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Abstract: The aim of this paper is to share innovations and some key lessons learned in the use of
non-traditional data sources to improve data quality and enable more accurate and efficient data use
in the field of tourism. Research on visitor traffic is based on classical statistical measures, but it may
be worth expanding it with alternative data sources, such as databases based on online cash register
(OCR) data. These data can be particularly useful for analysing tourism-related consumption habits
in a given area. The study introduces the “invisible”, tourism-related, non-accommodation spending
characteristics of transit traffic in Hungary, the possibilities of its analysis and spatial aspects, using
online cash register data (includes all retail sales in Hungary, except for motorcycle purchases), and
additionally, we identify the most affected municipalities which are invisible for traditional data
sources. The results show that invisible tourism, linked to transit traffic, has significant economic
potential. The analysis of this new type of database will provide a more accurate and faster picture of
consumption associated with hidden tourism, which can be an important input for economic and
marketing development.

Keywords: invisible tourism; transiting; transit traffic; geospatial information; Hungary

1. Introduction

Hungary is a transit country, not only for freight but also for passengers. About one
third of foreigners entering Hungary each year only pass through the country. This is
explained by Hungary’s central location in East-Central Europe, its proximity to seven
countries and its access to the European road network. Transit does not necessarily occur
in a hermetically sealed corridor—such as motorways across national borders—almost
isolated of the socio-economic environment, but often becomes part of it. The nature of
the transit implies stops, longer or shorter breaks for the driver and passengers, meals and
refuelling of the vehicle, which take place both in motorway car parks with appropriate
infrastructures and in the living areas of the local population within residential areas.

Classic survey-based data sources are available for the travel activity of foreigners not
involved in freight transport, so we have a relatively reliable picture of the macro-level
characteristics of transit flows. According to data from the Hungarian Central Statistical
Office, the share of transit passengers arriving in Hungary increased from 33% in 2017 to
34% in 2020. Their number exceeded 20 million in 2019, before the COVID-19 pandemic,
and decreased to 11 million in 2020. Spending by transit passengers accounted for 6% of
total spending in 2017, increasing to 9% by 2020. Spending was HUF 116 billion in 2017,
rising to HUF 174 billion in 2019, and then decreased to just over HUF 104 billion in 2020.
The indicators speak for themselves: traffic of this magnitude is capable of generating
changes at the micro-level, with social, economic and physical impacts [1] on the life of
the municipalities concerned. However, in order to examine these effects, it is essential to
define the municipalities involved in transit traffic, i.e., to identify the towns and villages
where the demand of transit passengers is realised.
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2. Materials and Methods
2.1. Online Cash Register Data in Hungary

The challenges faced by statistics in the 21st century are manifold. We are surrounded
by systems that are becoming substantially more and more complex. With the emergence
of new phenomena (e.g., globalisation, global demographic trends or sustainable develop-
ment) and complex realities that need to be meaningfully and timely captured by statistics,
new types of data have also been emerging, offering opportunities to improve the relevance
of statistics.

Fortunately, there is currently an abundance of data sources: questionnaire-based
statistical data, census data, big data, smart data, machine data, administrative data,
privately held data, etc. In many cases, statistical domains are based on traditional data
sources that are reaching their limits with respect to timeliness, relevance and compliance.

For the purpose of reducing the abuses committed during the retail trade turnover,
the government of Hungary decided to introduce an online connection of cash registers
with the National Tax Authority in October 2014. According to the OECD [2], electronic
cash registers are used (among others) in Argentina, Austria, Belgium, the Czech Republic,
Hungary, Italy, the Netherlands, Portugal, Russia and Sweden. As such, cash machines
involved in the online cash register system send online retail chain sales information to the
National Tax Authority. This means that data concerning the sales of retail stores can be
accessed in real time from the NTCA (National Tax and Customs Administration) database.
Immediately after the purchase of goods or services, invoice details are automatically
sent online to the National Tax and Customs Administration. The Hungarian Central
Statistical Office receives this in full. The database contains the OCR number, the date
of commissioning, the period of validity, the tax number of the company, the name and
address of the business, the economic activity of the company, the number and turnover
value of invoices, cancellation and returns for the given period.

In this paper, we use OCR data from 2018, 2019 and 2020 to illustrate methodological
approaches that map out the crystallisation points of transit traffic in Hungary. While the
study primarily aims to capture the phenomenon of transit at the municipal level, we draw
attention to the fact that the impacts are economy-wide in their multiplier effect.

The OCR data are available up-to-date, with the added advantage of being disag-
gregated by economic activity and geographical location. The advantage of online cash
registers is that tax authorities can determine the amount of tax payable more accurately
and quickly based on the data they receive, and if they see suspicious traffic data, they
will be able to filter out fraudsters in a matter of seconds. The system developed from
a tax point of view also provides much more accurate data for analysis, so we used this
data source. According to the OECD [2], the use of online cash registers has the following
advantages: better tax compliance, protection of fair competition, reduction of compliance
burdens, and enhanced consumer protection. The other advantage of OCR is that we
have quasi-real-time information about retail processes, the time to market is much faster
than the classic questionnaire survey, and it reduces the statistical reporting burden on
businesses.

The disadvantage of OCR data is that due to possible failures of the cash machines,
NTCA will not receive data for another 11 months, so the first data transmission cannot
be considered as final information. However, the differences between data sets are now
negligible.

For the purpose of this study, we consider tourism-related expenditures based on
the international recommendations (https://unstats.un.org/unsd/publication/Seriesm/
SeriesM_83rev1e.pdf) (accessed on 5 January 2022) presented in Appendix A Table A1.

Transiting is a relatively rarely analysed part of tourism, despite the unquestionable
importance of connectivity in tourism systems [3]. One of the reasons for this, according to
certain opinions, is that transit is partly seen as a low revenue generator and partly as a
necessary inconvenience for tourists [4].

https://unstats.un.org/unsd/publication/Seriesm/SeriesM_83rev1e.pdf
https://unstats.un.org/unsd/publication/Seriesm/SeriesM_83rev1e.pdf
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2.2. Theoretical Background

Although transit is a phenomenon that affects many countries in Europe, the study
of this kind of mobility is not part of mainstream national and international research
on transport, migration and tourism. Some of the studies on transit issues focus on
freight transport infrastructure and its development [5,6] and logistics [7], while others
focus on cost implications [8–11], environmental issues [12] and geopolitical aspects [13,14].
Researchers are much more interested in exploring the specificities of traffic flowing through
large cities [15–17] than that between national borders.

Transiting is a specific form of mobility, as its main purpose is to cover the distance
between the origin and the destination in the shortest possible time, while travellers usually
do not consider the tourist experiences they may have on the way. However, transit does
not exclude the use of the tourist services of the areas concerned, since transit passengers
may interrupt their journey to buy fuel or to visit retail shops, but we should not forget the
possibility of visiting certain tourist attractions and, in some cases, of using accommodation
facilities [18–21]. Same-day movements are distinguished more by their duration and less
by their radius. With minimal investment, same-day trips will meet tourist demand, and
thus contribute to the development of tourism in general [22].

Tourism researchers have a surprisingly lenient approach to the issue of transit, which
is certainly related to the statistical interpretation of the concept [23]. There are hardly any
studies that have recognised the tourism implications of the behaviour of transit passengers.
This topic is mainly addressed in studies on tourism in the former socialist countries of
Central and Eastern Europe and South-Eastern Europe, where the flow of guest workers to
the West is also highlighted [24–26].

Transiting is a key phenomenon not only in land transport but also in water [27]
and air transport, with retail stores available from airport transit lounges, serving both
to spend time and to encourage spending by transit passengers [28–31]. Researchers are
also interested in the measurement of transit traffic, which, while not a potential substitute
for classical traffic counting, can provide a useful complementary source of information
from the spatial- and time-based recording of call volumes over a wide range of mobile
communication devices [32]. Last, but not least, the specific tourist behaviour of caravans
and motorhomes is unexplored in the relationship between tourism and transit [33].

Although our study tries to delimit the range of settlements that primarily benefit from
transit tourism, we also consider it important to mention that transit has its drawbacks, the
management of which is definitely a challenge for decision-makers. Such a challenge could
be increased traffic, the resulting congestion, high levels of pollution, etc. This, in turn, leads
us to the issue of tourism penetration [34], which may be the subject of further research.

2.3. Transiting as a Crypto Mobility Activity

The tourism aspects of this phenomenon have also been recognised by relevant EU
experts, who have suggested, among other things, the need to measure transit travel.
Recital 5 of the EU regulation (Regulation (EU) No 692/2011 of the European Parliament
and of the Council of 6 July 2011 concerning European statistics on tourism and repealing
Council Directive 95/57/EC) to modernise the methodology of tourism statistics states that:

“The changing nature of tourism behaviour . . . with the growing importance of short
trips and same-day visits contributing substantially in many regions or countries to the
income from tourism [ . . . ] means that the production of tourism statistics should be
adapted.”

The previous definition of tourism, which assumed a minimum one-night stay, there-
fore needs to be amended to take into account not only so-called “excursion” traffic (shop-
ping, visiting relatives), which is mainly concentrated in border areas and lasts less than
24 h, but also transit traffic. Since the paradigm of thinking about tourism [35] excludes the
discussion of the demand arising from the needs of freight transport actors and the supply
created to satisfy them under the umbrella of tourism, it is still appropriate to ignore freight
transport.
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However, it should be noted that road corridors for freight transport include a number
of infrastructure and suprastructure objects that are also used by lorry drivers. Thus, petrol
stations offering complex services, roadside accommodation and catering outlets meet the
demand not only of passengers but also of freight transport. Therefore, in a certain context,
it is appropriate to carry out an analysis in this respect, even if the demand generated by
freight transport is not considered as tourism expenditure.

If passenger transit is discussed as part of tourism, it is assumed that similar to
conventional tourist mobility; it has its clear manifestations. However, while the fact of
staying in a registered accommodation is included in tourism statistics, services used in
unconventional tourism mobility rarely become part of a database that can be compared
over space and time. The exploration of the territorial aspects of transiting, therefore,
requires the creation of a methodological approach which, on the one hand, takes into
consideration the specificities of the phenomenon under study and, on the other hand, is
based on some statistically measurable fact. The challenge is not a minor one, as we need
to make visible a crypto mobility, a quasi-invisible travel phenomenon. In our approach,
we consider areas that are covered by official statistical data collection as visible tourism
areas, and those that are not covered by official data collection as invisible tourism areas
(for example: trips shorter than 24 h, border trips, the use of friendly accommodation).
Within these, the present study deals mainly with the issue of transit.

For this, it is worth starting with the characteristic feature of transit that captures
the moment of stopping for whatever reason. Buying fuel or shopping in retail stores is
definitely one of them, but we should also bear in mind visiting certain tourist attractions
and, in some cases, staying in accommodation. However, there is no statistical data on the
number of visitors to each municipality, so in these cases only the OCR can provide a useful
indication.

2.4. Delineation of the Municipalities Involved in Transiting Using GIS Methods

The first step of the analysis was to identify the Hungarian settlements that could be
affected by transit traffic. The delineation was carried out using geographic information
methods and taking into account the following criteria:

(a) When a transit traveller enters Hungary at a road border crossing point, he or she does
not leave Hungary at the same border crossing point from which he or she arrived.

(b) Due to the nature of transit, it was also assumed that a person transiting through
Hungary would use the shortest route in time between the entry and exit points.

Based on these criteria, the shortest travel time to all border crossing points in all
neighbouring countries was determined. The municipalities affected by the intersection
of each route were selected and summarised. The possibility was considered that transit
traffic might benefit not only the settlements directly affected by transport routes, but
also neighbouring settlements. However, we considered this to be an isolated and ad
hoc phenomenon and the original delineation was therefore considered sufficient. Based
on this delineation, 956 of Hungary’s 3152 settlements were included in the scope of the
study, i.e., this was the number of municipalities considered as potential crystallisation
points for transit traffic, and further investigations were carried out on this population of
municipalities.

3. Outcomes, Results
3.1. Exploring the Role of Tourism by Expert Assessment

The 956 municipalities included in the study were classified into three groups based
on expert assessment of the role of the tourist attractions located in their administrative
territory. Given that presenting the methodology of the expert assessment of tourism
attractiveness would go far beyond the scope of this study, we will only outline the main
points of the assessment carried out. Our work was based on the recommendations of the
methodological handbook (compiled by Gábor Michalkó and Tamara Rátz), which was
prepared in 2006 under the co-ordination of Hungarian Tourism Ltd. In this case, for the
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classification of individual attractions, legislation (e.g., Act CXII of 2000 on the adoption of
the Spatial Planning Plan of the Balaton Special Tourist Region and on the establishment
of the Balaton Spatial Planning Code), official databases (e.g., the National Public Health
and Medical Officer’s Service, the Registry of the National Directorate General for Spas
and Thermal Baths), surveys and registers of the HCSO (e.g., the number of overnight
stays and offer of spa and wellness hotels), ratings published by professional organisations
(e.g., the list of certified festivals of the Hungarian Festival Association) and the websites
of the municipalities were used. For example, international and national ratings were
awarded to those municipalities whose accommodation demand was dominated by foreign
demand, which had the highest ranking in the various databases (e.g., settlement by
Lake Balaton; spa; wellness hotel; festival with excellent rating). Municipalities with
regional attractiveness include those towns and villages that were rated lower in the sources
reviewed (e.g., settlement further from Lake Balaton, no spa, but there was thermal water
for bathing; well-rated festival). The municipalities that were not included in the databases
we processed and whose attractiveness could not be identified from the information on
their websites were grouped into municipalities without significant tourist attractions.
The first group included international and national attractiveness, the second group was
made up of regional attractiveness and the third group contained municipalities without
significant tourist attractions (see Figure 1). The data used in the following analysis were
derived from the above settlement classification of the role of tourism attraction and the
settlement aggregation of the OCR data related to tourism (see Tables 1–3).
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Table 1. Number of surveyed municipalities as a function of tourism-related revenue and the tourism
attractiveness category in 2018.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 481 184 31 12 6 0 714

2 (municipalities with regional
attractiveness) 27 39 17 18 21 3 125

3 (municipalities with national,
international attractiveness) 11 20 12 21 34 19 117

Total 519 243 60 51 61 22 956

Sources: Own calculations, based on OCR register.
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Table 2. Number of surveyed municipalities as a function of tourism-related revenue and the tourism
attractiveness category in 2019.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 465 196 30 15 7 1 714

2 (municipalities with regional
attractiveness) 27 34 17 20 22 5 125

3 (municipalities with national,
international attractiveness) 11 19 9 20 37 21 117

Total 503 249 56 55 66 27 956

Sources: Own calculations, based on OCR register.

Table 3. Number of surveyed municipalities as a function of tourism-related revenue and the tourism
attractiveness category in 2020.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 484 187 25 13 5 714

2 (municipalities with regional
attractiveness) 27 38 16 19 22 3 125

3 (municipalities with national,
international attractiveness) 11 20 12 22 35 17 117

Total 522 245 53 54 62 20 956

Sources: Own calculations, based on OCR register.

The strength of stochastic relationships between qualitative and quantitative criteria
can be measured by association measures [35,36]. The independence of the two variables
(X and Y) is then

Φ2 =
I

∑
i=1

J

∑
j=1

(pij − pi. · pj.)
2

pi. · pj.
(1)

measured by statistics, where Pij = P(X = xi, Y = yj), i = 1,2, . . . .I; j = 1,2, . . . ,J.
If independent, the value is 0.
Noteworthy statistics are obtained by different normalizations of the quantity Φ2 [37]:
Pearson’s formula:

P =

√
Φ2

Φ2 + 1
(2)

Cramer’s formula:

T =

√
Φ2√

(I − 1) · (J − 1)
(3)

(P, T = 0 the two variables are independent of each other; P, T = 1 means a functional
relationship, while 0 < P, T < 1 indicates a stochastic relationship.)

Based on our calculations (Table 4) using the above theory, we found only a moderately
strong stochastic relationship between tourism attractiveness and revenue. Hence, it has
been demonstrated that there is no functional relationship between the importance of
tourism attractiveness and tourism-related revenues. In fact, there is only a weak stochastic
relationship.
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Table 4. Association results between tourism attractiveness and corresponding OCR revenues in the
surveyed municipalities.

2018 2019 2020

P 0.566 0.564 0.567
T 0.386 0.385 0.387

Sources: Own calculations.

3.2. Identification of the Municipalities Involved in Transiting

In most cases, OCR and attractiveness were proportional at the level of municipalities,
but there was a significant anomaly (Tables 1–3). The differences between the above criteria
could be distinguished in two directions. In the first case, tourism attractiveness was much
higher than the revenue, while in the second case, the municipalities where the revenue
significantly exceeded the tourism attractiveness are included. In this study, we will focus
on the latter group in more detail.

From Tables 1–3, we consider the municipalities as the crystallisation points of invisible
tourism when:

• there was no significant tourist attraction and the corresponding OCR-revenue was
above HUF 250 million;

• there was a regional tourist attraction and the above revenue reached or exceeded
HUF 1000 million.

These municipalities clearly generate more revenue than would be expected from the
role of tourist attractiveness in the area, according to the paradigms of the sector [38], and
thus we have identified a group of municipalities that are likely to show a different attitude
from conventional tourism.

In 2018, 2019 and 2020, we counted 73, 80 and 68 such municipalities, respectively. The
number of municipalities varied slightly over the period. The frequencies of occurrence are
shown in Figure 2.
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In Hungary, the total value added by the activities included in tourism satellite ac-
counts was 3.4 times higher than the gross value added by tourism in the narrow sense,
i.e., accommodation and food service. Based on OCR data, the national ratio was 4.2 for
revenues. In 2020, the share of revenues was already 4.7 times for the 956 municipalities
analysed. Moreover, in the 68 municipalities identified in 2020, it was more than 10 times
higher. This underlines the relevance of the identified municipalities in invisible tourism.

3.3. Characteristics of the Municipalities Affected by Transit Tourism

In this section we will further examine the municipalities defined in the previous
chapter as the focal points of invisible tourism, in order to identify the characteristics,
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features and geographical locations of the municipalities where transit tourism may become
relevant, and the characteristics that increase the chances of transit tourism in a given
municipality.

The municipalities affected by transit tourism were highly heterogeneous in terms of
population and socio-economic characteristics. We found that the economic and accessi-
bility characteristics of the municipalities did not have a significant impact on the focal
points of transit tourism. Therefore, it was assumed that the geographical location of the
municipality may play a greater role in transit tourism. In fact, the spatial distribution of
the municipalities theoretically affected by transit tourism (956) showed a strong link with
road network nodes.

The table below shows: Category 1—there is a motorway slip road in the municipality,
i.e., a main road intersects the motorway; Category 2—intersection of main roads; and Cat-
egory 3—all other municipalities located at a point not important for road traffic (Figure 3).
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Figure 3. Categorisation of Hungarian settlements by road network.

Tables 5–7 provides a breakdown of the surveyed municipalities by OCR revenue
and tourism attractiveness, broken down by the above node categories for the year 2020,
highlighting in bold, italic number the municipalities most affected by invisible tourism on
the basis of previous analyses. The results for 2018 and 2019 are presented in Appendix A
Tables A2–A7.

Table 5. Number of municipalities with motorways and main roads as a function of tourist attractive-
ness and OCR tourism-related income in 2020.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 115 64 14 10 5 208

2 (municipalities with regional
attractiveness) 7 8 7 5 11 2 40

3 (municipalities with national,
international attractiveness) 5 6 3 5 20 13 52

Total 127 78 24 20 36 15 300
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Table 6. Number of municipalities with main roads as a function of tourist attractiveness and OCR
tourism-related income in 2020.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 338 118 11 3 470

2 (municipalities with regional
attractiveness) 18 28 8 14 11 1 80

3 (municipalities with national,
international attractiveness) 4 13 8 17 15 4 61

Total 360 159 27 34 26 5 611

Table 7. Number of municipalities located at a point not important for road traffic as a function of
tourist attractiveness and OCR tourism-related income in 2020.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 31 5 36

2 (municipalities with regional
attractiveness) 2 2 1 5

3 (municipalities with national,
international attractiveness) 2 1 1 4

Total 35 8 2 45

Sources: Own calculations, based on OCR register.

This means (Table 8) that while invisible tourism was detected in 0% of the municipal-
ities belonging to Category 3 (located at a point not important for road traffic), in Category
2 (existence of main roads), it was already 4–5%, while in Category 1 (motorway slip roads)
it was 14–16% of the 956 municipalities originally delimited (results for 2018 and 2019 are
presented in Appendix A Table A8). In other words, in these cases, the correlation between
tourism attractiveness and OCR data cannot be explained.

Table 8. Number of municipalities affected by invisible tourism as a function of road network
characteristics in 2020.

Road Network
Characteristics

Number of Municipalities
Affected by Invisible

Tourism

Total Number of
Municipalities

Surveyed
%

1 42 300 14.00

2 26 611 4.26

3 0 45 0.00

Total 68 956 7.11
Sources: Own calculations, based on OCR register.

The results demonstrate that transit traffic generates significant invisible tourism
revenue, primarily in municipalities with motorway slip roads and secondarily in munici-
palities bordering main roads (in municipalities with a large tourist attractiveness, these
revenues are “visible”, but for smaller ones, only the OCR data provide a guide). The lack
of adequate connectivity practically excludes the emergence of invisible tourism.
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4. Discussion

Hungary is one of Europe’s transit countries. It has a significant role in both East–
West and North–South passenger traffic on the continent. Transit passengers, most of
who arrive by car, use motorways and/or trunk roads to cover the distance between
two border sections, stopping off for a variety of needs. Transit is often disrupted in
settlements where service providers have built their businesses specifically on transit. To
ensure that these towns and villages are excluded from traditional tourism destinations,
it is necessary to identify the characteristics that reliably indicate the likelihood of transit
travel. This required the inclusion of a new data source (OCR) with sufficiently detailed
spatial, temporal and activity level information to identify the tourism-related expenditure
of transit travel. In the study, a geospatial delineation was carried out, based on which the
groups were analysed according to their statistical characteristics It was assumed that a
foreign transit passenger would also stop in a municipality that has no significant tourist
attraction, but that its favourable location would contribute to its choice as a place for a
break. Therefore, if a municipality located at the intersection of the shortest routes between
border sections has above-average OCR tourism-related revenue, even though there is no
significant tourism attraction, then the presence of transit traffic is probable. We were able
to identify 86 municipalities that met the above criteria, which will be the focus of further
research in the future.

We concluded that being located at the junction of a main road and a motorway or
two main roads already has a significant impact on spending.

5. Conclusions

Overall, it can be concluded that the settlements that benefit most from the transit
traffic of foreigners arriving in Hungary are those that:

- are located at the intersection of routes that allow the shortest time between each
border section

- are located at the intersections of access from main roads to motorways, or at the
junction of two main roads.

These results are certainly due to the psychological component of the nature of transit,
in which intersections and nodes are seen as stages of the journey, the fulfilment of the
desire to get somewhere, the physical completion of a stage (a well-deserved rest), and a
place of preparation for the next stage.

We consider it important that the needs of the local residents and tourist service
providers of the demarcated settlements, as well as transit passengers, be taken into account
in spatial and transport planning. A complex approach is needed in order to ensure that
the benefits of transit tourism do not only accrue to the service providers concerned, but
also to minimize the damage or inconvenience it causes. Thus, instead of destroying tourist
destinations, transit tourism becomes sustainable, even in the longer term. This, in turn,
requires a holistic approach and long-term planning, the beginning of which we have tried
to contribute to with our work.
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Appendix A

Table A1. Internationally recommended groupings of economic sectors related to tourism.

IRTS/TSA: RMF Tourism
Industries a ISIC Rev. 4 NACE Rev. 2

(TEÁOR’08) b Description (TEÁOR’08)

Accommodation

5510 5510 Hotels and similar accommodation
5520 5520 Holiday and other short-stay accommodation

5530 Camping grounds, recreational vehicle parks and
trailer parks

5590 5590 Other accommodation

Food and beverage serving
activities

5610 5610 Restaurants and mobile food service activities
5629 5629 Other food service activities
5630 5630 Beverage serving activities

Railway passenger transport 4911 4910 Passenger rail transport, interurban

Road passenger transport 4922
4932 Taxi operation
4939 Other passenger land transport

Water passenger transport 5011 5010 Sea and coastal passenger water transport
5021 5030 Inland passenger water transport

Air passenger transport 5110 5110 Passenger air transport
Renting and leasing of motor

vehicles
7710

7711 Renting and leasing of cars and light motor vehicles
7712 Renting and leasing of trucks (over 3.5 t)

Travel agency and tour
operator activities

7911 7911 Travel agency activities
7912 7912 Tour operator activities
7990 7990 Other reservation services and related activities

Cultural activities

9000 9001 Performing arts
9002 Support activities to performing arts
9003 Artistic creation
9004 Operation of arts facilities

9102 9102 Museum activities
9103 Operation of historical sites and buildings

9103 9104 Botanical and zoological gardens and nature reserve
activities

Sports and recreational
activities

7721 7721 Renting and leasing of recreational and sports goods
9200 9200 Gambling and betting activities
9311 9311 Operation of sports facilities

9313 Fitness facilities
9321 9321 Activities of amusement parks and theme parks
9329 9329 Other amusement and recreation activities

Country-specific tourism characteristic activities
Other personal service

activities (spa)
9604 Physical well-being activities
8690 Other human health activities

Support activities for
transportation

5221 Service activities incidental to land transportation
5222 Service activities incidental to water transportation
5223 Service activities incidental to air transportation

a Source: International Recommendations for Tourism Statistics 2008—Annex 3. b TEÁOR’08 is the Hungarian
activity classification identical to the European one, NACE Rev.2. Statistical Classification of Economic Activities
in the European Community, 2008.
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Table A2. Number of municipalities with motorways and main roads as a function of tourist
attractiveness and OCR tourism-related income in 2018.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 111 66 15 10 6 208

2 (municipalities with regional
attractiveness) 7 9 8 4 10 2 40

3 (municipalities with national,
international attractiveness) 5 5 4 5 19 14 52

Total 123 80 27 19 35 16 300

Table A3. Number of municipalities with main roads as a function of tourist attractiveness and OCR
tourism-related income in 2018.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 338 114 16 2 470

2 (municipalities with regional
attractiveness) 18 28 8 14 11 1 80

3 (municipalities with national,
international attractiveness) 4 13 8 16 15 5 61

Total 360 155 32 32 26 6 611

Table A4. Number of municipalities located at a point not important for road traffic as a function of
tourist attractiveness and OCR tourism-related income in 2018.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 32 4 36

2 (municipalities with regional
attractiveness) 2 2 1 5

3 (municipalities with national,
international attractiveness) 2 2 4

Total 36 8 1 45
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Table A5. Number of municipalities with motorways and main roads as a function of tourist
attractiveness and OCR tourism-related income in 2019.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 102 72 14 12 7 1 208

2 (municipalities with regional
attractiveness) 7 8 7 4 10 4 40

3 (municipalities with national,
international attractiveness) 5 5 3 6 18 15 52

Total 114 85 24 22 35 20 300

Table A6. Number of municipalities with main roads as a function of tourist attractiveness and OCR
tourism-related income in 2019.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 333 118 16 3 470

2 (municipalities with regional
attractiveness) 18 24 9 16 12 1 80

3 (municipalities with national,
international attractiveness) 4 13 5 14 19 6 61

Total 355 155 30 33 31 7 611

Table A7. Number of municipalities located at a point not important for road traffic as a function of
tourist attractiveness and OCR tourism-related income in 2019.

Category/Revenue
HUF
0–50

Million

HUF
50–250
Million

HUF
250–500
Million

HUF
500–1000
Million

HUF
1000–5000

Million

HUF over
5000

Million
Total

1 (municipalities without
significant attractiveness) 30 6 36

2 (municipalities with regional
attractiveness) 2 2 1 5

3 (municipalities with national,
international attractiveness) 2 1 1 4

Total 34 9 2 45
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Table A8. Number of municipalities affected by invisible tourism as a function of road network
characteristics, 2018–2019.

2018

Road Network
Characteristics

Number of Municipalities
Affected by Invisible

Tourism

Total Number of
Municipalities

Surveyed
%

1 43 300 14.33

2 30 611 4.91

3 0 45 0.00

Total 73 956 7,64

2019

Road Network
Characteristics

Number of Municipalities
Affected by Invisible

Tourism

Total Number of
Municipalities

Surveyed
%

1 48 300 16.00

2 32 611 5.24

3 0 45 0.00

Total 80 956 8.37
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