 fmand ships goods to retailers in West and West r@lent
England and South Wales (Beier, Rutkowski 200606) 1

Another facility that belongs to the largest andtbthriving logistics
centres is the SpanigWiataro Distribution Centrgwarehouse space of 41,800
m?). It was established in 1993, after a motorway wesstructed between
Barcelona and Madrid.

Western Europe boasts around 120 logistics cerdrsy, half of which
are members of the research project “bestLog” ¢hatdinates their cooperation
in 7 countries (Denmark, France, Germany, Spainxemburg, Portugal and

Italy).

Development of logistic centers in Western Europeame an important
factor of their economical development. Thanks hent the organization of
distribution of goods became better, also the itraf@pacity of transportation
corridors was enlarged.

At present most European countrigsipport the initiative of the
construction of logistic centers.Mainly the need of their network cooperation
is underlined in global economy. In European caastrdifferent projects
appear, which have the purpose to support creatigjstic centers.
Consciousness of the public sectas an important element, which by different
forms of activity supports and makes the processredition of logistic centers
dynamic.

In most countries in Western Europe we obsefeems of close
cooperation of the public sector with private invesrs. For example in
Germany the public sector covers totally or paatlycosts of the construction of
logistic centers.

Even in the situation, when the investment inktis of individual
character (for example-ltalian economy) involvemerit the public sector
decides about the success in creation of cent@fke. public sector gives
financial support to potential investors of logisbbjects. Forms of financial
help are low-percentage subvention of loans, @exdtitredit guarantees.

Next to strong support of governments of Europeanntries, we can
observe a phenomenon of common organization irstiegindertakings of local
and regional governments, regions’ and cities’ addtnations and even
commercial chambers. Very often these investmengs saipported by fast
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legislative activities, voting legal resolutiongpporting development of logistic
centers and intermodal transportationfi&rski 2009, p. 165).

Another important development feature of logisgnters in western and
southern neighbouring countriestéking under consideration the concept of
localization of logistic centers on the country teitory . While choosing
a place, coordination with development plans of different transportation
branches-especially inland and intermodal-take epland also earlier made
analysis of the potential market of receivers gistic services.

eIt is also necessary to consider the environmerdteption aspect.
Localization of logistic centers near cities andjlagerations can not be
contradictory with ecology, which is a very impartaelement taken under
consideration while designing logistic centers.

e Multiple instruments - especially financial helgain Europe the factor,
which directly corresponds with competition amoegions. Regions, where
authorities show activating, initiating support gecompetitive advantage
and can make further development dynamic.

» Development of logistic centers can play a double.rThey can help in
achieving growing requirements considering envirenimquality and also
help in better competition of enterprises servicesCeivers, and the
competition of regions, where they function. Asoasequence it will lead to
economical growth and competition of economies tf &ountries. This
tendency is compatible with the Lisbon Strategylization, creating
a chance for development of logistic centers agrgortant instrument in
well-balanced development.

3. Localization conditions

One of the most important factors concerning dewelent of logistic
centers is their localization, especiallgriteria of the choice of localization of
centers If we assume that development of logistic censtrsuld include the
public sector participation, we should describeatlocalization conditions
should be taken under consideration.

Generally saying, the main criterion is the markebe specific-so called
values of demand ( which means the needs of compdar logistic services).
The access to a territory and transportation amdnmanication infrastructure,
values of resources(of space and infrastructureentiss for the center
development) is a factor limiting and giving theedtion for the possibility of
development of centers (Beier, Rutkowski 2006, P8)1 Configuration of
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development of logistic centers the country depeadsfollowing, general
conditions (Kamierski 2009, p. 311):

» Spatial arrangement of modal network points, it mseauch ones, where
loads displace with the lowest costs. This arrareggrdepends on a suitable
transportation infrastructure(wheel roads, railwstations, water roads,
airports, reloading terminals),which has an inflteeron costs of goods
transit. The arrangement of transportation netwsirkuld be the basis for
making up a map of goods™ flow , providing inforiatfor localization of
logistic centers,

« Logistic absorbency of the region or another teridgd unit,

* Costs of the access to the market and to the drdee @wonstruction of the
center.

Taking under consideration the points above, geducal situation,
localization on the junction of important commurnioa roads, existence of
special economic zones, the access to well-educatadf, developed
metropolitan functions, low prices of the land, giséd strategy of city/local
development or existence of logistic cluster arangples of trump cards of
territorial units creating proper conditions forvdpment of logistic centers.
The basic condition of localization of logistic ¢ers is connection of a few
kinds of transportation (Burnewicz 2006).

Localization of big, logistic centers of regionaltcans-regional character
would require an analysis of external and intero@hditions in appropriate
scale. Because of trans-local character of suctentatkdngs it should be an
analysis conducted at least in a regional scal¢hésame time it should include
guide lines marked out in a space design on thatoplevel. Such an attitude
would assure optimum disposal in the country spafcéig logistic centers
connected with the superior communication arrangegeme

4. The Structure and organization conditions. The lwice of model of
a logistic center

Structural and organizational solutions of a ldgistenter should be
dependent on accepted general model of initiatimgadnstruction, it means on
evolutionary or embryo model (Kazmierski 2009, pp. 313-314).

The first of them is a natural way of formationtbé& concept of a logistic
center based on long-term politics of economicaletijpment of the region,
heading for economical activity and the same timédding the demand for
logistic services and supply of these servicesigtmgoperators acting in this
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region). As a result conditions for the constructmf a logistic center appear.
This model involves the smallest risk, becausedtf@sion on going ahead with
the construction of a logistics centre is only taldter the current demand for
logistics services and potential project particigdras been identified.

The second center is going to satisfy existing demdased on
functioning of suppliers of logistic services om tmarket. That model presumes
economic activation of a chosen area by creatingalde conditions
encouragements and facilities for investors. As esult on such area,
concentration of independent economical subjecteas and the next step of
development is to build the logistic infrastructu(®r example: railway
container terminal, storehouses, goods yard etedtiog this way a logistic
center. The elements that future occupants firrdcitve are integrated logistics
infrastructure consisting of a railway containerntmal, warehouses and
stacking yards, as well as plots of land readilpilable for investors’ own
projects and having good access to the networkitvbads, which makes them
a desired asset.

There is also #hird, virtual model , where the logistics centre integrates
the scattered facilities and logistics infrastruetlbby means of information
linkages, thus forming an electronic market foridtigs services.

Polish experiences, which we have received soafia,connected with
cases of construction of logistic centers by pavaivestors, which appeared
around big agglomerations, induce(tend) to fornaulat preferred attitude
towards the structure and organization formulaafstruction ofconcentrated
logistic centers (where there are all objects in one excreted dzgtional-
functional space.

Dynamic development of the storehouse surface byildevelopers for
a rent and by other economical subjects for thein aeeds, creates conditions
for a concept ofmpersonal logistic centeras an alternative for concentrated
logistic center (Fechner 2006).

The concept of an impersonal logistic center ptediconnection of
resources belonging to different economical subjést IT platform providing
facilities for building the packet of services ahe@ir consolidation in the form
of offers for customers. We think that this modefundamental in the situation,
when the initiator of the construction of a logistienter has limited number of
investment areas. In this case “a virtual-assogiatennection with impersonal
logistic objects and their owners, located on tteaaf the activity of a logistic
center could help in a complex logistic service ¢tients (Kamierski 2009,
p.314).

The model of concentrated logistic centers shouéket under
consideration the situation on the market surraugsliwhich existing market of
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logistic services with the logistic infrastructusean element oft is essential to
plan such investments, which would take under cordération existing
potential of logistic services together with the psibility to include this
potential partly in the activity of a logistic cener.

5. Economical and market conditions connected withhe development of
logistic centers

The question about advantages and costs of furgiarf logistic centers
is a question about effectiveness of such a cémtive whole country scale. We
can judge it using different instruments, theirichdhas a fundamental meaning,
if we want to answer the question about advantagdscosts of centers’™ activity
(Rodawski 2006, pp. 88-89). If we analyze finanaativity of the logistic
center, the measurement of effectiveness is mawta the point of view of
direct participants-subjects involved in a givendemaking (logistic center).
Wider insight in this problem, economical analygiges to us, where we take
under consideration also the influence of a giverestment or a project on
surrounding reality.

Economical analysis should reflect social costshidf undertaking. It is
important, because the analysis of effectiveneggraitioning of logistic centers
is not coordinated from the point of view of efigeness of the whole economy.
It happens when linear elements of a technicahgtfucture (roads) are built in
a planned way, but point elements appear spontahgoenters), which not
necessarily makes the logistic center optimum fiben point of view of the
whole economy.

The analysis of costs and advantages made for ai@iuof investment
projects in logistics, should be made from thremfgoof view: investors, closer
surrounding(like-local communities) and the whot®momy. It would require
involvement of positive and negative external dffeaf logistic activities in an
arrangement-investor-region(community)-economy,clvhinakes out of market
effects of functioning of logistic centers and salled external effects
(Markowski 2007, pp.35-36). These activities createlll economical analysis
and they are quite complicated. However they aserdgil in the situation when
the public sector intervene in the process of egehtzreation.

Taking under considerationmarket conditions connected with
| functioning of logistic centers we think that lldgmand for this center services
adequate to planned size and organization struofutés investment, is the key
factor of their effective functioning (Kaierski 2009). Because of this fact
estimation of current and future demand for logistnter services and factors
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determining its size, is an important problem ia #nalysis of the exploitation
construction profits.

Demand for logistic services creates conditiongrestouses and
transshipping stations, connected with describiagtars, which influence
inclination of enterprises for allocation its adtjpartly in the region.

6. Legal conditions connected with gaining areas anthe construction of
logistic centers

One of the basic conditions of the constructiom dbgistic center is free
from legal ballasts big investment areas intended dconomical activity
according to the local plans of making the spaaayctive. These plans are
made from the point of view not only of supplyingetdemand for logistic
services, but also these plans take under consimerdifferent social needs,
such as: generation of new workplaces, stimulaténeconomical growth,
making some areas redundant (postindustrial) - marductive, etc.

Taking over areas, which were intended to be usethé construction of
a logistic center, can run by applying for apportoi undertaking by local
authorities, which is the most attractive way tquarce rights for this area by the
logistic center. The method of purchasing are@&xpensive, the more investors
meet speculative behavior on the real estate mdrkeractice it forces them to
purchase the whole planned area at the beginnititeafndertaking.

When investors purchase areas very often they mtegrate it, which
generates additional expenditures. From the pdinteav of these expenditures
long-term leasing agreement can be an attractive & acquiring rights for this
area, mostly from public owners, who expect incomeslong time period.

Also there are problems of legal nature, such ag lprocedures, the
possibility of protests and changes in spatial larhe situation can be also
complicated, when some areas have not regulatdehitfiel ownership.

Because of these reasons some areas are excludedp@ssibility of
becoming a logistic center. It seems that thera ieealistic need for new
regulations on the central level (government, parént).

In recent years in Poland advantageous changestdleae place in terms
of the construction of logistic centers , mainlgaese of financial help from EU
and the bill of public-private partnership (PPPhielhh has got some mistakes
and is often criticized, can make easier coopardtietween public and private
sectors. It is known that the bill PPP and: “THE& f&r the public order” create
conditions for realization of undertaking of thenstruction of logistic centers.
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7. The need for public authorities to become invokd in logistics centre
development

What speaks in favour of public authorities’ inveient in the
development of logistic centres is the need to legguinefficient real property
markets, whose functioning is strongly affected rbgtropolization processes
today. Inefficient markets reduce the locationahpetitiveness of some regions
as the likely hosts of logistics centres.

This is why logistics centre development in Polambuld become an
item addressed not only by the central and locakgonent programmes and
initiatives such as the National Development Pldue, National Strategy of
Regional Development, the Concept of Spatial Dguakent of the Country, the
State Transport Policy, but also by developmerdtetlies drawn up at the
subnational and lower levels of territorial selfrgonment.

A discussion concerning the logistics centre dgualent policy and its
instruments should not omit the operational factioas the governments wishing
to stimulate the centres’ growth (Kaierski 2009, pp. 322) need to deal with.
These are:

* inter-regional competition and territorial marketin— a sort of
“a market place” where local governments competédafge investors,

» domestic capital — too weak today to shoulder ilgh bonstruction costs of
the centres,

« foreign capital — expecting a system of incentit@se available before
projects are launched, such as access to the afgteoipfrastructure.

Because of these factors, logistic centre developme a process
requiring active participation from the public smct as well as being
a phenomenon that must be forecasted and coordireteording to the
country’s economic interests, rather than beingy ovdtched, as it has been so
far.

This conclusion is imposed by the present lackuddlip logistics centre
development policy and the minimal support the re=nteceive from the public
sector. The unavailability of laws regulating thastivity translates into high
external costs, mostly arising from inappropriated d&requently accidental
location of the facilities (non-optimal from theastipoint of national economic
interests). The passive stance of public autheritievolving non-action and
indecisiveness, does not make the decision-ma&sssaccountable.

A serious problem is the shortage of publicly fuhdgudies on the
location of logistics centres and of investigatiam® public policy instruments
and effects on the emergence of large-scale psoject
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Broadly speaking, the Polish system of spatial mlag instruments is
very limited, accompanied by low-quality executhegjulations and inefficient
enforcement thereof, which impedes public coorddmator management of
logistics centre development. A discussion on thidip sector’s involvement in
this process shouldefine the central government and local governmenits
roles and priorities. Regarding the latter type of authorities, the areasf
involvement appropriate for units representing different tiers of
administration should be established.

It is advisable that state administration give $tetus of public purpose
projects to centres rated crucial for the natioealonomy, as well as
incorporating them into th€oncept of Spatial Development of the Country
Another major goal should be the provision of sdorenal framework to foster
the development of public-private partnerships. m@wito this, local
governments could become public partners to privatestors considering
logistics projects.

In the latter case, the large cities (municipaditidbeing economically
much stronger than private investors would makeemappropriate partners,
because their potentials would allow them avoiddbmination of large private
investors. While the local governments should fomugroviding investors with
the necessary infrastructure, the regional aufberishould rather coordinate
spatial planning activities in the communes (refgultheir competition for
locating facilities in the metropolitan areas, iftstance).

The regional authorities should contemplate the afstunds available
under integrated regional development operatiomagnpammes as a means
supporting the growth of logistics centres.

8. Public authorities’ instruments for controlling logistics centre
development

Generally, public authorities pondering over theich of instruments that
could encourage investors to establish and expagidtics centres should use
the market solutions in the first place. The maingiple to guide regional and
local governments’ interventions should be thatoacts only taken where the
market seems to be inefficient and that whateveindertaken must respect the
fundamentals of the market concept.

It is possible to stimulate the growth of logistimsntres by creating the
following instruments (Kamierski 2009, pp. 323, 324):
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1. regulations particularly addressing this procesgh vindication of the
available funding sources,

2. a government logistics centre construction / dgwalent programme, with
the ensuing projects being given the status ofipyhlrpose investments;
the programme should be provided with concretenfifad instruments,

3. encouraging public-private partnerships to underiakestment projects,

4. regional spatial planning — coordination of comnaineompetition for
logistics projects,

5. simplification of the procedures applying to invasnt location,

6. tax exemptions and/or tax rate reductions.

Before the logistics centre development policy barmade operable, the
impacts of its instruments, such as the provisibinfrastructure, tax reliefs,
etc., should be considered. Communes’ competitofofistics centres must be
regulated too, because local projects must be écleefor expressing the
paramount national interests. All this clearly prevhatthe government must
have a logistics centre policy

The current policy concerning large-scale investimefsee National
Cohesion Strategyemphasises the decentralised distribution ofiputidl funds.
The logistics centre development policy should imatee Concept of Spatial
Development of the Countryhe future government policy will have to tackle
the following key question:should public authorities influence the
establishment of logistics centres and, if the an®gw is yes, what mode of
intervention is appropriate. To answer the question, the opportunity costs must
be considered, i.e. the costs of political decisi@@f government interventions)
must be weighed against social costs.

As mentioned, a logistics centre construction mogne treating such
facilities as public purpose investments could tnedéd (or co-funded) by the
national budget. It is quite probable that the WdBank’s funds would also
contribute, if a relevant development programme ewput together. When
public aid is taken into account as a way of statinb the emergence and
growth of logistics centres (let us remember thdilio budgets are tight), it is
crucial to remember that returns to scale (benéfitsn centres established to
serve the entire national economy) can be obtdfneuablic funds are carefully
addressed to selected facilities of special imporniae for the country’s
economy, rather than indiscriminately. This approach helps prevent the
dispersion of public funds, while making them dee@tive as possible.

The decisions on whether, where (the region) anenwahlogistics centre
should be located must be based on an informedraglian preceded by an
analysis of the condition and potential of partéculegional economies.
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Given the above, logistics centre development ilarfiRbshould be seen as
an important field for public interventions aimedb@osting their growth. Two
types of interventions having entirely differentura, but not totally unrelated,
are possible.

The first type deals with the economic aspects tbqtiire concentration
on the solutions stimulating the market (taxes) gmeduse of real estate, and on
public-private partnership mechanisms.

The other type concerns spatial management andqpian of the natural
and cultural environments; a direct interventiomg@asising logistics centres as
public purpose tasks) may prove to be the onlycéffe tool hereThis means
that the intervention tools indicated above must émanced with additional
solutions

The division of interventions into the two categsriseems rational, as
this approach allows choosing public interventioald and methods that more
suitable for particular situations.

9. Conclusion

Development solutions in construction and explmtabf logistic centers
coming from Germany or ltaly, presented in the poimmber 1 of this article,
can be a valuable source of experiences for Poland.

In our country any model of realization of public politics towards
logistic centers has not occurred yetlnitiators of their construction work
individually and their negotiations with local gomenents are considered as
difficult. It can cause an astonishment, becaudanéloas a transit country, is
regarded as one of more attractive areas forypes of logistic investments.

The elementary argument saying that, there is a rfee the state
engagement in development of logistic centers aedneed for regulations in
the deformed real estate markets, is under stroogeps of metropolization of
the space.

We can set up the thesis that today Poland is atillthe stage of
localization” of logistic centers, however takingder consideration experiences
of other European countries, this process cannoebégent. In this context the
problem of development of logistic centers showddcbnsidered as an important
field of public intervention.
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Streszczenie

UWARUNKOWANIA ROZWOJU CENTROW LOGISTYCZNYCH W POLSC E
W KONTEK SCIE DOSWIADCZE N PANSTW EUROPEJSKICH

Rozw¢j i eksploatacja centréw logistycznych w Rolszalénione jest od
szeregu uwarunkowa Najistotniejsze z nich to uwarunkowania: lokatigme,
strukturalno-organizacyjne, ekonomiczne oraz prawne

Autor dokonuje syntetycznej analizy tych uwarunkowa kontekcie
daswiadczé krajow Europy zachodniej w tym zakresie. Daje kheayy rozwiizai, jakie
funkcjonug w czolowych krajach, takich jak: Niemcy, Wiochyoldathdia, Austria,
Francja, Anglia. Omawia réwniewany problem, jakim jest angawanie s¢ wtadz
publicznych w rozwdj centrow logistycznych w Pols@ instrumenty, jakie madoy¢
wykorzystywane we wspieraniu ich rozwoju.

Artykut jest w znacznej mierze poklosiem hadavtasnych autora

przeprowadzonych w latach: 2007-2010 do#ggzh uwarunkowé rozwoju centréw
logistycznych.



