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Abstract
On the basis of inventory research carried out by the authors on single transport FDI, a hierarchy of the ten 
largest Polish cities is created, and then related to the number of inhabitants. The paper focuses on the loca-
tion of corporate headquarters (HQs) serving various control (decision-making) functions and simultaneously 
playing an urban-creative role. The analysis confirms in part only the idea that the more advanced the branch 
of the economy, the more the city in which a corporate HQ is located is likely to occupy a higher rank in the 
administrative hierarchy, with a simultaneous large number of affiliates. The findings arise out of in-depth 
research, albeit on the basis of a relatively small number of incidences of foreign investment in the Polish 
transport sector. Whether it is the criteria of absolute amount of capital invested, number of employees 
or number of controlled investments, it is consistently the city of Warsaw and its metropolitan area that tops 
the rankings. Alongside inter-urban differentiation in transport FDI, analysis also confirms substantial intra-
-urban variation.
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Introduction

The cities of Central and Eastern Europe 
(CEE) have been the subject of far-reaching 
systemic transformation for over two dec-
ades now. The various facets to this transfor-

mation include the subject matter of this arti-
cle and the work underpinning it, which has 
sought to answer such cognitive questions 
as: (1) what is the attractiveness of Poland’s 
largest cities and their metropolitan areas 
where foreign capital invested in transport is 

* The former version of this paper appeared in Przegląd Geograficzny (as Taylor & Ciechański 2014).
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concerned?; (2) what is the hierarchy of large 
cities and their metropolitan areas from the 
point of view of the distribution of the cor-
porate headquarters of foreign transport 
companies, and therefore of control func-
tions?; (3) what are the types of transport 
activity engaged in by companies with HQs 
located in the largest cities and their metro-
politan areas?; and (4) what are the locations 
of corporate HQs within the large cities and 
how may we account for these? Underlying 
the analysis is in turn an assumption that 
the attraction of FDI from whatever source 
is generally encouraged as a means of stimu-
lating urban and regional development.

This paper goes on to envisage foreign 
companies involved in the transport sphere 
as active subjects performing in Polish space. 
Transport is a sector in which examples of for-
eign investment have been fewer in number 
than elsewhere within the economy (Taylor & 
Ciechański 2013). Moreover, there is a much 
larger share of firms involved in carriage 
activity, as opposed to the construction 
of infrastructure, which requires higher capi-
tal inputs and only generates profit in the 
longer term.

There are certain reasons for the more lim-
ited nature of investment in transport, includ-
ing the late interest shown by foreign capital 
in the case of this sector, the lack of legal reg-
ulations facilitating investment at the begin-
ning of the transformation period (especially 
in the early 1990s), and also – partially – the 
protective state policy covering the domestic 
transport market which was as set out in the 
Accession Treaty signed between Poland and 
the EU. As a result, there has only been FDI 
in transport on a more limited scale than has 
been noted in, for example, commerce, man-
ufacturing, the construction industry or the 
servicing of real estate.

The subjects of this paper are the ten 
largest Polish cities – each of more than 
300,000 inhabitants, i.e. Warsaw, Kraków, 
Łódź, Wrocław, Poznań, Gdańsk, Szczecin, 
Bydgoszcz, Lublin and Katowice, as well 
as the metropolitan areas thereof. The extent 
to which foreign capital is located in a given 

city or region is taken to indicate the level 
of attractiveness – all the more so since 
foreign firms are footloose when it comes 
to their choice of place to operate (Domań-
ski et al. 2000; Zakrzewska-Półtorak 2004; 
Tavares & Young 2006).

FDI is understood to comprise investments 
capable of leading to permanent profitabil-
ity on the part of a foreign company, thanks 
to an effective impact on decisions taken 
as regards the local firm (Stępniak & Umiński 
1993; Luc 2000; Stawicka 2007). In this 
paper, we have accepted a modified ver-
sion of the definition from the National Bank 
of Poland, in line with which those in receipt 
of FDI are companies under commercial law 
in which foreign investors own 10% or more 
of initial capital, and if this share is smaller, 
then the total value of foreign capital invested 
should be no less than 100,000 zloties1. The 
latter situation is very rare, however, applying 
in just a few cases. While in line with the NBP 
definition the two conditions are treated joint-
ly, under the approach taken by the authors, 
the total value of initial capital is considered 
only where the share accounted for by the for-
eign investor does not exceed 10%.

The remainder of the paper is structured 
as follows. The second section provides brief 
review of literature, and the third one infor-
mation on methodology. The next section 
depicts the attractiveness of urban centres 
to foreign investors, as measured by refer-
ence to the number and size of investments 
under their control and also the number 
of employees. Furthermore, the information 
obtained is sufficient to indicate the detailed 
location of corporate headquarters in select-
ed cities, and thus portrays intra-urban and 
inter-urban variation in investments. Some 
investments are located, not in cities them-
selves but in their metropolitan areas, which 
are analysed subsequently. Later on, a spatial 
score for corporate HQs is provided, before 
the final section generates conclusions.

1 The value of foreign capital invested has been ex-
pressed in zloties in line with the then official National 
Bank of Poland (NBP) exchange rates.
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Literature review

Since there is a burgeoning literature on FDI 
today, we mention only selected papers, 
focusing on the newest literature and that rel-
evant to the Polish situation. There is an exten-
sive literature on mechanisms and conditions 
underpinning cases of FDI (e.g. Hill & Mun-
day 1992, 1995; Luc 2000; Pavlínek 2004; 
Tavares & Young 2006; Stawicka 2007; Pel-
egrín & Bolancé 2008; Hilber & Voicu 2010; 
Halvorsen 2012; Zhao et al. 2012). Moreover, 
Qiu (2005) indicates the relations between 
informal personal networks and institutional 
involvement as critical in explaining FDI loca-
tion decisions; while Wei et al. (2010) outline 
structural changes in the economy underlying 
the location choices and network configura-
tions of foreign ventures. Soci (2007) attempts 
to relate empirical results of research to the 
theoretical structures within the framework 
of new economic geography. Fallon and Cook 
(2010) examine the main factors that attract 
inbound FDI at the UK regional level and its 
interregional variation. Some papers relate 
to the location of foreign firms in intra-urban 
space (Wu 1999, 2000; Yeung et al. 2001; 
Özdemir 2002; Wu & Radbone, 2005; Wei 
et al. 2010). Among more substantial pub-
lications one can note recent monographs, 
for example that from Liebscher et al. (2007) 
on multidirectional flows of capital and their 
impact on home and host countries in the 
CEE region.

However, in dealing with certain foreign 
papers on FDI in Poland or other countries 
of the region, a measure of caution is advis-
able, since there are a number of case studies 
or works purporting to be of a review nature, 
but actually based on a paucity of scarce 
empirical data, supported by false assump-
tions or inaccurate theoretical interpreta-
tions, and on this basis theses doubtful from 
the factual and methodological points of view 
but with a great degree of generalization are 
advanced (Domański 2001b). As a result, 
expressions such as ‘cathedrals in the desert’, 
‘Kuwaitisation’ and others appear, which are 

irrelevant to the described reality (cf. Grab-
her 1992; Hardy 1998, to mention but a few). 
More sense and benefit is of use of foreign 
literature on other countries of CEE where 
the situation is similar to the Polish one (e.g. 
Hunya 1998; Pavlínek 1998, 2002, 2004, 
2012; Pavlínek & Smith 1998; Varblane 2001; 
Vančura 2004, 2006; Pavlínek et al. 2009). 
A good introduction and interpretation of the 
problems of FDI in the CEE countries is provid-
ed in an economic work edited by Marinova 
and Marinov (2003).

In the last dozen or so years, a number 
of substantial publications on FDI in Poland 
have appeared, mainly of an economic 
nature. They relate to all FDI (e.g. Karaszewski 
2004; Pakulska & Poniatowska-Jaksch 2004; 
Cieślik 2005a; Pawlik 2006), or to industrial 
investment (Luc 2000; Poniatowska-Jaksch 
2006), to mention but a few. So far, in geogra-
phy the most thorough monograph has been 
the work of Domański (2001a), concerning 
manufacturing. There is also the much more 
comprehensive treatment of the transport 
sector by Taylor and Ciechański (2013).

Selected empirical studies on a smaller 
scale should also be mentioned. Chidlow 
et al. (2009) analyse regional determinants 
of inward FDI distribution in Poland, as does 
Cieślik, pointing to border effects (Cieślik 
2005b), agglomeration effects and the 
road network (Cieślik 2005c), and firm size 
(Cieślik 2013) as the most important factors. 
A common feature of these papers is that all, 
despite using econometric models, analyse 
very aggregated data at a regional level and 
neglect more detailed spatial and subject dis-
tribution of the FDI. This is in line with foreign 
papers (e.g. Tavares & Young, 2006; Pelegrín 
& Bolancé 2008; Fallon & Cook 2010; Hilber 
& Voicu 2010; Halvorsen 2012).

In geography, Domański (2011: 176) inter-
prets determinants and effects of the FDI 
in Polish regions from the theoretical per-
spective of dynamic localised capabilities 
which are ‘defined as tangible or intangible 
resources, embodied in the relationships 
between enterprises, people and institutions 
in a given area’. It is in this vein that the 
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impact of foreign investment on the develop-
ment of regions is analysed.

Some authors (e.g. Domański 2001a, 
2011; Cieślik 2013) postulate research into 
determinants of FDI location at the sectoral 
level, ‘instead of grouping together heteroge-
neous economic activities’ (Cieślik 2013: 191) 
– as has been the most common practice 
in the majority of research carried out so far. 
Moreover, the transport sector has been 
investigated very seldom, not in Poland only, 
but also worldwide. It is for this reason that 
the current study can be considered to fill 
a gap in research to some extent at least.

There is also an extensive literature on con-
trol functions (e.g. Śleszyński 2002, 2007, 
2008, 2014), which will not be discussed here 
in line with the limited scale of the paper. 
As Śleszyński (2002) rightly notes, the distri-
bution of corporate HQs does not indicate 
the real spread or power of manufacturing, 
rather indicating decision-making centres, 
or the discharge of control functions. The 
location of corporate HQs is connected with 
several (economic, social and political) roles, 
albeit with the first of the three looking the 
most important. The placing of a headquar-
ters is also connected to the type of activity: 
the more advanced the branch of the econo-
my, the more likely that the location of HQs 
will be associated with localities higher up in 
the administrative hierarchy, with simultane-
ously a large number of affiliates.

Methodology
Data collection

In the face of a paucity of official statistics, 
the majority of data on FDI came from inven-
tory research carried out by the authors 
on single transport firms included in Hop-
penstedt Bonnier Information Polska (HBI) 
and on TeleAdreson.pl, as supplemented 
by some missing data from the Polish Infor-
mation and Foreign Investment Agency (PAIi-
IZ) and the commercial register REGON (GUS 
– the Central Statistical Office in Poland). A list 
of the firms created was then interviewed 
with relative success (50.6% responsed), the 

particular focus being on total capital invest-
ed and number of employees in particular 
branches of foreign transport companies. All 
suspicious data were checked against infor-
mation provided by the National Court Regis-
try (Krajowy Rejestr Sądowy), and information 
made available by InfoVeriti firm (www.info-
veriti.pl) as well as from annual reports and 
official webpages of transport companies. 
Archival articles in the business press also 
proved useful. Following the removal of some 
firms (e.g. those taken over by Polish inves-
tors), we obtained a reliable list of instances 
of FDI in the Polish transport sector.

The source of the basic information for 
the paper is thus the authors’ wider research 
on this theme (Taylor & Ciechański 2013), 
which provides data on the number of com-
panies (in total 330 independent and 47 affili-
ates, branches and subsidiaries) as of the 
end of 2008, number of employees in enter-
prises in 2008, and cumulated value for FDI 
in contemporarily-existing companies up the 
end of 2008. Particular reference is given 
to the spatial aspect of FDI, including loca-
tion factors, above all as regards greenfield 
investments.

Data analysis

Traditional indices of spatial variation such 
as coefficients of intra-urban and inter-urban 
variation for the largest Polish cities have 
been applied. Additionally, Gini coefficients, 
being an alternative measure of lack of simi-
larity, have been used, along with Lorenz 
concentration curves showing inequalities 
of distribution where controlled foreign trans-
port companies are concerned. The latter 
present the value of capital invested and 
numbers of employees, and as regards the 
space of the selected cities analysed. Since 
the cities studied vary considerably in size, 
location quotients have been applied to allow 
for comparisons between number of super-
vised investments, amounts of capital located 
and numbers of employees, all of these being 
related to the number of inhabitants in given 
cities.
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The attractiveness of large cities 
to foreign investors 
in the transport sector

In line with the indices of attractiveness, 
transport is among the averagely-attractive 
branches of the Polish economy (Weresa 
2008), while cities, especially large ones, 
present agglomeration advantages (Chidlow 
et al. 2009; Halvorsen 2012). In essence, 
agglomeration economies are considered 
a key issue in FDI. Up to the year 2008, the 
ten largest cities attracted foreign invest-
ments in transport of total value 4.2 billion 
zloties, which is to say some 65.6% of all such 
investment in Poland. A little smaller, but also 
substantial, is the share of all FDI in 2008 
accounted for by the above-mentioned cities 
as regards the number of independent com-
panies (45.5%, or 150), as well as employ-
ment (43.6%, or 21,891 people) (Tab. 1). The 
location of corporate headquarters is impor-

tant, since there is an influence on decision-
making relevant to significant matters 
of company management (Yeung et al. 2001; 
Tonts & Taylor 2010, 2013). Location also 
determines the volume of income from local 
taxes paid by firms.

The centres analysed attract controlled 
investments to a disproportionate extent 
when related to population potential – as is 
confirmed by the high values for location quo-
tients LQ related to the total number of inhab-
itants of the cities: 2.78 (number of invest-
ments), 3.99 (value of investments), and 2.65 
(number of employees). The ten cities focus – 
albeit at various different intensities – invest-
ments in all types of activity, be that in rail 
transport, road transport of passengers, road 
transport of freight, maritime and inland ship-
ping, air transport and airport services, cargo 
throughput, logistics, forwarding and storage, 
and mixed and remaining activities. As with 
manufacturing (Domański et al. 2000) and 

Table 1.  Foreign investment in the transport sector in the largest Polish cities
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Warsaw 1,708.5 85 2,873.97 17,754 5.75 9.98 7.90
Gdańsk 460.5 8 1,072.71    339 2.02 13.97 0.57
Poznań 553.6 14 87.45    920 2.90 0.93 1.26
Bydgoszcz 363.0 2 75.76 94 0.64 1.25 0.20
Wrocław 631.2 3 50.11 608 0.55 0.47 0.73
Szczecin 409.6 21 41.86   1,521 6.25 0.61 2.84
Łódź 725.1 8 10.14 245 1.39 0.08 0.25
Kraków 759.1 6 6.21 365 0.92 0.05 0.37
Lublin 348.6 1 0.58 11 0.33 0.01 0.02
Katowice 309.3 2 0.12 34 0.37 0.00 0.08

10 cities (total) 6,268.5 150 4,218.89 21,891 2.78 3.99 2.65

Poland total × 330 6,425.90    50,156 1.00 1.00 1.00

Population from  Rocznik Statystyczny RP 2008, GUS, Warszawa
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all FDI (Szymański 2002; Domański 2011), 
a majority of the large-city transport invest-
ments are oriented towards the domestic Pol-
ish market, rather than export.

There is great differentiation to for-
eign investments in transport amongst the 
selected cities. Definitely making a mark 
is Warsaw – in which 44.7% of all the foreign 
capital in the Polish transport sector has been 
invested (2.87 billion zloties) and 35.4% of the 
total number of jobs created. Next comes the 
city of Gdańsk (1.07 bn zloties, but only 1.5% 
of the jobs). Controlled investments in the 
cities of Poznań, Bydgoszcz, Wrocław and 
Szczecin are of several dozen million zloties, 
while levels in the four remaining cities are 
much lower.

Of greater interest is the comparison 
between amounts of capital located and 
the number of inhabitants in given cities. 
From this point of view the greatest concen-
tration of foreign investment is in Gdańsk 
(LQ = 13.97), in which extremely capital-inten-
sive infrastructural investments can be seen 
to have taken place. Warsaw takes second 
position (LQ = 9.98) in this regard, while 
among the eight remaining cities it is only 
in the case of Bydgoszcz that a location quo-
tient above one is to be noted. In the remain-
ing seven cities, capital inputs in transport 
are much more limited than their population 
potential might imply.

A somewhat different picture emerges 
when numbers of employees are set against 
numbers of inhabitants of the given cities. 
Warsaw is again seen to lead all other centres 
(with LQ = 7.90), while second place is this 
time taken by the city of Szczecin (LQ = 2.84), 
with Poznań (LQ = 1.26) in third. The remain-
ing seven cities have location quotients below 
one, indicating more limited concentration 
of employment in these centres.

A majority of the foreign investment 
in large cities (e.g. in Warsaw, Bydgoszcz and 
Wrocław) has taken the form of acquisitions 
of existing transport enterprises. Among the 
larger brownfield investments are those asso-
ciated with the corporate HQs in Warsaw 
– despite reckoning new investments (e.g. Mil-

itzer & Münch, Maersk, EuRoPol GAZ). When 
the value of greenfield investment is taken 
into account, such majorities are observed 
in the cities of Gdańsk (the Deepwater Con-
tainer Terminal, uncompleted EuroPort), 
Szczecin (e.g. Odra Lloyd), or Kraków, but 
their total capital inputs have been smaller 
than takeovers. This regularity is confirmed 
in the situation for Poland as a whole.

Intra-urban and inter-urban 
differentiation in foreign 
transport investments

Research into the distribution of corporate 
headquarters in intra-urban space has a long 
tradition. Studies have i.a. been carried out 
by Kato and Yamazaki (1981), Wheeler (1988), 
Chiba (1992), Yeung et al. (2001), Wu and 
Radbone (2005), Tonts and Taylor (2010), 
Wei et al. (2010), Huang and Wei (2014), and 
in Poland – by Śleszyński (2002).

What is the differentiation to foreign 
investment in transport across the largest 
Polish cities? There is no doubt that Warsaw 
is the most important, but also extremely 
dominant, centre, concentrating control func-
tions over more than half of the foreign trans-
port companies operating in the ten largest 
cities analysed. 85 independent companies 
out of a total number of 150 such companies 
with various types of activity have their HQs 
in the capital city. A majority of companies 
are located in the area of the airport, with 
the southern rim of left-bank Warsaw in sec-
ond place, and then the CBD (Fig. 1). With 
greater distance from the centre, the number 
of firms decrease, but the radius within which 
they occur is the largest to be observed in any 
of the cities analysed (up to 14 km).

In the city of Szczecin there are 21 corpo-
rate HQs of companies, a majority of which 
are focused around the port and in the adja-
cent urban area. In the city centre there are 
just two firms. In Poznań, there are 14 com-
panies headquartered, involved in two types 
of activity: the road transport of freight and 
cargo throughput, logistics, forwarding and 
storage. The course of the A2 motorway 
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Figure 1. Locations of the corporate headquarters of foreign transport companies in selected cities 
of Poland
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is not seen to influence the location of com-
panies.

Two cities – Gdańsk and Łódź – each play 
host to the corporate HQs of eight compa-
nies. In the former there are large companies 
engaged in cargo throughput, logistics, for-
warding and storage, plus one rather small 
firm involved in maritime passenger shipping. 
By and large, companies are spread across 
urban space. Like Gdańsk, the city of Łódź 
has eight foreign companies headquartered 
in it. However, unlike Gdańsk, these are rath-
er smaller firms: all are spread through the 
inner and outer zones of the city, but beyond 
the city centre itself.

In the city of Kraków there are just six cor-
porate HQs of foreign transport companies. 
Four firms are located in the northern sub-
urbs, two close to the city centre. There is no 
influence of the course of the A4 motorway 
on the location of companies. The remaining 
large cities – Wrocław, Bydgoszcz, Katowice 
and Lublin – have each attracted between 
three and one instances of foreign transport 
investment.

Lorenz concentration curves show inequal-
ities of distribution where controlled foreign 
transport companies are concerned, as meas-
ured in terms of the value of capital invested 
and numbers of employees, and as regards 
the space of the six cities analysed (Fig. 2). All 
curves deviate from the diagonal. Relatively 
smaller disproportions between the volume 
of capital invested and number of employees 
are observed in the case of Łódź (inputs more 
proportional to employment), while the most 
marked ones characterise Poznań, in which 
relatively limited inputs of foreign capital 
are accompanied by substantial employ-
ment. The situation of the remaining cities 
– Gdańsk, Kraków, Szczecin and Warsaw – 
is intermediate.

To describe briefly the intra-urban and 
then inter-urban differentiation in foreign 
investment in transport, coefficients of intra-
urban (Vw) and inter-urban (Vm) variation and 
Gini coefficients have been used. In our case 
the coefficient of variation is related to stand-
ard deviation from the arithmetic mean and 

is expressed as a percentage (Tab. 2). Vw coef-
ficients of variation and Gini coefficients, tak-
ing into account the number of companies, 
number of employees and capital invested, 
are computed between concentric circles 
of central cities.

Figure 2. Lorenz concentration curves for the 
distribution of foreign transport companies in 
selected cities 

Of course, the situation of single cities 
is different. A majority of the cities analysed 
(other than Lublin and Bydgoszcz with their 
very few cases of FDI) show the greatest vari-
ation Vw in line with capital invested, a reflec-
tion of the fact that practically each city has 
gained different investments of various sizes. 
The most marked variation is that charac-
terising Kraków (Vw = 214.51%) and Poznań 
(Vw = 205.36%), while values for Warsaw and 
Wrocław are somewhat lower.

Szczecin presents the greatest internal 
variation as regards the numbers of employ-
ees in given firms (Vw = 183.67%). Relatively 
marked variation is also visible in Wrocław, 
Warsaw, Kraków, Poznań and Gdańsk. When 
numbers of companies are taken into account, 
the greatest variation is found to be that for 
Gdańsk and Szczecin, ahead of Poznań and 
Warsaw. Reference to the Gini coefficients 
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basically confirms the trends observed before 
(Tab. 2).

Coefficients of inter-urban variation 
Vm and Gini coefficients allow for a charac-
terisation of inter-urban variation in foreign 
investment in transport. The group of cit-
ies analysed is mostly differentiated when 
number of employees is taken into account 
(Vm = 250.73), less so in the case of capital 
invested (Vm = 218.50), and even less as regards 
number of companies (Vm = 169.15). But the 
values of Gini coefficients show great similar-
ity of concentration of foreign transport com-
panies among the various cities (Tab. 2). The 
largest concentration of transport companies 
is seen to be present when capital invested 
is taken into account (IG = 0.8949), less so with 
number of employees (IG = 0.8900), and least 
of all (but still tangible) in regard to the num-
ber of companies (IG = 0.7526).

Foreign investments 
in the transport sector located 
in metropolitan areas

Consideration of foreign investment in large 
cities should not ignore the wider metropoli-
tan areas. There is an extensive literature 

on this subject (cf. Czyż 2009; Korcelli-Olejni-
czak 2012), which will be not described here 
for obvious reasons. In this paper, the metro-
politan area (beyond a city centre) is defined, 
with some simplification, as a suburban zone 
extending to 30 km road distance from the 
outer limits of the central city, and the cities 
creating the core of the Upper Silesian Dis-
trict (Tab. 3, note b). In the case of the city 
of Warsaw, the boundaries of the metro-
politan area are extended up to 60 km from 
the borderline of the capital city. Metropoli-
tan areas outlined in this way coincide with 
zones of the most intensive commuting to the 
largest cities and the cities of Upper Silesian 
conurbation.

Altogether, metropolitan areas of the larg-
est cities concentrate controlled investments 
of over 5.9 billion zloties, that is 92.7% of the 
total value of foreign investment in transport 

in Poland as a whole. The average share 
accounted for by central cities is 70.8%, with 
the remaining being accounted for by outer 
zones of urban regions (Tab. 3). This is to say that 
the concentration of foreign transport-related 
investments in metropolitan areas is much 
greater than that involving, for example, 

Table 2. Coefficients of intra-urban Vw  and inter-urban Vm variation plus Gini coefficients IG for the largest 
Polish cities

Citya 

Coefficients of variation Gini coefficients

number of 
companies

number of 
employees

capital 
invested

number of 
companies

number of 
employees

capital 
invested

Gdańsk 83.85 100.67 145.12 0.3750 0.6077 0.8178
Katowice 0.00 16.64 25.50 1.0000 0.1176 0.1803
Kraków 37.27 125.08 214.51 0.6667 0.7342 0.9695
Łódź 55.90 85.56 115.21 0.5000 0.5204 0.6910
Poznań 75.05 114.81 205.36 0.5143 0.8896 0.9314
Szczecin 81.44 183.67 133.03 0.5238 0.9057 0.7566
Warsaw 67.14 125.12 196.37 0.5235 0.6741 0.8308
Wrocław 0.00 158.32 172.43 1.0000 0.9293 0.9960

Totalb 169.15 250.73 218.50 0.7526 0.8900 0.8949

a  Vw  and  IG computed for variation betweeen concentric circles of analysed cities, respectively;
b For all 10 cities, including Bydgoszcz and Lublin: Vm  and  IG computed for variation among analysed 
cities, respectively.  
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manufacturing (Domański et al. 2000), in that 
industrial plants are much more dispersed. 
At the same time, we should note that new 
investment in metropolitan areas represents 
only 29.8% of all investment (a little less than 
in the country as a whole). The total share 
of employees accounted for by the analysed 
urban areas is 86.7%, i.e. very close to the 
relevant share of capital inputs, and only just 
over half as great as in the central cities. This 
in general denotes that investment in met-
ropolitan areas (excluding central places) 
is less capital-intensive, but creates far more 
employment opportunities. A similar regular-
ity is observed with production investments 
(Domański et al. 2000).

A good index of the attractiveness of met-
ropolitan areas is provided by new invest-
ment in transport. In this respect, the met-
ropolitan areas of Warsaw (868.4 million 
zloties) and Gdańsk (686.9 million) are seen 
to be particularly favoured, having received 

48.9% and 38.7% respectively of the total 
amount, as well as 44.3 and 35.1% of the 
overall investment in greenfield sites 
in Poland. The domination exerted by the 
Warsaw metropolitan area can be associat-
ed with the city being the seat of the central 
administration and offices, and with ready 
communication with the rest of the world, 
the existence of many special services, 
and the greater ease with which manage-
rial staff may be attracted. In the Gdańsk 
area, an additional factor is the favoured 
coastal location in relation to a wide hinter-
land (embracing, not only Poland, but also 
neighbouring countries), the skills displayed 
by the regional authorities when it has come 
to attracting foreign capital, and successful 
competition between the two large seaports. 
In Poznań and the Upper Silesian areas, the 
value of new transport investment is only 
a fraction as high, while the Szczecin area 
has drawn even more.

Table 3. Foreign investment in the transport sector in Poland’s metropolitan areas

Metropolitan 
area of

Value 
of supervised 

foreign 
investment 
in M zloties 

(to 2008 inclusive)

% shares of total value 
of supervised investment

Value 
of supervised 

greenfield 
investment 
in M zloties 

(to 2008 inclusive)

Number of 
employees 

in supervised 
foreign companies 

(2008)

central 
city

suburban zone 
up to 30 km from 
limits of central 

citya

Warsaw 3,024.0 94.1 5.9 868.4 22,787
Gdańsk 1,320.1 81.2 18.8 686.9 1,492
Upper Silesiab 1,163.4 10.0c 90,0 85.3 6,575
Poznań 246.5 35.6 64.4 85.5 8,973
Bydgoszcz 75.8 100.0 0.0 – 94
Wrocław 60.9 82.3 17.7 6.2 1,315
Szczecin 44.8 82.3 17.7 27.6 1,581
Łódź 16.0 63.3 36.7 10.2 375
Kraków 6.2 100.0 0.0 5.1 365
Lublin 0.6 100.0 0.0 0.6 11

10 metropolitan 
areas (total)

5,958.3    70.8 29.2 1,775.6    43,568

Poland total 6,425.9 –    – 1,958.6 50,156

a In the case of the Warsaw metropolitan area localities within a radius of up to 60 km road distance 
from the administrative limits of the city, and 30 km from the outer boundaries of the cities of the Upper 
Silesian conurbation ‘core’;  
b ‘Core’ of the Upper Silesian district (cities of  Gliwice, Bytom, Zabrze, Ruda Śląska, Świętochłowice, Chor-
zów, Siemianowice Śląskie, Katowice, Mysłowice, Sosnowiec, Będzin and Dąbrowa Górnicza); 
c  Including city of Katowice – 0.01%. 
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The spatial scope of the corporate 
HQs of transport companies 
as set against the hierarchy 
of large cities

The rank of a centre in an urban hierarchy 
can be expressed through its ability to attract, 
not only foreign capital, but also corporate 
headquarters, particularly of companies 
whose activity is carried out beyond the cen-
tre itself. The location of HQs is identified with 
control functions fulfilled by a city (Pred 1974; 
Burns 1977; Hayter 1997; Domański et al. 
2000; Guzik & Gwosdz 2000; Yeung et al. 
2001; Tonts & Taylor 2010, 2013). In the dis-
tribution of foreign corporate headquarters, 
control functions are ascribed to that centre 
in Poland in which the seat of company subor-
dinated directly to a foreign HQs is located, 
or a seat of parent company being the main 
foreign shareholder.  

The importance of the ten analysed cities 
in terms of the control functions discharged 
is much greater than the value of the capi-
tal invested. Corporate HQs located in the 
analysed cities control 65.5% of capital and 
43.6% of the employees in the foreign trans-
port sector in Poland (Tab. 1). By contrast, the 
role played by the remaining parts of met-
ropolitan areas as places in which HQs are 
located is relatively small, with one exception. 
The Upper Silesian metropolitan area has 
corporate HQs spread among six counties 
and nine cities of the conurbation, while the 
role of the city of Katowice itself is very much 
limited.

For geographers, the spatial scope of con-
trol functions is a matter of particular inter-
est. In these terms, the largest city, of unique 
type, is Warsaw – from which companies all 
over Poland are supervised; the exception 
being the environs of the city of Łódź, as well 
as Wielkopolska region, especially that part 
around the city of Poznań (Fig. 3).

In Warsaw, corporate HQs are main-
tained by CTL Logistics Group – with affili-
ates in Poland, Germany, the Czech Repub-
lic, Ukraine and Romania, engaging in the 

carriage of freight, including chemicals and 
hazardous substances, across almost the 
whole of Europe2. In Poland, it is mainly rail 
transport and throughput, but also forward-
ing, international road traffic and complex 
accompanying services that are provided 
by a dozen or so companies. The largest 
of these are located in Sosnowiec, Katowi-
ce, Kędzierzyn-Koźle, Warsaw, Bydgoszcz, 
Gdańsk and Gdynia. The capital city also 
hosts the headquarters of Rail Polska, the 
purchaser of two firms, which have become 
their regional branches after transformation. 
Other companies in rail transport also have 
their HQs in Warsaw (e.g. Polzug Intermodal 
Polska, Arriva Polska and Freightliner).

In Warsaw we also find the corporate 
headquarters of two other brownfield compa-
nies, this time in passenger road transport: 
Veolia Transport Polska, which consolidated 
16 firms altogether, and the much smaller 
Orbis Transport. In air transport and airport 
services the dominance of Warsaw is par-
ticularly well visible. Corporate HQs have 
been established here by such companies 
as LOT Polish Airlines, EuroLOT, Loyd’s Avia-
tion Group Polska, Air Logistics and Direct 
Fly. In freight road transport larger affiliates 
(outside Warsaw) are located in Szczecin and 
Puławy only. Where other types of activity are 
concerned, the HQs only control companies 
located in Warsaw itself.

Quite different, in the sense of being much 
smaller is spatial scope, are the companies 
with headquarters located in the remaining 
nine cities analysed. Their corporate HQs only 
control companies situated in the home cen-
tres. It is worth taking a closer look at three 
of the cities which support a relatively large 
number of companies (Fig. 3).

In Poznań city there are headquarters 
of 14 companies in cargo throughput, logis-
tics, forwarding and storage, as well as the 
road transport of freight. An absolute majority 

2 The takeover of CTL Logistics in 2008 was the 
largest acquisition of a company from the primary 
owner on the Polish market, and the second largest 
in terms of value ever to take place in Poland (value 
1.5 bn zloties).
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Figure 3. The distribution of independent and dependent foreign transport companies supervised by 
corporate headquarters located in the cities of Warsaw, Poznań, Gdańsk and Szczecin (logarithmic scale) 
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of the firms are of medium and small size, the 
one exception being Schrader Internationale 
Logistic, a greenfield company of European 
scope.

In Gdańsk likewise, there is an abso-
lute predominance of companies in cargo 
throughput, logistics, forwarding and stor-
age, at least where employment and capital 
invested are taken into account. A similar 
situation as regards employment also char-
acterises Szczecin. However, when capital 
inputs are considered, the companies in car-
go throughput, logistics, forwarding and stor-
age are seen to be augmented at an equal 
level by companies involved in maritime and 
inland shipping. Nevertheless, compared 
with in Gdańsk, the share of new investments 
in Szczecin is much smaller.

The situation to be observed in Poznań, 
Gdańsk, Szczecin and other cities analysed 
(beyond Warsaw) is basically different from 
that in Polish manufacturing. In the latter 
case, the role played by out-of-Warsaw cen-
tres is much more limited than that applying 
to the capital, though corporate HQs do con-
trol subsidiaries located outside the relevant 
city. This results in part from the different 
organisation of manufacturing (frequently 
consisting of many units) and transport firms. 
In transport it is independent companies that 
dominate, with dependent firms accounting 
for only 12.5%.

Conclusions

The effects of FDI on the urban system have 
been profound, but are uneven from the geo-
graphical point of view. However, a compari-
son of levels of investment with population 
sizes computed by Spearman rank correla-
tion coefficients reveals no statistical signifi-
cance at any of the accepted levels.

The focusing of transport investments 
in metropolitan areas reflects availability 
of information, the presence of state-level 
administrative institutions, the presence 
of business services (Pelegrín & Bolancé 
2008), the role of these areas as markets and 
places of good accessibility, the high skills 

levels of managers and staff, and visible pref-
erences demonstrated by investors. Is it real-
ly true that the more advanced the branch 
of the economy, the more the location of cor-
porate headquarters is likely to be linked with 
a higher rank in the administrative hierarchy, 
with a simultaneous large number of affili-
ates, subsidiaries and branch companies – 
as Śleszyński (2002) pointed out? The analysis 
that has been carried out confirms this idea 
in part only, though it should be remembered 
that the conclusions are drawn on the basis 
of a relatively small number of incidences 
of FDI in the Polish transport sector.

The analysis confirms the dominant posi-
tion of the city of Warsaw. While we are now 
25 years on from the termination of the cen-
trally planned economy whose key feature 
was the location of many centres of man-
agement in the capital, there remain many 
corporate HQs in which foreign capital has 
been located. Today presence here rep-
resents a conscious choice, since compa-
nies have much freedom in their selection 
of seats and headquarters. Some corporate 
HQs control companies located in the capi-
tal city, but many affiliates are dispersed 
around Poland. The prevalence of one cen-
tre focusing disproportionately many control 
functions is not a Polish specificity. A similar 
situation, sometimes called a ‘strong core 
effect’ can be found in other European coun-
tries, for example in the UK (Hill & Munday 
1992, 1995) and Spain (Pelegrín & Bolancé 
2008), but also in the transition economies 
of the CEE region (Hilber & Voícu 2010). The 
latter phenomenon is explained in terms 
of well-developed infrastructure, the exist-
ence of many state enterprises in the process 
of being privatised, a skilled labour force, and 
a higher level of knowledge of the language 
of the potential foreign investor (Varblane 
2001; Pavlínek 2004), and large size of local 
market (Chidlow et al. 2009).

The gap between the premier league 
capital city and first-division cities is marked. 
The role played by Poland’s second-tier cit-
ies is much more limited, but in their case 
too agglomeration advantages and synergy 
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effects can be seen. 65 corporate headquar-
ters located there control affiliates seated 
in their home cities only. Nevertheless, the 
value of capital inputs allows for three groups 
of centres to be distinguished. Definitely 
ahead among them is the city of Gdańsk 
which, despite only eight independent trans-
port companies, has gained investment 
of higher overall value than anywhere else 
except Warsaw. This is a favourable circum-
stance since large greenfield infrastructural 
investments form part of the phenomenon. 
The city has been able to discount an advan-
tageous coastal location, and to upgrade the 
Northern Harbour, hitherto left incomplete 
for the whole period from the 1970s. Today’s 
Deepwater Container Terminal Gdańsk 
is the largest maritime terminal by the Bal-
tic Sea, and enjoys brilliant prospects for 
development.

The second group of non-Warsaw centres 
comprises Poznań, Bydgoszcz, Wrocław and 
Szczecin, each of which have received super-
vised transport investment of several tens 
of millions of zloties. Finally, a third group 
includes the remaining four analysed cities 
(Łódź, Kraków, Lublin and Katowice), which 
only gained transport-related investment 
at much lower levels.

A comparison of levels of investment in the 
latter two groups with medium-size cities 
reveals no differences. An example is Gdynia, 
with its several large companies and corpo-
rate HQs, to say nothing of affiliates. The role 
and significance of this city as regard invest-
ment attracted are much more greater than 
in the cases of certain larger centres like Lub-
lin, Katowice, and even Kraków or Łódź.

Thus, the hierarchy of the largest cities 
in regard to the level of foreign investment 
in transport is not identical to the hierarchy 
of cities in terms of numbers of inhabitants. 
Nevertheless, the results provide compelling 
evidence of core-periphery structure.

The foreign investors locating their activi-
ties and capital in Poland contribute to growth 
of cities and regions as broadly construed, but 
also to the modernization of transport itself 
(including impact on the competition of car-
riage, accelerated modernization work and 
introduction of new technologies, new man-
agement systems, and new types of activity).

Editors’ note:
Unless otherwise stated, the sources of tables and 
figures are the authors', on the basis of their own 
research.

References
BURNS L.S., 1977. The location of headquarters 

of industrial companies: A comment. Urban 
Studies, vol. 14, no. 2, pp. 211-214.

CHIBA A., 1992. The locational changes of branch 
offices in Kagoshima City and their territories. 
Annals of the Japan Association of Economic 
Geographers, vol. 38, no. 3, pp. 16-32.

CHIDLOW A., SALCIUVIENE L., YOUNG S., 2009. 
Regional determinants of inward FDI distribu-
tion in Poland. International Business Review, 
vol. 18, no. 3, pp. 119-133.

CIEŚLIK A., 2005a. Geografia inwestycji zagra-
nicznych. Przyczyny i skutki lokalizacji spółek 
z udziałem kapitału zagranicznego w Polsce. 

Warszawa: Wydawnictwa Uniwersytetu War-
szawskiego.

CIEŚLIK A., 2005b. Location of foreign firms and 
national border effects: The case of Poland. Tijd-
schrift voor Economische en Sociale Geografie, 
vol. 96, no.3, pp. 287-297.

CIEŚLIK A., 2005c. Regional characteristics and the 
location of foreign firms within Poland. Applied 
Economics, vol. 37, no. 8, pp.863-874.

CIEŚLIK A., 2013. Determinants of the location 
of foreign firms in Polish regions: Does firm size 
matter? Tijdschrift voor Economische en Sociale 
Geografie, vol. 104, no. 2, pp.175-193.

CZYŻ T., 2009. Koncepcje aglomeracji miejskiej 
i obszaru metropolitalnego w Polsce. Przegląd 
Geograficzny, vol. 81, no. 4, pp. 445-459.



571Control functions within large cities and foreign direct investment in the transport sector…

Geographia Polonica 2015, 88, 4, pp. 557-573

DOMAŃSKI B., 2001a. Kapitał zagraniczny w prze-
myśle Polski. Prawidłowości rozmieszczenia, 
uwarunkowania i skutki. Kraków: Instytut Geo-
grafii i Gospodarki Przestrzennej UJ.

DOMAŃSKI B., 2001b. Deformacje metodologicz-
ne i ideologiczne w badaniach przekształceń 
przestrzeni gospodarczej Europy Środkowej 
i Wschodniej [in:] H. Rogacki (ed.), Koncepcje 
teoretyczne i metody badań geografii spo-
łeczno-ekonomicznej i gospodarki przestrzen-
nej, Poznań: Bogucki Wydawnictwo Naukowe, 
pp. 27-35.

DOMAŃSKI B., 2011. Foreign capital and the devel-
opment of Polish regions. Czasopismo Geogra-
ficzne, vol. 82, no. 1-2, pp. 173-187.

DOMAŃSKI B., GUZIK R., GWOSDZ K., 2000. Konku-
rencyjność i ranga wielkich miast Polski w świe-
tle inwestycji zagranicznych firm produkcyjnych. 
Biuletyn KPZK PAN, 192, pp. 99-124.

FALLON G., COOK M., 2010. Exploring the regional 
distribution of inbound foreign direct invest-
ment in the UK in theory and practice: Evidence 
from a five-region study. Regional Studies, 
vol. 44, no. 3, pp. 337-353.

GRABHER G., 1992. Eastern conquista: The trun-
cated industrialisation of East European regions 
by large West European corporations [in:] 
H. Ernste, V. Meier (eds.), Regional development 
and contemporary industrial response: Extend-
ing flexible specialisation. London: Belhaven 
Press, pp. 219-232.

GUZIK R., GWOSDZ K., 2000. The spatial concen-
tration of control functions in Polish industry 
[in:] T. Marszał (ed.), Local economy and urban 
development in Poland. Łódź: Department 
of the Built Environment and Spatial Policy. Uni-
versity of Łódź, pp. 52-61.

HALVORSEN T., 2012. Size, location and agglom-
eration of inward foreign direct investment (FDI) 
in the United States. Regional Studies, vol.46, 
no.5, pp. 669-682.

HARDY J., 1998. Cathedrals in the desert? Transna-
tionals, corporate strategy and locality in Wro-
claw. Regional Studies, vol. 32, no. 7, pp. 639-652.

HAYTER R., 1997. The dynamics of industrial loca-
tion. Chichester: John Wiley & Sons.

HILBER C.A.L., VOICU I., 2010. Agglomeration 
economies and the location of foreign direct 
investment: Empirical evidence from Romania. 
Regional Studies, vol. 44, no. 3, pp. 355-371.

HILL S., MUNDAY M., 1992. The UK regional dis-
tribution of foreign direct investment: Analysis 
and determinants. Regional Studies, vol. 26, 
no. 6, pp. 535-544.

HILL S., MUNDAY M., 1995. Foreign manufactur-
ing investment in France and the UK: A regional 
analysis of locational determinants. Tijdschrift 
voor Economische en Sociale Geografie, vol. 86, 
no. 4, pp. 311-327.

HUANG H., WEI Y.D., 2014. Intra-metropolitan 
location of foreign direct investment in Wuhan, 
China: Institution, urban structure, and acces-
sibility. Applied Geography, vol. 47, pp. 78-88.

HUNYA G., 1998. Integration of CEEC manufactur-
ing into European corporate structures by direct 
investments. Economic Policy in Transitional 
Economies, Moct-Most, vol. 8, no. 2, pp. 69-90.

KARASZEWSKI W., 2004. Bezpośrednie inwestycje 
zagraniczne. Polska na tle świata. Toruń: Dom 
Organizatora.

KATO Y., YAMAZAKI T., 1981. Changes in the offic-
es location of the CBD of Kobe. Annals of the 
Japan Association of Economic Geographers, 
vol. 27, no. 3-4, pp. 15-32.

KORCELLI-OLEJNICZAK E., 2012. Region metropoli-
talny – pojęcie, struktura przestrzenna, dyna-
mika. Prace Geograficzne, 235, Warszawa: 
Instytut Geografii i Przestrzennego Zagospoda-
rowania PAN.

LIEBSCHER K., CHRISTL J., MOOSLECHNER P., 
RITZBERGER-GRÜNWALD D. (eds.), 2007. Foreign 
direct investment in Europe. A changing land-
scape. Cheltenham UK & Northamptom USA: 
Edward Elgar.

LUC S., 2000. Zagraniczne inwestycje bezpośred-
nie a przekształcenia strukturalne w przemyśle 
polskim. Monografie i Opracowania, 475, War-
szawa: Szkoła Główna Handlowa.

MARINOVA S.T., MARINOV M.A. (eds.), 2003. For-
eign direct investment in Central and Eastern 
Europe. Aldershot: Ashgate.

ÖZDEMIR D., 2002. The distribution of foreign 
direct investments in the service sector in Istan-
bul. Cities, vol. 19, no. 4, pp. 249-259.

PAKULSKA T., PONIATOWSKA-JAKSCH M., 2004. Bez-
pośrednie inwestycje zagraniczne w Europie 
Środkowo-Wschodniej. Koncentracja kapitału 
zagranicznego w Polsce. Monografie i Opra-
cowania, 519, Warszawa: Szkoła Główna 
Handlowa.



572 Zbigniew Taylor • Ariel Ciechański

Geographia Polonica 2015, 88, 4, pp. 557-573

PAVLÍNEK P., 1998. Foreign direct investment in the 
Czech Republic. Professional Geographer, 
vol. 50, no. 1, pp. 71-85.

PAVLÍNEK P., 2002. Transformation of the Central 
and East European passenger car industry: 
Selective peripheral integration through foreign 
direct investment. Environment and Planning A, 
vol. 34, no. 9, pp. 1685-1709.

PAVLÍNEK P., 2004. Regional development impli-
cations of foreign direct investment in Central 
Europe. European Urban and Regional Studies, 
vol. 11, no. 1, pp. 47-70.

PAVLÍNEK P., 2012. The internationalization of cor-
porate R&D and the automotive industry 
of East-Central Europe. Economic Geography, 
vol. 88, no. 3, pp. 279-310.

PAVLÍNEK P., DOMAŃSKI B., GUZIK R., 2009. Industri-
al upgrading through foreign direct investment 
in Central European automotive manufacturing. 
European Urban and Regional Studies, vol. 16, 
no. 1, pp. 43-63.

PAVLÍNEK P., SMITH A., 1998. Internationaliza-
tion and embeddedness in East-Central Euro-
pean transition: The contrasting geographies 
of inward investment in the Czech and Slovak 
Republics. Regional Studies, vol. 32, no. 7, 
pp. 619-638.

PAWLIK K., 2006. Studies on foreign affiliates, tech-
nology transfer and spillover effects in a transi-
tion economy: Ten years of transition reforms 
and FDI inflows to Poland 1993-2002. Aarhus: 
Department of Management and International 
Business, Aarhus School of Business, [PhD the-
sis].

PELEGRÍN A., BOLANCÉ C., 2008. Regional foreign 
direct investment in manufacturing. Do agglom-
eration economies matter? Regional Studies, 
vol. 42, no. 4, pp. 505-522.

PONIATOWSKA-JAKSCH M., 2006. Przemysłowe bez-
pośrednie inwestycje zagraniczne źródłem kon-
kurencyjności regionu. Monografie i Opracowa-
nia, 544, Warszawa: Szkoła Główna Handlowa.

PRED A.R., 1974. Major job-providing organiza-
tions and system of cities. Resource Paper, 
27, Washington D.C.: Commission on College 
Geography, Association of American Geogra-
phers.

QIU Y., 2005. Personal networks, institutional 
involvement, and foreign direct investment 
flows into China’s interior. Economic Geogra-
phy, vol. 81, no. 3, pp. 261-281.

SOCI A., 2007. FDI: A difficult connection between 
theory and empirics [in:] B. Fingleton (ed.), New 
directions in economic geography, Chelten-
ham UK & Northamptom USA: Edward Elgar, 
pp. 277-314.

STAWICKA M., 2007. Atrakcyjność inwestycyjna Pol-
ski. Warszawa: CeDeWu.pl.

STĘPNIAK A., UMIŃSKI S., 1993. Polska – WE. Moż-
liwości inwestowania na obszarze Wspólnoty. 
Gdańsk: Instytut Badań nad Gospodarką Ryn-
kową.

SZYMAŃSKI W., 2002. Globalizacja a konkurencja 
i mikroekonomiczne podstawy równowagi eko-
nomicznej [in:] W. Szymański (ed.), Przedsiębior-
stwo wobec globalizacji i integracji. Warszawa: 
Szkoła Główna Handlowa, pp. 9-34.

ŚLESZYŃSKI P., 2002. Struktura i rozmieszczenie 
ośrodków zarządzania w polskiej gospodarce 
w 2000 r. Przegląd Geograficzny, vol. 74, no. 2, 
pp. 199-228.

ŚLESZYŃSKI P., 2007. Gospodarcze funkcje kontro-
lne w przestrzeni Polski. Prace Geograficzne, 
213, Warszawa: Instytut Geografii i Przestrzen-
nego Zagospodarowania PAN.

ŚLESZYŃSKI P., 2008. Duże przedsiębiorstwa 
w strukturze przestrzennej największych pol-
skich miast. Prace Geograficzne, 217, Warsza-
wa: Instytut Geografii i Przestrzennego Zago-
spodarowania PAN.

ŚLESZYŃSKI P., 2014. Headquarters of large enter-
prises in the spatial structure of major Polish 
cities. Prace Komisji Przemysłu Polskiego Towar-
zystwa Geograficznego, 25, pp. 178-193.

TAVARES A.T., YOUNG S., 2006. Sourcing patterns 
of foreign-owned multinational subsidiar-
ies in Europe. Regional Studies, vol. 40, no. 6, 
pp. 583-599.

TAYLOR Z., CIECHAŃSKI A., 2013. Bezpośrednie 
inwestycje zagraniczne w polskim transporcie. 
Monografie, 15, Warszawa: Instytut Geografii 
i Przestrzennego Zagospodarowania PAN.

TAYLOR Z., CIECHAŃSKI A., 2014. Funkcje kontrolne 
wielkich miast Polski w świetle bezpośrednich 
inwestycji zagranicznych w transporcie. Prze-
gląd Geograficzny, vol. 86, no. 2, pp. 141-170.

TONTS M., TAYLOR M., 2010. Corporate location, 
concentration and performance: Large compa-
ny headquarters in the Australian urban system. 
Urban Studies, vol. 47, no. 12, pp. 2641-2664.



© Zbigniew Taylor • Ariel Ciechański
© Geographia Polonica
©  Institute of Geography and Spatial Organization

Polish Academy of Sciences • Warsaw • 2015

Article first received • June 2015
Article accepted • September 2015

573Control functions within large cities and foreign direct investment in the transport sector…

TONTS M., TAYLOR M., 2013. The shifting geog-
raphy of corporate headquarters in Australia: 
A longitudinal analysis. Regional Studies, 
vol. 47, no. 9, pp. 1507-1522.

VANČURA M., 2004. Foreign direct investment 
in the Czech Republic [in:] E. Jakubowicz, A. Rac-
zyk (eds.), Regionalny wymiar integracji europe-
jskiej. Przekształcenia Regionalnych Struktur 
Funkcjonalno-Przestrzennych, VIII/2, Wrocław: 
Instytut Geografii, Uniwersytet Wrocławski, 
pp. 201-209.

VANČURA M., 2006. Foreign direct investment 
in the countries of Central Europe with the 
emphasis on the Czech Republic [in:] T. Michal-
ski (ed.), The geographical aspects of the 
transformation process in Central and East-
Central Europe. Gdynia-Pelplin: Bernardinum, 
pp. 170-180.

VARBLANE U. (ed.), 2001. Foreign direct invest-
ments in the Estonian economy. Tartu: School 
of Economics and Business Administration, Uni-
versity of Tartu.

WEI Y.H.D., LUO J., ZHOU Q., 2010. Location deci-
sions and network configurations of foreign 
investment in urban China. Professional Geog-
rapher, vol. 62, no. 2, pp. 264-283.

WERESA M.A., 2008. Atrakcyjność Polski dla 
bezpośrednich inwestycji zagranicznych [in:] 
M.A. Weresa (ed.), Polska: Raport o konku-
rencyjności 2008. Konkurencyjność sektora 
usług. Warszawa: Szkoła Główna Handlowa, 
pp. 110-125.

WHEELER J.O., 1988. Spatial ownership links 
of major corporations: The Dallas and Pitts-
burgh examples. Economic Geography, vol. 64, 
no. 1, pp. 1-16.

WU F., 1999. Intrametropolitan FDI firm location 
in Guangzhou, China: A Poisson and negative 
binomial analysis. The Annals of Regional Sci-
ence, vol. 33, pp. 535-555.

WU F., 2000. Modelling intrametropolitan loca-
tion of foreign investment firms in a Chinese 
city. Urban Studies, vol. 37, no. 13, pp. 2441-
2464.

WU J., RADBONE I., 2005. Global integration 
and the intra-urban location of foreign direct 
investment in Shanghai. Cities, vol. 22, no. 4, 
pp. 275-286.

YEUNG H.W., POON J., PERRY M., 2001. Towards 
a regional strategy: The role of regional head-
quarters of foreign firms in Singapore. Urban 
Studies, vol. 38, no. 1, pp. 157-183.

ZAKRZEWSKA-PÓŁTORAK A., 2004. Lokalizacja 
przedsiębiorstw z udziałem kapitału zagra-
nicznego w dużych polskich miastach. Biuletyn 
KPZK PAN, 214, pp. 241-251.

ZHAO S.X., CHAN R.C.K., CHAN N.Y.M., 2012. 
Spatial polarization and dynamic pathways 
of foreign direct investment in China 1990-
2009. Geoforum, vol. 43, no. 4, pp. 836-850.



http://rcin.org.pl


	Contents of Vol. 88 Issue 4



