
1. Introduction

Port activity is an important factor of economic 
growth for coastal towns located in their hinterland. 
The combination of port activities and the city’s pres-
ence in terms of their multidimensional cooperation 
creates great competitive advantages. Seaports are 
characterised by their constant development. It in-
volves the development of the port facilities and the 
diversi!cation of the o"ered services (Misztal et al., 
1988). The primary function of ports is their mari-
time function. It is related to maritime economy and 
includes such activities as !shing, cargo handling, 
shipping and the shipbuilding industry (Palmowski 
et al., 2001). The processes of port evolution in the 

context of their facilities, directions of development 
or implemented solutions constitute an inseparable 
element of their functioning. Market trends force 
#exibility in ports activities; therefore, in addition to 
changes in the services they provide, there is also 
dynamism in changing their boundaries (Lorens, 
2010). Currently, there are ports of various genera-
tions, from the !rst generation – traditional port op-
eration, as a place for reloading goods, to the fourth 
and !fth category ports, which are characterised 
by the highest degree of development (Żukowska, 
2020). They also achieve the largest transhipment, 
as expressed in thousands of TEU1, in comparison to 

1 TEU – it is a capacity unit based on a 20-foot intermodal 
container with the dimensions of 6.10 x 2.44 x 2.59 m.

Journal of Geography, Politics and Society

2021, 11(1), 27–36
https://doi.org/10.26881/jpgs.2021.1.04

CHANGES IN THE FUNCTION OF FORMER SEAPORT AREAS 
USING THE EXAMPLE OF THE DALMOR WATERFRONT IN GDYNIA

Sandra Żukowska

Division of Regional Development, University of Gdansk, Bażyńskiego 4, 80-309 Gdansk, Poland, ORCID: 0000-0003-4589-4063
e-mail: sandrazukowska01@gmail.com

Citation
Żukowska S., 2021, Changes in the function of former seaport areas using the example of the Dalmor waterfront in Gdynia, 
Journal of Geography, Politics and Society, 11(1), 27–36.

Abstract
Currently, port cities face challenges that include activities aimed at revitalisation of post-industrial areas with special land-
scape, cultural, historical and representative values, as well as their urbanisation. The undertaken activities may be called a re-
suscitation of waterside spaces that are largely degraded. Sometimes revitalisation activities help to tighten the city’s links with 
water. Gdynia is an example of recreating its maritime character by returning to the water. The subject matter of this paper, 
concerning the transformations of the Dalmor quay, illustrates the possibilities created by disused seaport areas.

Key words
Gdynia, quay, revitalisation, seaport, !shing, port city.

Received: 07 July 2020 Accepted: 08 December 2020 Published: 31 March 2021



28  Sandra Żukowska

other ports. In the literature on the subject, there are 
also sixth generation ports, but they are criticised 
due to the current disproportionality of pro!ts to 
the outlays that the ports would have to incur due to 
internal transformations (Kaliszewski, 2017).

Nowadays, one of the most important urban 
phenomena is the transformation of quays (Giovi-
nazzi, Moretti, 2010). It is conditioned by changes in 
the structure of functioning of the ports themselves, 
as well as in the functional and spatial structure of 
cities. The dynamics of links between the port and 
the city, where the waterfront is the area of coopera-
tion or con#icting interests, is a natural aspect of the 
relationship between these two (Hoyle, 1997/1998). 
It is the arena of a modern revolution in the ap-
proach to the return of the urban tissue to the wa-
ter area, regaining the multi-faceted identity of the 
place and strengthening the involvement of various 
stakeholder groups in the process of its transforma-
tion (Yocom et al., 2016).

2. Objective and methodology

The aim of the article is to present synthetically the 
problem of the changes in the functions of port ar-
eas using the example of Molo Rybackie [the Fishing 
Pier] (locally referred to as the Dalmor quay), which 
covers the south-eastern part of the Port of Gdynia. 
In particular, the aspects that have in#uenced cessa-
tion of its basic activity and revitalisation visions of 
its areas will be discussed. It has been hypothesised 
that undertaking revitalisation activities of the wa-
terfront not only revives the economic space of the 
city, but it also cements social relations and recreates 
the character of central areas.

The research area focuses on the city of Gdynia, 
which is located on the waters of the Gulf of Gdańsk 
in northern Poland. It is referred to as “the city of the 
sea and dreams”, because it was an important place 
for the development of the maritime economy after 
gaining access to the Baltic Sea waters, thanks to the 
provisions of the Versailles Treaty of 1919. Gdynia is 
an example of a dynamically developing urban struc-
ture, which is the central part of the Tri-City Agglom-
eration2. The city of Gdynia also exempli!es a dynam-
ic transformation of the post-industrial economy and 
the transformation of the former port areas.

The temporal scope of the conducted analysis 
ranges from the interwar period, which was a pe-
riod of the beginnings of the development of the 

2 The Tri-City Agglomeration consists of three main cities, 
Gdańsk, Gdynia and Sopot, and 27 neighbouring municipali-
ties.

economic and spatial structure of Gdynia, to the sec-
ond decade of the 21st century. 

The method of desk research (Czarniawska, 2014) 
and own observations, based on Polish and foreign 
literature on seaports and their relations in the ur-
ban structure, transformations of the waterfront (in 
particular revitalisation activities), were used in the 
study. In the empirical part, planning materials of 
the Gdynia City Hall regarding spatial planning and 
development were used.

3. Port-city relations

The relations between the functioning of the port and 
its hinterland – the city – are subject to changes over 
time (Lorens, 2013). The issues related to the evolu-
tion of port-city relations are visible in contact areas 
such as the waterfront. The term refers to the border 
area between a port and a city located on a body of 
water. This place involves the dualism of the port and 
the city relationships. It is an area of economic and 
spatial con#icts and, at the same time, complex eco-
nomic, spatial and social ties between them (Lorens, 
2013). Their attractiveness in terms of investment, 
history and culture is particularly important. Wa-
terfronts, which are key elements of the city centre 
space, are particularly prone to transformations of 
their functions in accordance with local and globali-
sation trends (Butuner, 2006). Social trends related to 
the residents’ needs (recreation, housing, entertain-
ment, culture, business) also draw special attention.

The border between the port and the city has 
a dynamic character. Seaports located inside the 
city (for example, the Port of Gdynia) or close to the 
city (the Port of Gdańsk) move their boundaries de-
pending on development needs. London Docklands 
are an example of a policy of transforming the wa-
terfront. It covered a vast area of the port of Lon-
don located on the River Thames. It was described 
as the largest port in the world due to spatial and 
transhipment aspects. Technological changes, the 
management system of this entity, or logistic trans-
formations weakened its position, thus hindering 
its development (Mironowicz, 2009). Currently, Lon-
don’s Docklands is a leading !nancial hub, and is 
also a showcase for London’s business, despite the 
extreme sentiment related to conducting revitalisa-
tion activities. Additionally, it should be emphasised 
that the undertaken revitalisation activities consti-
tute the key aspects of socio-economic activities 
of the British urban policy (Jones, 1998). American 
cities, such as Baltimore3, Boston and San Francisco, 

3 The Inner Harbor Baltimore is an example worth mention-



Changes in the function of former seaport areas using the example of the Dalmor waterfront in Gdynia 29

were examples for European activities in the 1970s 
on how to transform port areas. On the one hand, 
they illustrated the success of the undertaken ac-
tions and, at the same time, taught lessons about the 
potential challenges and failures they faced (Jones, 
1998). The foundations were a favourable urban pol-
icy, numerous investment incentives, as well as ex-
pectations resulting from housing needs, residents’ 
increased awareness of the local heritage generated 
by ports, development of tourism and openness of 
cities, struggle to increase the comfort of living in 
the city, residents and tourists’ entertainment and 
recreation needs, and expectations regarding the 
improvement in the natural environment.

In the literature on the subject, the system pro-
posed by B. Hoyle in 1998 (Lorens, 2013) is consid-
ered as the main model for shaping the port-city 
relations. It presents the process of developing rela-
tionships between the port and the city. It is notice-
able that:
t� until around the 1980s, from the initial stage of 

close functional and spatial relations with the ur-
ban tissue the port leaves the city and separates 
from it,

t� since the 1980s, e"orts have been made to revit-
alise the waterfront – integrating them into the 
urban tissue through new development, as well 
as recreating the relationships between the port 
and the city, especially recreating the maritime 
identity of the place. 

In a synthetic approach that de!nes the phases of 
development of port and city structures, the follow-
ing layout is indicated (Lorens, 2013):
t� phase I of the development, until the 19th cen-

tury, waterfronts were operated mainly as reload-
ing sites,

t� phase II of the development, covering the period 
up to the mid-20th century, de!nes the depar-
ture of ports from cities, releasing post-industrial 
areas at the meeting point with the city,

t� phase III, since the mid-20th century, when water-
fronts have been adapted to new utility functions.

Currently, e"orts are being made to revive and de-
velop port-city relations (Magdziak-Grabowska, 
2012). It is in#uenced by the processes of changes in 
port activities, the release of degraded former port 
areas or those that no longer ful!l their basic func-
tions. In the urban structure, ports are referred to as 
key catalysts for sustainable development (Girard et 
al., 2014). Two strategies of action are noticeable in 

ing. Economic transformations resulted in the collapse of 
port activity. Gradual steps were taken to transform the func-
tional waterfront. As a result, the Inner Harbor Baltimore has 
been transformed into a tourist and business centre.

the policy of seaports: those related to the develop-
ment of new areas and the revitalisation activities 
related to the development based on other func-
tions of the port or the city (Pluciński, 2014). The 
basic aspect is the transformation of the economic 
structure of cities from the industrial to the commer-
cial one (Butuner, 2006). Post-industrial areas can 
be a location of important entities from outside the 
port industry and can be used for tourism, cultural 
or housing purposes (Turek, 2013). Activities that, 
despite a changed function, retain their character-
istic elements distinguishing them from the urban 
tissue including, among others, industrial buildings, 
are essential.

The problems that port cities face in the case of 
waterfronts are the di"erences regarding various 
groups of stakeholders, their mutual relationships, 
aspects that prevent cooperation, con#icting goals 
and di"erent visions of the target state (Hoyle, 2000). 
In this case, there is an attempt to reconcile the dif-
ferent parties, whose !nal e"ect is a waterfront cor-
responding to their needs and attracting persons 
from outside their group. Adaptation of the former 
port areas and their rational and sustainable use is 
a separate issue. Recreating and building relations 
between the port and the city is a challenge, espe-
cially in terms of undertaking revitalisation activi-
ties. The excessive domination of the port in relation 
to the city and the city in relation to the port con-
tributes to the increase in disproportions between 
them. An additional aspect comes from urban 
trends, especially those of an extensive character of 
new buildings in the suburbs. By developing a wa-
terfront, one can reduce the e"ect of “urban sprawl”4 
by complementing the urban tissue (Lorens, 2013). 
Another aspect is shaping the new character of the 
place, thanks to which signi!cant added values can 
be achieved. These include increasing the competi-
tiveness and attractiveness of a port city as a place 
that implements sustainable and integrated actions, 
taking into account the social, economic and envi-
ronmental aspects (Januchta-Szostak, 2012).

4. History of Dalmor

Fishing was a traditional form of activity of Gdynia 
inhabitants even before the o'cial foundation 
of the municipal unit, made from several smaller 

4 The term “urban sprawl” refers to uncontrolled urbanisa-
tion of suburbs and rural areas, with depopulation of city 
centres. It results from an increased demand for cheaper real 
estate, thus generating environmental, communication (con-
gestion) and infrastructural problems.
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neighbouring coastal towns and villages (Balicki, 
Makać, 1988). After World War I, local deep-sea 
moods arose, which involved the expansion of the 
boundaries of !shing activities beyond the Baltic 
Sea waters, extending its range of !shing, among 
others, to the North Sea (Ropelewski, 1991). From 
the 1930s to the 1940s, several !shing companies 
operated in Gdynia. One of them was the Dutch Mo-
pol, which had eight sailing ships (herring luggers). 
The company initiated this form of activity in Poland 
and additionally started the construction of a !shing 
base on land at Nabrzeże Angielskie [English quay] – 
Molo Rybackie. It was located in the !shing port, 
and since the 1920s in the area of the Gdynia Sea 
Port still under construction (Czerwińska, 1980). An-
other enterprise was the so-called Mewa [Seagull], 
which conducted its activities with 15 sailing ships. 
At Nabrzeże Angielskie, it undertook the construc-
tion of an o'ce and administration complex with 
a processing part (a warehouse and tanks for salting 
herring). At the end of the 1940s, the company Po-
morze [Pomerania] was established in Gdynia, which 
did not operate traditional sailing ships, but trawl-
ers, which were the largest !shing vessels in use in 
the country (Ropelewski, 1991). The company used 
the existing land base of Molo Rybackie. The highly 
developed !shing base also included other !shing 
companies, such as: Korab, Ławica and Del!n. Dur-
ing World War II, German occupiers used the deep-
sea !shing base located in the !shing port. Seeing its 
growing potential, they undertook the expansion of 
processing, storage and cooling facilities. 

On January 29, 1946, Przedsiębiorstwo Połowów 
Dalekomorskich “Dalmor” [the Dalmor Deep Sea 
Fishing Enterprise] was established. During the peo-
ple’s regime, a period of national socialised econo-
my, Dalmor was a state enterprise. In the late 1940s, 
the United Nations Relief and Reconstruction Or-
ganisation (UNRR) allocated additional !shing units 
to it to support the reconstruction of Polish !shery 
(Ropelewski, 1991).

The potential of Gdynia’s Dalmor (Fig. 1) as the 
basic entity developing the sector of !shery in 
Poland was manifested, among others, in activi-
ties such as opening its branches in Szczecin and 
Świnoujście. It also showed an intention to expand 
its functional zone to include Gdańsk in the event of 
periods known as !shing peaks5 (Ropelewski, 1991). 
The Dalmor company implemented innovative solu-
tions, including the operation of the !rst “base ves-
sel” – Morska Wola and a trawler with processing fa-
cilities called Dalmor I. In addition, the teaching and 

5 This refers to the period of increased !sh transhipment ac-
tivity and accompanying works.

training activity was a signi!cant contribution of the 
company to the development of domestic !shery. It 
o"ered six-month training for maritime sta". Initial-
ly, Dalmor !shed mainly in the North Sea, but thanks 
to new trawlers, it was able to expand its ranges 
into the waters of the Barents Sea. The company’s 
high development tendencies, as well as prospec-
tive plans were the basis for extending the !shing 
zones to the waters of the Labrador, far away from 
European waters (Misztal, 1980). The development 
of deep-sea !shing also had an impact on the Polish 
shipbuilding industry, which became involved in the 
production of modern !shing vessels with appropri-
ate storage and processing equipment. The industry 
itself initially supplied Dalmor with about 14 such 
!shing vessels, and their stock was systematically in-
creased. The use of modern !shing techniques and 
vessels adapted to deep-sea !shing was conducive 
to the development of !shing routes into the sub-
Arctic waters, the Central Atlantic, and also West 
African waters (Misztal, 1980). Since the 1970s, the 
Dalmor company, enriched with incorporating the 
Arka !shing entity, maintained the increase in catch-
es and also developed the base of Gdynia’s deep-sea 
!shing. This was approved by the political authori-
ties; therefore, Dalmor obtained !nancial support 
for further modernisation of its facilities and the pur-
chase of electronic equipment – modern network 
echosounders and vertical-horizontal echosound-
ers (Misztal, 1980). In the period of its greatest de-
velopment, the Dalmor #eet was equipped with 59 
specialised !shing vessels and reached catch levels 
of over 200,000 tons of !sh per year. The company 
employed 7,000 sta", of whom approx. 60% were 
!shermen (Palmowski, 1998).

5. Transformation of Dalmor

The basic aspects that weakened Dalmor’s position in 
the 1980s–1990s involved restrictions on !shing op-
portunities by introducing 200-mile economic zones 
for coastal states, including Poland. The Russian lob-
bying against Polish !shing in the Bering Sea was an 
additional aspect (Palmowski, 1998). Consequently, 
in the 1990s, the deep-sea #eet and employment 
decreased (by over 40%). The recession of !shing 
activities triggered taking restructuring measures 
(Klasa, 2007). The company structure was gradually 
transformed into a holding form, which included 
several companies. They o"ered processing services 
(Dal-Pesca), refrigeration services (Dal-Mors), han-
dling of cargo units (Dalmor-Port) and services re-
lated to cutter !shing in the waters of the Baltic Sea. 
The main activity undertaken by the management of 
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the enterprise was the commercialisation of its facili-
ties – real estate (Zalewski et al., 1997). The privatisa-
tion of Dalmor began in 2004, when two companies 
came forward during a purchase attempt – one from 
the property development industry and the other 
from the processing industry (Romanowski, 2012). 
The transaction did not take place, but six years 
later, the sale was resumed. Only the development 
company was interested in the purchase o"er. The 
sale was suspended due to a low proposed amount 
for the purchase of Dalmor. Finally, it was included in 
Polski Holding Nieruchomości [the Polish Property 
Holding], which specialises in investment activities 
in the commercial real estate sector.

The construction of the seaport in Gdynia focused 
most of the activities related to the proper develop-
ment of land for port functions. Much more land was 
allocated to equip the port space than it had initially 
been planned, with negative consequences for the 
urban space. The solution to the indicated problem 
of the port-city relationship was to change the port 
boundaries in favour of the city. In 2003, following 
the ordinance of the Minister of Infrastructure, the 
port boundary was moved, thus excluding unused 
port areas with a surface of approximately 53 ha 
(Karzyński, 2015). They also included the attractive 
waterfront areas of Molo Rybackie (10.5 ha), located 
at Basen I (Prezydenta) [Basin I (President Basin)]. The 
disappearance of one of Gdynia’s traditional func-
tions – !shery and the development of the disused 

areas was a signi!cant problem and, at the same 
time, a challenge in the development of the water-
side areas. Currently, Gdynia’s spatial policy in the 
city centre is facing urban challenges that include 
the reintegration of the commercial and housing 
space that has been moved to the peripheral areas 
of the city (Lorens, 2010). The tourism and maritime 
function is also an integral part of the space, espe-
cially in the waterside areas, whose gradual resto-
ration will have a positive impact on recreating the 
city’s maritime identity. Molo Rybackie (the Dalmor 
quay) and the surrounding areas of the Sea Towers 
or Kościuszko Square belong to the so-called Coastal 
Zone of Urban Prestige, the most attractive and at 
the same time highly representative area in the city.

The transformation of the former port area of 
Dalmor included the construction of the Gemini 
commercial centre and was a spatial dominant of 
the Gdynia waterfront (Fig. 2). The 36-#oor apart-
ment and commercial complex Sea Tower, locat-
ed between two piers – Molo Rybackie and Molo 
Południowe [the South Pier] (extension of the 
Kościuszko Square, which is the main axis of the 
city), turned out to be a special spatial dominant.

The two-year work allowed for the preparation 
and adoption in 2010 of the local spatial devel-
opment plan (MPZP) for Śródmieście district (the 
city centre) in Gdynia – the area of Molo Rybackie 
(Uchwała..., 2010).

Fig. 1. Molo Rybackie, the 1960s
Source: fotopolska.eu
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Fig. 2. The location of Molo Rybackie in the centre of Gdynia
Source: Own elaboration based on Google Earth Pro.

Fig. 3. The state of development of Molo Rybackie in 2019
Source: Own study based on: Google Earth Pro.
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The location of Molo Rybackie close to the city 
centre brings with it certain expectations in the con-
text of introducing a new method of spatial develop-
ment and creating a representative urban waterfront 
area (Fig. 3, 4). The spatial development plan for the 
area of Molo Rybackie provides for the introduction 
of multi-family housing (MW3) and low-rise multi-
family housing (MW2) up to four #oors, where com-
mercial facilities (U) will be located on the ground 
#oor from the side of public-access streets. The com-
mercial facilities include, among others, cultural and 
tourism services (UK, UT), commercial facilities with 
a sales area of over 2000 m2 and sea tourism services 
(hotel, catering services). Organised green areas (ZP) 
will be located between the quarters of residential 
and commercial development. Additional elements 
include grey – technical infrastructure (for sew-
age disposal and treatment and electrical power 
equipment).

Shaping the spatial order in the newly formed 
city centre complex and the preservation of the spa-
tial structure drawing on the neighbouring urban 
areas, designed in the interwar period, is the basic 
planning aspect for the waterfront. In the social con-
text, it is important to create generally accessible 
public spaces. In this case, the strip surrounding the 
quay (in Fig. 4, marked in orange) is an element of 
shaping the generally accessible water spaces; this 

is a place intended for sea tourism services, which 
includes the marina with accompanying services. 
In the southern part of the waterfront (Nabrzeże 
Kutrowe [the Cutter Quay]), a !xed marina and a ma-
rina consisting of #oating jetties with accompanying 
services are to be built. Green areas will constitute 
an essential element of the new development due 
to their high landscape and scenic value. The eastern 
end of the waterfront is to be the site of the museum 
of sailing that would give the place a maritime char-
acter. A publicly accessible city park at the end of the 
waterfront would be a destination for visitors to the 
Dalmor waterfront, especially that they could use 
the commercial space located on the ground #oors 
of the new development along the way. Activities 
aimed at preserving the elements of the identity of 
the place and its industrial character are an impor-
tant aspect of shaping the waterfront space. In this 
context, there is an emphasis on the preservation 
and adaptation of post-industrial sites that are ele-
ments of Gdynia’s cultural heritage – two !sh cold 
stores (Karzyński, 2015).

At the turn of 2016 and 2017, works on the con-
struction of a modern residential and commercial 
complex called Yacht Park (srodmiesciemorskie.pl) 
began at the waterfront (Fig. 5). It is intended to 
be a highly representative area of the developed 

Fig. 4. Spatial development plan for Molo Rybackie
Source: Own study based on: Biuletyn..., n.d.
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Gdynia Maritime City Centre6, which is the pride of 
the city, as well as an example of rational activities 
in the !eld of spatial development of disused port 
areas. Yacht Park will consist of six apartment build-
ings with commercial space located on their ground 
#oors. Next to the complex, there will be a marina 
with a capacity of 120 vessels. It will be complement-
ed by a hotel and a conference complex for sailors. 
The openness of the complex is to be manifested by 
generally accessible boulevards, parks and squares 
(Śródmieście Morskie, n.d.).

The new development of the former Dalmor 
port areas will signi!cantly contribute to increasing 
the city’s waterfront potential, opening the public 
space to the vicinity of water. It constitutes a special 
aspect of strengthening the link with the maritime 
character of the city and its return to its roots. The 
Dalmor waterfront with the surrounding Sea City 
areas is to play a dominant role in the commercial 

6 Śródmieście Morskie in Gdynia [Gdynia Maritime City Cen-
tre] is also referred to as Sea City. It consists of former port 
areas in which the port functions have been limited or have 
completely disappeared. The newly created district includes 
the waters of Basen Prezydenta [the President Basin], the 
Dalmor quay and the areas of Stocznia Remontowa Nauta SA 
[Nauta Shipyard] (Śródmieście Morskie, n.d.). The total area is 
71 ha. 

and representative sphere of the city, attracting nu-
merous investors, tourists and residents. In this case, 
space opens up to people through generally acces-
sible green areas. However, this may lead to some 
degree of alienation in terms of shaping the social 
structure (Drzewicki, Romański, 2016). Considering 
the high level of attractiveness of the area under anal-
ysis, the costs of the o"ered services may be a high 
barrier to using them. Another issue is commercial 
prices of property in development complexes, which 
may be una"ordable. There are no activities in which 
real-estate developers o"er some premises that can 
be designated for social use in exchange of provid-
ing them with attractive waterside spaces in the city 
(Drzewicki, Romański, 2016). In this way, positive 
interpersonal relations could be shaped and they 
could counteract social polarisation. This would also 
be a good example of learning to respect each other 
and also of including the holistic aspect of revitalisa-
tion activities (Drzewicki, Romański, 2016). 

6. Summary

Seaports have played a signi!cant role in the de-
velopment of coastal towns. Their city-forming and 
region-forming potential was conducive to social 
and economic growth. Mutual port-city relations 

Fig. 5. The vision of the development of the Dalmor quay
Source: Śródmieście Morskie, n.d.
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are becoming an important topic of discussions and 
research in the context of directions of their mutual 
development or limiting aspects. Revitalisation of 
disused quays is one of the most important chal-
lenges facing port cities. They concern introducing 
new development in areas where port activity has 
been shut down. Such a situation occurs when port 
activities are transferred to further hinterland, thus 
freeing disused space at the meeting point of the 
city and the port. Another reason is the economic 
aspects and political and economic transformations, 
which lead to limiting or stopping port activities.

A similar situation has occurred with Gdynia Dal-
mor, which in its heyday was described as a strategic 
company for the development of Polish !sheries. 
The gradual phasing out of its activities was in#u-
enced by the limitation of the !shing possibilities of 
the most e'cient !shing grounds, the introduction 
of 200-mile economic zones for coastal countries 
and negative Russian lobbying in the context of Pol-
ish !shing activities. As a result, its activity was grad-
ually slowing down, and at the beginning of the 21st 
century, due to numerous unsuccessful attempts at 
economic resuscitation of the company, it took the 
direction of property development. The ceased port 
and industrial functions began to be replaced by res-
idential and commercial, cultural, recreational and 
representative ones. However, the transformation of 
the waterfront space has not !nished yet, and fur-
ther work will be undertaken, e.g. in shaping green 
public areas. It will be indispensable to observe fur-
ther the process of changes in the waterfront and 
the sentiments that these changes will cause among 
various groups of stakeholders.

The introduction of the new development of the 
Dalmor quay gives a chance to return to the shap-
ing of a water-oriented city centre, which is an at-
tempt to return to the basic development assump-
tions of the city from the interwar period. The new 
development is to constitute a coherent whole with 
the neighbouring areas being part of Sea City, where 
the accessibility of its spaces is a vital element. In 
line with the above, considering the hypothesis pre-
sented in the introduction, it should be considered 
as con!rmed. The rational shaping of the city centre 
space, where the boundary between urban and port 
areas becomes blurred with time, thus creating a co-
herent whole, is also important for the city.
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