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Volume 22, 2014

Industrial Parks in Hungary with Particular Regard to their
Transport Connectiens and. Location Choice

Eva Kiss and Tibor Tiner
Introduction

Industrial parks forming the new scenes of industrial production have already appeared in
Hungary in the beginning of 1 990s, but their number started to increase at a very rapid pace only from
1997, because the new governmental development program for industrial parks was introduced at that
time (Kiss, 2010:224). In faci, that, where industrial parks are established depends on numerous
factors. Of which, the most important ones are the development.of transport infrastructure and the
running of different transport networks. At least, this was our starting hypothesis that was attempted

1o examine from closer within a four year OTKA (National Scientific Research Fund) project (project
number K 75906) (Kiss, and.Tiner, 2012:131-54).

The main aims of this résearch were the followings:

-to reveal the relation between the more important features of industrial parks and their transport
connections,

-io analyse the role of transport infrastructure in the location choice of industrial parks,

-to exaniine the relationship between the transport requirements of firms settled down in
industrial parks and the transport endowments of industrial parks. -

The results of a questionnaire survey carried out in two phases make possible replying to
these questions. The first survey was carried out in the circle of industrial parks. In this case the
qliestionnaires containing 19 questions were sent to all industrial parks, but only one third (72) of them
ginswered the questions which can be considered a fair rate, particularly if we also take into consideration
Eth'at 10-20 per cent of industrial parks did not operate (Reg?s, 2007:6; Kiss, 201 0:224). One part of the
questions of the quastionnaires referred to the main features of industrial parks (e.g. the year of
foundation, the size, the type of investments, the number of enterprises and employees). The other
part of the questions referred to the transport geographical connections of industrial parks. In the
interest of accuracy, it is necessary to mention that not each guestion was responded by each
industrial park. In other words: there were such questions which were not replied because of some
‘reason by one or more industrial parks. |

‘Dr.'Eva Kiss, Scientific Advisor, Geographical Institute, Research Centre for Astronomy and Earth, Hungarian
Academy of Sciences, Budapest, Hungary, and Dr. Tibor Tiner, Senior Research Fellow, in the same institute.
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The second survey was carried out in 2011 after working up the first survey. During this year
23 industrial parks with balanced regional distribution were chosen for further investigations from the
72 industrial parks classified into different groups in 2010. 83 so-called "transport intensive” companies
situated in those 23 industrial parks were selected in a way that each NUTS-2 region of the country
was represented by 3-4 parks. The suitable level of transport connections is of great importance for

- the firms aiming rapid access both to domestic and international markets.

The investigation of transport intensive firms was made by questionnaires contained 21
questions. The most important questions referred to the year of foundation, the profile of the firm, the
ownership structure, the number of employees, the transport position of industrial parks inside the
transportation network, the network links and the accessibility of network nodes for industrial parks
within the transportation system, the level and the condition of transport infrastructure inside the
industrial parks, the reasons for settli_hg in these parks, the volume and the seasonal waves of input-
output flow of production of the firms, the place of origin of the input and the destination of the output.

In the course of both surveys the number of respondents seems to be low, but it has to be
considered that it is very difficult to get any kind of information or data from industrial establishments.
In most cases they did not reply to any question because of business secrets. In spite of this, we
think that the available answers made possible to execute the aims set up.

This study consists of four major parts. After the short introduction we analyse the role of
transport in the economic development and location choice as the theoretical background of the
research. In the next part the major characteristics of industrial parks are summarized. Then, the
results of the survey carried out among industrial parks in 2010 are demonstrated and finally, the
major consequences of the survey carried out in 2011 will follow before the conclusions.

Economic development, location choice and transport connection

Throughout history, transpaortation and its branches have taken part in economic (industrial)
development, the location choice of industrial constructions and the shaping of the economic space in
different ways. It was clearly demonstrated in a historical review made by Knowles, (2006:407-25).
For long centuries, water transport was the most favourable and effective forms of transportation.
Accordingly, the Hungarian settlements which were located near the big rivers (Danube, Tisza) showed
a spectacle economic prosperity. Industrial plants with high transport needs were located also along
the big rivers. Until the appearance of railways, there had been no considerable or sharp-differences in
the conditions of road transport of landlocked countries.

The building of railway networks and their spatial pattern and nodes had a positive impact on
economic development and location choice which resulted in the shaping of industrialized belts
developing dynamically along the main railway lines. Consequently, railway transport played a leading
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._._r_.él_e in the process of industrialization, the establishment of new industrial sites and their location
'_élose to the railway lines. That process determined and differentiated the economic (industrial)
-development of the different areas considerably. It means that the impact of transportation on the
‘economic and reglonai development is of the same age as the development of railway transpon
(Erd?si, 1991:218).

= —

B Until the middle of the 19th century the issues of location choice of industrial establishments
d:d not arise, because at that time the movement of means of production was quite limited (Kozma,
‘3003:1 88). The turn took in the second half of the 19th century when the achievements of industrial
revolution gained larger and larger ground, national states were established and the railway building
_- prospered The railway construction had a favourable impact on the industrial development in Hungary
t00. The most frequently the main railway lines attracted the new industrial locations and thus they
"'-'became the axes of economic development, where relevant economic (industrial) centres appeared.

In the 20th century the technical development of transport, the appearance of passenger cars
had a revolutionary impact on overland transport. The shiit from the railway era into the motorway age
was much slower in the Eastern part of Europe than in the Western one, where this process accelerated
f_'.gnly in the early 1990s after the political regime change. Consequently, the inequalities in the branches
-pf'-transport between the Western and the post-socialist countries have considerably diminished by
nnow. During the last decades the considerable increase of the length of public road network in Hungary
and the favourable change of its quality have also contributed to this. Between 1990 and 2013 the
1otal length of motorways and motor roads extended from 349 kilometre to about 1500 kilometre.
‘Nowadays they miss only from four counties (Békeés, Jasz-Nagykun-Szolnok, Nograd, Vas). In each
of them - except for Vas county - the intensity of (re)industrialization has grown to a more modest size
after 1989, and the foreign capital did not show any interest towards them either. This also indicates
that transport connections and accessibility still play an important role in the location choice. Though,
‘during the last one and half century the viewpoints and the issue of location choice have also gone
> 'through marked changes. :

o " In the beginning of the 20th century the minimization of transport costs was considered the
._fhost important aim in the location choice. The first location theories also strove for this. Later, parallel
tothe building out of transport network and to the transport technical development the accessibility of
'each region or settlement has got better. Relevant trme-space convergence has taken place, which
;h:as gone together cost-space convergence (Kozma, 2003: 188).The considerable decrease in transport
costs has involved their decreasing role in the location choice. In the 21st century, however, in the
strongly globalized world economy facing with numerous challenges the importance of transport costs
can also increase, which can be connected partly with the economic crisis broken out a couple of
years ago and partly with the increase of energy prices.
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Nowadays the issues of location choice in industry are already rather complicated and it is
very difficult to determine the exact role of each factor (Kiss , 2010: 224). But itis unquestionable that -
subjective factors have got larger and larger attention instead of objective factors making the not
simple location choice more difficult. '

During the socialist era there was not a real location choice in Hungary like in other socialist
countries, because the decision on the location of a factory or a plant was made by a "top-down" way. .
Consequently, the natural, social and economic factors of the given place did not or could not play a
more special role in the location choice. Due to this the transport endowments and the quality of
transport connections were not important either. -

After the change in the system relevant changes have taken place in the location choice of
Hungarian industry, which can be explained by passing on the market economy, by the increasing
number of industrial actors, by sharpening competition and the effect of global economic processes.
In consequence of all these the circle of factors playing role in location choice and the importance of
each factor have also been modified. After 1989 not only the importance of geographical location has
increased but also the accessibility of each place, each site. Particularly, these factors played an
outstanding role in the site selection of foreign investors. The accessibility is closely connected with
the development of transport infrastructure which also went through significant development durihg
the last decades. This can also result in in Hungary and other post-socialist countries as in developed
western countries that the influence of transport infrastructure will be pushed into the background
(Bodor, 2001:244-54). The results of our four year research project have also confirmed this. At the
same time other factors (for example: qualification of labour force, development of infrastructure) will
have a relevant impact on the decisions of location choice in the future too. |

As opposed to the developed countries, the intensity of research activities focusing on the
economy stimulating effects of transport investments (highway constructions) increased in Hungary
only in the last decades. It has two objective reasons. Firstly, the rate of high ways represented only
a modest rate within the Hungarian main road network before 1989. Secondly, during the socialist era
the transport costs had only a marginal influence on site selection criteria of the iargé industrial
investments (Barta and Enyedi, P. 208). After the regime change in 1989, the importance of transport
and transport geographical position determining the accessibility increased spectacularly. Recent
researches have underlined the positive effects of hi‘ghway constructions on economic and regional
development. However, it was confirmed that probably other favourable local endowments also
contributed to it (Méricz and Szegedi, 2008: 6-7).

Some major characteristics of industrial park; éﬁrv_eyed

ltis rather difficult to define the concept of “industrial park" as several definitions were born to
describe it (Benko, 1992:188; Kiss, 2003:47-65; 2010:224). However, it can also be considered as a
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property management project with an area suitable for location of concentrated industrial activity. In
Hungary those areas are considered industrial park, which have got this title from the Ministry for
Economics. The criteria of getting that title has changed during last decades. Originally, an area
selected to economic and/or industrial development and with lndustnal profile may manage to win the
title of industrial park if it possessed 10 hectare area, 10 firms and minimum 500 employees. Nowadays
 the basic area of large- -scale constructions operating as an industrial park must be 10 hectares.
However, when applying for a project, only 5 firms are needed to be settled in an industrial park with
: on!y 100 employees. Later apphcants must be obliged to increase the number of firms settled in the
: mdustnal parks from5to 10 and the number of employees from 100 to 500 within five years. Probably
'those less strict conditions of getting an industrial park title contributed to the industrial park's modest
'_occupatlon during last years. Additionally, the long -lasting global economic crisis has unfavourable
mfluences on the rate of occupation and the employment of industrial parks.

Nearly two third of the industrial parks (72 altogether) which took part in a survey made in

2010 were established before the turn of the millennium. Since a long time has passed since their

establishment, there has been an opportunity to build up the infrastructure of their communication and

strengthen their connections of transportation. The rate of the industrial parks established between

_/2001 and 2005 and after 2005 are nearly the same. The answers of the 72 industrial parks reflect well

‘;_me___dlstnbutlon of all industrial parks by the year of their establishment. Nearly half of them were
established in 1997 and 1998 so they belong to the group of older industrial parks (Figure 1). |

Trsectivestmant  Yodr of establishéod

s . Brosield & 1957-2%
Y Greentsd 8 202085
L £ Mixag 6 oe-3 |

F ure 1. Industrial p'arks by the time period of establishment and by the character of investment in Hungary,

2010. (Source: survey carried out in 2010.)
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Due to the increase of industrial parks after 1997, their spatial paitern became more even,
however the spatial distribution of the respondents is uneven. They were concentrated mainly in
Central Transdanubia, in Central Hungary, in Northern Hungary and the Great Plain, while the other
parts of the country were represented by less industrial park. This disproportion can be attributed that
almost iwo thirds of industrial parks are situated to the north of the Miskolc-Kaposvar line with SW-NE
direction.

According to the character of investments, industrial parks can be categorized into three
main types: greenfield, brownfield and mixed ones. 28 of 72 investigated industrial parks were the
result of greenfield investments, further 32 industrial parks were brownfield ones and the rest of them
belonged to mixed type. In the location choice of industrial parks many factors are weighted by
experts. Their decision is also influenced by the type of investment of industrial parks. In cas2 of
greenfield industrial parks, their enterprises mostly have a possibility for the realization of the most
favourable transport connections and other service infrastructure (e.g. parking places) for them. Asa -
consequence they can have a great impact on the shaping the transport network within industrial
parks in order to be the most useful and economic. They also have a larger possibility for the real
choice of their location. Thus, their transport connections meet their transport requirements the most.
In contrast, brownfield industrial parks have to face with more limited possibilities and they have less
freedom to form their already existing transport infrastructure. The firms settled in the industrial parks
must take into consideration the previously constructed transport infrastructure, the quality of which
is generally far from the modern and high-tech ones built up in the greenfield industrial parks.
Presumably, transport possibilities and facilities available in brownfield industrial parks determine the
type of enterprises settled in.

The area of industrial parks is rather different. Most of them have less than 50 hectare area.
This is owing to that, the ideal size of industrial parks is estimated at 30-50 hectares (Rakusz, L.
2000). The number of industrial parks with more than 100 hectares was 17 among the surveyed. Only
" afew of the surveyed industrial parks with large area are greenfield investments (e.g. Gy?r Industrial
Park, Szentgotthard Industrial Park and Nyiregyhéza Industrial Park), their majority belong to brownfield
and mixed type ones. '

General experience, that industrial parks with few entrepreneurs have few employees as well.
In2010 78,315 persons were employed at more than_'1 1800 firms in the 72 industrial parks altogether.
it equals to 25 enterprises and 1,083 employees per industrial park an average. Actually, the values
of the latter indicator are under the average in two third of all industrial parks, so the real number of
their employees is much smaller than the average, Several industrial parks with less than 10 enterprises
operated in the Great Plain (e.g. in Jaszapati, Tﬁrékszg_ntmikiés,_ Makéi and Kiskunfélegyhaza Industrial
Parks) and in Transdanubia (e.g. in Nagyatéad, Barcs and Zirc Industrial Rarks). However, more than
100 firms belonged to only two brownfield industrial parks (C)'zc.! Industrial Park and Budapest District

42



Industrial Parks in Hungary

.16 Industrial Park) of all interviewed. Most workers are employed not only in these two industrial parks
“but in five additional ones (Esztergom Industrial Park - 7,750 persons; Tatabanya Industrial Park -
x 5,600 persons; Gy?r Industrial Park- 4,554 persons; Hatvan Industrial Park - 4,247 persons and
Nylregyhaza Industrial:Park - 4,000 persons). The smallest number of employees worked in Almasf{zit?
Industrial Park (30 persons), Barcs Industrial Park and Polgar Industrial Park (40-40 persons).

; About 50 per cent of the available area is occupied by firms in more than two thirds (70 per
_cent) of industrial parks which seems to be a very favourable rate. It means that the major part of their
_J'-"area is in permanent use. Less than their 50 per cent occur only in case of a few newly established
“industrial parks in Northern Transdanubia and Northern Hungary. Industrial parks with occupation rate
-'Q'f--25-50 per cent operate mainly in the Great Plain regions. The largest differences between industrial
_parks with high and low occupation rates are demonstrated along the Miskolc-Kaposvar line. The

majority of industrial parks with high occupation rates are located to the North of that hypothetical line.

The main part of industrial parks with low occupation rates is concentrated to the South of that line.

It must be also emphasized that the occupancy itself doesn't reflect, neither the profile and
the profitability of located firms, nor the (capacity) utilization rate of industrial parks. Starting from this
statement, there should be remarkable differences between the industrial parks settled in the Northern
parts of the Transdanubian region and the ones settled in the Southern parts in spite of the fact that
the occupancy rates are high in both regions. Different transport capabilities have undoubtedly had an
influence on it.

More important experiences of the survey 2010

The majority of industrial parks are settled along the motorways. Nearly half of them are
.j;_-!ocated closer than 10 kilometre to those arteries. So the closeness of motorways is a basic condition
'-of the existence for the operation of industrial parks. Areas having good motorway connections are on
_ 'the map of forelgn investors and this way they are doomed to development

The need for favourable accessibility via motorway is various in the different branches of
~economy. Transport capability is very important especially for the processing industry, mainly for
“machinery industry (automotive industry, electronics), because many. of their inland factories being
'subsidiaries of transnational companies are in close contact with the global networks of production.

A close correlation can be detected between the routes of motorways and the spatial distribution
of industrial parks, mainly in the agglomeration zone of Budapest and along the motorways: e.g. along
‘the M1 on Northern Transdanubia, M3 in Northern Hungary and Northern Great Plain, M5 in Southern
fGreat Plain, M6 in Southern Transdanubla and finally along M7 in Central Transdanubia NUTS2
-:-‘reg|ons Closenéss of motorway is the dominant element of typifying in case of industrial parks by
:";"ﬁhelr position in transportatlon ‘network (Figure 2).
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Figure 2. Six types of industrial parks by their positions in transportation network in Hungary, 2010 (Edited by
Tiner, T. 2011). (Source: survey carried out in 201 0.)

Industrial parks in a multimodal transport location connecting to “superhub” Budapest (A).
Industrial parks situated along main transport arteries near important river ports and/or airports (B);
along main transport arteries without neighbouring river ports and/or airports (C); along secondary
arteries near important river ports and/or airports (D); along secondary arteries without important

neighbouring river ports and/or airports (E); along tertiary arteries (F). '

Main features of industrial parks in different transport position are the following:

-The existence of industrial parks close to M1 motorway (e.g. Nagyigmand, Almasfuzit?,
Nyergestijfalu Industrial Parks) with low rate of occupation confirms the hypothesis that additional
factors (e.g. favourable demographic structure, skilled labour force) are also necessary to enhance
the positive effects of a motorway. Probably, those additional factors contributed to a relatively high
occupation rate even in industrial’parks (e.g. Videeton: Industrial Park in Kaposvar, Gyula Industrial
Park, Barcs Industrial Park) being more than 50 kilometre away from the nearest motorway. Since the
majority of the industrial parks mentioned above are brownfield investments, their connection to
motorways is not a decisive factor for their activities, as only few_ehtérpfiées could have settled in in
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'iﬁ'e'se industrial parks which have close connections io global economy. Only Gyula industrial Park
(B&kés county) out of the surveyed 72 industrial parks informed us about the fact that its distance
om the nearest motorway was more than 100 kilometre. Obviously, itis not a coincidence, because
aﬁs'port geographical-position of Békeés county is very unfavourable. Even these days there is no
notorway in B&kés county (though its construction has been already started).

e . -Their closeness to primary and secondary roads contributes to their rélatively good road
‘Hccessibility. Altogether 19 industrial parks revealed that their distance from the nearest primary or
_cc’i‘_ndary roads is more than 10 kilometre. Their regional distribution generally follows the structure
"ﬁ'efiphery areas of the country, namely they (e.g. the Barcs Industrial Park, Letenye Industrial Park)
gn"b'e found on the outer peripheries along the border regions and on inner peripheries along the
-ounty borders (e.g. Bélapétfalva Industrial Park, Makéi Industrial Park, Szaszberek Industrial Park).
|ﬁother words, industrial parks with poor road accessibility are situated out of the Northern Transdanubia
region which has the most developed industry after 1989. Northern Transdanubia is a pioneer in the
industrial innovation and its integration into the global economy is the most accelerated).

. -The connection of industrial parks to railway lines - except Letenye Industrial Park, Varpalota
Industrial Park and Visonta Industrial Park - seems to be favourable, because the majority of them
;g'-_an reach railway lines in their settlement and within a few kilometre distances. Mainly double- and
ﬁig__ingle-track electrified main railway lines are available for industrial parks. However, the utilization of
thls advantageous condition is far from the optimal, because of the lower aitraction of freight and
_'f;_ifé’ssenger rail transport. Consequently, railway connections do not play an essential role neither in
‘ig(_ig;_ation choice of industrial parks and their enterprises nor in their further development. Generally,

___f_i{ungarian experiences are in accordance with the international trends, in fact, they follow them.

-As for the water transport, we can state that most of the industrial parks are in unfavourable
Z.:-"'-ipo_sition, because the majority of their sites are far from the poris of our navigable rivers. Industrial
“parks situating in hilly regions with traditional industries are in the worst position. One sixth of the
'i:.‘_ESijweyed industrial parks announced that the nearest river ports are less than 20 kilometre away from
them and they are situated along the Danube and Tisza Rivers. The water transport connections are
: 'élsQ determined by the routes of the navigable rivers. Consequently, only the industrial parks situated
e to water routes can enjoy the benefits of that situation. it often occurs that water transport is not
I'fzgd, by industrial parks despite 'the'availa_bility of water transportation. On the other hand, being
__hq_t_jt direct water transport accessibility doesn't necessarily mean a handicapped situation, because
ong others, water transport connections might not be important for the companies of the industrial
pa'r'k'__s‘_.,_ Survey made among the firms of industrial parks served to confirm or to deny of that
onception. |

-Relating to their accessibility 10 international or domestic airports, industrial parks can be
led into two groups. The first one involves the industrial parks situated relatively close (within 20
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ki]dmetre) to the nearest airport, the second one consists of industrial parks situated farther than 50

kilometre. Latter ones can be found mainly in Northern Hungary region, which can be explained with

the low airport density of the region thanks to its hilly relief. Industrial parks with the best airborne

traffic connections are settled in towns, espegcially in county seats (e.g. in Debrecen, Gy?r, Pécs,

Szeged). The towns mentioned before have old traditions of air transport and they have had their own
airports for decades (Kiss,and Tiner, 201 2:131-54).

Erom the closeness of industrial parks to the various elements of transportation networks, we
can conclude which elements of transport infrastructure could play a role in their location choice and
in what measure. Answers given to the questions focusing on these problems have also confirmed
that high quality elements (highways, primary and secondary main roads) of public road network
available in different measure are key transport factors for industrial parks in location choices. 43 out
of 72 industrial parks have revealed that elements of public road and railway connections mentioned
above have had the greatest influence on their location choice (Table 1).

Table -1

The importance of different transport infrastructure elements in the location cheice of
industrial parks in Hungary, 2010

Denomination of different Indicated by industrial parks*
transport elements Number %
Motorways 43 59.7
Main roads 41 56.9
Railway lines with different quality 42 58.3
Railway terminals for freight traffic 16 22.2
Water transport connections (river ports) : 9 12.5
Air transport connections (airports) 11 15.3
Other elements of transport 4 5.6
Transport connections were not important 7 - 9.7

*An industrial park might indicate more transport elements.
Source; survey carried out in 2010.

Mostly road transport and rarely railway transport were in dominant position in case of industrial
parks where waterborne and airborne trafﬂ_é‘ connections were also relevant factors in location choice.
Only four industrial parks (Szigetszentmiklos IndUstrial Park, Raba Industrial Park in Gy?r, Kalocsa
Industrial Park and UIlI? Industrial Park) announced that each form of transport connections had
influenced their site selections. All those industrial parks are settled along the Danube. Ten per cent
of the industrial parks answered to the question of the survey that not &single transport factor had
influenced their location choices. '
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.. Industrial parks classified into various types according to the role of different elements of
ysportation network in location choice do not form special territorial groups. Essentially, the categories
s h_o_t_ had any spatial specific appearance, they did not favour certain regions. On the whole, the
stigation among industrial parks revealed partly the importance of road transport and partly the
act that these parks generally have a favourable transport geographical position. Motorways have
iayed prominent role in location choice for industrial parks from the middle of 1990s and nowadays
- differentiating function still has a greatimipact on the structure of the Hungarian industry.

¢ f'consequences of the survey 2011

* Based upon the survey carried out in 2011 the most important statements of the research are
marized below:

_ - Referring to their different transport position, the majority (64 per cent) of the surveyed
ipanies revealed that they had favourable connection possibilities to motorways. Nearly 40 per
of them responded that they had accessibilities to main railway lines, but only few of them
tioned a neighbouring airport or a river port as important transport factors for their activities

RS Type of tarsed Wﬁm
Losnechons restoyed
e MR TS G R i

k Types of transport intensive enterprises in industrial parks by their connection opportunities
erent branches of transport in Hungary, 2010

2 survey carried out in 2011.)
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- The distribution of responses above seems to verify the hypothesis that transport intensive
firms locate their activities in industrial parks with favourable highway and good railway accessibilities
along the East-West international transport axes of Northern third of Hungary (Nyiregyhaza-Miskolc-
Budapest-Gy?r line). ;

- The favourable position in transport network seemed extremely important or very important
for 68 per cent of the investigated companies as a factor of location. In case of enterprises with
foreign interest that rate reached 78 per cent. From among the pathways of branches of transport, 61
per cent of the companies chose the motorways and additional 25 per cent mentioned the main roads
as essential elements of transport infrastructure needed for their operation. The closeness of railway
lines as a factor of location was important only for 13 per cent of the companies and the accessibility
for a neighbouring airport was mentioned merely by 4 per cent of the investigated firms while the
closeness of river ports proved to be a neutral factor of location for the interviewed companies. The
survey underlined that transport intensive firms settled in industrial parks refuse to use railway transport
mainly because of its organizational inflexibility, the low standards of its transport logistic services,
furthermore, for its relatively high freight rates and missing rebates.

- The regional distribution of mainly transport intensive companies demonstrates a considerable
rate of concentration in Western Transdanubia (27 firms) and Northern Hungary (17 firms). Only a
dozen of themn can be found in Central Transdanubia and 11 of them were settled in Central Hungary.
Only seven firms represent the Northern Great Plain region and only a few of them moved into some
of the industrial parks of Southern Transdanubia and Southern Great Plain region. This phenomenon
demonstrates the industrial character of the investigated companies, their traditions in making all
"kinds of industrial products mainly for export and the relatively high technical level of the built-up
infrastructure of industrial parks.

Considering the years of their foundation, the companies show a relatively balanced temporal
distribution between 1985 and 2008. Slightly more than half of the firms (53 per cent) were founded in
. the 1990s, 43 per cent of them were established between 2000 and 2008 and merely five per cent of
them started their activities before the regime change. 35 (nearly 40 per cent) of the surveyed transport
intensive enterprises are owned by international corporations or joint ventures with foreign majority.
Being a larger employer, their proportion in the total volume of employees reached 78 per cent out of
the 83 surveyed companies. It is a general experience that foreign companies gave the majority of
industrial productions, the incomes and profits in several branches of Eastern European countries
(Kiss, E. 2010).

—

- Based on the collected data for the number of employees, it can be stated that the 83
investigated firms had increased the number of their employees from 4;250 to nearly 13,700 (3.2-fold
increase) since their foundations. Among them the subsidiaries of transnational companies and joint’
ventures with foreign majorities increased their staff number from 3,350 to 9,810 (by nearly 6,500
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__pié"'fsons) and purely domestic companies increased the number of their employees from 900 to 3,880
y.only 3,000 persons). Usually, the size of foreign companies is much larger than the Hungarian
Ories partly because they are better-supplied by capital. The top 6 companies with the h|ghest increase
aff number (above 500) were the Hungarian Suzuki Co, Esztergom Industrial Park (+2,100
"'Eﬁbl‘byees), Coloplast Hungary Ltd, Tatabanya Industrial Park (+1250 employees), Videoton Elekiro-
t,_'Co, Kaposvar Industrial Park (+920 empli;';ees), Horvath Transport Ltd, Gyongyds Industrial
| +670 employees) and ACC Glass Hungary Lid., Tatabanya Industrial Park (+500 employees).

It is an important remark that the long-term prosperity of transport-intensive. enterprises
sentially depends on the volumes of foreign direct investments accumulating in different branches
e'Hungarian economy. The volume and the rate of the accumulation of the national capital are far
hind the desired level and serve only a few branches of the Hungarian economy (e g. energy sector,
ecial branches of agriculture). '

.. -Wholly or partly foreign owned enterprises represented in the sample appeared in Hungary
er 1989 and started their economic activities in different periods of the last decades. Austrian
companies were among the first ones which faunched their subsidiaries in Hungary. More than 75 per
cent of them were established in Hungary before the year of 2000. Two thirds of the German owned
panies and the German-Hungarian joint ventures were founded during the period of 1998-2002.
American (USA) firms appeared in the early 1990s, but additional non-European companies (e.g. from
Japan, Israel, New Zealand) started their activities in industrial parks only after 2001. During the early
20005 Hungary s preparations for the accession to European Union accelerated the establishment of
e' "terpnses with foreign.interest and this contributed to the increase in the number of companies in the
' ngarlan industrial parks.

*- - Spatial "density" of companies with foreign interests surveyed demonstrates the dominancy
o arger Hungarian towns which are easily accessible by motorways M1 (Gy?r, Tatabanya) and M3
hgyos Nyiregyhaza). The huge economic attraction of Budapest and its agglomeration zone
inspired foreign companies (e.g. the Israeli TEVA i in Godo[l'?) to choose their sites in Central
gary offering transport infrastructure of highest quality. Hungary as a landlocked country with its
ely sparse river ports, underdeveloped river transport and airport infrastructure is rather unable
eet the high technical and logistical requirements of international companies. Only Budapest and
rtowns situated along the main transportation axes of road and railway transport are favoured by
t nsnational companies (e.g. Audl in Gy?r, Coloplast in Tatabanya, Suzuki in Esztergom, Lego and
_r_p!ux in Nyiregyhéza etc. ). The spatial concentration of foreign enterprises mentioned before
0 conf:rms this, as their majonty is situated in the Northwestern and Northern parts of the country.

€ g,nclusnon

The experiences of the surveys have c_!eérly demonstrated that transport infrastructure had
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played an important role in the location choice of both industrial parks and their enterprises. It has
been strengthened also that the main attraction factors for them are the good conditions for road
transport, especially the routes of motorways. However, it is an unfavourable fact that additional
modes of transport available are notwsed by them for different reasons. It also showed that the
transport needs of industrial parks and companies settled in them are mostly in harmony with each.
other, but some problems were also mentioned (e.g. more industrial parks have bad public transport
accessibilities, the quality of inner road network of several industrial parks is insufficient, public roads
connecting arterial roads with industrial parks are often narrow and deteriorated etc.). These problems
can.determine the main directions of fq_rthep.gev:elopment_s too. .

It has become obvious that there is a close correlation between the main indicators of industrial
- parks (year of establishment, area of industrial park, character of investment, rate of occupation etc.)
and the quality of their transport connections. The majority of the enterprises settled in the industrial
parks of Central Hungary (the region of most developed transport infrastructure), has a considerable

economic advantage (e.g. in profitability) over the rest ones, mainly after the burst of economic crisis.

It has been also proven that the locations of industrial parks and enterprises are depending on
the motorways in a grea't measure. This fact had a decisive impact on the regional pattern of the
Hungarian industry and its shaping effect on the regional structure of industry has to be taken intc
consideration in the future too. '
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