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CASE STUDY: BUDAPEST

TRAFFIC POLICY AND URBAN SUSTAINABILITY
” IN BUDAPEST

Tibor TINER

Abstract

During the decades of urban transport development of Budapest, different types of conceptions and policies
were made. The constant element of these policies was to give priority to public fransport over the private means
oftransport in the development supported by the state. As a result Budapest managed to reach a relative high level
of public transport in Europe in the mid 1970s. Later, the increasing volume of private car traffic in Budapest marked
a new challenge for urban transport policy. At the same time, the economic difficulties started to appear which
slowed down public transport development of the Hungarian capital. During the 1980s, these problems became
more serious and led to such a negative phenomenon as traffic jam, environmental pollution, decline in the quality
of public transport et cetera. After the regime change, the matter of urban transport development became a more
important political issue where different type of interests are versus each other on different level of decision-making.
Meanwhile the transport problems of Budapest accumulated and there is an urgent need to resolve the most
important ones for avoiding a chaos situation in the traffic. Short and long term plans as means of suitable urban
development contain what is to be done now and in the future to achieve a harmonic urban transport development
in Budapest.

Shrnuti

Pro rozvoj méstské dopravy v Budapesti byla za desetileti jeji existence zpracovéna fada variant. Zakladni
mySlenkou téchto navrha byla statem podporovana preference hromadné dopravy pred dopravou individudini.
V sedmdesatych letech bylo vysledkem této politiky relativné vysoké zastoupeni vefejné dopravy v porovnani
S ostatnimi evropskymi mésty. Pozdé&j$i narast individuéini dopravy v Budapesti vyvolal poZadavek na zpracovani
nové koncepce méstské dopravy. V témze obdobi zapficinily ekonomické potize v zemi i pokles rozvoje hromadné
dopravy v madarské metropoli. V 80tych letech tyto potiZe jesté zesilily a vedly k takovym negativnim jevim jako
Jjsou dopravni zacpy, znecisténi Zivotniho prostiedi, pokles kvality hromadné dopravy atd. Po zméné rezimu se
méstska doprava stala vaznou politickou otazkou; stoji zde proti sobé rizné zajmy a to na riaznych rozhodovacich
trovnich. Zatim se dopravni problémy v Budape$ti znasobily. Aby se mésto zbavilo chaosu v dopravé, je nutno
nejzavaZnéjsi z nich urychlené resit. Proto byly pro dosaZeni harmonického rozvoje méstské dopravy v Budapesti
vypracovany kratkodobé a dlouhodobé pléany jejiho rozvoje jako jeden z prostiedkt setrvalého rozvoje mésta.
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Introduction

The level of urban transport available in the Hungar-
ian capital Budapest - as in other world cities - is a key
factor in operating the city functions and is also a basic
element of urban life. In a large city like Budapest the
concentration of industrial, commercial and tertiary ac-
tivities have been accompanied by the growth of both

vehicle and pedestrian traffic. By the early 1990s, de-

mands made by both freight and passenger traffic on
transport infrastructures of Budapest became much
greater than the available capacity producing a situation
in which Budapest requires projects for urban transport
improvement. But transport planners must face reali-

ties: the big volume of journey-to-work movements, jam,
parking difficulties, financial problems of public trans-
port maintenance, environmental pollution by traffic,
negative effects of investments missed during the
1980s et cetera.

In Budapest the pattern of regular personal move-
ments is dominated by commuting and a considerable
part of daily travel-to-work trips tends to the city centre
(workplaces) and back to the peripheries (residences).
The personal transport model of the Hungarian capital
differs from western urban centres where the journey-
to-work patterns are complicated with the expansion of
employment centres on the urban periphery.
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The growing share of car availability makes this
problem in Budapest more serious: The city centre
became a real bottleneck in traffic flow while its new
functions (e.g. business, shopping, entertainment, lei-
sure et cetera) are growing. These processes concen-
trate walking trips into the centre but this area is nearly
inaccessible for cars not to speak about the missing
parking sites and public garages. To understand the
latest situation we have to draw a picture about the
history of urban transport policy for Budapest.

A Historical Review

The story of Budapest urban transport development
started in the last decades of the 19th century. At the
turn of the century, the Hungarian capital was one of the
fastest developing cities of Europe. By 1910, its popu-
lation was 1 million, compared to 400 thousand in 1880.
The population growth and increasing needs for mobility
were the basis of the first concepts for traffic policy in
Budapest, which aimed to allocate large investments in
“ransport development. Newly built tram lines, building
vf the first deep-level tube line in the Continent in 1896,
rew railway stations which were connected to each
sther and to the city centre by paved roads and by tram
ines and a complete network of urban transport - all
hese fact mark well that those decades were the time
vf real prosperity in the history of urban transport devel-
»pment in Budapest.

After establishing the city-owned Budapest Trans-
port Company (BTC) as a holding company, Budapest
had an urban passenger transport system on the Euro-
pean level. During this time, freight traffic of the capital
was based on railways. Mocre than 60 factories and
Industrial plants had own sidings and yards for loading
raw materials and commodities. The critical situation of
the First World War and negative effects of the Trianon
Treaty on Hungary and on the Hungarian economy
caused serious problems for the capital. In the mid-
1920s, the budget of the city allowed only modest
transport development (e.g. extension of existing sub-
- urban railway lines, modest road reconstruction). The
period between 1930 and 1944 was more favourable for
urban transport (bus network development, further road
and bridge constructions, extension of more tram lines,
et cetera), but the preparation of the economy for mili-
tary purposes in the late 1930s slowed down this posi-
tive process. In the 1930s, the main feature of transport
policy was dominance of public traffic against the in-
creasing importance of private car traffic in the capital.

After the devastation of the Second World War, one
of the most important tasks in Budapest was to recon-
struct the public transport network: to restore the de-
stroyed railroads and roads, to rebuild the Danube
bridges that were destroyed, to repair the seriously
damaged vehicle fleet and - after reorganising the con-
trol system of the BTC, to start to operate the public

transport again. In the early 1950s, there were consid-
erable changes in the traffic policy of Budapest, which
focused on serving economic interests. During the first
years of socialism the capital became an exclusive
centre for political and economic activity in Hungary and
to maintain its public transport at an acceptable level
became a "political question”. In this period, the road
freight transport of Budapest started to play a more
important role in serving industrial and commercial
needs of the city.

In public transport BTC became a state-owned com-
pany supervised by the City Council of Budapest. Its
monopoly status in operating the public passenger
transport was declared and strengthened by law. The
costs of operation were covered by the state budget
through the city council. As for ticket fares an over-sub-
sidised system was introduced in the early 1950s as a
means of new social policy. In this new system the
conceptions for urban transport development in Buda-
pest were subordinated to the interest of industrial pro-
duction. The main task of the BTC was to serve the daily
journey-to-work movements of blue-collar workers, thus
the company had enough power to enforce its urban
transport conceptions. The number of employees at the
BTC reached 24,000 and BTC representatives in the
city council had the necessary political power to get
enough money to operate the public transport system
according to their interests.

In 1953, neighbouring settlements to Budapest were
connected to the capital administratively. Parallel to this
event more than 200,000 commuters became citizens
using four suburban railway lines, local trams, and
buses in their journey-to- work. After creating Greater
Budapest with its 1.7 million inhabitants, the tasks of
urban public transport increased considerably and big
difficulties appeared for BTC in keeping its setvices at
a desired level. It was a really serious problem to carry
1.5 million active earners a day because in the 50s the
public passenger transport was not considered as a
productive sphere of the economy in general and BTC
- against its relative good position in Budapest - did not
manage to get enough plus money from the state
budget to meet this additional requirements. The in-
creasing negligence of urban transport led to other
problems. The over-centralised and radial structure of
the main road network of Budapest - which was the
result of a normal development process at the end of
the last century - did not notably change during the
1960s and did not meet the growing traffic needs at all.

Traffic connections between Pest and Buda couid be
realised only by crossing the city centre. This radial
structure of traffic flow led to heavy concentration of
road freight traffic on main roads and Danube bridges
of the city and in passenger traffic along the main public
transport lines. This situation contributed to creating jam
in the vehicles of BTC also (e.g. 7.5 passengers per mj
in trams during peak hours).
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All these problems required a modified traffic policy
based on a new principle of rapid transit and which were
manifested in a new concept for urban transport devel-
opment in the early 1960s. This concept was supported
by BTC which was also interested in the development
of a rapid transit network for Budapest by constructing
underground lines connecting the four main railway
stations, the suburban railway lines, the old deep-level
tube line (the so-called M1 line) and at last the main
exchange stations of tram, bus and trolley-bus services.
A new project was worked out on the basis of this
conception in which BTC reserved the right to operate
the new metro lines exclusively. The first restrictions for
freight traffic in the city centre were made also in context
with this conception.

SZENTENDRE

According to the project this new rapid transit net-
work would have to be completed during a year period
to serve as a basic network of public passenger trans-
port in Budapest (Fig 1.). Financing of this large project
belonged to the state budget. From the mid-1960s to the
mid- 1970s, the construction process carried on dy-
namically, but the increasing deficit in the state budget
from the late 1970s to early 1980s resulted in a slowed
down construction process. Because of this, the first
metro line (M2) was opened in 1970 but we had to wait
20 years for the second one (M3) to be finished. The
third transversal line (M4) is still a plan. Connection of
the metro lines to the elements of surface public trans-
port has been realised only in part.
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Fig. 1. Rapid transit network in Budapest. - 1 = underground (metro), 2 = local suburban railway (HEV), 3 = railway station for passenger traffic
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In spite of these missing elements of development,
the results of the project were considerable. As for the
level of public transport, Budapest managed to reach a
good position in the rankings of European cities in the
mid 1970s. From the early 1970s, new tendencies ap-
peared in Hungary and mainly in Budapest: higher living
standard resulted in an administratively controlled in-
crease in the number of private cars. The annual aver-
age growth in the number of personal cars fluctuated
between 17,000 and 21, 000 vehicles in Budapest which
marked the growth of new type of transport need in the
city. This phenomenon led to the appearance of a
transformed traffic policy in which the interests of new
lobbies in the Ministry of Transport - and of course in the
city council - were articulated to promote more rapid
development processes in the field of private transport
also (e.g. build wider roads, more places to park, service
facilities etc.). During this time, international road freight
traffic started to grow and many more long vehicles
crossed Budapest than before.

The struggle between the old (BTC) and new (private
transport) lobbies started early and went on with differ-
ent results but - like nowadays also - a priority was given
to public transport in the distribution of funds serving
transport maintenance and development as the level of
private motorisation lagged far behind the public trans-
port needs in Budapest during the late 1970s and still in
the early 1980s. Furthermore, the number of problems
derived from increasing private traffic did not reach a
critical point during the 1970s, so a continual priority was
given to public transport interests in development proc-
esses. Additional development problems of public
transport appeared in connection with the new housing
estates. Large state dwelling structures were concen-
trated on the fringe areas of the capital (outer housing
estate ring), but the majority of workplaces stayed in the
city core and in the intermediate industrial belt. To meet
the increased traffic needs, BTC had to be developed
extensively, i.e. it was necessary to buy additional ve-
hicles, to lengthen routes of existing services, to con-
nect the new housing estates to the nearest rapid transit
network node or station, et cetera.

The consequences in surface public transport were

following:

« a relative rapid development in bus traffic,

« maintenance of the trolley-bus services on the same
level,

+ a considerable decrease in the length of the tram
network, a process which was stopped during the
early 1980s. :

The 1980s was the period of increasing problems, in
both the field of private and public transport. In connec-
tion with the increasing energy prices, fuel costs, and
costs of maintenance of vehicles, the network expanded
dramatically, although this growth was not compen-
sated by higher ticket prices. The state budget covered
only the increasing costs of operation but did not give

any help for technical improvements and network recon-
struction. The city council urged a more economical
mode of operation and more flexible organisational
structure at BTC. These suggestions were accepted by
BTC only in part: there were some structural changes
in the organisational pattern of the company and two per
cent of employees were given early retirement or fired
during a five year period. Even with these efforts, BTC
remained in a negative position at the end of the decade.

The permanently increasing number of private cars
in the capital and the increasing volume of long vehicles
and trucks running across Budapest led to serious
difficulties in the city traffic during the 1980s, as this
situation was not followed by a modern road construc-
tion programme. Main symptoms of the traffic crisis
appeared soon: traffic jams in the city centre and along
arterial roads, inadequate parking places in the inner
districts (city centre: 8000 places for cars, the real need
is 17,000!), increasing air pollution and traffic noise, a
growing number of traffic accidents even with bypasses
and traffic regulation efforts, et cetera.

Consequently, it was clear that a new traffic policy
had to be shaped in the 1980s, in which the main goals
would concentrate on traffic restraint from the inner area
of Budapest. According to this policy, the city council
made several efforts to start to resolve the most acute
problems. The first results were: a growing number of
pedestrian zones (Duna korz6) in the city centre, restric-
tions on parking in the city core and on the major roads,
traffic calming near the shopping centres, applying dif-
ferent vehicle restraint schemes, et cetera (Fig 2.).
Despite all of these efforts, the main problems men-
tioned were reduced only at a small scale. Arriving at
the 1990s, it was obvious that there was a general need
for a more effective traffic policy and a new development
conception of urban transport for Budapest.

Traffic policy in Budapest in the 1990s

Nowadays, as at previous time, urban transport as a
part of urban services has to meet two important re-
quirements: 1. to ensure adequate conditions for private
traffic and road freight transport, 2. to maintain and
operate a public transport system at a desired level. In
case of Budapest, only the public transport can be
considered as a modern system, as the road network
has many inadequacies. Detailed data about the main
parameters of urban transport, considering Budapest
and its structural changes, are shown in Tables 1.-4..
These data support the statements made in the pre-
vious chapter of the article showing the main problems
and tendencies of the present.

The change of the political regime and economic
system in 1989 offered new conditions for urban trans-
port in the city reconstruction process of Budapest.
Knowing the severity of the problems, it was obvious to
both leaders of the city and transport experts that a real
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Fig. 2. A few traffic and commercial functions in the city centre of Budapest. - 1 = underground station with exits, 2 = building for car park, 3 =
possible site for building for car park, 4 = shopwindows with length of more than 10 m, 5 = streets for pedestrians and for shopping {(without

vehicle traffic), 6 = green area, 7 = hotel
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Table 1 Change in the lenght of public transport lines in Budapest, 1980-1993 (in km)
Year Tram J Trolleybus Bus Supurban Meitro Together
railway
1980 173 55 635 109 26 . 9908
1985 168 67 709 109 30 1083
1990 157 68 760 | 109 35 1129
1991 157 68 775 109 35 1144 |
L1992 | 157 69 B 780 109 35 B 1150
1993 159 69 767 109 35 L1139 |
Shares, %
. 1980 |  17.3 5.5 637 | 109 2.6 1000
1993 14.0 5.5 67.2 ‘ 9.6 3.1 100.0
* Old deep-level tube included
Table 2 Vehicle fleet of public transport (BTC) in Budapest, 1980-1993
|
Year Tram Trolleybus Bus Supurban Metro Together
railway
1980 1221 247 1767 370 236 3841
1985 977 240 1836 390 332 3760
1990 929 234 1802 390 400 3755
1991 924 225 1738 371 420 3668
1992 924 225 1706 371 420 3636
r—: 1993 924 205 1685 371 420 3605
Shares, %
1980 | 318 | 6.4 46.0 9.6 6.2 100.0
1993 25.6 5.7 46.7 10.3 11.7 100.0
Table 3 Capacity of vehicles in public transport (BTC) in Budapest, 1980-1993 (1000 seats)
Year Tram Trolleybus Bus Supurban Metro Together
railway
1980 131 24 162 52 42 411
1985 110 23 172 56 60 421
1990 107 25 176 56 72 436
1991 106 22 160 54 74 416
1992 106 22 161 54 74 417
— ,4_4_.—‘{.
1993 | 106 19 155 54 74 408
Shares, %
1980 31.9 5.8 39.4 12.7 10.2 100.0
1993 26.0 47 38.0 13.2 18.1 100.0
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Table 4 Change in the number of passengers in public transport of Budapest, 1980-1993 (millions passengers)

Year .;_rrr;r;yitcl Bus S:-Jal?;:,\l; 2;” Metro Together Change in %
1980 626 860 101 328 1915 100.0
1985 594 880 109 350 1927 100.0
1990 517 779 86 302 1684 87.9
1991 493 729 82 313 1617 84.4
1992 451 671 74 284 1450 75.7
1993 436 682 71 280 1469 76.7
Shares, %
1980 32.7 44.9 5.3 171 100.0
1993 29.7 46.5 4.8 19.0 100.0

and effective transport policy had to be worked out  financing, the mechanism of decision making, existing

which would serve the long term development of the  ; qicts et cetera.) not to forget about the transport

city. Starting from the realities of the late 1980s, a new . . . . .
tra);sport dgvelopment program has been worked out. policy-transport conflicts relations (Fig 3.). After finish-
To understand the essence of the conception of the ing this, we have to turn to long and short term projects

latest policy, it is necessary to first review all the fields ~ and to their future effects on the urban development of
of urban transport (its structure, operational features, = Budapest.
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Fig. 3. A simple model scheme about the context between transport policy and urban transport conflicts (ed. by T. TINER)
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a.) Organisational structure of urban
transport, planning and decision making

The Budapest Transport Company, which became
city-owned again in 1992, has a monopoly status in
operating public transport system in Budapest, carrying
more than 96% of public passengers. Additional pas-
sengers are carried by private taxis, the city-owned
Fétaxi, airport minibus services, et cetera. The organis-
ational structure of BTC is relatively simple. The centre
of control and decision making is the headquarters of
the company. It has four management groups (Bus,
Tram and Trolley-bus, Metro, and Suburban Railway)
which are responsible for functioning and co- ordinating
of their own branch of public transport. Each manage-
ment group has more branch offices (e.g. technical,
operational, track controlling, et cetera.) which are re-
sponsible for controlling the everyday activities of public
transport: to start and maintain the circulation of vehi-
cles, to supervise the lines. Parallel to this vertical
organisational structure, there exists a more horizon-
tally organised management system (e.g. economic,
personnel, network planning, traffic safety manage-
ment) which belongs to the headquarters to complete
the functions of branch management.

Different versions of plans for public transport devel-
opment are prepared in three different planning offices
in the capital: 1. in the BUVAT! (Institute for City Plan-
ning of Budapest), 2. in the Planning Bureau of Public
Road Management of Budapest which belongs to and
is supervised by the City Council of Budapest, and 3. in
the Department for Planning of BTC. The plans worked
out are first sent to the Department for Transport and
Public Road Development of the city council for an
official expert's report. This department co-ordinates
different types of plans, makes the first evaluations
about and comments upon their positive and negative
effects in the existing structure of public traffic, on the
city structure, on environment, et cetera., and prepares
a final version for general assembly of the city council,
the top forum of final decision making. But the real
procedure of decision making is not so simple and
undemocratic. Before the final decision is made, nearly
every social group of the capital impacted by the effects
of a transport development project in the future (e.g.
representatives of political parties in the city council,
external transport experts, members of different com-
mittees of the city council, BTC leaders and planners,
the traffic police and last, but not least, residents of the
city quarter or district or their representatives) may take
part in final discussions, arguing for or against the
projects or details of the projects. In these discussions
political, professional, environmental and other local
interests often fight against one another, but according
to experiences, financial arguments will have priority in
the end as the lack of money is the real bottleneck to
achieving results acceptable for everybody.

Following from this mechanism, the real needs for
transport development may be articulated a) on the
district level (district council), b) on the capital level (city
council) and ¢) on the company level (BTC). So there is
a hierarchy in decision- making according to the follow-
ing model:

« It is the mayor of a district who has the right to allow
any type of transport development inside the district if
its effects stay only on district level.

« It is the mayor of Budapest who has the right to
authorise transport development activities or recon-
struction on capital level - after getting authorisation
for it from general assembly of the city council.

« It is the Minister of Transport or the Deputy Minister
responsible for urban transport who can exclusively
authorise any type of transport development in the
agglomeration zone of Budapest or in the larger re-
gion.

The bigger the volume of investment the higher the
level of decision-making. The top level is the Parliament
(e.g. for decisions on reconstruction of a motorway ring
around Budapest, extension of metro lines et cetera),
the lower level is the Ministry of Transport (the place of
decisions for transit road reconstruction through the
agglomeration zone of the capital), then the City Council
of Budapest (for reconstruction of main road sections,
buying of new buses for BTC), and at last the District
Council ( e.g. pavement constructions). Of course all
types of the developments need a previous for financing
as a part of yearly budget of the city which plan must be
accepted by the Ministry of Finance (except the district
level decisions) giving a credit or a guarantee to estab-
lish these projects accepted on the different level of
decision-making.

Soin the case of a very big project, the decisions are
wandering upstairs through the municipal and govern-
mental bureaucracy and political interests can modify
the latest versions on each step particularly as for the
cost of realisation. Additionally, the face of Hungarian
political life is very changeable. It means that many
politicians of different parties change their minds or
directions of their activities according to the latest politi-
cal situations. So the decision-making procedure in
urban transport development is affected by contradic-
tory political effects from month to month and more
political parties can make permanent pressure on the
direction of urban transport development with more or
less success. (It happens very often that a party which
was lobbying for public transport development in one
year changes its mind suddenly and after a short time,
the same party will fight for the investment into private
transport or try to hinder any form of transport develop-
ment in the territory of Budapest).

Consequently, the time frame of a plan or a sugges-
tion for any changes in urban transport or for better
transport conditions is very long. It can take several
months (or years!) to develop a consensus and this is
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not taking into account the fundamental problem of
financing. If-in the case of Budapest - general assembly
at last accepts an urban transport project (with the
majority of votes) and financial sources are available,
the project will be quickly realised. If not, a second (third,
fourth) circle of changes, modifications of the project,
will be started again and the mechanism described
above will be repeated. Financing of the city transport
system - which is a very expensive thing in all big cities
of the world - is also a constant problem in the case of
Budapest. Funds for maintenance and for the develop-
ment of public transport and road networks in Budapest
come from three different sources: the state budget, the
city budget and foreign sources (mainly in the form of
credits for environment-friendly transport development).
While the slim budget of the city council can assist only
maintenance of public transpont, the state has more
money to finance smaller developments. But for the
larger and much more expensive transport reconstruc-
tion projects, money from abroad (from foreign coun-
tries, consortia, private banks, et cetera) is required and
conditions are generally more strict than in other cases.

It is important to mention that the last word for
realisation of a project is said by the investors (e.g.
Ministry of Finance, banks, consortia, private investors).
And these investors will give money for those purposes
which are absolutely serving their financial or profit
concerns.

b.) Traffic policy and urban development

The priority of public over private transport is a long
term and essential conception of the development proc-
esses in Budapest. Consequently, the main problems
of public transport were resolved much earlier and more
effectively than those of private transport. This process
was helped for decades by a low level of motorisation
in Hungary compared to western countries (e.g. 1993:
270 cars per 1000 inhabitants in Budapest, compared
to 390 for Vienna), and was served by the greater need
for public transport by the population that was without
cars for longer period. The public transport system had
a considerable state support from the mid-1960s until
the mid-1970s. During this time, the quality of services
increased and Budapest had a relatively modern public
transport system on the European level. During its
existence, the urban transport system of Budapest fol-
lowed structural changes of the city (which became a
real metropolis with its 2 million residents), mainly in the
field of public transport, so serious mobility problems for
inhabitants of the Hungarian capital did not exist.

The increasing level of motorisation soon showed
hidden problems which derived from public transport -
private transport conflicts, from many cars - small road
surfaces - inadequate parking places, et cetera. We
may say that the majority of residents are still satisfied
with the level of public transport services, but every year
more people complain about the dirty and neglected

vehicles, of more infrequent service on certain lines, of
increasing ticket prices, et cetera. As for drivers, the
situation is completely different: the majority of them are
unsatisfied with narrow streets, the lack of parking
places, and they complain of permanent jams in the
inner city.

These contflicts mentioned are articulated regularly
at different levels, such as meetings of the district coun-
cils, and are also forwarded to the city council. If an
important problem is not quickly resolved-because it is
generally the task of the city and not of the districts-a
conflict situation will occur between the city council and
the district councils. Nature of these conflicts is change-
able: some of them may be resolved in the form of co-
operation and the co-ordination of tasks relating to
public transport (e.g. changing times of service, where
to place the bus stops, what streets must be recon-
structed, et cetera.), others are the question of money
(e.g. where and when to construct underground pas-
sages, bypasses, ramps for traffic calming, et cetera)
which can not be solved in a short time period. To
resolve the different types of transport problems in
Budapest is always an important activity of the city
council. The general assembly of the council deals with
some type of transport development question and sug-
gestion regularly (nearly every month).

In the 1990s, importance of transport in the budget
became considerable as the lack of development during
the previous decade articulated itself. This means that
more than 30% of the total budget of the city was used
for transport purposes (mainly for development). In
1993, this sum was 13.5 billion HUF (135 million USD).
This large proportion marks a new era in transport policy
development even though many pro blems remained
that will only be resolved in the coming decades.

c.) Problems of the urban transport system
in the 1990s

The most serious problems in the field of urban
transport in Budapest are as follows:

+ Development of transport infrastructure of the city was
unable to follow the rapid increase of motorisation in
the 1980s and 1990s. There was more than 500,000
private cars in Budapestin 1993. Because of this large
volume, the traffic intensity on main roads and bridges
of the capital is much more than normal.

* Missing transversal main roads on the fringe areas,
and the lack of additional Danube bridges contribute
to the unacceptable large volume of domestic and
international road freight traffic running across the
inner city bridges and arteries. The existing parts of
the MO ring motorway serve only the transit traffic
bypassing the capital.

The condition and capacity of existing underpasses
and bypasses is rather inadequate, thus urgent re-
pairs are necessary.
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* In the fifth district (city centre), 40 per cent of street
swifaces are covered with parked cars, hindering pub-
lic transport and pedestrian movements.

The problem of negative environmental effects
caused by vehicle traffic is still unresolved. Against
positive tendencies is the unfavourable situation of the
capital's vehicle fleet: the average age of a caris 9.2
years and 27% are Trabants and Wartburgs. These
cars, the most polluting types, are responsible for
more than 45% of total air pollution. Although 3,200
were removed from the traffic in 1992 and 1993, their
negative effects on the quality of atmosphere are still
remarkable. Because of the permanent traffic jam,
50% of the total polluting material (emissions) concen-
trate in the inner districts of the city.

Special difficulties of public transport:
There is a permanent and continuos slow-down in
public surface transport (bus and trolley-bus traffic)
because of traffic jams.
The condition of the BTC vehicles is worsening from
year to year. Old vehicles become air polluters while
their cost of repair is growing. More than 40% of
buses, trams and trolley-buses should be immediately
replaced, but with the lack of money they are still in
operation.
The ratio of public and private traffic has changed from
80-20% to 70-30% during the last decade. This
change has had a negative effect on the power of BTC
to influence the city transport policy as its share in total
urban transport has decreased.
Quality of the tram and suburban railway tracks is
generally bad. On 45% of the network, trams must not
travel more than 30 km per hour. This situation is very
unfavourable for citizens using trams regularly.
« The construction of rapid transit network was not
carried to an acceptable degree. The network has not
been completed with transversal lines (there are more
missing connections e.g. between suburban lines in
South Pest and the M3 metro line).
Operational costs of the public transport system (20
billion HUF in 1993) greatly increase every year while
the income of BTC covers portion of an ever smaller
maintenance costs. The structure of total income is:
50% from the city budget, 30% from fare fees, and
20% are in the form of state subsidies.

Leadership of the city first of all tries to resolve the
most urgent problems (increasing air pollution in the city
centre, decreasing traffic safety) which requires strict
traffic restrictions and help for environment friendly
modes of traffic (bicycle, trams). These efforts have
appeared in city reconstruction planning and as parts of
long term projects.

d.) Long term transport plans for sustainable
urban development

Fundamental principles of long term transport plan-
ning in Budapest are as follows:

» to stop deterioration of urban transport conditions,
+ to diminish environmental damages and traffic jams,
* to shorten travelling time in the city.

As for public transport the most important task is to
maintain its ability to operate. In the case of private and
freight traffic, there is a need for investments in trans-
versal roads, underpasses, bridges, traffic junctions
with high permeability in the fringe area of the city, et
cetera to increase their throughput. Parallel to this it is
necessary:

« to support different types of traffic-calming measures
in the inner city,

« to reorganise the traffic flow in the city centre, keeping
the majority of private cars out of the city core,

* to reorganise the P+R system which now operates
very ineffectively as only few parking places are avail-
able at metro stations and terminals of the public
transport network,

« to give priority to environment friendly vehicles (e.g.
the so-called green buses, bicycles, trams and trolley-
buses) in traffic.

The most important points of the long term plans of
urban transport development in Budapest are following
(Fig 4. and 5):

« Construction of the M4 metro line transversal between
NE- Pest and S-Buda.

« Connection of the Csepel and Rackeve suburban
railway lines with the M3 metro line creating an undet-
surface transport mode at Kalvin tér.

« Full reconstruction of the Hungaria Boulevard to-
gether with the further extension of the fast tram No
1. line.

+ Free-flowing construction of the MO motorway ring
with junctions around the capital connecting it to the
main radial transversal roads of the city. This will give
better accessibility for drivers to reach arterial roads
of the capital and radial motorways such as M1, M7,
M3 and M5 and will help to keep the road freight traffic
out of the city centre and from the intermediate zones
of the capital.

« Building of a new bridge in Lagymanyos to help func-

tioning of the future transversal road network.

Constructing special roads for bicycle traffic in the

13th, 1st, 2nd and 3rd districts.

« Full reconstruction of deep-level tube line under An-
drassy Ut to increase quality of under-surface public
traffic in the inner part of the city.

» Reconstruction of 400 km of tram tracks in the next 10
years to better serve public transport possibilities.

+ Buying more than 200 new environment-friendly new
buses and 35 trams to replace old fleet. This invest-
ment will be accomplished with the help of EBRD
credit.

+ Further administrative regulations must be carried out
to calm car traffic in the inner city zones (e.g. different
vehicle restraint schemes like filter system, closing
areas for cars, new order for parking, et cetera).
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Fig. 4. Development project for rapid transit system in Budapest. - Existing: a = metro line, b = deep-level tube line, ¢ = suburban railway line,

d = fast tram service, e = railway station. New constructions planned to finish before the year 2000: f = metro line, g = fast suburban train

service, h = fast tram service No. 1. New constructions after the year 2000: i = metro line, j = fast suburban train service, k = fast tram
service, | = administrative boundary of Budapest, K = Kélvin Square
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Fig. 5. Public road construction projects for Budapest. - Existing: a = motorway, b = primary and secondary main road, ¢ = arterial urban road.
New constructions planned to finish before the year 2000: d = motorway, e = secondary main road, f = reconstructed and new arterial
urban road. New constructions after the year 2000: g = motorway (with alternative routings), h = secondary main road, i = arterial urban

road, j = administrative boundary of Budapest, k = airport

+ Inner traffic belts of the city must be more intensively
protected from poliution and new strategies have to
be formed for the outer zones for the same purposes
(Fig. 6).

Besides all of these activities, there is also a need
for urgent reform in the organisational pattern of BTC,
allowing for a more effective and cheaper operation.
According to the latest contract between the city council
and BTC, the company will be transformed into a hold-
ing company in 1996 and will rely on revenue obtained
from the city councils and ticket sales (rather than from
subsidies!). This new organisational form was sug-
gested by the EBRD in the hope of creating a more
efficient and inexpensive operation. This means that the
city council and residents may insist on a certain quality
of services that will be declared in the contract. If BTC
is unable to provide services at the level agreed upon
by the contracting parties, the council may refuse to pay

fees to the company, inhabitants will have the right for
cheaper services, and EBRD may refuse to give further
credit for the development.

Summarising the aims of the latest long term project
accepted by the city council in summer of 1993 we may
say that it will serve as a means for sustainable devel-
opment of Budapest, but this project have to be com-
pleted soon with additional points to make it more
complex and more useful. The missing points - and
suggestions - are as follows:

1. In co-operation with the Hungarian State Railways
(MAV), it would be necessary to create a multilevel
rapid transit system (like in Vienna) for Budapest and
for settliements of the agglomeration zone. MAV has
more than 140 km of railway line inside the adminis-
trative boundary of the capital with 38 stations and
stops. Some of these lines are transversal to metro
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Fig. 6. Traffic belts of Budapest. - a = strictly protected traffic belt, b = 1st traffic belt of the inner city, ¢ = 2nd traffic beit of the inner city, d = hilly
and green areas of Buda part, e = intermediate traffic belt with mixed city functions, f = outer traffic belt, g = motorway, h = main road.
Parts of the strictly protected traffic belt: 1 = Castle area, 2 = Gellért Hill, 3 = city centre, 4 = Varosliget (City park), 5 = Népliget (The
People’s park), 6 = Margit-sziget (Margaret Island), 7 = Janos Hill— Normafa—Hunyad Peak triangle area, 8 = Hiivosvolgy (Cool Valley),
9 = Obuda Istand, 10 = Southern part of the Népsziget (The People’s Island), 11 = Rémai part (Roman Coast), 12 = Haros Island

and suburban railway lines. This advantage must be
profitable in urban public traffic in the future.

2. To reduce the speed limit in the city core and in
densely populated parts of the city. This restriction
would made the streets of the capital safer and
contribute to fewer accidents.

3. To prohibit the vehicle traffic in green areas of the city
{(e.g. in the Népliget) together with extension and
rehabilitation of city parks of the capital.

If these additional suggestions are to be taken into
consideration in the long term transport policy, and also
as a part of the total reconstruction process of the city,
it would represent a big step toward sustainable devel-
opment of the city.

Conclusion

Traffic policy plays an important role in the process
of urban sustainability in urban areas of the world.
Transport planners face increasing problems in Buda-
pest also where the economic crisis of the country's
economy makes the problems of urban transport devel-
opment more serious. The mechanism of decision-mak-
ing in this field consists of more steps influenced by
different political interests. So the procedures are com-
plicated and take too long time.

Urban traffic is a strategic issue of urban policy. lts
role in the activity of the city council of Budapest is
emerging and the attention turns over medium and long
term projects. Parallel to it urgent reconstruction and
maintenance problems have to be resolved now.
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Fundamental principles of these projects are fo-
cused on stopping the decline of urban transport, dimin-
ishing environmental poilution caused by transport
mainly in the city centre and converting the radial struc-
ture of traffic flow into a more transversal structure.
These principles are accepted by the public also but as
for the way of execution opinions differ extremely

among experts, politicians, local authorities and the
publics.

Making compromises and achieving co-operation
among all urban social groups which are interested in
good solutions - these are the means leading to a
successful traffic policy in Budapest at serving the sus-
tainable development of the Central European metropo-

lis effectively.
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