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Abstract  

Because Lake Balaton is shallow and ecologically fragile, the regulation of small-boat traffic on the lake currently rests mainly on propulsion type: 

recreational use of internal-combustion-powered small boats is effectively prohibited. In contrast, purely electric-powered boats may operate freely. This 

study examines the environmental and economic differences between petrol and electric-powered small boats over their full life cycle, and considers what 

these differences imply for further developing the regulatory framework. The analysis draws on data from one specific petrol-powered and one electric 

small-boat model. The life cycle assessment (LCA) compares CO2 emissions across the manufacturing, operational, and end-of-life (EoL) phases over 15-

year and 20-year horizons, while the total cost of ownership (TCO) analysis compares investment, operating, mooring, and maintenance costs over the 

same horizons. Results: manufacturing emissions for the electric boat are nearly five times those of the petrol boat, but this disadvantage is offset by lower 

operating emissions within roughly 5.7 years; over 15 years, the electric boat’s total emissions are about half those of the petrol boat. The economic picture 

runs in the opposite direction: owing to its higher purchase price and the cost of battery replacement, the electric boat’s total cost exceeds the petrol boat’s 

over both examined time horizons. Since environmental and economic considerations do not align, sustainable boating cannot be reduced to a single 

criterion and instead calls for deliberate, multi-criteria evaluation. Regulation would benefit from accounting not only for propulsion type but also for the 

actual environmental burden a boat generates (speed, power, intensity of use). 
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1 Introduction  

Sustainability plays an increasingly decisive role in the evolution of transport systems today, particularly in settings where 

environmental impact directly affects ecosystem health. Waterborne transport, specifically small-boat traffic, takes on 

particular significance when it occurs in a sensitive environment such as Lake Balaton. Balaton is Hungary’s largest standing 

body of water, at once a national natural asset and a central pillar of domestic tourism, so its use requires a continuous 

balancing act between economic interests and environmental protection. Because the lake is shallow, with an average depth 

of just 3.3 meters (OVF, n.d.), and largely enclosed, the environmental pressures created by boat traffic – air pollution (Viana 
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et al., 2014), fuel and oil contamination (Depree, 2007; Jüttner et al., 1995), noise, wave generation, and sediment 

resuspension – take hold quickly and intensely (Carreño and Lloret, 2021; Mosisch and Arthington, 2004). 

Accordingly, recreational use of internal-combustion-powered small boats on Lake Balaton is, as a general rule, 

prohibited, with only a narrow set of exceptions – for example, sailboats’ auxiliary engines during calm winds, or vessels 

performing official or public-service duties (Government Decree 30/2003 (III. 18.); NFM Decree 57/2011 (XI. 22.)). Purely 

electric-powered boats, by contrast, may operate freely, since their use produces no local exhaust emissions, generates less 

noise, and carries no risk of fuel leakage. This regulatory logic essentially treats propulsion type as the main decision 

criterion, even though the full environmental impact of electric boats can only be understood by considering the entire life 

cycle: battery manufacturing, the composition of the electricity used to charge them, and end-of-life treatment. 

Choosing a propulsion system is therefore a decision-theoretic problem as well: boat owners and regulators alike must 

weigh a combination of information – life-cycle emissions, total cost, and the regulatory framework – whose interpretation 

and integration constitute a cognitive task. This connects directly to the concept of cognitive sustainability, which draws on 

cognitive science to describe and model sustainability, linking its ecological, economic, and social dimensions within a 

single holistic framework (Zöldy et al., 2022). The economic dimension of this concept focuses on how individuals or 

organisations can make conscious, resource-allocation decisions that account for all relevant factors – precisely the problem 

the present study addresses by jointly applying life cycle assessment and total cost of ownership analysis. Waterborne 

transport also features within the cognitive mobility (CogMob) framework: the digitalisation of port infrastructure and data-

driven support for propulsion-related decisions are increasingly linking human and machine cognitive capacities within 

mobility systems (Zöldy and Baranyi, 2023). Energy management in boating – whether estimating fuel consumption or 

designing battery-electric propulsion – offers a concrete example of how sustainability enters the decision matrix (Zalacko 

et al., 2020), while waste-based and alternative fuels, along with the circular economy, are gaining growing importance in 

the end-of-life treatment of vessels (Zsoldos et al., 2025). 

The present study examines the environmental and economic differences between petrol- and electric-powered small 

boats and how these differences can be interpreted in the specific environmental and regulatory context of Lake Balaton. 

The analysis rests on two pillars: a life cycle assessment (LCA), evaluating CO2 emissions generated over the boats’ full life 

cycle, and a total cost of ownership (TCO) analysis, examining economic considerations over a longer time horizon. Our 

starting point is that environmental and economic considerations do not necessarily lead to the same conclusions. The aim 

is to show what trade-offs arise when these considerations are weighed together. 

2 Data and methods  

2.1 Regulation at Lake Balaton and internationally 

Under NFM Decree 57/2011 (XI. 22.) on the rules of waterborne transport, a small boat is defined as any self-propelled, 

motorised vessel with a hull shorter than 20 meters and a maximum carrying capacity of 12 people. On Lake Balaton, 

recreational operation of such boats with internal combustion engines is prohibited – apart from the narrow exceptions set 

out in Government Decree 30/2003 (III. 18.) – while purely electric boats are permitted, subject to strict technical conditions 

that rule out hybrid or auxiliary-engine solutions. An international perspective nuances this either/or regulatory logic. At 

Lake Garda in Italy, speed limits (20 knots by day, 5 knots at night) serve as the main instrument. The lake’s northern, more 

ecologically sensitive basin – largely within the province of Trento – has its own zone strictly restricting motorised boating 

(Boat Garda, n.d.). Water quality at Lake Garda is also studied intensively (Giardino et al., 2007), underscoring the need to 

combine regulation with monitoring for sensitive large lakes. At Lake Constance (Bodensee), one of Europe’s most 

important sources of drinking water, regulation centres on engine-emissions compliance: boats fitted with engines meeting 

EU directives are exempt from individual testing, while power limits (59 kW for outboard motors, 150 kW for inboard 

motors) and near-shore speed restrictions complete the system (Boote-Magazin, 2016). Both examples show that, between 

outright prohibition and unrestricted access, a range of intermediate solutions based on speed, power, and zoning exists – 

solutions that could inform refinements to Balaton’s regulatory framework. Adopting them unchanged would nonetheless 

be unwarranted, given that Balaton’s shallowness, tourism role, and conservation significance together create a distinctive 

situation. 

2.2 Life-cycle assessment methodology 
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Using the Life Cycle Assessment (LCA) method, this study compares the CO2 emissions generated over the full life span 

of one petrol-powered and one electric small-boat model, split into three phases: manufacturing, operation, and end-of-life 

(EoL) treatment. In the manufacturing phase, the mass of each system (hull, propulsion, fuel system/battery) was combined 

with the specific manufacturing energy demand of the relevant materials (MJ/kg), which was then converted into CO2 

equivalents using the average emission intensity of the European Union’s electricity mix (253 g CO2/kWh, i.e. roughly 

0.07 kg CO2/MJ) (Ember, 2022). In the operational phase, the petrol boat’s emissions were based on manufacturer-reported 

fuel-consumption figures (19.5 l/h at a 40 km/h cruising speed; 1.9 l/h at idle) together with an internationally used emission 

factor of 2 310 g CO2/liter, while the electric boat’s emissions relied on the specific emission intensity of the Hungarian 

electricity mix, 274.9 g CO2/kWh (MVM Next, n.d.). In the end-of-life phase, each boat’s final CO2 balance was calculated 

from the emissions and savings associated with the recycling, incineration, and landfill shares assigned to each material 

fraction (metal, composite, lithium-ion battery). Calculations were carried out for 15- and 20-year service lives, 

complemented by a sensitivity analysis assuming an average speed of 50 km/h and a further analysis excluding the hull’s 

life cycle. This methodology is consistent with LCA frameworks previously applied to compare propulsion systems in the 

maritime sector (Bordbar et al., 2025; Jeong et al., 2018), which likewise emphasise that battery manufacturing represents a 

substantial burden concentrated in the early stages of the overall life cycle (Ellingsen et al., 2014). 

2.3 Total cost of ownership methodology 

The total cost of ownership (TCO) analysis aggregates investment (purchase price), operating (fuel or electricity), 

mooring and storage, and maintenance costs over 15- and 20-year horizons. In the 20-year scenario, a one-off but substantial 

cost item – battery replacement – was also built into the model for the electric boat. The purpose of this methodology is to 

reveal how the various cost components jointly shape the economic assessment of the two boat types, and whether the 

operating-cost advantage can offset the initial gap in investment cost. 

3 Results and discussion  

3.1 Life cycle assessment 

In the manufacturing phase, the electric boat’s emissions (34,322 kg CO2) are nearly five times those of the petrol boat 

(7,141 kg CO2), owing mainly to the energy-intensive production of the aluminium hull and the 400 kg lithium-ion battery. 

In the operational phase, however, the picture reverses: over 15 years, the petrol boat emits 68,384 kg of CO2, compared 

with just 12,370 kg for the electric boat, meaning that fossil-fuel consumption alone exceeds the electric boat’s total life-

cycle emissions (Table 1). The electric boat’s advantage widens further in the end-of-life phase: thanks to the high recycling 

rate of aluminium and other metal components, it achieves a saving of 6,338 kg CO2, compared with just 294 kg CO2 for 

the petrol boat’s composite hull. 

 

Table 1. Total life cycle CO2 emissions over 15- and 20-year horizons (kg CO2) 

Phase Petrol (15 yr) Electric (15 yr) Petrol (20 yr) Electric (20 yr) 

Manufacturing 7 141 34 322 7 141 34 322 

Operation 68 384 12 370 91 199 30 992 

End-of-life (EoL) -294 -6 338 -294 -6 338 

Total 75 232 40 354 98 047 58 976 

* please note negative signs mean CO2 savings of end-life recycling 

 

Analysis of the cumulative emissions curves shows that the electric boat’s initial manufacturing disadvantage is recouped 

within 5.66 years, after which its cumulative emissions remain below those of the petrol boat. In the sensitivity analysis, 

more intensive use (an average speed of 50 km/h) shortens the payback period to 5.11 years, since the petrol boat’s fuel 

consumption rises disproportionately faster with speed than the electric boat’s energy consumption does. Excluding the 

hull’s life cycle from the system boundary – as the heaviest and most distorting element – shortens the payback period 

further, to 4.1 years, confirming that the drivetrain and battery alone compensate quickly for the initial excess in 

manufacturing emissions. 
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3.2 Economic results 

The total cost of ownership analysis points in the opposite direction to the environmental results. The electric boat’s 

purchase price (HUF 79,7 million) is nearly five times that of the petrol boat (HUF 16,2 million), a gap its lower operating 

cost cannot offset (HUF 10,1 million over 15 years, compared with HUF 16,7 million in fuel costs for the petrol boat). 

Mooring and storage fees are identical for both boat types and represent a substantial cost item. As a result, over a 15-year 

horizon, the petrol boat’s total cost is HUF 62,6 million, compared with HUF 118,8 million for the electric boat. In the 20-

year scenario, the roughly HUF 8 million cost of battery replacement for the electric boat widens the gap further, to HUF 

78,1 million versus HUF 139,9 million (Table 2). 

 

 
Fig. 2 Total costs over 15- and 20-year horizons (HUF million) 

Source: own calculation 

 

3.3 Interpreting environmental and economic considerations together 

These results reinforce two, partly conflicting, conclusions. From an environmental standpoint, electric propulsion is 

clearly the more favourable option for Lake Balaton’s sensitive ecosystem: the absence of local emissions, lower noise 

levels, and a favourable end-of-life balance all point in this direction and are consistent with other LCA studies of boating 

(Bordbar et al., 2025). Economically, however, the petrol boat remains the cheaper option under current conditions, since 

the burden of the electric boat’s high purchase price and battery replacement outweighs the savings generated by lower 

operating costs. This discrepancy illustrates well that, in practice, sustainability decisions cannot be reduced to a single 

indicator. Boat owners and regulators alike need to weigh environmental and economic information together deliberately to 
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reach a well-founded decision. This kind of multi-criteria, data-driven evaluation lies at the very heart of the concept of 

cognitive sustainability (Zöldy et al., 2022). 

The current Balaton regulation, which treats propulsion type as the main dividing line, is defensible on environmental 

grounds, yet it does not differentiate boats by their actual environmental burden. While an electric boat produces no local 

exhaust emissions, the physical burden created by wave action, speed, and power – sediment resuspension, disturbance of 

shoreline habitats – remains present regardless (Gabel et al., 2017; Kunc et al., 2016), particularly in a lake as shallow and 

eutrophication-prone as Balaton (Istvánovics et al., 2007; Csősz, 2021). Past fish-kill events at Balaton likewise show that 

the lake reacts sensitively to human-induced pressures (Takács et al., 2013). In light of this, the future direction of regulation 

may lie not in relaxing restrictions but in refining them: a differentiated approach based on speed and power, one that 

accounts for the differing sensitivities of specific areas of the lake, could play a larger role. Building such a system, grounded 

in actual burden rather than propulsion type alone – in line with the data-driven, digitalisation-oriented approach of cognitive 

mobility (Zöldy and Baranyi, 2023) – would require more precise data on the spatial and temporal patterns of boat traffic. 

In designing incentives to ease the economic constraints of switching technologies (e.g. targeted subsidies, fee discounts), it 

is also worth bearing in mind that not every electric boat delivers the same degree of environmental benefit, and that battery-

related costs and emissions (Ellingsen et al., 2014; Zsoldos et al., 2025) are expected to become more favourable in the 

medium term as the technology continues to mature. 

4 Conclusion 

This study examined the environmental and economic dimensions of small-boat navigation on Lake Balaton, with 

particular attention to the roles of petrol and electric propulsion. According to the life cycle assessment, the electric boat’s 

higher manufacturing emissions are offset within 5–6 years by its lower operating emissions and more favourable end-of-

life balance, yielding substantial CO2 savings over the longer term. The total cost of ownership analysis, by contrast, shows 

that under current conditions the petrol boat can be operated at a lower total cost, since its operating-cost savings cannot 

offset the burden of a higher investment cost and battery replacement. The tension between these two perspectives points to 

the fact that sustainable boating is not a simple matter of technology choice but a decision problem that is, in its own right, 

cognitively complex, requiring the joint weighing of environmental, economic, and regulatory factors.  

Limitations of this study include its reliance on data from a single petrol- and a single electric-boat model, as well as the 

fact that battery costs and the emission intensity of the electricity mix are both parameters that shift over time. Future work 

should therefore refine the analysis by drawing on a broader fleet of boats, longer time series of price and emissions data, 

and actual boat-traffic data from Lake Balaton, and should examine the practical feasibility of introducing a differentiated 

regulatory model based on power and speed. 

Acknowledgement  

The authors thank the Faculty of Economic and Social Sciences at the Budapest University of Technology and Economics 

for its professional support of this research. 

References  

30/2003. (III. 18.) Government decree on limiting water transport on certain inland waterways for environmental reasons and on the operating permits that 

can be issued in the areas subject to restriction. [in Hungarian: Korm. rendelet a víziközlekedés egyes belvízi utakon környezetvédelmi okokból 

való korlátozásáról és a korlátozás alá eső területeken kiadható üzemeltetési engedélyről.] 

URL: https://net.jogtar.hu/jogszabaly?docid=a0300030.kor (Downloaded: 24 September 2026) 

57/2011. (XI. 22.) Ministry of National Development decree on the rules of water transport. [in Hungarian: NFM rendelet a víziközlekedés rendjéről]. 

Magyar Közlöny. 2011/140. sz. URL: https://net.jogtar.hu/jogszabaly?docid=a1100057.nfm (Downloaded: 24 September 2026) 

Boat Garda (n.d.). Navigation rules at Lake Garda. BOATGARDA. URL: https://www.boatgarda.com/en/boat-services-lake-garda-nautical-

license/navigation-rules-lake-garda/ (Downloaded: 8 March 2026) 

Boote-Magazin (2016). Bodensee – emission regulations: fewer exceptions. URL: https://www.boote-magazin.de/en/boat-knowledge/law/bodensee-

emission-regulations-fewer-exceptions/ (Downloaded: 8 March 2026) 

Bordbar, A., Moutik, B., Kyte, A., Ussher, S., Collins, K., Roszkowski, M., Wilson, T., Fear, S. (2025). Life cycle assessment comparing electric and 

petrol-powered rigid inflatable boats for recreational and harbour-master applications. Ocean Engineering. 341, 122664. 

DOI: https://doi.org/10.1016/j.oceaneng.2025.122664 

Carreño, A., Lloret, J. (2021). Environmental impacts of increasing leisure boating activity in Mediterranean coastal waters. Ocean & Coastal Management. 

209, 105693. DOI: https://doi.org/10.1016/j.ocecoaman.2021.105693 

https://doi.org/10.55343/CogSust.24789
https://doi.org/10.55343/CogSust.24789
https://net.jogtar.hu/jogszabaly?docid=a0300030.kor
https://net.jogtar.hu/jogszabaly?docid=a1100057.nfm
https://www.boatgarda.com/en/boat-services-lake-garda-nautical-license/navigation-rules-lake-garda/
https://www.boatgarda.com/en/boat-services-lake-garda-nautical-license/navigation-rules-lake-garda/
https://www.boote-magazin.de/en/boat-knowledge/law/bodensee-emission-regulations-fewer-exceptions/
https://www.boote-magazin.de/en/boat-knowledge/law/bodensee-emission-regulations-fewer-exceptions/
https://doi.org/10.1016/j.oceaneng.2025.122664
https://doi.org/10.1016/j.ocecoaman.2021.105693


   

 https://doi.org/10.55343/CogSust.24789 

 

Csősz, L. (2021). A summary of the current state of Lake Balaton from a water management perspective. [in Hungarian: A Balaton jelenlegi állapotának 

vízügyi szempontú összefoglalása]. Military Engineer. [in Hungarian: Hadmérnök]. 16(2), 47–55. DOI: https://doi.org/10.32567/hm.2021.2.4 

Depree, C. (2007). Potential impacts of emissions from outboard motors on the aquatic environment: A literature review (NIWA Client Report: HAM2007-

026). National Institute of Water & Atmospheric Research. URL: https://www.envirolink.govt.nz/assets/Envirolink/232-WCRC26.pdf 

(Downloaded: 8 March 2026) 

Ellingsen, L. A.-W., Majeau-Bettez, G., Singh, B., Srivastava, A. K., Valøen, L. O., Strømman, A. H. (2014). Life cycle assessment of a lithium-ion battery 

pack. Journal of Industrial Ecology. 18(1), 113–124. DOI: https://doi.org/10.1111/jiec.12072 

Ember (2022). European Electricity Review 2022. Ember. URL: https://ember-energy.org/latest-insights/european-electricity-review-2022/ (Downloaded: 

8 March 2026) 

Gabel, F., Lorenz, S., Stoll, S. (2017). Effects of ship-induced waves on aquatic ecosystems. Science of the Total Environment. 601–602, 926–939. 

DOI: https://doi.org/10.1016/j.scitotenv.2017.05.206 

Giardino, C., Brando, V. E., Dekker, A. G., Strömbeck, N., Candiani, G. (2007). Assessment of water quality in Lake Garda (Italy) using Hyperion. Remote 

Sensing of Environment. 109, 183–195. DOI: https://doi.org/10.1016/j.rse.2006.12.017 

Istvánovics, V., Clement, A., Somlyódy, L., Specziár, A., G.-Tóth, L., Padisák, J. (2007). Updating water quality targets for shallow Lake Balaton 

(Hungary), recovering from eutrophication. Hydrobiologia. 581(1), 305–318. DOI: https://doi,org//10.1007/s10750-006-0509-1 

Jeong, B., Wang, H., Oguz, E., Zhou, P. (2018). An effective framework for life cycle and cost assessment for marine vessels aiming to select optimal 

propulsion systems. Journal of Cleaner Production. 187, 111–130. DOI: https://doi.org/10.1016/j.jclepro.2018.03.184 

Jüttner, F., Backhaus, D., Matthias, U., Essers, U., Greiner, R., Mahr, B. (1995). Emissions of two- and four-stroke outboard engines – II. Impact on water 

quality. Water Research. 29(8), 1983–1987. DOI: https://doi.org/10.1016/0043-1354(94)00331-Z 

Kunc, H. P., McLaughlin, K. E., Schmidt, R. (2016). Aquatic noise pollution: Implications for individuals, populations, and ecosystems. Proceedings of 

the Royal Society B: Biological Sciences. 283(1836), 20160839. DOI: https://doi.org/10.1098/rspb.2016.0839 

Mosisch, T. D., & Arthington, A. H. (2004). Impacts of recreational power-boating on freshwater ecosystems. In R. Buckley (Ed.), Environmental impacts 

of ecotourism. CABI Publishing. 125–154. DOI: 10.1079/9780851998107.0125 

MVM Next (n.d.). A magyar villamosenergia-mix összetétele és fajlagos szén-dioxid kibocsátása. URL: 

https://www.mvmnext.hu/aram/pages/aloldal.jsp?id=10817872 (Downloaded: 8 March 2026) 

OVF – Országos Vízügyi Főigazgatóság (n.d.). Balaton – vízügyi adatok és információk. 

https://www.vizugy.hu/index.php?module=content&programelemid=2 (Downloaded: 14 October 2026) 

Takács, P., Turcsányi, B., Bíró, P. (2013). Társadalmi konfliktusokat generáló ökológiai történések a Balaton életében az utóbbi néhány évtizedben – 

Halpusztulások. Acta Scientiarum Socialium. 39, 51–56. URL: https://journal.uni-mate.hu/index.php/asc/hu/article/view/316 (Downloaded: 14 

October 2026) 

Viana, M., Hammingh, P., Colette, A., Querol, X., Degraeuwe, B., de Vlieger, I., & van Aardenne, J. (2014). Impact of maritime transport emissions on 

coastal air quality in Europe. Atmospheric Environment. 90, 96–105. DOI: https://doi.org/10.1016/j.atmosenv.2014.03.046 

Zalacko, R., Zöldy, M., Simongáti, G. (2020). Comparative study of two simple marine engine BSFC estimation methods. Brodogradnja/Shipbuilding. 

71(3), 13–25. DOI: https://doi.org/10.21278/brod71302 

Zsoldos, B., Zöldy, M., Nagy, A. (2025). Waste-based fuels as part of sustainable mobility. Cognitive Sustainability, 4(4). 

DOI: https://doi.org/10.55343/CogSust.20524 

Zöldy, M., Baranyi, P. (2023). The Cognitive Mobility Concept. Infocommunications Journal, Special Issue: Internet of Digital & Cognitive Realities, 35–

40. DOI: https://doi.org/10.36244/ICJ.2023.SI-IODCR.6 

Zöldy, M., Szalmáné Csete, M., Kolozsi, P. P., Bordás, P., Török, Á. (2022). Cognitive Sustainability. Cognitive Sustainability, 1(1). 

DOI: https://doi.org/10.55343/CogSust.7 

https://doi.org/10.55343/CogSust.24789
https://doi.org/10.55343/CogSust.24789
https://doi.org/10.32567/hm.2021.2.4
https://www.envirolink.govt.nz/assets/Envirolink/232-WCRC26.pdf
https://doi.org/10.1111/jiec.12072
https://ember-energy.org/latest-insights/european-electricity-review-2022/
https://doi.org/10.1016/j.scitotenv.2017.05.206
https://doi.org/10.1016/j.rse.2006.12.017
https://doi,org/10.1007/s10750-006-0509-1
https://doi.org/10.1016/j.jclepro.2018.03.184
https://doi.org/10.1016/0043-1354(94)00331-Z
https://doi.org/10.1098/rspb.2016.0839
https://www.mvmnext.hu/aram/pages/aloldal.jsp?id=10817872
https://www.vizugy.hu/index.php?module=content&programelemid=2
https://journal.uni-mate.hu/index.php/asc/hu/article/view/316
https://doi.org/10.1016/j.atmosenv.2014.03.046
https://doi.org/10.21278/brod71302
https://doi.org/10.55343/CogSust.20524
https://doi.org/10.36244/ICJ.2023.SI-IODCR.6
https://doi.org/10.55343/CogSust.7

