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1.  Introduction  

Transport is the second largest energy -consuming sector, with a 32 % of share of final energy 

consumption. Therefore it is necessary to consider the White Paper (2011) of the European 

Commission, which sets 10 goals for a competitive and resource -efficient  transport, two of which are 

specific for urban areas: òHalve the use of ôconventionally-fuelledõ vehicles in urban transport by 

2030, phase them out by 2050ò and òAchieve essentially CO2-free city logistics by 2030 - in major 

urban centres.ó  Paris climate agreement (2015) ð the world's first comprehensive climate 

agreement ð has an important r ole also in the logistic sector , if we are looking into the aims of it: 

"Making finance flows consistent with a pathway towards low greenhouse gas emissions and clim ate-

resilient development.". Recognising the important role Sustainable Urban Mobility Plans can play, 

the European Commission proposed in its Action Plan on Urban Mobility of 2009 to accelerate the 

take-up of Sustainable Urban Mobility Plans in Europe by providing guidance material, promote best 

practice exchange, and support educational activities for urban mobility professionals.  

To fully understand possibilities for mitigating urban freight flows and to solve the problem 

holistically, we would need to tackle urban freight on the level of entire supply chain (including 

enterpriseõs strategies) and from the perspective of Functional Urban Areas (FUA). By the definition, 

FUA consists of the city and its commuting zone and is identified as polycentric cores  and the 

hinterlands of FUAs identified based on commuting data, including all settlements from where at least 

15% of the workers commute to any of the core settlement(s) (OECD, 2016).  

The project SULPiTER (Sustainable Urban Logistics PlannIng To Enhance Regional freight transport) 

has been developed to support policy makers in improving their understanding of the FUA freight 

phenomena in an energy and environmental perspective, enhancing their capacity in urban freight 

mobility planning in order to develop  and adopt Sustainable Urban Logistics Plans ð SULPs. The Project 

focused on several FUAs in Central Europe, namely Bologna, Budapest, Poznan, Brescia, Stuttgart, 

Maribor and Rijeka, whose authorities were involved in the project as fully -fledged partners.  

SULPiTER designed and developed a tool aimed at estimating the freight demand generated by the 

economic activities in the FUA individuated by the project partners. SULPiTER tackles urban freight 

in the perspective of FUAs, taking into consideration the fu nctional transport and economic relations 

between inner urban centres (the usual and limited territorial target of public regulations) and the 

surrounding urban territories, as well as the functional transport and economic relations within FUAs 

not affecti ng downtowns. The SULPiTER tool is intended to be a decision support system for policy 

makers to facilitate the process of elaboration of alternative city logistics scenarios.  
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2.  Transport policies - state of the art analysis  

The topic of freight transport ation is a complex process involving many different players. In addition 

to the players of the logistics chain (manufacturers, carriers, traders), there are several professional 

organisations ð such as the Association of Hungarian Logistics Service Centres (MLSZKSZ) ð involved in 

the efficient organisation of the logistics chain. Naturally, the logistics process also includes public 

administrative stakeholders, the government, and the municipal governments. One of the drivers of 

the logistics chain is the g eneral public, whose demands are in the focus of the activities of the players 

involved in freight transportation.  

 
Image 1: Players of the logistics chain 

In order to make sure that the needs and interests of all concerned stakeholders are met without 

conflict, and to ensure that market position of the market players compared to one another remain 

balanced, a complex regulatory is system is needed.  

The regulatory foundation is ensured by way of legislation, and strategic documents created by a 

hierarchically built organisational system with different scopes of authority. The regulatory system, 

in terms of both legislation and strategy, territorially consists  of national, regional, metropolitan, and 

municipal levels.  

The table below shows the most important acts of legislation and strategic documents that determine 

the specific features of the domestic transport system, and within that the unique characterist ics of 

the freight transport system.   

KEY LEGISLATION 

Law Scope Law type 

Act I of 1988 on public road transport  national  law 

Act CLXXXIII of 2005 on railway transport national  law 

Decree 92/2011. (XII. 30.) of the General 

Assembly of the City of Budapest 

on the regulation of freight transport 

within the administrative boundaries of 

Budapest 

local 

(Budapest) 

Decree of the General 

Assembly of Budapest 

Stakeholders 
of freight 

transportation
State

Municipalities

Professional 
organisations

Manufacturers

Carriers

Traders

Population
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Joint Decree 1/1975 of Minister of Postal 

Services and Transport and of the 

Minister of the Interi or (II.5) on the rules 

road traffic  

national  ministerial decree  

Act LXVII of 2013 on distance-based toll 

payable for the use of motorways, 

highways and main routes 

national  law 

Decree 13/2010 (X.5) of the Minister of 

National Development on the traffic 

rules applicable to vehicles exceeding 

allowed gross vehicle weight, axle load 

and size parameters 

 

national  ministerial decree  

Decree 101/2003 (XII. 23) of the Minister 

of Economy and Transport on the 

specific conditions of international road 

tra nsport of goods and persons 

national  ministerial decree  

Decree 190/2008 (VII. 29) on the 

restrictions applicable to heavy truck 

traffic  

 

national  government decree 

Table 1: Acts of legislation and strategic documents that determine the specific features of urban logistics 

The national legislation related to traffic and freight transport is based on the laws that concern the 

individual traffic sectors (Act I of 1988 on road traffic; Act CLXXXIII of 2005 on railroad traffic; Act 

XLII of 2000 on water traffic, and Act XCVII of 1995 on air traffic). These laws cover the entire system 

of traffic sectors: they cover topics on safety, integration into the international system, state and 

municipal tasks, the rights and obligations o f the participants of traffic, and environmental conditions.  

The most important act of legislation at the national level is the decree on the basic rules of road 

traffic. This law sets out the rights and obligations of the participants of road traffic. An other 

important law that affects vehicle road traffic is the act on the rules of road usage of 2013, which 

sets out the regulatory framework of the usage -based toll system created in line with the relevant 

directives of the European Union.  

Three of the mo st important national legislation that specifically concerns the process of freight 

transport are included in this table. All of these concern the traffic restrictions applicable to heavy 

trucks, and the legislative framework of the process of freight tran sport.  
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Image 2: Trucks awaiting entry into the country at the border, as the main resources of road logistics1   

Of the local legislation that concerns freight transportation in Budapest, the decree of the General 

Assembly of the City of Budapest on which the document entitled òThe Freight Transportation 

Strategy of Budapestó (Budapest Teherforgalmi Strat®gi§ja) is based is the most important act of 

legislation.  

STRATEGIC DOCUMENTS 

Strategic document  Scope 

National Transport Infrastructure Development 

Strategy (2014) 
national  

Medium-term Logistics Strategy  national  

Bal§zs M·r Plan (2013) local (Budapest) 

Freight Transportation Strategy of Budapest 

(2008) 
local (Budapest) 

Budapest 2030 ð Long-term Urban Development 

Concept (2013) 
local (Budapest) 

Uniform Concept Proposal For City Logistics 

Objectives In Budapest (2014) 
local (Budapest) 

Table 2: Main strategic documents concerning urban logistics 

Of the strategic documents, the National Transport Infrastructure Development Strategy ð which sets 

out the transport development objectives of Hungary and the tools necessary for their implementation 

ð concerns transportation development at the national l evel.  

The Medium-term Logistics Strategy ð a projection of logistics developments planned for the 2014 -

2020 period ð concerns the area of logistics.  

The Bal§zs M·r Plan contains the concepts that determine the future of transport in Budapest in the 

2014-2030 period, which places great emphasis on the development of sustainable forms of transport. 

This is the official transport development strategy of Budapest; the review of which is still ongoing.  

The Budapest 2030 Long-term Urban Development Concept set s out the future milestones of the urban 

development of the city based on the specific economic, social and environmental aspects that 

characterise the city. The strategy also covers the necessary developments in the field of urban 

freight transport and lo gistics.  

                                                           
1 The photos in the document ð if it is not indicated differently ð were taken by Andr§s Ek®s. 
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The òFreight Transportation Strategy of Budapestó and the òUniform Concept Proposal For City 

Logistics Objectives In Budapestó documents deal specifically with the topic of urban freight 

transportation. In order to influence truck traffic within the boundaries of Budapest, the former 

document envisions different kinds of zones that would be based on gross vehicle weight, as well as 

protected zones, and sections of roads that would only be accessible to terminating traffic. The latter 

document is a document that deals with the topic of urban freight transportation and provides a 

comprehensive look into the problematic areas of freight transportation in Budapest, and sets out 

recommendations for its resolution as well. The document that was prepared in 2014 is not, however, 

current at this point, it is under review.  

The creation, updating, and implementation of the regulatory framework is the responsibility of 

different organisations. The organisations are hierarchically built: decisions are made at the 

ministerial level, which are then implemented by organisations at the national and local levels.   

 
Image 3: Organisational background of the regulatory framework of logistics 

Currently in Hungary, there is no separate ministry that deals with transport policy, this policy area 

belongs in the scope of authority of two ministries. On the one part, the determination of the most 

important directions and areas of development belongs  within the purview of the Ministry for 

Innovation and Technology, while the economic aspects belong under the Ministry of Finance.  

Three organisations are worth mentioning in particular when it comes to national -level executive 

organisations: Magyar Kºz¼t Nonprofit Zrt (Hungarian Public Road Non -profit Plc) operates, maintains 

and repairs motorways and the national public road network, while the implementation of the 

development projects are commissioned by a state -owned company, Hungarian National 

Infrastructure Development Company (Nemzeti Infrastrukt¼ra Fejlesztş Zrt.).  

The tasks of the collection of tolls, provision of tolling services and the related control functions 

linked to the usage -based toll system that was introduced in Hungary in July 2013 a re tasks performed 

by the National Toll Payment Services Plc (Nemzeti Ētd²jfizet®si Szolg§ltat· Zrt). Around 6500 km of 

public roads are toll roads in Hungary, and the size of the toll that is proportionate to the distance 

travelled depends on the vehicle category (J2, J3, J4).  

At the local level, in Budapest, the municipal organisational system is also involved in the handling of 

transportation related matters. Budapest has a two -tier municipal system, comprising metropolitan 

and district municipalities.  

Local level

.ǳŘŀǇŜǎǘƛ YǀȊƭŜƪŜŘŞǎƛ 
YǀȊǇƻƴǘ ό/ŜƴǘǊŜ ŦƻǊ 
Budapest Transport)

.ǳŘŀǇŜǎǘ YǀȊǵǘ 
(Budapest Public Road 

Organisation)
District municipalities

Public Area Inspection 
organisations

Parking Management 
organisations

National level

bŜƳȊŜǘƛ ¨ǘŘƝƧŦƛȊŜǘŞǎƛ {ȊƻƭƎłƭǘŀǘƽ ½ǊǘΦ 
(National Toll Payment Services Plc)

aŀƎȅŀǊ YǀȊǵǘ bƻƴǇǊƻŦƛǘ ½Ǌǘ όIǳƴƎŀǊƛŀƴ 
Public Road Non-profit Plc)

bŜƳȊŜǘƛ LƴŦǊŀǎǘǊǳƪǘǵǊŀ CŜƧƭŜǎȊǘǃ ½ǊǘΦ 
(Hungarian National Infrastructure 

Development Company) 

Ministerial level

Ministry of Finance Ministry for Innovation and Technology
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The Municipality of Budapest carries out all the urban development, urban restoration and urban 

settlement operation tasks that concern the whole of Budapest, or which are related to the special 

role that Budapest plays in the country. The Municipality of Budapest performs the local government 

tasks for the whole of Budapest as well as several districts, and those related to Margaret Island, 

which is an area that is directly managed by the Municipality.  

The individual district municipalities within Budapest  carry out all the tasks and responsibilities of a 

municipality ð within the framework of the law ð, which are not delegated to the exclusive 

competence of the Municipality of Budapest by law, and are also responsible for the urban 

development, urban plann ing and urban operation activities that do not fall within the competence 

of the Municipality of Budapest.  

Out of the organisations with executive powers engaged in activities related to transportation, the 

following organisations have the largest scope of  authority:  

Budapest Kºz¼t Zrt is responsible for the operation and maintenance of roads, bridges, built objects 

owned by the Municipality of Budapest, traffic control systems within the whole of Budapest, as well 

as of the roads that are not the property  of the Municipality of Budapest but are used by public transit 

services in Budapest. 

The Budapesti Kºzleked®si Kºzpont (Centre for Budapest Transport) is organisation owned by the 

Municipality of Budapest, whose most important tasks include the establishm ent and implementation 

of the transportation strategy of the city, management of the transport system of the city, as well as 

the ordering and financing of the public transit services of the city.  

In connection with traffic, the public area inspection orga nisations are responsible for executing the 

control processes related to the authorised use of public areas, and ensuring that activities subject 

to road management permits are compliant with the applicable rules and regulations. In Budapest 

public area in spection activities are performed by the Law Enforcement Directorate of the 

Municipality of Budapest, and there are also independent public area inspection organisations 

operated by the district municipalities.  

As a general rule, the Municipality of Budap est Law Enforcement Directorate is the competent 

authority in terms of public areas, mostly main roads operated by/owned by the Municipality of 

Budapest, while public areas, roads operated by/owned by the district municipalities fall within the 

competence of the district -level public area inspection organisations. Any public areas, roads within 

districts that do not have a public area inspectorate organisation in place fall within the competence 

of the Law Enforcement Directorate of the Municipality of Buda pest.  

Parking services management related matters are generally delegated to the competence of 

organisations owned by the municipal governments.  
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3.  Urban Freight Transport - state of the art analysis  

3.1.  The process of freight transportation  

3.1.1.  Intermodal zones of international significance in freight transportation  

On account of its central location in Europe, in particular in the Central Eastern European region, 

Hungary plays an important role in freight transportation and logistics processes o n both a continental 

and intercontinental scale. The largest logistics regions of international significance in Hungary are 

those in Budapest (BILK, Csepel Freeport, Debrecen, Sz®kesfeh®rv§r and Sopron. The image below 

presents the national logistics centr es, four of which ð Csepel, Gyşr-Gºnyŭ, Baja, Debrecen ð are tri -

modal (road-rail -waterway, and road -rail -air), while the others are bi -modal (road-rail).  

The key foreign partners in road freight transportation, based on turnover, are:  

¶ export: Austria, Ge rmany, Italy, Romania, Slovakia  

¶ import: Austria, Slovakia, Germany, Italy, Romania  

 
Image 4: Hungarian combined terminals and logistics service centres of national significance (OLSZK)2 

The capital city and its functional area provide appropriate conditions for the establishment of multi -

modal transportation chains, with three intermodal logistics centres of international significance 

located in the region:  

Budapest Freeport and Industrial park  

The Freeport located on the northern section of Csepel Island is an important port of the Danube -

Main-Rhine waterway, playing a crucial role in Europeõs waterway trade. In addition to the waterway, 

the Freeport and the connecting intermodal logistics servi ce centre has both road and rail 

connections. On its premises, it has (uniquely in the country) a waterway container terminal with side 

capacity, with an additional RO -RO terminal, warehouses, offices and outdoor storage areas fulfilling 

                                                           
2 source: http://www.kti.hu/uploads/images/Trendek/6_Hatodik/a01_5 -150.jpg 
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transportation and  logistics needs.  There are 187 ship docks overall in the three basins within the 

port; of which two basins are dedicated to handling commercial traffic and one basin is dedicated to 

the handling oil and oil product traffic.   

 
Image 5: Budapest Freeport and Logistics Centre 

BLIK - Budapest Intermodal Logistics Centre 

The BLIK - Budapest Intermodal Logistics Centre is located in the Ďcsai ¼t industrial area, next to a 

warehouse base and the Soroks§r terminal freight rail station. The location of the area at the 

intersection point of the M0 ring and the Budapest -Kelebia railway line makes it ideally suited to fulfil 

a logistics function as in addition to being a meeting point of public road and the railway, there are 

also waterway and air connections available within 20 km. The Centre is accessible via a separate 

exit from the M0 ring.  

Budapest Ferenc Liszt International Airport   

Budapestõs only international airport, the Ferenc Liszt International Airport, plays a crucial role at a 

European level, especially in Central Eastern European air logistics traffic. The airport is located in 

the heart of Europe, making it an ideal site for distributing and managing cargo arriving from or 

departing to overseas regions. The airport is the meeti ng point for air, public road and rail freight 

transportation. On account of the economic development and the spreading of e -commerce in recent 

years, airport cargo traffic has been increasing dynamically. In the two years between 2015 and 2017, 

cargo traf fic at Budapest airport grew by nearly 40%, with volumes exceeding 100,000 tonnes for the 

first time in September 2016.  

Air cargo transport can be realised in one of two ways: through dedicated cargo flights or as belly 

cargo on passenger flights. The thre e companies currently responsible for the greatest cargo traffic 

at Ferenc Liszt International Airport are Qatar Airways Cargo, Cargolux and Turkish Cargo. Of the 

main courier companies, the flights of DHL, TNT, UPS and FedEX are most significant, usually flying 

at night. The airlines that play the most important role in belly cargo transportation are Emirates, Air 

China and Air Canada Rouge. 

Numerous large logistics service providers have business sites in the vicinity of the airport, which 

areas (due to t he rise in volume of air cargo) have undergone major development in recent years. In 

2017, DHL and TNT took possession of new logistics facilities measuring 13,000m2 and 12,500m2, 
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respectively. The two capital investment projects created a total of 300 new  jobs. In the addition, 

Cargo City Logistic Centre is also adding a new 160,000m2 cargo handling facility on the large 

development area located next to Budapest Airport 2, which is expected to be completed in the 2nd 

quarter of 2019. Thanks to the investme nt project ð which now has a valid construction permit ð, the 

airportõs annual cargo traffic could reach 250,000 tonnes per year in the near future.  

There are numerous logistics service providers present in the vicinity of the airport, including AIRMAX 

Cargo Budapest Zrt., the Vecs®s Logistics Centre and Trans-Pack Logisztika Kft.  

 
Image 6: Change in the volume of air cargo between 2015 and 20173 

3.1.2.  The logistics zone of Budapest and its region  

The Budapest FUA (Functional Urban Area) is Hungaryõs cultural, economic and administrative centre. 

The city has a population  of 1.7 million, but close to 2. 5 million including the agglomeration region.  

Budapest and its region today has a central role in logistics and freight transportatio n processes not 

just on a national scale, but is also seen as a key logistics hub in the Central Eastern European region.  

On account of Hungaryõs accession to the European Union in 2004, the role of road networks has 

appreciated in value.  

The Trans-European Transport Network (TEN-T) is a planned Europe-wide network of roads, railway 

lines and waterways. The Pan-European transport corridors (Helsinki Corridors) were defined in the 

1990s. The ten corridors are an extension of the TEN -T network towards the ea stern directions of 

Europe. On account of the expansion of the European Union, these are, for the most part, now located 

in the EU, and as such are part of the TEN-T network. The following image shows the elements of the 

TEN-T network and the Helsinki Corr idors crossing Hungary.  

Of the TEN-T priority projects, only Priority Project 7 (òMotorway axis Igoumenitsa/Patra-Athina-

Sofia-Budapestó) contains public road sections within the territory of Hungary. Pan-European Corridor 

IV stretches from the Austrian/S lovakian border towards Romania, passing by Budapest and including 

                                                           
3 source: https://www.bud.hu/cargo  
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410 km of public roads. Corridor V also has a public road section in Hungary, with the main branch 

(Corridor V) arriving to the country from the direction of Slovenia, while branches V/B an d V/C from 

the direction of Croatia, linking into a single branch at Budapest, and continuing towards the Ukraine. 

This section includes 784 km of public roads. Corridor X/B stretches from Budapest to Serbia and the 

length of public roads is 171 km.  

 
Image 7: The Helsinki Corridors and the public road elements of the TEN-T network in Hungary 4 

The national road network has a radial structure, with the majority of roads meeting up in the 

Budapest region, which in turn reinforces the ca pitalõs central position. The current elements of the 

express road network also link up in the Budapest region, as a result of which, prior to the completion 

of the M0 bypass ring, urban transit traffic was substantial on Budapest roads. The idea for the M 0 

express road by-passing Budapest already arose in 1942, but construction only commenced in 1987. 

The southern sector was constructed first, followed by the eastern and northern sectors. The bypass 

road is still uncompleted, with the section between the M 1 motorway and Main Road 11 still missing. 

As the route of the planned missing section falls on the territory of the Buda Hills and the Buda 

Landscape Protection Area, its planning and construction generates greater debate and conflicting 

interests than th e other sections. Thus, although plans have already been completed for the northern 

part of the missing section, constriction has not started, while there are no plans at all in place for 

the western section (which would progress entirely in a tunnel.)  

 

                                                           
4 source: http://www.kti.hu/uploads/images/Trendek/2 _Masodik/a02_5-090__on.jpg 
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Image 8: Intense heavy truck traffic on the southern section of the M0 motorway 

 
Image 9: The M0 motorway sees international and national transit traffic, as well as freight traffic 

departing from or arriving to Budapest 
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M0 

Around Budapest 

 

M1 

Between Budapest and Austria 

part of Helsinki Corridor 4  

 

M2 

Between Budapest and V§c 

 

 

M3 

Between Budapest and the Ukraine 

part of Helsinki Corridor 5  

 

 

M5 

Between Budapest and Serbia 

part of Helsinki Corridor 10/B  

 

 

M6 

Stretches from Budapest towards the Croatian 

border, along the right bank of the Danube  

part of Helsinki Corridor 5/C  
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M7 

Between Budapest and Croatia/Slovenia 

part of Helsinki Corridor 5  

 

The logistics sites that have national and regional significance have been established on the cityõs 

boundaries, along the M0 ring, primarily in the vicinity of the intersection points of the M0 ring and 

the motorways as well as near Ferenc Liszt International Airport (Budapest's only international airport) 

and the Csepel Freeport.  

 
Image 10: Heavy truck traffic entering the M0 ring obstructs public transportation in Csepel, on II. 

R§k·czi Ferenc ¼t 
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Image 11: Logistics centres of regional and national significance in and around Budapest 

The major logistics areas of regional and national significance in and around Budapest are the 

following:  

Ējpest Industrial Park/North-Pest Industrial Park 

Ējpest Industrial Park, also known as North-Pest Industrial Park, is located near the northern sector 

of the M0 ring, approximately 500 m from the Ējpest exit. The area has been home to logistics 

activities since 1999.  

Eastgate Business Park 

The Business Park, established in 2006, is located near the intersection point of the M0 ring and the 

M3 motorway. From a public administration perspective, it belongs to the area of F·t and has an area 

of 37 ha. The Business Park is accessible via a separate exit from the M0 ring.  

M3 Logistics Centre 

The Logistics Centre is also located near the intersection point of the M0 ring and the M3 motorway. 

From a public administration perspective, it belongs to District 15 of Budapest, located between the 

M0 motorway and R§kospalota. The centre has warehouses, offices as well as a container terminal 

and an industrial track to facilitate railway connections.  
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Gy§l logistics areas 

The area located at the intersection point of the M3 and M5 motorways is the site for the M5 Gy§l 

Industrial Park and the Tesco Logistics Centre. The Industrial Park offers logistics services as well as 

warehouses and offices to rent on 35,000 mĮ.  In addition, the park is to be expanded with another 

area of 24,000 mĮ as part of Phase 2 development. 

BLIK - Budapest Intermodal Logistics Centre 

For details see: 3.1.1  

Prologis Park Budapest-Island 

Prologis Park is located on Csepel Island, and from a public administration perspective it is located in 

the area of Szigetszentmikl·s. Its premises are 201,000 mĮ, comprising 10 warehouses and an office 

building.  

ProLogis Harbor Park  

The more than 100,000 mĮ logistics area is located in District 22, at the boundary of Budapest, 

between the Danube and the M6 motorway, approximately 2.5 km from the intersection point of the 

M0 and the M6 motorways. Its premises have 11 buildings serving logistics purposes and a development 

reserve area which allows for the construction of four more buildings.  

Prologis Park Budapest M1 

The logistics area located in P§ty, along the M1 waterway, has been owned by Prologis since 2015. 

The 70,000 mĮ area currently houses five facilities.   

Logistics areas near the intersection point of the M0 ring and the M1 motorway  

There are significant lo gistics areas located in Biatorb§gy, at the intersection point of the M0 ring and 

the M1 motorway, however, in contrast with the above, these represent the logistics bases of larger 

retail chains (e.g.: Aldi Logistics Centre, IKEA Budaºrs external depot/collection point).  

Budapest Freeport and Industrial park  

For details see: Hiba! A hivatkoz§si forr§s nem tal§lhat·. 

Logistics areas near Budapest Ferenc Liszt International Airport  

For details see: Hiba! A hivatkoz§si forr§s nem tal§lhat·. 
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3.1.3.  Regulation of Budapestõs freight transportation 

Freight transportation activity, routes and truck management in Budapest is currently regulated by 

the document entitled òBudapestõs Freight Transportation Strategyó5, prepa red in 2008.  Pursuant to 

the Strategy, decrees on entry to gross vehicle weight (GVW) restricted zones or waiting in protected 

zones regulate freight transportation activity.  

The list of protected zones and the conditions of entry into such zones is regulated by Decree No. 

30/2010. (VI. 4.) on the uniform rules for waiting with vehicles within the administrative boundaries  

of Budapest, the fees payable for waiting and the rules  on storing inoperative vehicles as adopted 

by the General Assembly of Budapest. The document sets out 11 protected zones within the area of 

Budapest, which include parks and green areas that are considered to be of great significance at the 

city level (such as V§rosliget, N®pliget, Margitsziget) as well as historic city sections of priority value 

(such as Buda Castle and the Basilica area). Entry to the protected zones for freight transportation 

purposes, or waiting inside zones is subject to obtaining an entry or a waiting permit. The start of the 

wait must be indicated on a disc placed behind the windshield. Environmentally -friendly vehicles are 

eligible for a discount on the fee of freight transportation entry/waiting permit.  

The list of GVW-restricted zones and the conditions of entry to such zones is regulated by Decree No. 

92/2011. (XII. 30.) on the regulation of freight traffic within the administrative boundaries  of 

                                                           
5 Adopted with Decree 2030/2008. (XII. 18.) of the General Assembly of the City of Budapest  

Vecs®s: 

During the survey conducted in the area of Vecs®s, we polled 3.5% of retail units, a total of 20 stores. 

The responses in this case were significantly different from those in District 18, and with one 

exception all respond ents said that delivery vehicles are able to park legally for purposes of loading 

and unloading, at the designated parking areas or in private spaces.  

When formulating problems and recommendations, 17 respondents said that they feel there are no 

problems with loading or delivery, with one store raising the issue of accessibility as a problem. 

Despite this fact, numerous stores gave recommendations, typically pertaining to changing the time 

of delivery, the establishment of loading points and parking spaces and the amendment of regulations.  

District XVIII of Budapest (Pestszentlşrinc, Pestszentimre): 

In the autumn 2017, in the context of the questionnaire survey co nducted as part of the project, we 

polled 3.5% of retail units concerned (92 stores) in District 18 of Budapest (Pestszentlşrinc, 

Pestszentimre), about the process and problems of freight transportation. Reviewing the results, it 

should be highlighted that  based on the assessment of the process of deliveries not made with own 

vehicles, at one quarter of the stores polled freight transportation vehicles were illegally parked for 

the duration of loading/unloading. In the case of deliveries made with own vehic les, the ratio of 

illegal parking was substantial lower at 11%.   

The question where respondents were allowed to formulate problems and make recommendations, 

18 respondents said that they feel there are no problems with delivery and unloading, 16 stores 

stressed inadequate parking and loading opportunities and 7 emphasised the lack of accessibility. 

According to the majority of recommendations (11), the establishment of loading and parking areas 

would be required, while 4 stores recommended the ame ndment of regulations.  
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Budapest, as adopted by the General Assembly of Budapest. The decree sets out three different zones, 

3.5 tonne, 7.5 tonne and 12 tonne GVW -restricted zones, where vehicles exceeding the largest 

permitted gross vehicle weight can only enter by paying for the entry permit, which permit is issued 

by the mayor. Vehicles belonging to the EURO 0 and EURO 1 environmental categories cannot be 

issued entry permits for 3.5 tonne restricted zones, and vehicles whose registration certificate 

indicates environmental category 0, 1, 2 or 3, or does not contain a code indicating an environmental 

classification or has a foreign registration certificate and is fitted with a EURO 0 or EURO 1 engine 

cannot be issued entry permits for 7.5 tonne restricted zones.  

The decree sets forth the following time restrictions for the various zones in Budapest, taking gros s 

vehicle weight (GVW) as basis: 

There is a restriction for 7.5 tonne vehicles in the following areas and time intervals:  

¶ North-Buda ð time restriction: from 07.00 to 18.00 and from 22.00 to 05.00  

¶ Central-Pest ð time restriction: from 07.00 to 18.00 and f rom 22.00 to 05.00  

¶ South-Pest - time restriction: none  

¶ Csepel-Csillagtelep - time restriction: none  

There is a restriction for 3.5 tonne vehicles in the following areas and time intervals:  

¶ Pest ð time restriction: from 07.00 to 18.00 and from 22.00 to 05. 00 

¶ Buda ð time restriction: from 07.00 to 18.00 and from 22.00 to 05.00  

¶ Kelenvºlgy ð time restriction: none  

¶ South-Pest - time restriction: from 12.00 to 17.00 and from 19.00 to 10.00  

In addition to GVW-restricted zones, the Freight Transportation Strategy also sets out roads and areas 

(the latter primarily larger industrial areas in the transitional zone) that are accessible without 

restriction in terminating traffic as well as roads without restrictions.  

In the capital city, Budapes t Kºz¼t Teherforgalom (Freight Transportation Department of Budapest 

Public Road Organisation) is responsible for managing protected and restricted -traffic freight traffic 

zones. Since 2012, the fee for the entry permits and waiting permits can be paid usi ng an online 

administration system called TOBI.   
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Image 12: Freight Transport Strategy for Budapest6 

One of the greatest current problems of freight transportation and logistics regulation is that the 

decrees adopted based on Budapestõs freight transportation strategy only apply to the area of the 

capital city, and no regulation that uniformly handles the agglomeration areas exists.  

3.1.4.  The logistics and freight transportation potential of Budapest's 

transitional zone  

The Budapest 2030 Long-Term Urban Development Concept prepared in 2011 sets out five zones within 

the area of the capital city: the inner zone, the transitional zone, the suburban zone, the Danube 

zone and the hilly zone. The transitional zone is located between the inner zo ne and the suburban 

zone, and while both the inner and the suburban zone have a primarily residential function, the in -

between areas mainly contain industrial areas, areas of economic activity, and quite a few abandoned 

brown-field plots. The reason for th e creation of a transitional zone without residential function is 

that subsequently attached areas did not organically connect to the core of Budapest, and business 

sites and warehouses for economic activities were constructed in the empty areas between re sidential 

sections. 

                                                           
6 source: https://bkk.hu/terkep -6/  
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Image 13: Budapestôs zonal system 7 

Today, substantial areas in the transitional zone have lost their former industrial functions and appear 

in urban fabric as under -utilised brown -field areas. There are important underlying logistics 

opportunities in these areas, as they represent territorial potential within the city limits, easily 

accessible by public road using express roads, while also located near the city centre, thus potentially 

serving as appropriate starting points for the servicing of dense, inner areas. These plots, and brown -

field areas would provide ideal locations for consolidation centres that, for the time being, are missing 

from Budapest today, which centres would be suitable for commissio ning goods and their forwarding 

in a lower -scale, more environmentally -friendly fashion.  

                                                           
7 source: Budapest 2030 hossz¼ t§v¼ v§rosfejleszt®si koncepci· 
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Image 14: Suggested locations for consolidation centers in the transition zone 
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Image 15: Switching from brown-field area to office activity 

 
Image 16: Currently unutilised brown -field area in the former location of Nagyv§s§rtelep in District 9 
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3.1.5.  Freight transportation and city logistics overview of Budapestõs inner 

city  

In Budapest, the traditional urban inner city core of the city is surrounded by the transitional zone, 

i.e. on the Pest side, inwards from Hung§ria kºr¼t, essentially characterised by dense construction, 

3-4 storey buildings and very few green areas.  

 
Image 17: Traditional trucks in Budapestôs freight traffic on PetŖfi Bridge in 19838 

The survey conducted during the preparation of 2014õs òUniform Concept Proposal For City Logistics 

Objectives In Budapestó shows which activities generating freight transportation needs are most 

significant in the four sectors along the ring roads. During the survey, three sectors were established 

in the area within Hung§ria kºr¼t: between Hung§ria kºr¼t and Nagykºr¼t, between Nagykºr¼t and 

Kiskºr¼t, and the area within Kiskºr¼t, with the distribution of businesses generating freight 

transportation activities varying from sector to sector. While the proportion of food trade, clothing 

trade and hospitality/catering industry between Nagykºr¼t and Hung§ria kºr¼t is practically equal, 

catering activities are more dominant within Nagykºr¼t, followed by food stores between Nagykºr¼t 

and Kiskºr¼t, and clothing stores within Kiskºr¼t. The most restaurants, bars and stores are found in 

the area between Kiskºr¼t and Nagykºr¼t, which is why most freight transportation -related problems 

are observed in this particular sector.   

                                                           
8 source: http://download.fortepan.hu/_photo/download/fortepan_67069.jpg   

http://download.fortepan.hu/_photo/download/fortepan_67069.jpg
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Image 18: Distribution of businesses generating freight transportation activities in Budapest, source: 

Uniform Concept Proposal For City Logistics Objectives In Budapest, 2014 

Entry and waiting for freight transportation purpose in the inner city is regulated by the Decree on 

the regulation of freight traffic within the administrative boundaries of Budapest, drawn up on the 

basis of 2008õs Freight Transportation Strategy of Budapest. Although, as a result of the adoption of 

the decree, larger vehicles were forced out of the city centre and the truck fleet has shifted towards 

vehicles with lower gross vehicle weight, the noise and air pollution and vibration caused by freight 

transportation is still a major problem, caused by the very low ratio of sustainable transportation 

methods. Of available sustainable freight transportation methods, the city has only seen the 

appearance of cargo-bike transportation, which started dynamically expanding in recent years, but 

the number of electric vehicles is still negligible.   
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Image 19: Loading on R§k·czi ¼t in 19729   

One of the reasons of the high number of trucks observed in inner -city areas is the lack of efficient 

organisation. A basic prerequisite of efficient organisation and logistics would be the existence of 

consolidation centres as mentioned in the previous chapter as, with the exception of larger store 

chains, smaller stores, primarily food and grocery stores, typically have the various types of goods 

delivered by a different supplier, and this process generates considerably greater traffic than if those 

were commissioned at a suburban point in the city, and only a single vehicle would deliver to a given 

store each day. Only larger chains have the means to maintain their own logistics centres, where such 

commissioning can be carried out.  

Concentrated loading points, the majority of which are located near boulevards (Kiskºr¼t, Nagykºr¼t) 

and avenues (Kossuth Lajos utca, R§k·czi ¼t, Andr§ssy ¼t, Bajcsy-Zsilinszky ¼t) and near stores located 

in pedestrian streets are important points of urban, primarily inner -city freight transportation. The 

objective of loading points is to provide dedicated waiting areas near stores for freight transportation 

vehicles for the duration of loading/unloading. There are currently 527 concentrated loading points 

in Budapest. The use of certain concentrated loading points is only possible wi thin permitted time 

intervals, but within period, the time available for loading/unloading is not maximised. A single 

loading point is typically able to serve stores and hospitality/catering units in a 50 m radius. Vehicles 

spend an average of 15-20 minutes at a loading point. Although the number of loading point has 

increased in recent years, their numbers are still far from required levels, which leads to parking and 

loading in illegal areas. Another deficiency identified in the system of concentrated loa ding points is 

that these currently do not have an intelligent, IT -based management system that would allow for 

more efficient use and predictability.  In the city centre, in addition to concentrated loading points, 

some of the waiting zones also allow for  loading/unloading, but for a maximum of 20 minutes.  

                                                           
9 source: http://download.fortepan.hu/_photo/download/fortepan_ 15922.jpg  

http://download.fortepan.hu/_photo/download/fortepan_15922.jpg
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.  

Image 20: Partly illegally used concentrated loading points in District 6 

The problems described by inner -city retail units, during the surveys conducted in the autumn of 2017 

as part of the project, are in line with the above. In Districts 1, 5, 6, 7, 8 and 9, 60% of respondents 

identified inadequate parking and loading opportunities as a problem.  
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Image 21: Food delivery in the inner city 

 
Image 22: Illegal loading in a disabled waiting place in District 5 
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Image 23: Illegal waiting and unloading in District 9 on account of an occupied concentrated loading point 

3.1.6.  Characteristics of the vehicle pa rk participating in freight 

transportation in Budapest  

Small and medium-sized trucks are a major segment of public road traffic and transportation in 

Budapest. Since the implementation of the freight transportation strategy and the launch of the entry 

system, as well as the handover of the eastern and northern sections of the M0 motorway, transit 

truck traffic has decreased substantially in the city. The dominant parts of the vehicle fleet are trucks 

with a gross vehicle weight (GVW) under 3.5 tonnes, truck s with a GVW between 3.5 and 7.5 tonnes 

and trucks with a GVW between 7.5 and 12 tonnes. The vehicle fleet used is undergoing renewal in 

respect of environmental protection and emission aspects, but is also becoming polarised. The 

vehicles of large chains maintaining a substantial fleet or working with a significant range of 

subcontractors are relatively modern, but at the same time, the freight transportation vehicles of 

smaller companies or sole proprietors (primarily trucks with a GVW under 3.5 tonnes) u sed in freight 

transportation in Budapest and its agglomeration are frequently in bad condition and have 

unfavourable emissions categories.   
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Image 24: Change in the number of trucks in the Budapest, Pest county and Central Hungarian region 

Following a decline during the years of the crisis, the number of trucks has been rising steadily 

and significantly. Since 2012, it has increased by nearly 24,000 in the Central Hungarian region. 

However, the vehicle fleets of many companies not solely act ive in Budapest or not active in 

Budapest at all are registered in the region of the capital city, which distorts statistics, but the 

increasing trend is definitely perceivable.  

The number of vehicles below a GVW of 3.5 tonnes registered in District 13 wa s 4,316 in 2011, but 

4,632 in 2017. However, the number of trucks in the range over this value dropped from 706 to 

581.  
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Image 25: Trucks with a GVW smaller than 3.5 tonnes in Budapestôs city centre 

3.2.  Currently unutilised waterway an d track -bound urban freight 

transportation methods  

3.2.1.  Waterway freight transportation options  

The regulation of the Budapest section of the Danube was drawn up at the end of the 19th, beginning 

of the 20th century. In the central section (between Margit Bridg e and Petşfi Bridge), interchanging 

vertical embankment walls and embankments with steps were constructed. From Margit Bridge to the 

Northern Rail Bridge, and south of Petşfi Bridge until Budafok-H§ros, a stone-covered embankment 

was constructed, while sto ne-reinforced embankments were created for the remaining sections.  

In 1920, the function of quays changed, with roads constructed alongside, which ensured public road 

connections between the northern and southern parts of the city. Until the 1930s, goods were 

delivered to V§s§rcsarnok by boats at night to Budapesti Kºzrakt§rak (Budapest Public Warehouses), 

from where they were forwarded by rail. After 1945, only ports servicing passenger ships were 

constructed on the quays.  

From 2013, the utilisation rights of Budapestõs river bank sections were assumed by the Municipality 

of Budapest (there is an opportunity for a regulation and infrastructure suitable for freight 

transportation to be established).  

Main international waterway routes  

Of the TEN-T priority projects, only Priority Project 18 (òWaterway axis Rhine/Meuse-Main-Danubeó) 

contains waterway sections within the territory of Hungary. The total length of Pan -European Corridor 

VII within Hungary is 378 km (Image Hiba! A hivatkoz§si forr§s nem tal§lhat·.).  
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Image 26: Priority element 18 of the TEN-T network 10 

The Hungarian section of the Danube is 417 km long, while the Budapest section is 20 km. The TEN-T 

network comprises eight Hungarian ports: Gyşr-Gºnyŭ, Kom§rom, Budapest-Csepel, Duna¼jv§ros, 

Paks, Baja, Moh§cs, and Szeged. Of these, only one, Budapest -Csepel, is located in the capital city 

and is one of the key ports of the Danube -Main-Rhine waterway.  

Budapesti Szabadkikºtş Logisztikai Zrt. (BSZL for short) has great significance in Budapest, as in 

addition to public road and railway connections, it also has a waterway connection. In terms of 

location, i t is found of the southern part of Csepel Island, serving as a port to the TEN -T corridor. The 

RO-RO and container terminal found in the Freeport has a covered area of 92,800 mĮ, open storage 

premise of 49,120 mĮ and a silo capacity of 5,000 mĮ.  

Arising p roblems  

3.2.2.  Container transportation on the Hungarian section of the Danube is 

difficult as the ships cannot sink to sufficient depth and the water level 

fluctuation characteristic of the Danube makes inland freight transportation 

difficult. In addition, traffic and transportation in the vicinity of Budapest is 

also obstructed by fords, flood waves, drift ice and rocky sections.  

3.2.3.  Track -bound freight transportation options  

Urban track -bound systems have been used for freight transportation purpose s since the second half 

of the 19th century, primarily to supply plants and factories. Freight transportation on H£V suburban 

train lines was substantial from the very beginning. With the construction of these lines, MćV-H£V 

connections were established, which were primarily used for freight transportation: Tºrºkşr, Gºdºllş, 

K®n utca. H£V had its own vehicle fleet, but at the same time, MćV-owned vehicles were also used 

to carry out goods transportation tasks on H£V lines.  

                                                           
10 source: http://iho.hu/img/galery/140501 -kozop_4.jpg 
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The industrial track network serv icing the area of the Csepeli Weiss Manfr®d plant (today Csepel 

Mŭvek) from the direction of Pesterzs®bet was established in 1911, through the Gubacs coffer-dam 

(with the Gubacsi Bridge in its place today).  

The 40 engine-powered cargo wagons procured from Rossemann and K¿hnemann in 1926 was a 

milestone in freight transportation by tram. The vehicles nicknamed ôMukiõ, some of which are still 

in operation today, carried out the servicing of Budapest plants as well as internal transports through 

the Budapest t ram network for more than 70 years.  

 
Image 27: A óMukiô tram used for industrial purposes, at one point also participating in freight 

transportation 

In 1960, the H£V network had 62 industrial track connections, the majority of which were in constant 

use. From the 1960s, urban mass transportation commenced, and concurrently so did the shifting of 

freight transportation to public roads and, as a result, the slow decline of the industrial track network. 

From the second half of the 1970s, the decline of freight transportation by tram and H£V accelerated. 

The most important urban freight transportation connection operated between D®li p§lyaudvar (South 

railway station) and the Esztergom railway line through the urban tram network. This rai lway 

transportation connection was in existence up until 1996, primarily for the purpose of supplying the 

one time GANZ plant on Margit kºr¼t. Freight transportation on BKV lines was discontinued on 15 

November 1996. From this point onwards, only industria l and internal freight transport was carried 

out on H£V and tram lines.  

Main international railway network elements  

The following image shows the routes of the transportation networks crossing Hungary. Of the TEN -T 

priority projects, only two, Priority Pr oject 6 (òMotorway axis Igoumenitsa/Patra-Athina-Sofia-

Budapestó) and Priority Project 22 (òRailway axis AthinaðSofiaðBudapestðWienðPrahað

N¿rnberg/Dresdenó contains railway sections within the territory of Hungary. Pan-European Corridor 

IV includes 487 km of railway sections, while Corridor v 996 km. The Hungarian railway section of 

Corridor X/B is 156 km long.  
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Hungary's key trading partners in rail freight transportation are: Austria, Slovakia, Italy, Germany, 

Romania, and as non-European Union countries, the Ukraine and Russia.  

Transit traffic crossing the country departs from Poland, Romania and Slovakia, with Romania, 

Germany, Slovenia, Slovakia and Austria as the main destinations.  

Budapest plays a central role, as this is where the key railway lines  depart from to the various regions 

of the country in radial directions. The capital's two largest marshalling yards are those in Soroks§r 

and Ferencv§ros. The Csepel Freeport has an important role in Budapestõs rail freight transportation. 

MćV ensures freight transportation to the port through Gubacsi Bridge, which is in essence part of the 

150 line departing from the Soroks§r marshalling yard towards Kelebia.  

Arising problems  

The use of railway infrastructure and the connecting systems is costly; there is competition for track 

use with passenger transportation. The current tram infrastructure in Budapest for the most part 

covers the inner city, however, H£V network elements are fragmented, and do not reach inner city 

destinations.  

3.3.  Existing sustainable logistics solutions  

The aspect of sustainability, for the time being, only manifests itself in Hungarian urban logistics to 

very slight degree. There are only an extremely few sustainable and intelligent urban logistics 

solutions functioning, even at the level of pilot projects. In Budapest, it is typically solutions brought 

to life by market needs that are trying to make way and remain standing, and regulation and  urban 

management follows and adapts to market -based initiatives. The objective of the European Union is 

for the logistics of major city centres to essentially become carbon -dioxide emission free by 205011. 

To achieve this goal, further major steps are need ed in the area of Hungarian urban freight 

transportation.  

In Budapest, the initiatives listed below are those that may contribute to a shift towards a more 

sustainable direction in urban logistics.  

1. Bicycle courier services  

For lower-volume cargo, cargo tr ansport by freight bicycle is the most ideal method of urban freight 

transportation. On the one hand, it is environmentally -friendly, there is no noise or air pollution even 

with electrically -assisted bicycles, while on the other, it is a swift and space -efficient solution in the 

case of downtown/urban distances of just a few kilometres, with daily traffic jams or parking 

problems not causing any significant impact.  

In Budapest, freight transport by bicycle was still in its infancy at the beginning of the 1 990s. Since 

then, it has developed substantially as part of the ôbicycle revolutionõ. Today, there are close to a 

dozen bike courier services operating in the city, which  work with varying staff numbers and bicycle 

fleets. In addition to traditional bicycl es, these courier services frequently use cargo bikes, which  are 

suitable for carrying loads of up to 250 kg.  

The oldest and most dominant by courier service in the city is Hajt§s-pajt§s, which in its heyday 

employed a staff of 150. In 2015, a forward -thin king initiative was launched by the company and GLS, 

as part of which packages transported by GLS trucks were delivered to a joint redistribution centre, 

from where Hajt§s-Pajt§s service forwarded the consignments towards downtown areas with bicycles 

and the country's first 100% electric van, a Nissan e-NV200. 

                                                           
11 White Paper (2011) 
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Image 28: Modern bicycle-powered urban logistics, food home delivery (examples from Amsterdam and 

Budapest)   

2. Concentrated loading points  

The establishment of concentrated loading points is an important basic component of efficient 

logistics. There are currently 527 loading points in the city, that greatly contribute to eliminating 

illegal and parallel parking, or parking and loading/unloadi ng on the sidewalk. (For more details see 

Section Hiba! A hivatkoz§si forr§s nem tal§lhat·.) 

3. Jedlik ćnyos Plan  

Electromobility could play a key role in the future in the field of sus tainable urban logistics solutions. 

In order to catalyse the spreading of electromobility in Hungary, in July 2015 the government adopted 

the government decree on the legislative tasks related to the Jedlik ćnyos Plan, as well as the Jedlik 

Action Plan att ached as annex thereto. The government decree also stipulated that the Ministry of 

Finance will start development of the electric charging infrastructure against the quota revenues, 

and also launch pilot projects, primarily in the fields of healthcare, urb an and agglomeration public 

transport and communal waste collection. Although these pilot projects currently have no projects 

focused on urban freight transport, the development of the charging infrastructure, the establishment 

of the regulatory background  and subsidising the procurement of electric vehicles are all important 

steps in the process of the gaining of ground of freight transport vehicles using alternative fuel 

sources. 

4. Electric vehicle subsidy  

In October 2016, based on the Jedlik ćnyos Plan, the government introduced the electric vehicle 

subsidy scheme. As part of the scheme, the government provides various subsidies for thirteen 100% 

electric vehicle models, including three freight transport vehicles (Peugeot Partner Electric, Citroen 

Berlingo Electric, Nissan e-NV200 van), and as such, upon the purchase of these vehicles there is no 

registration tax, transfer tax and output tax, and there is also a maximum amount of HUF 1.5 million 

in state support that can be applied for. Despite the subsidies  and support, relatively few 100% 

electric vehicles have been purchased in the country in recent years, and their number at the national 

level was still less than 1,000 in 2017.   
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4.  The problems of urban freight transportation and 

city logistics  

Today, in Budapest, the regulation, management and control of logistics processes is fractured, far 

from unified. In respect of the capital city, the area of the FUA in particular, there are no 

organisations that would govern freight transport and city logistics proc esses in a single unified and 

coherent system. In addition, fundamental problems also include the deficiencies of regulation; the 

lack of a freight transport, road usage, entry and city logistics plan pertaining to the city and its 

agglomeration; infrastru cture of inappropriate quality and capacity, the lack of the use of IT -based 

systems and inefficient inspections. Players of the logistics chain (carriers and those responsible for 

loading, unloading and delivery) try to resolve their day -to-day tasks under these circumstances, 

however, the methods based on customary law, that violate regulations out of necessity, can cause 

system-level problems, especially in congested inner -city areas.  

In reviewing the problems of urban freight transportation in Budapest,  we have established four main 

groups. We have identified organisational problems, which can be traced back to regulatory 

deficiencies and the shortcomings of management and control. In addition, approaching problems 

from an infrastructural perspective, we  also saw deficiencies related to the vehicle fleet and the built 

logistics infrastructure arise. The presence of the latter clearly hinder the establishment of an 

efficient freight transportation chain, thereby contributing to the obstruction of traffic a nd resulting 

in considerable environmental load.  
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4.1.  Regulation -related problems in the area of logistics  

4.1.1.  Lack of a uniform freight traffic, freight transport, entry and city 

logistics concept  

The issues of freight transportation and logistics are fragmented from an organisational and regulatory 

aspect, and the scopes of decision-making and responsibility belong to different institutions. The 

freight transport entry strategy currently in force manages the entry permits of trucks over 3.5 tons 

within the area Budapest, however, its operation is lacking in seve ral respects. There are no records 

whatsoever on the movements of freight transportation vehicles below 3.5 tons in or in the vicinity 

of the capital city.  

At the level of Budapest, the Bal§zs M·r Plan comprehensively formulates and identifies problems and 

objectives regarding the issues of logistics and freight transportation; not viewing logistics only as a 

single sector, but treating it alongside and together with other sectors.  

For the moment, the òUniform Concept Proposal For City Logistics Objectives In Budapestó, drawn up 

in 2014, is the only document that manages city logistics issues in detail for the area of the capital 

city, formulating problems and looking for solutions. This document, however, has no approved status 

after having been prepared.  

In summary, therefore, at the moment there is no uniform concept that deals with freight traffic 

entry, transportation and city logistics issues from a strategic and operative aspect, covering Budapest 

and its agglomeration region.  

4.1.2.  Fragmented regulation due  to a lack of interoperability of rules brought 

at various public administration levels  

As a result of the regulation of logistics at various levels and by various bodies, the regulatory system 

is not coherent, is inefficient, and due to the alignment of r ules with public administration areas, 

administrative boundaries often appear within processes as unjustifiably large dividing lines.  

It is the result of the lack of interoperability of the national and Budapest regulation that the national 

road toll syste m and the Budapest freight traffic entry systems operate on different platforms. In 

addition, the non -uniform regulation of the Budapest FUA, as well as the regulatory discrepancies in 

Budapest districts arising as a result of the two -tier administrative s ystem in Budapest are also 

problems. 

4.2.  Management and control problems in the area of logistics  

4.2.1.  Lack of institutional frameworks in city logistics  

It is a fundamental requirement of efficient and uniform city logistics management and regulation to 

set up a body that can focus data collection and analysis related to logistics processes in one hand, 

while also managing and controlling processes as well as impacting regulations. There is currently no 

such body in Budapest, and as a result the management and handling of processes is fragmented and 

less emphatic than it should be given its significance. In the capital city, managing logistics falls under 

the competence of metropolitan and district municipalities as well as the BKK, while control and 

inspection fal l into the scope of liability of to the police and public area inspection bodies. As a result, 

the fact that data collection, control and strategy -making are present at different levels and at 

different bodies becomes a problem, meaning that the management  of city logistics does not operate 

in a uniform and coherent manner.  
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4.2.2.  Low willingness to comply with standards, deficiencies of the inspection 

system  

The low willingness to comply with standards in freight transportation can, for the most part, be 

traced back to deficiencies of the inspection system. In the absence of appropriate inspection activity, 

sanctions can for the most part be avoided, therefore, carriers do not obtain the required entry 

permits. The efficiency of inspections is also reduced by the  fact that currently effective regulations 

distribute parking and loading -related inspection tasks among multiple organisations: these fall within 

the competence of the Police, F¥RI (Municipality of Budapest Law Enforcement Directorate) and 

district public  area inspectors, and in addition, the inspection of waiting vehicles is carried out by 

parking companies in certain districts. In the vicinity of delivery destinations, on account of a lack of 

options or an absence of inspection, trucks and vans frequentl y park illegally during the time of 

loading, obstructing public road and/or pedestrian traffic.  

 
Image 30: Truck unloading in a parking space reserved for disabled drivers12 

                                                           
12 Photo: Andr§s Ek®s 
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Image 31: Small truck obstructing bicycle traffic 

Another major problem related to inspections is that the appropriate application of the parking disc 

that ensures a 20-minute loading window at parking areas is impossible to verify, and carriers are free 

to set the time of the start of loading/unloading on the parking disc.  

4.2.3.  The lack of public awareness relating to and the absence of the 

incentivisation of environmentally -friendly transportation methods  

The number of environmentally -friendly transportation vehicles in Hungary is  currently low, which 

may also be traced back to a lack of motivation. There are no subsidy and support systems currently 

in place that would favour companies using environmentally -friendly vehicles. Given that the 

purchasing of environmentally -friendly (e lectric, LPG, CNG) vehicles incurs greater costs than vehicles 

using traditional fuel, only larger logistics businesses are able to finance such vehicles using own 

funds. 
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Image 32: Illegal parking by a truck with low environmental classification13 

Environmentally -friendly solutions in freight transportation are not emphasised in public awareness 

at all, and have no visible manifestations in the city apart from a few pilot projects. In many cases, 

the heads of smaller lo gistics companies are not aware of the existence of environmentally -friendly 

technological solutions at all, which is why transportation -related awareness raising would be much 

needed at the level of society.  

4.3.  Infrastructural deficiencies in logistics  

4.3.1.  The number of concentrated loading points is low, and the locations are 

not adapted to needs and demands  

One of the most critical components of Budapestõs freight transportation is ensuring the appropriate 

conditions of loading/unloading. The number of concent rated loading points proved to be insufficient, 

as the 527 loading points are unable to satisfy traffic demand.  

                                                           
13 Photo: Andr§s Ek®s 










































































































































