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Terms 

Agglomeration  
A single or multi-centre urbanised settlement system in which the centre and 
the settlements in its immediate area are characterised by close cultural, 
economic, communal and service relations. 

Through station 

 

Brownfield areas 

 

A train station that is not a terminal station because one can travel on from 
here by train. 

A brownfield area is an area that was previously used for industrial, rail, or 
certain commercial purposes and that may be contaminated with low 
concentrations of hazardous waste or other contaminants, however, it is 
possible to reuse the area after clearing it. 

Rust zones are brownfield areas the renewal of which has not yet begun. 

BIM 
Building Information Modelling: An information and communication modelling 
technology that relies on digital basis and provides collaboration to project 
participants. 

Budapest Suburban 
Railway Node Study 
– BAVS 

Budapest Railway Interoperability Study, Budapest Agglomeration Railway 
Strategy,  

City logistics 
It includes the coordination of urban freight transport between trading 
companies, as well as the performance of joint warehousing tasks. 

Railway terminal A railway station whose tracks end in dead-end tracks. 

Shuttle train 

A passenger train whose last car is a special car, the so-called control car. The 
train can also be controlled from the control car, so there is no need to switch 
the locomotive to the end of the train at the terminal station, the train can head 
back in pushed mode. An advantage of this solution compared to the 
conventional train assembly, that the reversing time is shorter, and shunting 
movements can be spared. 

Intermodal It is a solution that uses several means of transport together to access. 

Direction train 
freight transport 

Freight forwarding (as opposed to groupage) is not based on distribution from 
a single centre, but between two points, so trains carry a homogeneous type of 
freight, wagons have a dispatch and destination station and run on demand. 
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JASPERS 
Joint Assistance to Support Projects in European Regions. An expert group 
within the European Investment Bank to support the implementation of EU 
projects at the request of the European Commission. 

Combined freight 
transport 

Combined transport is an intermodal transport in which the majority of the 
transport distance is made by rail, inland waterway and the public road freight 
transport distance is kept to a minimum. Only the transport unit (e.g. container) 
containing the goods is transferred between the vehicles carrying the different 
transport subsystems; the goods remain in the same container or road vehicle 
from the consignor to the consignee. 

KÖFE/ KÖFI 

In the case of Central Traffic Control (KÖFE), railway stations and traffic 
junctions operate with locally employed traffic staff with mechanical, remote 
control from the centre, while in the case of Centralised Traffic Management 
(KÖFI) the station equipment is also controlled from a remote, central traffic 
control centre. These types of traffic control significantly improve the efficiency 
of traffic control. 

Last Mile combined 
transport 

The principle is that the goods should be transported by rail for as long as 
possible and that other means of transport should be used only at the last stage. 

Modal split Distribution between transport modes. 

Rust belt 

Former industrial premises, economic land, abandoned, disused barracks and 
former industrial buildings that are in disused or underused, usually in a 
degraded physical condition and/or polluted. In most cases, they are easily 
accessible by public transport, both rail and road, and usually have adequate 
utilities (sewerage, drinking water supply). Obstacles to reusing can be the lack 
of a new function, unsettled ownership, or real estate speculation. 

SWOT analysis 
An analytical method to identify weaknesses and strengths of an area, in this 
case the Budapest railway system, and to determine the opportunities and 
threats related to the railway. 

scattered 
consignment freight 
transport 

The transport of freight from a central marshalling yard is based on a 
distribution/distribution principle, so trains carry several types of goods, wagons 
have different dispatch and destination stations and run on a regular schedule. 

Route  (Railway) route going from somewhere to somewhere. 

Zoning train A route that stops at a certain section of its route, in the so-called outer zone, 
at all stations and stops, but in the inner zone after reaching the zone boundary, 
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usually only at the final station and at some major stations and stops (transfer 
points). 

IoT 

Internet of Things. It is essentially a variety of clearly identifiable electronic 
devices that are capable of recognizing some essential information and 
communicating it with another device over an Internet-based network. In other 
words, the term covers networked “smart” devices that are able to collect data 
thanks to built-in sensors. (source: Wikipedia) 
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Abbreviations 

BFK Budapest Fejlesztési Központ Nonprofit Zártkörűen Működő Részvénytársaság 
BIM Building Information Management 
BKK  Budapesti Közlekedési Központ Zártkörűen Működő Részvénytársaság 
BKV  Budapesti Közlekedési Zártkörűen Működő Részvénytársaság 
BMT Budapest Mobility Plan 
BAVS  Budapest Agglomeration Railway Strategy 
CEF Connecting Europe Facility 

DNA  
Tunnel connecting the area of Déli Railway Station and Nyugati Railway Station under the 
Danube 

DÖVH  Southern connecting railway bridge 
EBRD  European Bank for Reconstruction and Development 
ERFA European Regional Development Fund 
ITM Ministry of Innovation and Technology 
Jaspers Joint Assistance to Support Projects in European Regions 
KA Cohesion Fund 
KKBK  Kiemelt Kormányzati Beruházások Központja Nonprofit Zártkörűen Működő Részvénytársaság 
KÖFE Centralised traffic control 
KÖFI 
KTE 

Centralised traffic management 
Association for Transport Science 

KTI  Közlekedéstudományi Intézet Nonprofit Kft. 
MÁV MÁV HUNGARIAN RAILWAYS PUBLIC LIMITED COMPANY 
MÁV-HÉV MÁV-HÉV Helyiérdekű Vasút Zártkörűen Működő Részvénytársaság 
MÁV-START MÁV-START Vasúti Személyszállító Zártkörűen Működő Részvénytársaság 
OVSZ National Railway Code  
Rail Cargo Rail Cargo Hungaria Árufuvarozás Zrt. 
SKV Strategic Environmental Assessment 
SLA Service Level Agreement 
SWOT Strengths, Weaknesses, Opportunities, Threats 
VPE  Vasúti Pályakapacitás-elosztó Korlátolt Felelősségű Társaság 
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1  
INTRODUCTION 
Preparation of the Budapest Agglomeration Railway Strategy (BAVS) was implemented with 
the support of the European Union, within the framework of the CEF project 2016-HU-
TMC-0319-S, supported by the European Networking Facility. BAVS was developed by a 
consortium formed by TRENECON Kft., FŐMTERV Zrt. and KTI Nonprofit Kft. as a result of 
an open public procurement procedure (2018 / S 075-167058). 

BAVS is an industry-specific strategy for which Government Decree 2/2005 (I.11.) also 
stipulates the preparation of a Strategic Environmental Assessment (SKV). 

In order to incorporate the EU methodological standards, JASPERS experts also participated 
in the development of the Strategy and of the environmental assessment aspects.  

BAVS examined the enforcement of sustainability and environmental aspects in the process. 
Integration of the environmental assessment ensures that only measures that create and 
protect environmental value are adopted.  

 

Contents of BAVS 

The Budapest Agglomeration Railway Strategy undertakes to make strategic proposals to 
resolve the bottlenecks in passenger and freight traffic due to interoperability difficulties. In 
addition to deriving the railway development goals and measures of Budapest and its 
agglomeration, the Strategy also contains a short description of the railway-city relationship 
and a presentation of the long-term solution, on the basis of which future development 
projects and institutional change needs can be identified. 

According to the task description: 

“The main aim of the study to be carried out is to define a strategy for the development of the 
Budapest railway junction, including the improvement of railway interoperability, which 
meets the objectives of the city, the country and Europe, which objectives are as follows:  
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Promoting a sustainable transport system, maximising the use and efficiency of the railway 
system; 

 

improving the environmental performance of the transport sector at national and city level; 

 

mitigating climate change by reducing greenhouse gas emissions; 

 

improving the quality of life of the urban population through more efficient and integrated 
transport planning, spatial planning and urban planning.” 

 

The HÉV network also forms part of the railway network, the strategic foundation of which 
was prepared in the Budapest Mobility Plan, so BAVS identified the HÉV developments as 
part of the inclusive transport plan and took them into account in all its research phases. In 
order to have a unified development framework that is harmonised in its objectives and 
measures, the HÉV developments were also referred to in the document. 

The overarching goal of the Budapest Mobility Plan is to ensure that capital city transport 
improves the competitiveness of Budapest and its urban area contributes to the 
creation of a sustainable, liveable, attractive and healthy urban environment. It 
supports the achievement of this overarching strategic goal of a liveable urban 
environment, safe, predictable and integrated transport, and cooperative regional links 
through nine operational objectives in four areas of intervention: improved links 
(infrastructure), attractive vehicles, better services and an efficient institutional system.   

Development of the HÉV falls under the objectives of integrated transport and cooperative 
regional relations and mainly concerns the area of improved relations and the 
intervention of attractive vehicles. 

This document is a summary of the detailed studies and analyses, the findings and 
conclusions drawn from a rigorous methodology, and the resulting measures. 
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2  
PROCESS OF CREATING THE STRATEGY 

The chapter provides an overview of the complex process of BAVS creation, including its 
background, participants of the process, and the phases of the work. 
 

Background 

Budapest is the largest urban agglomeration, one of the most important economic centres 
in Hungary and Central Europe. Budapest is located in a strategic location at the crossroads 
of national, trans-European (Mediterranean, Eastern/Eastern Mediterranean and Rhine-
Danube) and international transport corridors, with significant transit traffic of passengers 
and freight on its transport networks (railways, roads, waterways). 

The analysis carried out within the framework of the National Transport Strategy found that 
Budapest, as a railway junction, is one of the main bottlenecks in the European and 
domestic strategic railway network. The railway infrastructure developments in Budapest 
in recent years have not kept pace with changes in railway traffic, so there is a need to 
conceptually develop the transformation of the Budapest railway infrastructure in order to 
resolve bottlenecks and make railway transport the engine of economic development. 

A number of previous national and metropolitan concepts, strategies and plans have 
addressed the issue of Budapest's railway bottlenecks, but a complex Budapest strategy to 
address the capacity problem on the trans-European network and to develop Budapest's 
suburban railways has not yet been formulated. Compared to the previous S-Bahn concept, 
BAVS represents a step forward in that while the S-Bahn concept explored the conditions 
for emphasizing the role of rail in urban transport (with new stops, a new network of routes, 
new connections)), BAVS is already thinking about service-centric development: how will 
Budapest's railway be good for passengers and freight clients. 
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Actors of strategy creation: 

 Client: Ministry of Innovation and Technology (ITM) 
 Organisations controlling the implementation of the project: Budapest Fejlesztési 

Központ NZrt. (BFK) (in the beginning of the work: Kiemelt Kormányzati Beruházások 
Központja Nzrt. (KKBK)), Ministry of Innovation and Technology (ITM), Prime Minister’s 
Office, MÁV Zrt. 

 Contractor: Consortium (Trenecon Kft., Főmterv Zrt., KTI Nonprofit Kft.) 
 Experts: railway companies, organizations responsible for public transport, university 

lecturers, transport and settlement development experts, technical interest groups, 
bodies responsible for environmental protection 

 Publicity 

Method of contact and consultation: 

 The work of the consortium was continuously assisted by experts in transport and 
railway development, modelling and strategy creation on behalf of the Designer, the 
Client and the organisations managing the implementation of the project. 

 Website: Opinions and comments from the public (in a way that is accessible to all) 
could be posted on a web interface (website) (www.bvs.hu), as well as clear summaries 
of the work (articles), the SEA, as well as the strategy and the analytical background 
materials could/can be reached by the public through the same interface.  

 JASPERS: The Designer was also assisted in the development of the Strategy by a group 
of experts from the Union. Through continuous, close cooperation, the supporting 
proposals of the Joint Assistance to Support Projects in European Regions (JASPERS) were 
incorporated into the work. 

 Advisory Board: Experts not directly involved in the work were able to comment as 
members of the Advisory Board. Organizations and interest groups responsible for 
transport, settlement development and environmental protection specialists, university 
teachers, public transport and freight traffic (MÁV Magyar Államvasutak Zrt. (MÁV), 
MÁV-START Railway Passenger Transport Ltd. (MÁV-START), MÁV-HÉV Local Interest 
Railway Ltd. (MÁV-HÉV), the HUNGRAIL Hungarian Railway Association, the 
Association of Hungarian Logistics Service Centres, the Budapest Transport Centre 
(BKK), Budapesti Közlekedési Zrt. (BKV), Volánbusz Zrt., Vasúti Pályakapacitás-elosztó 
Kft. (VPE)), an advisory body organised from the representatives of the technical groups 
and chambers of commerce, regularly commented on the materials prepared during the 
work. 

 Finally, the compliance of the Strategy with environmental and nature protection 
regulations was agreed with the environmental bodies in the framework of the 
Environmental Assessment (SEA) of the Strategy. 
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Phases of the work 

Situation analysis 

The Contractor collected socio-economic data on the capital and its metropolitan area, 
descriptive characteristics of railways and other modes of transport, reviewed previous 
strategies, programs and their results, and followed the principle of community planning by 
consulting in several forums (on the bvs.hu website and through workshops) to find out the 
opinions and suggestions of the public and technical groups. 

situation analysis processed data, facts and opinions from various sources, explored the 
connections and drew a 360-degree picture of the current situation of Budapest and 
suburban rail transport and the embedding socio-economic, physical and regulatory 
environment.  

Determination of Strategic Objectives 

The starting point for shaping the vision was a SWOT analysis based on the findings of the 
situation analysis. The SWOT analysis identified the benefits, strengths and problems and 
weaknesses of the present of railway transport, as well as the external and internal processes 
and factors shaping the future environment of the railway, which may create opportunities 
for the development of the railway, as well as those that hinder or may endanger it. 

The situation analysis ended with the formulation of the vision of the railway and the target 
system of the Strategy. 

Development and evaluation of strategic options 

The task of the planning phase was to determine the future system that best suited the 
vision of Budapest as a railway junction, the expected characteristics and spatial location of 
the railway service. The best-fitting system of service environment, route network, and 
infrastructure was identified by a multi-step option analysis of strategic options that meet 
the designated objectives. Options are evaluated embedded in the host environment. 
Decisive elements of the host environment are the planned HÉV developments. 
Environmental protection, climate change mitigation, urban and regional development and 
economic feasibility, service quality and operational aspects played a role in the evaluation 
of the options. The selected operational options give the main directions of the planned 
system, the quantitative and qualitative characteristics of the passenger and freight service, 
the parameters of the necessary infrastructure, and the necessary legal, economic and 
technical regulatory environment. 



 

16 
 

Measures and schedule 

The Strategy sets out the measures required to achieve the state set by the goals and 
formulated in the vision in the form of measures, which cover the areas of service 
development, urban structure and regional development, operation and infrastructure. It 
classified the measures into development phases based on their level preparation, - in some 
cases - their urgency, spatial and technical contexts, interdependence, and the most even 
distribution of funding needs.  

Publicity 

The preparation of the Strategy has been carried out with the involvement of the public 
since the beginning of the work, in which the BAVS website accessible to anyone played a 
major role. There were three social consultations included in the process. The website 
provided information on the start of the work and the methodology for its elaboration, 
through which suggestions and comments could be sent by experts and technical/advocacy 
organisations, the municipalities concerned and the general public in the broadest sense. 
During the second consultation, the public was informed about the results of the situation 
analysis and the objectives of the Strategy, while the third consultation focused on the 
developed operation concept, the measures derived from them and the Strategic 
Environmental Assessment. During the consultations, the website summarised the results in 
the form of articles, and the comprehensible summary of the Strategy and the Strategic 
Environmental Assessment are fully public. 

Analyses underpinning the creation of the strategy 

The development of the Strategy was preceded by a number of detailed and thorough 
technical analyses, which are annexes to the Strategy. These are the following: 

 Situation analysis: As part of the situation analysis, a basic work was completed, 
which resulted in the presentation of all relevant areas, the mapping of problems and 
the definition of the objectives of the Strategy using a substantiated SWOT analysis of 
the suggestions, data and findings from relevant previous studies. 

 Functional analysis: The essence of the functional analysis is to identify and examine 
future, ideal and potentially available operational options for the demand for railway 
transport, and as a result of the analysis to select the operational option that ensures 
the optimal resolution of the Danube bottleneck. 

 Operational concept: Strategic level operational examination of the best option 
selected within the framework of the functional analysis. 

 Funding opportunities: examination of vacant railway properties: To examine 
whether and how revenues potentially arising from the use of railway real estate 
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released from railway operations can be used to finance the measures of the railway 
strategy. 

 Strategic Environmental Assessment (SKV): Environmental assessment of the 
Strategy based on a pre-defined SKV theme. 

The final output of the Strategy: the objectives and measures of the Strategy and the 
SKA of the Strategy. The presentation of the measures of the Strategy reflects the 
information available at the time of preparation and the policy decisions made so far. The 
Strategy serves future development if the measures themselves are further specified during 
the preparation of projects derived from the measures of the Strategy. However, this process 
of clarification cannot be followed by the Strategy, as this would mean continuous 
modification. Clarifications can be managed by a review that also presents the results of the 
Strategy. 

Delimitation of the design area 

The design area of the Strategy includes Budapest and its agglomeration area, but the 
studies are carried out in a broader context, according to the given aspect. While the study 
of freight traffic required a national and international outlook, the actual proposals apply to 
the immediate area of the capital. 

The border of Budapest could be identified with the administrative border of the city, while 
the definition of the suburban area border already required further clarification, taking into 
account the relevant laws and regulations1, as well as the extent of the traffic model. 

Time horizon of the Strategy 

The Strategy covers the next 20-year long period, defining two development periods 
(short-term and long-term) for the implementation of the measures included in it, in 
addition to immediate measures.  

  

                                                 

 

 

1 Act CXXXIX of 2018 on the spatial planning plan of Hungary and some of its priority regions 
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3  
RELATION OF RAILWAY AND CITY  

In addition to the characteristics of the railway, the efficient operation of the Budapest 
railway network is also shaped by the city network and settlement structure, as well as the 
regulatory environment. The chapter presents the urban development objectives with their 
transport aspects, identifies the role of railway in regional transport, and then provides an 
overview of a potentially attainable long-term situation where rail transport can be a 
uniformly attractive and competitive alternative to car use in both suburban and Budapest 
traffic. 

3.1 Settlement structure, urban development goals 

In Budapest, the earlier urban policy ideas, mainly based on car use, 
have been replaced by ideas in line with the current trends, which, 
recognising the health, ecological, quality of life and economic 
problems caused by excessive car traffic, aim to create an urban area 
where car traffic is reduced and thanks to this, air quality improves 
and the community use of public spaces becomes more 
emphasised2 (Budapest 2030 long-term urban development 
concept, Budapest Mobility Plan). This aim is to be enforced by two 
main trends, one supporting the so-called compact city concept 
and the other supporting the development of railway 
agglomeration transport. 

According to the compact urban trend, the root of urban problems 
is urban sprawl, i.e. the mass exodus to the agglomeration zone 
surrounding cities, which creates low-density areas that cannot be 
served efficiently by public transport or other sustainable modes of 
transport.  

                                                 

 

 

2 The compact city as a development aim Source: Csaba Tóth: Be Budapest a compact city, or rather 
we force the railway agglomeration? (https://qubit.hu/2020/03/02/) 



 

20 
 

It is a self-inducing process in which the majority of people moving out of the city travel by 
car to the inner parts of the city, where the resulting increase in car traffic further reduces 
the quality of life and even more people will move to the agglomeration zone. 

The aim of the trend is to create an urban area in which the majority of residents live within 
the city, where the relatively high density and shorter travel distances allow most of the trips 
to take place by public transport or bicycle. Instead of spreading the city, such areas can be 
formed in its inner zones, the so-called rust belts. 

On the other hand, the idea of railway agglomeration considers the expansion of the city 
as a feature, and its main goal is to reduce the use of cars and to achieve the highest possible 
modal shift in terms of traffic between the agglomeration ring and the city centre by 
developing track-bound transport options. 

The Strategy is based on the exploitation of synergies between the two directions: it is 
designed in the spirit of strengthening the implementation of the concept of a compact 
city that basically reduces the need for long-term mobility, but it also includes a number 
of suburban railway development measures that do not encourage further exodus, but is 
intended to create the conditions for serving the existing demand for mobility with less 
burden on the environment. 

In addition to the above, a new element in BAVS is that railway development also enhances 
the value of surroundings of railway stations, and thus their surroundings may be suitable 
for the local central role separate from the main centre. 

In summary, it is certain that the development of the railway can both help to “green” 
significant commuter traffic and support internal urban development needs, for 
example by utilising disused railway areas or reducing the size of main stations. The compact 
city and the railway agglomeration approach find each other in a more complex, more 
realistic, sustainable model of decentralised concentration through the development of 
railway-related areas. 

Similar, opposite dynamics can be observed in terms of freight traffic: Budapest is a 
prominent junction of the region in terms of geography, economy and network, and 
Ferencváros has a key role in terms of marshalling tasks, but from the point of view of urban 
development, the incorporation of these functions into urban fabric is not particularly 
desirable. Here, too, a balance must be sought, seeking to reconcile economic rationality 
with maintaining a regional role by minimising the impediments to urban development. 
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3.2 Transport space 

About 1.2 million people cross the 
border of Budapest in two directions 
every day. Of this, 202 thousand 
passengers travel on major railway lines, 47 
thousand on HÉV lines, and about 198 
thousand on intercity buses. The number 
of people travelling by car is 755 
thousand.3. The development of railway 
services can therefore attract passengers 
primarily from road traffic, although it is 
important to note that the coordination of 
bus and rail services could in many cases 
lead to significant efficiency gains. The figure below shows the traffic on the main transport 
axes entering the city limits, broken down by individual mode of transport. With the 
exception of the mountain region of Buda, all main axes offer track-bound services, of 
which there is a certain degree of competition between HÉV and the main railway in the 
Gödöllő and South Pest areas. 

Passenger car traffic has the highest proportion everywhere, railways perform particularly 
well in the South Buda axis, and/or in the regions of railway lines 70, 80a, 120a and 100a. 
The transport of the latter area has traditionally been organised around the railway, and in 
the area of railway lines 30a and 40a the more favourable position can be attributed more 
to the recently developed service. 

There is also significant potential in the axes served by HÉV, mainly in the Ráckeve area, but 
the modernisation of the other lines is also topical. Thus, the share of railways in 
agglomeration traffic is currently about 17 percent, that of buses 16 percent, and that of 
HÉV trains 4 percent. Car transport accounts for 63% of traffic, which has been growing 
steadily on the basis of the recent years. Not only is there therefore a significant untapped 
reserve in the railways, but railway development may prove to be the only viable alternative 
in the field of traffic greening.  

                                                 

 

 

3 The data presented are cross-sectional, i.e., bidirectional, data for an average weekday. 
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HÉV DEVELOPMENTS 

After the revision of the Budapest Transport System Development Plan, the Balázs Mór 
Plan was prepared, which is Budapest's transport development strategy for the period 
between 2014 and 2030, the social consultation version of which was adopted by the 
General Assembly of the Capital City in the summer of 2014. The final version of the Balázs 
Mór Plan was prepared by incorporating the results of the extensive institutional and social 
consultation process that followed. Under its later name, the Transport Development 
Investment Program was prepared for the Budapest Mobility Plan in 2019, which already 
identified specific measures in connection with the railway integration of HÉV lines. 

During the functional examination of BAVS, which mainly concerned the track network 
belonging to the international railway core network, the HÉV developments around 
Budapest formed part of the receiving environment. In its goals and measures, BAVS fits in 
with the spirit of HÉV developments and network development plans.  

Building on the Budapest Mobility Plan (BMT), the concept of expanding and developing 
the HÉV network is being prepared in cooperation between the State and the Capital, with 
the aim of renewing the technically, functionally and morally obsolete railway infrastructure, 
substituting the demand for passenger transport with an attractive alternative, and ensuring 
its compliance with the new societal expectations. 

The implementation of the HÉV-related measures of the Budapest Mobility Plan is a joint 
intention of the Government and the Budapest Municipality. This means, in part, continuous 
and coherent conduct of preparatory activities (feasibility study, design) and/or the 
publication of Government Decrees defining the steps of implementation and providing 
funds.  

The most important point of alignment among the development measures is that the 
Government in its Decree 1565/2018. (XI. 10.) made a decision on the development of 
the Budapest suburban high-speed railway lines (HÉV) in a unified system. The aim of 
the development is to create a new urban-suburban high-speed railway axis, implemented 
by the integration of the existing capital city HÉV lines and suburban lines with suburban 
high-speed railway, as well as complete renewal and expansion of the infrastructure and 
vehicle pool. The direct axis between the northern and southern agglomeration through the 
city centre is created by long-term full interconnection of HÉV lines H5 and H6-H7, as well 
as through the connection established with railway lines 150 and 2 between 
Ráckeve/Csepel/Kunszentmiklós–Tass–Budapest, Kálvin tér – Nyugati Railway Station area – 
Óbuda- Békásmegyer – Szentendre/Esztergom. 
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In addition to the complete modernisation of the H6 (Ráckeve) and H7 (Csepel) HÉVs 
in the receiving environment, BAVS also includes the joint extension of the HÉVs to 
Kálvin tér, which opens a new connection between South Pest and the city centre. At the 
same time, on-site renovation of the H5 (Szentendre) HÉV on the North Buda side will 
ensure a faster, more comfortable journey, which includes expanding modal shift options 
(P+R, B+R lots) and full accessibility. 

The expansion of the east-west connection system means the connection of the M2 metro 
line and the H8 and H9 HÉV lines, which are connected to the railway network, primarily 
to the suburban and line 100 suburban services by establishing new stops and transfer 
connections. 
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Figure 1: Traffic crossing the border of the capital city (source: STM, MÁV Zrt., freight traffic data of 2015, passenger traffic data of 2019) 

Also in the case of railway and car travels, most of the traffic comes from areas closer to the 
city, and it can be said that there is a close correlation between the outer districts of the city 
and the settlements close to each other, with the majority of trips coming here. Although 
the inner city areas are of key importance, the traffic crossing the Danube is low compared 
to the total traffic. This trend is marked mainly from the direction of Pest, the office building 
quarters of the Pest side represent a more significant attraction for the workers’ traffic 
coming from the Buda side. 
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The next table shows, how the railway and/or car travels coming from the individual regions 
are distributed among destinations in the capital city: 

 

Table 1: Distribution of the traffic directed from the Pest and Buda agglomerations to the main territorial units 
of the capital city between destinations, shown per mode 

 

It can be read from the data that a higher proportion of trips crossing the Danube are made 
by car, which means that the competitiveness of the railway can be improved in this relation. 
This is a clear signal of the need to expand rail services across the Danube. 

 

3.3 Potential 

Passenger traffic 

If we consider rail transport to be one of the most important means in the development of 
sustainable transport in the urban area, then it is worth assigning quantified objectives to it. 
Of these, in terms of passenger traffic, the most important is how large a rail system with 
a uniformly good service would attract passengers, and how much diversion this could 
mean from road passenger traffic. 

The Strategy analysed that with   

 uniform, high-level offer (2 zoning + 4 passenger trains per hour on each 
railway line), 

 uniformly good accessibility of stations and stops, 
 high track speeds assuming ideal track conditions, 
 reduction of delays, 
 high-standard vehicles, 
 as well as uniform availability of bus feeding and P+R, B+R lots 

 
Railway Passenger car 

Region 
Outer 
Buda 

Inner 
Buda 

Inner 
Pest 

Outer 
Pest 

Outer 
Buda 

Inner 
Buda 

Inner 
Pest 

Outer 
Pest 

Pest 
agglomeration 

8% 8% 21% 63% 7% 13% 38% 42% 

Buda 
agglomeration 

28% 23% 23% 26% 18% 25% 27% 31% 
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what traffic potential can be expected on the long run. The study was performed using 
various methods (suburban transport potential regression method, intra-city potential 
traffic modelling) and was supported by additional analyses (traffic modelling, time series 
data analysis, foreign case studies, demand-based estimation), thus using mutually 
reinforcing methods, the similar results obtained can be considered sufficiently robust. 

Overall, it can be said that through significant railway developments, the number of 
passengers in Budapest and its catchment area can be expected to increase by 50% to 
100%.  

The regression potential analysis and the approximate traffic modelling applied in the inner 
area showed its spatial features, highlighting the areas of emphasis and magnitudes. 

 

Figure 2: Railway passenger traffic potential in the region of Budapest (passenger number/day) 

The figure above shows the current daily passenger numbers and growth potential, showing 
separately the expected trends in each relation and the total traffic in the area. 

The railway lines with the greatest potential are, of course, the ones with the least favourable 
service at present, so the largest rate of expansion is expected on railway lines 142, 71 and 
150. In addition, settlements with outstanding high potential are: Region of Lajosmizse, 
Törökbálint, Gyál and Veresegyház. 
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Railway line 
Expected maximum 

traffic growth on long 
term (%) 

1 50% 

2 60% 

30a 40% 

40a 60% 

70 40% 

71 220% 

80a 70% 

100a 30% 

120a 30% 

142 250% 

150 90% 

 

 

 

 

 

 

 

 

 

 

 

Figure 3:  Achievable railway or HÉV modal ratio increase potential based on the potential analysis in the settlements surrounding Budapest, and aggregated by railway line 
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There are currently 289 thousand passengers in Budapest and its region.  

HÉV trips represent an additional 400,000 trips, so the combined traffic of the sector 
already forms the dominant part of Hungary's passenger transport. The expected increase 
is also reflected in the passenger numbers of HÉV, where in the case of the H6 (Ráckeve) 
line it is larger, almost 100%, while in the case of the other lines - due to the still high usage 
rate - a smaller increase of 40% on average can be achieved. 

The number of railway journeys within Budapest is 32 thousand per day, which can be 
increased to approximately 130 thousand, i.e. more than four times, by the consistent 
implementation of the strategy and the operation of the railway as a real urban public 
transport.  

In relation of Budapest and the suburbs, there are currently a total of 164,000 trips a day in 
two directions, and 33,000 trips a day between the suburbs. Based on the studies, the 
number of suburban railway trips can be increased by 63% with the assumed developments 
and service quality improvements, i.e. to 268 thousand in relation of Budapest and the 
suburbs, and to 54 thousand in the relations between the suburbs. 

In terms of distance and international growth, an increase of approximately 10% can 
be expected, including trips from Budapest to long-distance destinations or from long-
distance starting points to Budapest, between long-distance and suburban destinations, and 
between different long-distance destinations affecting Budapest. 

Overall, therefore, the number of trips affecting the entire capital and its region could 
be more than half a million passengers a day, which is a total increase of 80%. 

Within this, the expected increase in the number of trips directly affecting Budapest 
and the suburbs - within Budapest, in relation to Budapest and the suburbs and 
between suburbs - is 97%. 

Based on the traffic analysis, as a result of the proposed railway developments, about 115 
thousand passengers shifting mode from car can be expected. 

The basic service development goal is to strengthen railway-based suburban transport, 
where the strengthening of bus feeding to railways in the agglomeration and the reduction 
of bus services parallel to railways are supported. In suburban relations where railway 
competitiveness lags behind the service provided by Volán, improving the quality of bus 
service should be prioritised. 
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DEVELOPMENT OF SUBURBAN LINES 

In recent years, the complex development of two suburban railway lines has been 
implemented: the section of railway line 2 between Rákosrendező and Esztergom, and the 
section of line 30a between Kelenföld and Székesfehérvár. 

With the annual passenger traffic data series collected for the years 2008-2019 for railway line 
2, it can be well demonstrated what positive changes can be achieved due to the combined 
effect of suburbanisation processes and technical development:  

In the first full-service operating year of 2016, the number of new passengers exceeded 3 
million. The development has been unbroken ever since, thanks to the modern multiple unit 
train launched in April 2018, the number of passengers was able to increase further, reaching 
4.6 million at the end of 2019, which is 52% compared to 2016, and 97% increase in 
passenger traffic compared to the base year (2008). 

Similarly favourable processes took place in the case of line 30a, where traffic started to grow 
strongly after the renovation: 

 

Based on the annual passenger numbers, it can be stated that in the first full year of 2014, after 
the renovation, the previous passenger traffic returned and increased continuously. Considering 
the last full year before the renovation (2008) as the base year, in 2018 there was already a 76% 
increase in passenger traffic.  
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Freight traffic 

In 2017, the performance of Hungarian railway freight transport was 11.4 billion freight tons 
km, of which domestic railway freight accounted for 15% of the total traffic. While the largest 
share of international railway freight traffic was accounted for by export turnover in 2014 
(36-38%), the rate of import and transit traffic was almost the same (30-32%), in 2017 the 
largest share was accounted for by transit traffic (~42 %). 

According to long-term forecasts, the performance of railway freight transport will increase 
by more than 20% in the EU 27 countries in the period between 2008-20254. Narrowing 
down the forecast to the Southern Connecting Railway Bridge, it can be said that using a 
conservative estimate, the traffic of the bridge from the 2016 level (36 thousand trains/year, 
with a transport capacity of about 18 million freight/year) will increase by 18% by 2022 and 
40% by 2032 (51 thousand trains/year, 25 million freight/year). 

 

Figure 4.: railway freight traffic forecast between Ferencváros - Kelenföld (source: National Transport Strategy) 

 

Thus, railway freight performance is projected to increase also globally, and the traffic of the 
bottleneck forming part of the project will grow at a faster-than-average rate, placing the 
findings of the freight traffic analysis in a more emphatic context. 

With the expected 15-20% increase in the direction train transport volume, 4.5-7 million 
tons of additional traffic is expected, while the scattered mail traffic can increase by 15-

                                                 

 

 

4 source: ProgTrans: World Transport Report Vol. II. 2010/2011 
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20% within 5 years, provided that the environment necessary for the competitive operation 
of the system is ensured. In the field of combined transport, a further increase in 
intermodal traffic can be forecast, which could mean an increase of up to 7-14% on an 
annual basis (1-1.5 million tonnes of additional traffic). Nearly four-fifths of intermodal 
traffic is direction train traffic and one-fifth is scattered mail traffic. 

By 2025, all this could mean the appearance of an additional 7-10 million tons of 
freight traffic on the Hungarian railway network compared to the current one. 

Regarding the changes in traffic per line, the increase can be expected primarily in the case 
of the east-west main lines (1, 40, 80, 100-120) and the railway line 150, which is taking on 
a new European role with the government's development plans. 

About 60% of the freight traffic uses Budapest's rail network, and the destination traffic 
in the direction of Budapest (mainly intermodal traffic, to a lesser extent delivery) accounts 
for 15-20% of this. If Ferencváros continues to play the role of a network-level marshalling 
yard, the scattered traffic through the capital may increase in line with national trends (12-
16%, 1.5-2 million tons of additional traffic per year). 

3.4 Outlook 

The more developed countries of Europe, due to the earlier rise of motorization, discovered 
the potential of railway, the positive effects of the synergistic development of the city and 
the railways already at the beginning of the millennium. Western countries have thus 
developed also the urban parts of their railways based on a complex approach, switching to 
more favourable operation and achieving significant success with passenger-centric 
developments. The European Union's Green Paper and White Paper clearly identify the 
railway as one of the cornerstones of sustainable transport, as the sector has outstanding 
social benefits in densely populated areas, despite its significant cost requirements. 

A trend in most major Western European cities is that the main station system built with 
19th-century technology was transformed into through stations, thus improving urban 
connections of the railway. The development of the railway was also important due to the 
negative externalities of the suburbanisation effect typical of the city centre at the end of 
the 20th century and the beginning of the 21st century. Failing this, the commuter traffic 
from the suburbs to the city would have chosen an even higher proportion of individual 
motorised means of commuting, thus overloading the road network of an otherwise high-
quality city with internal public transport, thus deteriorating air quality.  
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The cornerstones of urban rail developments were the same everywhere: 

 construction of through stations by suppressing the system based on terminal 
stations 

 new links with urban transport  
 active participation in conducting urban transport  
 reduction or (partial) relocation of railway and freight areas to the outskirts of 

the city using state-of-the-art storage and maintenance technologies, 
 as well as rehabilitation of brownfield areas. 

 

Germany has recently reinforced the railway development trends of previous years, as in 
January 2020 the largest railway development package in the history of German railways 
was announced. The total value of the ten-year development package is € 86 billion, of 
which € 24 billion will be spent on renovating ageing, outdated works of art and the 
remaining € 62 billion on network development. This is also in line with Berlin's climate 
protection goals; they want to reduce the transport sector’s carbon dioxide emissions by 42 
percent by the end of the decade. 
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VIENNA HAUPTBAHNHOF 

In Vienna, until the early 2010s, the main station system was the norm for regional and 
long-distance trains. Most of these trains arrived to one of the four major main terminal 
stations, connecting to urban traffic in that one place. A couple of selected suburban routes, 
thanks to the favourable historical trail, have been running through the Nordbahn in a 
diameter system since the 1960s, exploring the main areas of the city. Suburban services on 
the Nordbahn have been organised under a separate “brand” (S-Bahn) and are connected 
to the metro network at a total of six points in the city. 

To better handle long-distance and regional rail traffic, the city and the Austrian Federal 
Railways have designated the creation of a new, through main railway station as a 
solution. The new railway station was created by merging the adjacent Ostbahnhof and 
Südbahnhof and dismantling the freight station between the two. The Hauptbahnhof has 
become a 12-track, fully interoperable and accessible train station with direct connections 
to the U1 underground and many important tram lines. In the abandoned areas, a new, 
modern banking district and several densely built-up condominiums were built, served by 
the extended tram D.  

Since 2015, the Hauptbahnhof has received all increased-level long-distance and 
international traffic, as well as a significant portion of the regional traffic. Maintenance and 
freight station functions have moved to Matzleinsdorf and Zentralverschiebebahnhof in less 
frequented areas of the city. The construction of the Hauptbahnhof in Vienna, the 
rehabilitation of abandoned railway areas and the construction of infrastructure in the new 
districts cost nearly € 1 billion. 

 

Image: new through station with the continuously developing newly built city parts (source: Google Earth) 
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4  
START 

The chapter provides an overview of how the specific objectives of the Strategy were born. 
The two pillars of the process were the situation analysis and the analysis prepared with the 
involvement of the public, which clearly identified the main directions of the necessary 
improvements. 

The definition of the BAVS target system was preceded by a detailed analysis phase. The 
validity of the Strategy was ensured by a thorough examination of the following main areas: 

 Unity management of Budapest as a city and as a priority hub of the trans-
European transport network, by placing it in the spatial and transport structure, 

 by exploring the characteristics, main basic volumes and capacity of the current 
network, 

 by analysing passenger and freight transport market, demand analysis, identifying 
its trends, 

 general exploration of the current state of railway services in Budapest, examining 
the main elements of railway services, such as 
o operation and operating, 
o infrastructure and land use, and 
o integration of railway transport into the Budapest traffic. 

The Strategy was based on the results of a complex situation analysis and exploration, but 
with a special focus on getting to know and integrating the relevant views of the lay and 
technical public. As a result, the process took place with the active participation of the widest 
possible public. 
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The analysis was made by analysing the available data, reviewing relevant previous 
studies on the topic, and organising the ideas, comments and suggestions collected 
from the public on the BAVS website and workshops due to the importance of social 
participation. 

 National Transport Strategy 
 Balázs Mór Plan 
 Unified Traffic model 
 Study titled “Construction of ”V0” railway line bypassing Budapest on the South” 
 Development of a rail-guided connection between Kelenföld and Ferencváros 

stations 
 Budapest 2030 Long-term urban development concept (design proposal) 
 Budapest Mobility Plan 
 Development of Brownfield areas – Thematic development program 
 Concept of he Budapest Regional High-Speed Railway 
 National and Budapest Agglomeration Land Use Framework Plan 
 MÁV 2030 Strategy 

In line with community/social planning methods, several new elements have been added 
to the traditional analytical process, which is strongly built on the evaluative analysis of 
existing data and concepts and the formulation of problems and objectives that can be 
deduced from them. The aim of the social consultations was to involve the technical 
community, the relevant interest groups and the widest possible society, so that all 
thoughts, opinions and suggestions would help to form technical goals.  The objectives 
come from a so-called “confirmed SWOT” analysis emerging during the process. 
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PUBLIC CONSULTATION 

The function of public collection of hypotheses was that the Strategy should not only update 
and synthesize previous materials with a current status assessment and updated expertise, 
but also have an impact on strategy-making, and that relevant proposals would influence 
strategy creation, which do not necessarily follow from the available technical materials, so 
without social participation the problem might not have surfaced. Therefore, in order to 
formulate the most important and characteristic hypotheses, it was absolutely necessary that 
all other stakeholders, municipalities, transport service providers, non-governmental 
organizations and, of course, the public could express their opinions and experiences in the 
form of community planning. 

From 15 April to 15 May 2019, the widest possible public had the opportunity to express their 
views on the website www.bvs.hu in the following categories, mentioning the problems and 
proposed interventions in a few sentences, but uploading longer documents was also 
possible. 

 
 

By the end of the deadline, 619 entries had been received from the website in the above 
breakdown, and commenters had uploaded 51 documents of different lengths. In addition, 
materials were received by e-mail from other stakeholders. A total of 856 independently 
recordable comments were received. 

Among the contributors - in addition to the public - MÁV Zrt., BKV Zrt., as well as several 
district and settlement self-governments and non-governmental organizations appeared, 
such as VEKE or the Hungarian Cycling Club.  
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4.1 Where are we today? 

Railway network 

Railway network of Hungary– due to its historic peculiarities – follows Budapest-centric 
nature of the country. A significant proportion of the transit and long-distance segments of 
rail passenger and freight cross and pass through the capital. For Budapest, this national 
network structure is favourable for the direct service of agglomeration and long-distance 
connections, however, due to the lack of ring network connections, the through traffic is 
basically forced to touch the capital.  

 

Figure 5: Trans-European railway network and freight corridors in Hungary 

Railway network of Budapest and its area has been built as a result of more than 150 
years of continuous development. The railway lines enclosing the capital ran on the 
peripheries of the contemporary urban structure during their construction. The departure 
and reception stations of each group of lines - including the three main railway stations in 
Budapest - were built on the border of the intensive construction at that time, but they 
adapted to the structure of the rapidly developing Budapest. Nowadays, the environment 
of the railway lines passing through the capital has been built in, and the main railway 
stations are located in the expanding downtown part. These circumstances provide an 
opportunity for the metropolitan railway network to be involved in urban transport in 
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addition to the suburban traffic between the capital and the agglomeration. At the same 
time, the Budapest network lacks a passenger station with a through-function, which, due 
to its layout, could handle through-traffic - or a significant part of it - more efficiently. 

Danube crossing 

In the Danube cross-section passenger traffic is conducted on two connecting railway 
bridges, currently using a total of 3 tracks. As only the suburban trains of railway line 2 run 
on the Újpest railway bridge between Aquincum and Újpest, the Southern connecting 
railway bridge and the affected Ferencváros - Kelenföld station section are considered to be 
one of the busiest railway sections in the country. Currently, this bridge alone has a network 
connection that is able to handle rail traffic between the two country parts in a decisive way. 

 

Figure 6: Railway lines affecting Budapest by type (number of tracks / electrification) (source: MÁV Zrt.) 



 

39 
 

Timetable 

Timetable structure of our suburban lines is determined by the basic pace of long-
distance trains. As their basic pace is typically 30 minutes (i.e., one or two long-distance 
trains run in succession every 30 minutes), the 30-minute basic pace is also typical in 
suburban traffic. The zoning trains can also run on the inner suburban section in line with 
this 30-minute pace, towards Budapest directly in front of the long-distance trains, and 
departing from Budapest directly behind them. Service that is more frequent than 30 
minutes is theoretically only possible if there are several trains in the basic run, but due to 
long-distance trains, the service cannot typically be even within the 30 minute base. In 
suburban traffic, it would be possible to compress the basic pace so that fast (long-distance) 
trains could run on a separate track at least on the innermost section reached by the 
catching-up section from frequently stopped suburban trains, the capacity of the lines can 
thus be increased significantly above that of mixed traffic. This speed separation is 
expected to take place on the Székesfehérvár and Pusztaszabolcs lines up to the Érd area, 
with the ongoing developments, as well as the construction of the 100d railway line 
(establishing a fixed-track connection to Liszt Ferenc International Airport) and high-speed 
railways. 

Infrastructural conditions 

Track conditions in Budapest are well characterised by the fact that despite the fact that 
several lines have recently been rebuilt and several lines are currently under reconstruction, 
there is still a significant, more than 50% inadequate infrastructure, which is just the most 
congested internal sections. These reconstructions did not affect these inner sections in 
critical condition. 

The lack of renovation of the inner railway network of Budapest can be characterised by the 
proportion in line kilometres of line sections waiting to be renovated. The total length of 
the 11 railway lines between the starting station and the city border, calculated together 
with the section of the Ring railway between Rákosrendező junction - Rákos junction not 
affected by other lines, is about 157 line km. Including the line sections currently under 
reconstruction in Pusztaszabolcs and Hatvan, the reconstructed lines make up 74 line 
kilometres, while the railway line is waiting to be renovated on 83 line km, which is 53% of 
the total line length. 
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The HÉV lines currently in operation have been serving transport needs since their 
construction, amid a number of economic and social changes, which, due to their original 
design, can be met only with technical and service trade-offs. Adapting the line structure 
developed in the 1970s to today’s needs has resulted in a number of minor interventions, 
but in terms of the full vertical of service quality, services are now only able to offer partial 
compliance. Due to the territorial development potential of the agglomeration, functional 
development of the urban structure, structural and qualitative changes of residential, 
economic, institutional and other areas was and still is an ideal terrain. 

Due to the urban structure of Budapest, the main passenger traffic directions are radial. In 
the morning, the significant passenger traffic flows are directed towards the city centre, in 
the afternoon towards the city limits. From public transport point of view, HÉV lines still play 
a significant role in the transport of passenger traffic in the outer districts of the capital and 
in the agglomeration.  

Our HÉV lines are characterised by different technical condition and service level, but in 
terms of infrastructure and network structure the following problems are common to them: 

 independent, isolated lines do not form a single network system, 
 they do not form stable backbones in terms of network structure, parallel basic and 

high-speed bus services are typical,  
 they do not provide direct access to the centre of Budapest, this requires at least one 

transfer, which causes both loss of time and comfort,  
 operate with a uniform but high floor level, which, from the point of view of today's 

passengers and operators, is obsolete 
 outdated infrastructure, getting on and off is inconvenient due to the low platforms and 

high floor level vehicles, 
 the infrastructure of the stops and the level of service provided are low, 
 the requirements of equal opportunities are not met, 
 mode shift during use is not provided (P+R, B+R), 
 access speed is low due to the line and track conditions. 
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The combined effects of the above factors in the choice of the mode of transport divert 
those wishing to reach the city centre from the outer districts and agglomerations towards 
individual transport. For this reason, the number of passengers on the main transport route 
running along all three lines (Szentendrei út, Weiss Manfréd út, Soroksári út) is significant, 
and the existing, parallel main road transfers a significant load to the inner districts of the 
capital. The resulting environmental impact can also be reduced on the supply side by 
introducing attractive high-speed railway operation that reaches the city centre as a 
destination quickly and directly, which does not yet exist in Hungary, but has already proved 
its worth in the western half of Europe. 

In the past decades, on lines H6 and H8-9, respectively, in the part of the H5 outside 
Budapest, only preservation took place, no significant renovation was performed. There is 
no accessibility anywhere, not on the sides of the platforms or of the vehicles. P+R has not 
been built, feeding is not resolved with the exception of Pomáz and Szentendre.  

In case of lines H6 and H8-9, due to the poor quality of service, there is significant parallel 
bus traffic, which is also very unfavourable from the point of view of environmental and 
climate protection.  

Due to the separate network development, none of the HÉV lines has a direct connection 
to the city centre, and lines H6-7 are not connected to the metro network. 

The connecting HÉV system also clearly needs to be renovated; its vehicles are obsolete, 
its tracks and stops are in poor condition, not accessible, and the traffic is slow. The network, 
which has been operating as an island for decades, is forcing travellers to make transfers. 
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Figure 7: Condition of railway lines affecting the capital in terms of development5 (year of expected renovation 
or completion) 

In terms of railway track condition most of the stations and stops are about to be 
reconstructed, 17 service locations are in poor or critical condition (38%), despite the fact 
that significant progress has been made during the past few years. In terms of 
modernisation of the station interlocking systems, the lag is even bigger. Of the 23 stations, 
only 5 are considered new and 10 are in good condition, but overall, nearly half (43%) of 
the equipment is in poor or critical condition with mechanical equipment of obsolete 

                                                 

 

 

5 Government Decree 1523/2020 (VIII. 14.) ordered the preparation for the development of the 
Kőbánya felső - Rákosliget, the Rákospalota-Újpest - Vácrátót - Vác and the Kőbánya-Kispest - 
Lajosmizse railway lines  
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technology. The situation is similar for the station overhead line system, where 52% of the 
21 power stations are in poor or critical condition. 

Location of the railway stations – with a few exceptions – is unfavourable. Apart from the 
main stations, as well as Kelenföld, Kőbánya-Kispest and Rákospalota-Újpest, the remaining 
stations are not organically connected to the urban fabric and to the public transport 
network. Thus, it can be stated that the network of railway stations in the capital city shows 
spatial deficiencies. 

Modernisation of the railway infrastructure within the territory of Budapest is extended 
only to a few locations (developments stopped at the city boundaries), even those mostly 
included minor stations. Technical infrastructure of stations relevant from junction or 
passenger traffic (railway track, rail geometry, electric overhead contact line, interlocking 
equipment) is typically obsolete, outdated, and does not adequately satisfy the 
requirements determined by the demand.   

The construction of passenger facilities is typically incomplete, their technical condition 
is inadequate, and the level of service they provide does not meet today's needs and the 
interoperability requirements set by the EU. Although audible passenger information is 
almost complete, only 64% of stations have visual equipment and a standard passenger 
platform and passenger building is implemented only at half of the stations. Passenger 
checkouts are at 29% of stations, while vending machines are available at 38% of them. 

In the locations not affected by the recent railway renovations, forecourts typically show a 
disordered, neglected picture, the feeding facilities (P+R car parks, bicycle storages) are 
missing or in poor condition, and the environmental neglect of the stations is repulsive. 
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Passenger traffic 

More than half of the total domestic railway passenger traffic is concentrated on the 
railway network of Budapest and its surroundings. The highest traffic is on lines 100, 70 
and 30, with lower traffic on lines 142, 150 and 71, which - in part - on these lines - mainly 
due to the poor condition of the railway infrastructure - a consequence of lower service 
levels. 

 

Figure 8: Railway passenger traffic on the railway lines of the capital city and its surroundings, including transit journeys within the city, as well 
as daily boarding numbers at the stop (source: STM, MÁV Zrt.) 
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The largest traffic in the international segment is conducted by railway line 1, where a total 
of nearly three thousand passengers travel in the two directions every day. Transit 
passengers passing through Budapest, mainly from cities in Romania, Serbia and Ukraine, 
also appear in aggregate in the relation between Budapest and Vienna, but the domestic 
destination of international travel is typically Budapest. In long-distance rail traffic, Budapest 
is also the destination of the vast majority of trips. The largest share of the traffic affecting 
Budapest is accounted for by trips between suburban and capital regions, settlements and 
city districts. The most important component of the segment is the work travel to work and 
school, which requires a constant and well-planned service on most business days of the 
year. 

Railway lines within the city in many cases have insufficient capacity. In many cases, the 
scarcity of line capacities or the constraints on individual sections can be traced back to 
station capacity. 
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Figure 9: Capacity characteristics of railway sections 

Passenger traffic of the stations and stops in Budapest show a diverse picture. The 
highest daily passenger numbers are typical at the main railway stations and in Kelenföld 
and Kőbánya-Kispest. 

There is regular passenger traffic at 42 stations and stops in Budapest, on which there are a 
total of 234 thousand passengers embarking and disembarking on the railway on a 
weekday, which is half of the total Hungarian railway passenger traffic. Of these, about 
32,000 passengers use the railway to travel within Budapest. At the busiest station, the 
Budapest-Nyugati railway station, more than 65 thousand passengers turn up every day. 

Daily passenger traffic 

 the morning peak is outstanding, often leading to a lack of capacity that 
cannot be completely eliminated within the network and fleet constraints; 
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 the afternoon peak period is much “flatter”, but the still significant demand 
for suburban traffic is already accompanied by long-distance traffic, which also 
leads to capacity problems, 

 during the day, traffic demand drops very significantly, resulting in 
underutilized track and vehicle capacity. 

Service level 

Quality characteristics of the railway service show a diverse picture. Besides the measurable 
characteristics, the perceived service as well as the complex service characteristics provided 
by the host environment all show significant shortcomings. The Service Level Agreement 
( – SLA) for scheduling, congestion, cleanliness, passenger information, passenger service 
and staff has been in force in the railway sector since 2011 and is monitored through 
continuous service provider and customer measurements. According to the latest available 
data, the level of service performed in 2017 did not reach the required value. 

A significant item in the assessment of the service are the delay data of passenger trains. 
Based on the results of the situation analysis, frequent delays of trains can be considered 
a significant problem. Nearly two-thirds of the delays recorded in 2018 were caused by 
temporary speed limitations, and other significant delays were caused by the lack of 
operational management of safety equipment, roadway and overhead line disturbances and 
the resulting disturbance situations. In addition, the time of delays due to overhead line 
disturbances is also significant. In case of passenger trains, the amount of delays suffered at 
the Városliget junction and at Kőbánya-Teher railway station and Rákosrendező is 
exceptionally high, with more than 616 hours of delays per year are related to these two 
locations. At the Budapest-Keleti railway station, which handles extremely high passenger 
traffic on a national level, a total of 130 hours of delay by passenger trains were recorded in 
2018, exclusively due to infrastructure failures. 

The accuracy generally expected of trains is 92-94%, compared to which the biggest 
differences were at Budapest-Nyugati railway station, Budapest-Keleti railway station and 
Ferihegy stop, the railway lines 70, 80a, 100a, 120a are especially critical in this respect. 
Kelenföld performs relatively well in terms of accuracy. 
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Figure 10: Causes of delays as a function of the duration and frequency of delays (source: MÁV Zrt. delay 
statistics 2018) 

 

There is currently no ticket tariff community in Budapest and its agglomeration, which 
makes it difficult to shift modes. Railway tickets and passes determined on the basis of the 
intercity tariff established on the basis of the km zone are valid on the services of MÁV-
START Zrt. for the entire line. The suburban services provided by MÁV-START Zrt. can be 
used with a Budapest pass. Significant developments have taken place in the field of ticket 
sales. 

In parallel with the development of ticket sales, passenger information could not keep 
pace. Inconsistent passenger information is common, the passenger may receive different 
information through the different information channels (station and on-board 
display, internet, voice passenger information). The internet train tracking and the MÁV 
mobile application are working, currently WiFi service is available at 22 stations/stops (+2 
pilots) in the waiting room and passenger traffic area.  

Support of active transport modes has started (making rail infrastructure bicycle-friendly: 
Establishment of B + R storage facilities, improvement of pedestrian and bicycle 
interoperability of railway lines, installation of railway stations with bicycle accessibility 
ramps, sliding rails, elevators, development of bicycle transport facilities), but its extent lags 
significantly behind the needs of passenger traffic. 
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Freight traffic 

As a result of the financial and economic crisis that began at the end of 2008, the 
development of Hungarian railway freight transport declined significantly (by almost 
20%) and in 2017, due to the Ukrainian-Russian crisis in 2014 and since then, only reached 
the level of 2008. 

In 2017, 52.8 million tons of freight was transported on the domestic railway network, 11.4 
billion freight tons km, 19.3 million train km and 24.5 billion gross tons km were produced, 
and about 170,000 freight trains were transported. The distribution of domestic rail 
freight in domestic and international traffic is 30-70%, which means, among other 
things, that domestic rail freight is quite vulnerable to fluctuations in the international 
economic situation (boom, downturn). 

The busiest freight traffic routes of the Budapest district on line 1 are the Kelenföld-
Ferencváros and Kelenföld-Budaörs sections.  In terms of the number of freight trains 
running, the second most congested section of line 100 is Vecsés – Pestszentlőrinc section.  

Following the accession of Hungary to the European Union, with the opening of the railway 
freight market, private railways gradually appeared. In connection with the obligation to 
open the market, the MÁV Group has undergone both structural and organisational 
changes: From January 2006, MÁV Cargo spun off from MÁV's organisation, which started 
operating in the new market as a 100% MÁV-owned railway freight company. The 
competitive situation created by the emergence of new entrants gradually intensified, 
but typically only in the direction train sector. This is because this traffic can be planned 
and handled with the least effort, the simplest technology and favourable profitability. All 
this resulted in the further reduction of services and, in some cases, the closure of the still 
operating marshalling yards. 

Scattered parcel traffic on the railway network operated by MÁV was/is handled 
almost exclusively by Rail Cargo Hungaria Zrt.  (RCH, before privatization and name 
change MÁV Cargo). The above reasons have led to the fact that nowadays practically the 
only operating marshalling yard in the Budapest area is Ferencváros. Regular scattered 
consignment mixing (rolling) is ordered of MÁV only by RCH. In many cases, other railway 
companies use the railway tracks for vehicle storage. 

Narrowing of the loading/unloading sites of railway bulk goods is a significant 
problem. Devolution of railway stations did not spare public loading areas, either. This 
effect was reinforced by the fact that in many cases the P+R car parks were set up in areas 
belonging to former public loading bays, thus hindering loading and unloading. The other 
limiting effect is that local governments ban heavy vehicles from transport routes. 
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Nevertheless, Budapest would have a significant demand for mass delivery of goods, which 
will have to be solved in the future. 

On the other hand, due to the decline in railway freight transport activity and the related 
decrease in the areas actually used for freight transport, there are very significant unused 
railway areas in the territory of Budapest. BAVS also stated the aim of examining their future 
usability. 

In the Budapest area, the port of Csepel is the only connection point, where river and 
rail freight meet. The approach to the Csepel port is difficult and slow, and it is an 
additional problem that, like Ferencváros, it is located in the heart of Budapest. Most of the 
international combined freight trains arriving at the BILK Combined Terminal and Csepel 
arrive from and depart for the West Hungarian border stations. 

The main feature of domestic intermodal traffic with drop-off and/or dispatch is that 95% 
of it takes place at terminals around Budapest, and we can talk mainly about container traffic 
(as well as small but growing semi-trailer and swap body traffic). 

Operation 

The legislation provides an EU-compliant and appropriate framework. MÁV Zrt. 
operates on the principle of a three-level regulatory system. The state regulation level is 
based on the National Railway Regulations (OVSZ I), the corporate regulation is based on 
the technical and operational regulations of MÁV Zrt. Railway company instructions are 
handled by the Traffic Directorate (instructions "F"), the TEB Directorate (instructions "E") 
and the Track Facilities Directorate (instructions "D"). In addition, the Executive Instructions, 
which define and regulate the conditions for station and line traffic management, are 
compiled on the basis of additional instructions and manuals. These latter represent the 
executive regulatory level. 

Analysis of train and crew shifts highlighted problems due to heterogeneity, commanding 
issues due to regulatory control problems (e.g. less than 50% of a service is usually spent 
on trains, the remaining time is spent on inactivity due to traffic management problems, 
administrative tasks and breaks). out) and that the high staffing needs are due to the 
extremely strict and rigorous rules. 

In the recent period, MÁV Zrt. has devoted great efforts to optimising the current instruction 
system, updating and modernising it to the technological achievements of our age, (taking 
into account, for example, the modernisation needs of main station technologies or the 
dynamic spread of multiple unit train and shuttle train operations), eliminating overlaps and 
to matching conflicting instruction systems. The partially modernised package of provisions 
may enter into force after official approval and training, but in addition there is a need for 
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review in other areas. As a result of the modernisation of the instruction system, 290 
instructions are expected to be repealed and 230 amended. 

The MÁV Group, like other sectors of the national economy, is facing an increasingly serious 
labour shortage. MÁV's strategy, which is currently being developed, also states that "the 
long-term provision of an adequate number, composition, training and motivation of the 
workforce is a condition for achieving the strategic goals." The social consultation process 
conducted as part of BAVS received a number of critical remarks confirming that a properly 
trained and motivated workforce has a significant impact on the level of service 
perceived by passengers and also affects operations. 

Result of the situation analysis 

The summary table of the 360-degree situation analysis shows the following according to 
the positive and negative characteristics of external and internal factors (SWOT table): 
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4.2 Objectives 

General objectives of the Strategy are in line with the objectives set out in the European 
Union's transport policy and Hungary's development policy, and correspond to the 
objectives set out in the Budapest Mobility Plan: 

 Promoting a sustainable transport system, maximising the use and efficiency of 
the railway system; 

 improving the environmental performance of the transport sector at national and 
city level; 

 mitigating climate change by reducing greenhouse gas emissions; 
 improving the quality of life of the urban population through more efficient and 

integrated transport planning, spatial planning and urban planning. 
 

The main goal of BAVS is to eliminate the existing bottlenecks in the Budapest railway 
junction and to ensure interoperability. 

 

The objectives to be set in the Strategy can be divided into three main groups: 

 comprehensive objectives: They can be defined on the basis of EU objectives 
and national strategies 

 specific objectives: can be defined based on the results of the SWOT analysis 
 horizontal objectives: a set of basic expectations defining the whole area, 

which must be reflected in all elements of the target system as a whole 

 



 

57 
 

 

Figure 11: Hierarchy of objectives and measures of the Strategy 

Comprehensive and specific objectives 

Solving the railway capacity problems of Budapest 

 Optimal use of existing railway capacities: to ensure that the best use is made 
of the capacity currently available, i.e. the best available service is provided on the 
infrastructure in good condition, with ideal railway operation. 

 Developments expected to become necessary in the future should follow the 
actual needs of the time in scheduled steps aligned with the long-term network 
layout, with continuous increase of the level and provide the capacities required for 
interoperability. 

Improving the quality parameters of railway infrastructure 

 Ensuring trouble-free and efficient railway operation: Budapest is the largest 
railway junction through which three trans-European transport corridors pass, the 
national railway lines are connected here, and accordingly the sections of the 
national network with the largest train traffic are also located here. The delays and 
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disturbances that develop here are therefore bigger problems than in any other 
section, and their solution is of key importance. 

Providing uninterrupted, multimodal perceived service 
 
by improving the competitiveness of railway transport 

 Integration with urban and road public transport: the level of railway service in 
metropolitan areas, which is effectively adapted to significant passenger needs, can 
be achieved primarily through coordination with an overall transport approach, the 
development of intermodality and urban transport connection points. 

 Increasing the number of those shifting to railway from individual transport 
modes becomes possible through the development of passenger comfort, 
accessibility, modal shift options, as well as commercial service functions satisfying 
market demand.   Within individual modes of transport, in addition to car users 
(P+R lots), users of certain active modes (e.g. bicycles, scooters) should also be 
taken into account, where in addition to encouraging multimodality (B+R), other 
measures (e.g. accessibility, ensuring the possibility for bicycle transport) can have 
an effect also on intermodality. 

 Increasing the ratio of railway goods transport: in planning the development of 
the busiest sections, in addition to passenger transport aspects, freight transport 
needs must be given due weight, sometimes by ensuring their preference. 

Improving the accessibility and liveability of the urban environment 

 Coordinated development of railways and inclusive environments (urban and 
suburban) by exploiting potential synergies: In order to strengthen territorial 
competitiveness, railways need to provide a complex logistics service role in both 
passenger and freight traffic, providing modern and reliable connections while 
relieving roads and facilitating reduction of environmental impact. 
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Horizontal objectives 

Competitive service level 

Comprehensive, demand-driven improvement of the competitiveness of the rail service. 

Appropriate regulatory and institutional framework 

To ensure this, it is also necessary to manage changes related to institutional and 
organisational operation (e.g. amendment of the public utility contract, structural issues of 
the company group, preparation for the liberalisation, fulfilment of the requirements of 
railway package 4). 

Minimising negative external impacts 

From both the infrastructure and vehicle side, the goal is to achieve the lowest possible 
environmental impact, but due to its comprehensive nature, this goal also includes railway 
operation processes, so it also covers areas such as the utilisation of recovered materials 
and waste from operations. 
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5  
WHAT IS THE LONG-TERM SOLUTION? 

The Strategy has defined the desirable directions of railway development, which basically 
means significant expansion of supply and development of services. However, the current 
system imposes significant limitations on this. The chapter summarises what alternatives 
have competed to break down barriers and concludes that if the goal is a truly service-
oriented and competitive railway transport in and around Budapest - and in the long run in 
national long-distance transport - then the transition to diameter route management is the 
most appropriate. solution. 

5.1 Vision 

During the development of railway transport the goal is to ensure b that the quantity of 
passengers and freight transport potential identified as a segment could be transported 
on the network by creating the ideal service environment, setting the expected service 
parameters, scaled for periods, within certain hypothetical infrastructure and 
technological frames. 

The vision of railway transport is determined jointly by the service (to 
customers/passengers), the organisations responsible for the service, the service providers 
and infrastructure managers, and the institutional and regulatory system that encompasses 
them. The physical elements related to these (track network, stations, vehicles, etc.) belong 
to and stem from the implementation of the service image. The most characteristic element 
of the vision is the service level and the connected scheduling system, which interacts 
directly with the infrastructure elements.  
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The long-term solution has been derived from the quality of service, so it is also part 
of the vision. 

In the historical development that shaped the insular nature of today’s railway system, we 
recorded a significant shift in the perspective, the essence of which is that the railway lives 
with the economy and the city. The entire transport sub-sector, including regulation, 
vehicles and the whole transport environment, is transforming accordingly. 

5.2 Service in focus 

Railway development should serve the improvement of competitiveness of Budapest 
and its region in a manner that is not the development of merely the railway as a 
transport/freight transport mode. Railway, as a service, should strive to satisfy as many 
needs as possible, so that it would be a suitable alternative to serve commuting, logistics 
and business traffic within the region. In addition to the development of infrastructure, the 
railway service, the so-called management elements also need to be improved. 

Development of the community transport and system focuses on sustainable 
satisfaction of the travelling public’s demand for mobility, on the improvement of 
accessibility, as well as on satisfying latent demand appearing as a result of the increased 
traffic in the urban agglomeration and strengthening the role of railway transport, in 
addition to increasingly bringing transport safety to the front. 

Serving the travelling public requires that rail transport not be a stand-alone tool with a 
sub-sectoral approach but offer an attractive alternative to individual motorised 
transport as an integral part of public transport by providing an appropriate level of 
service. Attractive quality of service has many components, but it certainly includes the 
integration of stations into the municipal fabric, ensuring their accessibility (walking, cycling, 
P+R, bus), vehicle services - especially seating, and the harmonisation of charging and 
payment systems. 

The aim is to ensure that railway is available to the travellers not only as a transport mode, 
but travel conditions must be improved as well: improvement of railway station services, 
extending the scope of services provided to the transferring travellers, etc. 

Coordinating urban development programs and the modernisation of the Budapest 
railway system can have a strong synergistic effect, which can be well exploited. 
Transport developments, including railway developments, should support the 
modernisation of urban areas, the revitalisation of brownfield sites by improving railway 
services, reducing and freeing up railway areas. At the same time, railway developments are 
best utilised primarily by developments that cause a high demand for mobility. In 
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connection with the developments, the internal urban economic and social structure will be 
expanded with areas of mixed functions, so the development of housing and jobs will also 
appear. The synergistic effect thus manifests itself in the appreciation of the railway areas 
and, at the same time, in their transformation that is desirable for the city. 

In Budapest, the location of the railway within the city provides many development 
opportunities, in several respects: 

 Opportunities for the development of underutilised or unused railway brownfield sites, 
taking advantage of the opportunities provided by the railway transport connections. 

 Development opportunities of the industrial areas located in the territory of the 
transition zone between the city centre and the outer residence areas by utilising 
existing railway links. 

 By creating new stops on the existing network, access to urban areas and other 
transport options in the city can be increased. This increases the chances of the railway 
being integrated into urban transport. The exploratory role of railway may become a 
prerequisite for the development of new urban areas. 

 With local improvements to the existing network, the spatial cutting effect can be 
improved. 

As a result of network integration, the optimisation and sustainability of operational 
and management processes must also play a role. 

In the case of freight traffic the aim is to increasingly unload the burden of the urban 
area, due to its role as living together with the economy and society, the long-term aim of 
which is to develop railway routes bypassing Budapest and to reduce mixing and 
logistics operations and gradual removal from the inner city area. 

Part of the freight traffic can only travel at night due to the intensive passenger traffic during 
the day. Therefore, according to the relevant regulation of the European Union 
(Implementing Regulation (EC) 2019/774), from the end of 2024 only quieter freight wagons 
will be allowed to run on railways with heavy night traffic. Nevertheless, the aim is to have 
sufficient capacity during the day to reduce the number of freight trains required for the 
night (22-6 hours) below the threshold set out in the regulation (12 trains). 

In terms of passenger traffic, although rail performance is increasing, the quality of rail 
service is improving, and the number and severity of accidents are expected to decrease 
thanks to the installation of modern interlocking equipment and modern infrastructure. This 
is complemented by the expected declining trend in external impacts due to the 
reduction in road mileage resulting from the diversion of motorised private road users. 
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5.3 Functional analysis 

Based on the exploration of the current problems, it can be stated that there are general 
capacity problems at the Budapest railway junction. Accordingly, the perspective-focused 
study (functional in strategic terminology, i.e. focusing on network functions) aims to 
establish the optimal implementation of the resolution of the most critical bottleneck at 
the Danube railway crossing. 

The functional option analysis was based on a substantiated assessment based on 
suggestions from society and experts and the analysis and the resulting objectives. 
The conditions and assumptions derived this way provided the framework for the study. 

As a starting point for the option analysis, we determined the magnitude of the potential 
passenger traffic and railway freight traffic attainable in the optimal case: due to the 
significant railway developments passenger numbers are expected to increase by 50 to 
100 percent, with a 40% increase in freight traffic. 

Development of suburban lines/sections has not yet been fully implemented, and the 
internal sections leading to the main railway stations and the ring railway have not been 
affected at all by the developments so far. In order to achieve the expected traffic potential, 
the benefits of the earlier suburban developments cannot be realized without the 
development of the internal sections. It should be borne in mind that postponing the 
development of these sections could lead to a reduction in passenger numbers as service 
levels deteriorate. 

The study looked for answers as to which baseline options could provide, support, improve 
which functions, and was also suitable for comparing them. The answers of the functional 
analysis were generated by segment, as a result of a multi-step process: 

 primarily to conduct suburban and intra-city travel, 
 in less detail, the level of service to be taken into account for long-distance traffic, 
 it must also meet current and anticipated future freight transport needs, depending on 

the option chosen. 
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Traffic that can be routed to railway will actually appear on the railways, if the quality of rail 
services is significantly improved, partly by increasing the frequency of services and the 
necessary infrastructure improvements, and partly by changing the operating and financing 
rules. 

The effort to meet the main managing principles on the network affected by BAVS and 
to bring potential passengers closer in time to their destination in space (by at least 4 trains 
per hour, reaching at least 3 metros using a common ticketing system) assumes a massively 
developed, higher-level service network. The study was based on the results of a demand 
analysis and the long-term supply required based on the expected service criteria, which 
provides 15-minute follow-up to the inner zone of the suburbs, while trains run every 30 
minutes in the outer zone (with a clear zoning system on each line). 

This number of trains cannot be handled by the current main railway stations and the 
current state of the Budapest railway infrastructure, today the Budapest railway 
network is a bottleneck. 

Accordingly, in the functional analysis, we developed options that can handle the 
number of trains that seem necessary in the future (typically 2 zoning and 4 passenger 
trains per hour in suburban traffic). This means that the amount of long-distance and 
suburban traffic crossing the border of Budapest is the same in all options. The difference 
between the options is mainly due to the organisation of traffic within the capital and 
the nature of the necessary developments. 
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Options covered by the analysis: 

Maintaining and expanding the existing main station system in two possible ways 

Future train traffic will enter to the main stations to be expanded 
according to future needs, keeping the current system. In this option, 
the Southern Connecting Railway Bridge has 3 tracks according to the 
needs that are already exist. 
 
We increase the traffic of the main stations up to the level their capacity 
can realistically be expanded, and for trains above this capacity we 
provide other alternative line routing solution touching the edge of the 
city centre on the railway ring sections, by implementing 4-track layout 
for the Southern Connecting railway Bridge. 

 
Tunnel connection crossing Danube 

 
For trains heading to Déli and Nyugati stations, main stations represent 
a capacity constraint. To solve this, main stations can be converted into 
through stations, for which a tunnel must be established between the 
two stations. 
In this option, too, the Southern Connecting Railway Bridge has 3 tracks. 

 

Railway line optimised for freight trains, bypassing Budapest (from the south) 

 
The aim of its development is to divert non-Budapest (transit) freight 
traffic outside Budapest, thus releasing capacity on the capital city 
network for passenger traffic. 
Due to the target freight traffic of Budapest and the internal passenger 
traffic needs, the 3-track expansion of the Southern Connecting Railway 
Bridge is necessary in this option, as well. 

In line with the target system and the presented set of conditions, the assessment criteria 
were investment and maintenance costs, improvement of service level, operational 
efficiency, urban development, as well as climate and environmental impacts. 

The study showed that the railway freight bypass (V0) alone cannot handle the 
potential increase in suburban passenger traffic, and in any case should be accompanied 
by additional measures, as freight trains currently use only spare capacities on suburban 
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sections that cannot be used meaningfully by passenger trains, and a significant bottleneck 
is formed by the entry sections of main stations where there is no freight traffic. 

There was no significant difference in investment costs between the options. The 
reasons for this can be briefly summarised as follows:  

 In the option based on the current main station structure, the main stations (Keleti, 
Nyugati, Déli) need to be developed on a larger scale than at present, and a very 
significant capacity expansion is also needed on their introductory line sections. 

 In the case of the solution of organising the extra trains into a diameter system via 
the Southern connecting railway bridge, the main railway stations (Keleti, Nyugati, 
Déli) need to be developed in their current size, but a larger expansion is needed on 
the Rákos-Ferencváros-Kelenföld axis. The extent of other necessary interventions is 
similar in magnitude across the options. 

 In addition to the construction of the Déli-Nyugati tunnel, the surface development 
of the Déli Railway Station is lagging behind, and the extent of the development of 
the Nyugati Railway Station is smaller. The required expansion is smaller on the 
Rákos-Ferencváros-Kelenföld axis however, the construction of the railway tunnel is 
at a significant cost. 

 In the option that includes the construction of V0, the main railway stations (Keleti, 
Nyugati, Déli) need to be developed in their current size, however, the required 
expansion on the Rákos-Ferencváros-Kelenföld axis is also smaller compared to the 
other options. However, the construction of the railway line bypassing Budapest 
from the south is very costly. 

 The differences in cost between options are also reduced by the fact that the 
development of many network elements is inherent in all options, so the relative 
weight of the differences causes a smaller difference. 

As the strategy progressed, measures were identified to further strengthen the end state. 
For this reason, the functional analysis was supplemented by a control analysis along the 
same valuation methodology, but already taking into account the specified investment costs 
in the order of magnitude. 

So, the first question is whether transport policy will create - mainly financing - 
conditions for increasing future passenger traffic and freight traffic generating actual 
revenues from the track access charges. The size of the development resources required 
for this during the entire period covered by BAVS - together with the necessary suburban 
developments - is approximately HUF 2,000 - 2,500 billion. This amount is in the same order 
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of magnitude as the amount spent in recent years from the European Union and the 
allocated budgetary resources on railway development.6. 

The second question is how to serve the identified potential passenger traffic. Overall, 
the difference between the costs of the options developed for service is not significant, as 
improvements are needed in all options that attract suburban passengers and freight traffic 
to the railway. Slightly more than half of the development need described above is necessary 
for the assumed developments in the area of Budapest, and it shows the same magnitude 
in all three option. It is proposed to provide a significant part of this development need in 
the short run 

It is important, however, that the decision is in the short term whether we are satisfied with 
maintaining the current deteriorating state, which is no longer up to the age, or with 
coordinated developments, which also reinforce each other also with the planned 
developments of the inclusive environment aim at the exploitation of the described 
future potential. 

Based on the multi-level examination phases of the Strategy, it can be stated that a 
significantly larger number of trains than at present cannot be handled by the current main 
railway stations and the current state of Budapest's railway infrastructure. The expansion 
of the areas of the main railway stations does not only face physical obstacles, but also a 
direction that should not be supported from the point of view of urban development. In 
addition to maintaining the main station system, diameter route organisation can be 
seen as a necessity solution, in which case many routes forcibly avoid the main destinations 
the attract passengers, do not provide adequate city centre connections, but according to 
demand studies, they are fundamentally preferred for passenger traffic. The main station 
target and the tunnel solution can provide the optimal answer to serve the overlapping 
demand associated with crossing the Danube, which is also characteristic of a significant 
traffic segment. There is a significant difference in the extent of surface area occupancy 
between the expected service quality of the two options. 

In addition to a number of other benefits, the decisive argument for the tunnel-based 
through route organisation solution is that the management of the quantity of trains desired 

                                                 

 

 

6https://www.kormany.hu/hu/innovacios-es-technologiai-miniszterium/hirek/az-elmult-10-evben-
mintegy-600-kilometer-vasuti-palyat-korszerusitettunk 
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for the targeted service level (reversing, and/or connections on transverse routes) cannot 
be realistically implemented in other system. This is illustrated in the following figure: 

 

Figure 12: Comparison of system performance of functional options 

The 42 peak-hour trains currently operated in Budapest represent the upper limit of 
performance in terms of current system conditions. Assuming optimal conditions, the main 
station system could be adapted to handle about 30 extra trains. Realistically, an additional 
8 trains can be run on various routes that do not affect main stations. Together with all this, 
the system would be able to handle 80 trains, but the targeted service level assumes peak 
hour traffic of 93 trains, for which the tunnel transit network is suitable. 

Extension of the Southern connecting railway bridge from the connecting line network 
may provide better service to some of the territorially affected traffic, it is a good solution 
as long as the freight traffic remains below a certain level. Based on the traffic forecast of 
the Strategy, no freight traffic demand exceeding this level is expected during the BAVS 
period. Expansion of the bridge will not have a perceivable effect on the increase of the 
service level of the traffic in the northern direction of Szob. 

  

42

30

8

13

0 10 20 30 40 50 60 70 80 90 100

Alagutas, átmenő rendszerrel leközlekedtethető
vonatok száma

Haránt irányban fejlesztett fejpályaudvari
rendszer

Fejpályaudvari rendszerrel ideális esetben
kezelhető vonatok száma

Jelenleg Budapestre belépő vonatok
csúcsórában

System performance (entering trains during peak period)

Number of trains ready to be managed in 
the through network with tunnel 

Network with terminals developed diagonally 

Number of trains ready to be managed in the 
network with terminals under ideal 

conditions 

Number of trains arriving at Budapest in 
peak hours 42 

72 

80 

93 



 

69 
 

The climate impact is proportional to the shift from private transport to rail, which is the 
largest in the case of tunnel construction. The amount of harmful air pollutants is similar to 
GHG (greenhouse gas) emissions. 

As a result of the implementation of each option, road and railway noise loads and conflicts 
will change or rearrange in space. 

 

Based on the results of the functional study, it could be stated that in the long run, in 
an optimal regulatory environment, passenger and freight traffic that can be 
increased as a result of adequate service is best served with the implementation of the 
railway tunnel connecting the area of Déli Railway Station with the Nyugati Railway 
Station (DNA).  The tunnel would bring a significant rearrangement in the city's track-
bound offering, and the possibility of diameter route organisation would also bring 
significant operational savings in the form of fewer terminal reversing needs created when 
connecting suburban routes. 

 

It should be emphasised that a future solution can only be achieved through strategic 
thinking and a package of measures applied jointly to the entire Budapest railway 
network. 
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The HÉV network can become a truly seamless and high-quality element of the public 
transport and railway network, if it forms a physically connected and interoperable unit with 
the urban and suburban railway systems, as well as in its services. The aim of the 
developments is to improve the passenger attracting capacity of HÉV lines, to provide 
an attractive alternative to private transport: which can only be imagined by completely 
rethinking the role of suburban lines, significantly improving the infrastructure background 
and the level of service provided:  

 Ensuring public transport links free of transfers or with less transfers, establishing 
favourable connections of the high-speed railway system with the city centre. 

 Establish a new high-speed backbone public transport network system covering all sub-
sectors, thereby strengthening network integration. 

 Opening new travel relations and rationalising the surface public transport network by 
opening a new urban high-speed railway axis in the city centre. 

 Strengthening high-speed area exploration of city centre areas.  
 Ensuring the accessibility of the city centre by public transport, opening new directions 

and relations. 
 Reduction of travel times both within the agglomeration and in the agglomeration - 

Budapest relation. 
 Repositioning the division of transport work, shifting the distribution of transport modes 

in favour of high-speed railway. 
 Reducing the territorial separation effect of HÉV. 
 Providing the infrastructure conditions necessary for the transport of new HÉV vehicles. 
 Review of infrastructure and sites necessary for vehicle operation. 
 Ensuring compliance with environmental requirements (noise and vibration protection). 
 Creating integrated public transport with a higher standard of service. 
 Possibility to increase the travel speed on HÉV lines. 
 Improving traffic safety conditions (e.g. interlocking and train control systems, reducing 

the number of level crossings). 

In its functional analysis, BAVS examined the integrated development system of the 
railway network; with regard to the host environment, it stated that, together with the joint 
developments with the railway network, it is necessary to reconstruct the existing HÉV lines 
providing metro-level services, to make them accessible, and to replace vehicles. 
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6  
THROUGH RAILWAY SYSTEM 
The chapter presents the possibilities of route organization inherent in the through railway 
system and goes on to identify a long-term indicative route network proposal. As one of 
the most important results of the underlying studies, the Strategy sets out a vision for the 
most important existing and planned network elements. 

The tunnel (DNA) connecting the area around the Southern Railway Station and the Western 
Railway Station under the Danube connects the sections of the Southern Railway ring and 
the Inner Railway ring into a network. 

The new structure of the capital's railway network, based on two 
Danube crossings at its core, gives much more flexibility in the 
organisation of routes and the operation of railway traffic.  

 

Long-distance train terminals today are typically at main stations. If long-distance, fast 
and international trains are led through the city (e.g. in the tunnel (DNA) or the Southern 
Connecting Railway Bridge), passengers can also reach the city centre directly or travel 
further to the country’s distant cities without transfer.  

Reversing suburban trains running more frequently than today 
at existing main stations could only be achieved by expanding 
them. If today’s routes are connected, diameter suburban 
connections can be developed that create direct connections 
and good accessibility between both the districts of the capital 
and the remote settlements of the agglomeration.  

Within the city, the routes can branch out, giving direct access from several points of the 
agglomeration to several areas of the city. In the inner part of the city, new urban axes can 
be created by interweaving suburban routes affecting the area on longer network sections, 
where trains run in a coordinated manner with a short tracking interval close to that of urban 
traffic. 

Freight traffic to and through the capital is concentrated on the Southern Connecting 
Railway Bridge and loads the network elements leading there. An important feature of the 
operations options is the capacity available for freight traffic on the affected network and 
the time required for fast transit through Budapest. 
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In the next phase of the analyses, an answer had to be found as to which route 
organisation is the most suitable for exploiting the possibilities of the future network 
topology supplemented with a new section between the Déli Railway Station area and the 
Nyugati Railway Station. It also determines the vision of today's main stations and junctions, 
the future role of the tunnel and the DÖVH, or the Inner railway ring.   

6.1 Analyses 

For the holistic approach, several operational options can be developed, which serve the 
different needs of the long-distance, suburban and urban segments along different 
relationship organisation principles, but at the same time fit well with the planned urban 
structure and future passenger and load concepts.  

In order to properly serve long-distance traffic, the number of passenger trains running on 
the network is the same in all options, but the different management of the routes results 
in different frequencies and different passenger service levels in certain sections of the 
network. The examined solutions differed accordingly in the necessary construction and 
capacity of the section and network connections. 

The model studies focused on how the variants affect the passenger traffic of the capital, 
the urban area and the national long-distance network, the transport system of Budapest 
and the choice of equipment, what operational performances are to be expected and what 
development measures and interventions are needed to implement the variant. 

Due to future uncertainties (progress of regional development, development of traffic, 
available resources), it is difficult to pre-select a single operating system that is “most 
appropriate” in the long run. The Strategy therefore proposes the necessary and sufficient 
measures and appropriate networking for each of the operational options considered best 
based on the results of the study. 

Analysis of the operating variants was done in two steps. First, we independently 
examined the traffic of the suburban and long-distance segments under the route 
network options designed according to the relations network options pursuant to the main 
guidelines. After evaluating and pre-filtering options, based on the best options of the two 
segments, by fitting and fine-tuning the suburban and long-distance segments, so-
called complex main options were produced, which already contained the necessary 
constraints and dependencies. 

Detailed analysis of the complex options provided answers to the most important questions 
of the general methodology. The freight segment was evaluated with a fit test at this point. 
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The evaluation of the complex studies led to the development of the proposed list of 
measures, resp. to the proposal for its scheduled implementation. 

In addition to the route organisation of passenger trains, an important feature of the 
operational options is the capacity and service level provided for the growing future freight 
traffic demand. The development of the load concept of the Budapest railway junction is 
greatly influenced by the network-level solution of the mix arrangement. The Strategy 
outlined the following possible freight scenarios for this: 

  
Preservation of current structures: concept of freight railway operation on the 
current network available today 

  
New marshalling yards on both sides of the country (location not defined) 

  
New marshalling yard in the country, outside Budapest (next to the Danube 
railway bridge or only in one part of the country)7 

 

The subject of the freight traffic studies was how each of the main options fits into the 
freight traffic scenarios, how the implementation of the passenger traffic functions 
influences the flow of freight traffic, and what synergies are created between freight traffic 
and passenger traffic developments.  

6.2 Findings 

The analyses performed led to a number of important findings: 

The main element of the capacity expansion and service development of the Budapest 
railway junction is the mixed passenger railway tunnel between area of the Déli 

                                                 

 

 

7It should be noted that the functional analysis does not see V0 as a solution from the point of view 
of Budapest, but its implementation should be examined in the event of a significant increase in 
freight traffic. 
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Railway Station - Nyugati Railway Station (DNA); with its construction, the Déli 
Railway Station on the surface will cease to exist. 

 

All run-in lines, with the exception of line 150, can be efficiently organised into the 
diameter tunnel system of the railway tunnel, but it is not a basic condition for the 
optimal operation of the tunnel that all suburban trains pass through it. Thus, an 
efficient route management solution is a system organised in the most cost-effective 2-
track tunnel, using different route types for each line, which also takes into account as 
consequence routes ending at main stations. 

 

Full-scale triple-tracking of the Southern Railway ring, including the Danube Bridge, 
is already necessary on short and medium term, similarly to interventions to increase the 
capacity of the connecting station. 

 

There are elements of railway development that have emerged in previous strategic 
plans and technical analyses, the necessity of which, taking into account the current 
circumstances and the foreseeable future, cannot be substantiated in the period of the 
Strategy based on the results of BAVS analyses. The construction of the planned 
Danube tunnel with 2 tracks is sufficient, and it does not seem necessary to complete the 
entire four-track layout of the Southern Railway ring, including the Danube Bridge, either. 
Construction of the Pongrácz breakthrough will not significantly improve the efficiency of 
the network, just as the establishment of the Kelenföld triangle (Y) track connection will not 
provide sufficient benefits to support the implementation. 

 

Maintaining the significant, mixed-passenger traffic railway role of the Keleti Railway 
Station is necessary also in the long run, but with the declining role of the railway station 
compared to today.  

 

Based on the results of the investigations, a technical consensus was formed that on the 
main elements of the network, in the tunnel and in the DÖVH section, mixed - long-
distance and suburban - traffic service organisation is the most favourable solution. 
Accordingly, Budapest, as a railway junction as a whole, must be able to transport both 
passenger segments. In line with this, the long-term function of the Keleti Railway 
Station also requires mixed operation. 
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The traffic capacity of the railway tunnel for scaling is 24 trains/hour/direction, in 
which the suburban trains are in the majority, the ratio of the train traffic of the long-
distance segment cannot exceed 1/3. 

 

Train reversing role of the Nyugati Railway Station can be reduced in connection 
with the tunnel crossing route arrangement system, but there will still be surface tracks and 
stationed relations in the railway station.  Management of transit passenger traffic must 
be ensured at the underground station, for which a good connection must be established 
with the high-capacity elements of urban transport. 

 

For crossing railway traffic in the area of Kelenföld station, the expansion of capacity 
and the establishment of train reversing capacity are necessary, along the technical 
and economic limitations. 

 

Future development of the railway axis already existing on the Outer Railway ring, but 
not served by passenger traffic, will contribute to the fulfilment of the objectives of the 
Strategy, the development of the region and the growth of rail passenger traffic.  Until the 
tunnel is completed, the Outer railway ring will allow additional trains to be dispatched on 
the entering line sections without increasing the load on the main stations at the same 
time. 

 

In order to properly serve the expected passenger traffic of Liszt Ferenc Airport, in addition 
to long-distance and zoning, through trains, also routes coming from the city and reversing 
locally are also necessary. 

 

The nearly 100 percent extension of the offer planned in the region of the Budapest 
agglomeration to increase the competitiveness of the railway, compared to the 
baseline option, and also as a result of the outstanding service level improvement, each of 
the analysed complex options showed significant, approximately 80 to 90 thousand 
additional vehicle km run per day, 60-70 thousand of which appear on the suburban 
lines. As a result of the increase in mileage - in addition to the increase in the number of 
suburban passengers - the role of rail in urban transport will also strengthen. 
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The characteristics of passenger traffic (travel time, distribution between modes, passenger 
performance of the sectors) were very similar in the case of different route options 
according to the examined complex options, the largest part of the effects of the 
developments examined by the Strategy comes from the planned service frequency 
increase ad faster access. 

 

There is no easy, self-evident, cost-effective solution in sight for the complete replacement 
of Ferencváros marshalling yard. The relocation of its functions is not currently urgent 
in order to increase the interoperability of the Budapest railway junction.  With regard to 
the location of marshalling yard functions, the aspects of rail freight traffic are decisive. To 
go further, more detailed studies are needed, for which purpose BAVS will formulate a 
measure to develop a targeted concept. 

 

In order to manage the medium-term increase in railway freight traffic assumed by BAVS, 
a full triple-tracking of the Southern Railway Ring, including the Danube Bridge, is 
necessary and sufficient for the Budapest railway junction, however the expansion 
will not be accompanied by an immediate and substantial increase in freight traffic. 
The need for a freight transport ring (V0) to bypass Budapest, either on a new route or 
by developing the existing lines, arises in the event of a long-term increase in freight 
traffic exceeding that assumed by BAVS, in order to partially relieve the freight traffic 
on the Southern Railway ring. 

 

With the development of the transverse railway lines bypassing the Budapest railway 
junction but not crossing the Danube (railway lines 5, 44-45, 77, 82), the 
corresponding sections of the Budapest railway ring elements can be relieved, but it has 
little impact on the traffic needs crossing the Danube. 
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Figure 13: Possibilities for the development of alternative but existing routes bypassing Budapest 

6.3 Future railway system 

The future network of relationships that emerges from the results of the studies consists of 
flexible, partially interweaved routes.  

Some of the radial connections entering from the suburb end at the remaining (Nyugati and 
Keleti Railway Stations.), main stations upon reaching the city centre, others become 
interconnected and continue on diameter or transverse network sections to the other 
external terminal station. These S-Bahn-type connections, interweaved, form three 
capacitive urban railway axes using elements of the Southern Railway ring, the Inner 
Railway ring and the tunnel between the Déli Railway Station area and the Nyugati Railway 
Station (DNA).  

Some of the long-distance trains become of through system and cross the capital through 
the DNA or the Southern Railway ring. The terminal station of additional long-distance trains 
will remain at the Keleti and Nyugati stations. 

Part of the freight traffic, the starting point and destination of which are on the same side 
of the Danube, can travel without touching the capital after minor network developments. 
The traffic crossing the Danube passes through the capital on the line of the Southern 
Railway ring. 
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The significant infrastructure development of the emerging system can be well scheduled, 
and the individual development stages build well on each other, and at the same time result 
in a perceptible improvement in the quality of service, which will be sustained during the 
next development phase. 

As a result, BAVS will increase the interoperability of Budapest by making possible 
suburban and long-distance passenger traffic service improvement in the agglomeration of 
Budapest, parallel to eliminating the existing capacity problems, parallel to the improvement 
of railway freight traffic competitiveness, together with the reduction of travel time of freight 
trains crossing Budapest, maximising the efficiency of the Hungarian railway infrastructure 
developments. 

Through the development of rail services on the east-west axis, connecting the M2 metro 
line to the existing H8 and H9 HÉV networks and integrating with suburban rail links through 
connecting links, residents of the eastern districts and surrounding settlements will also 
have access to higher quality rail services. In the future, the connection of the H5 and 
southern HÉVs below the city centre may create Budapest's new, north-south high-speed 
railway axis (metro M5), part of which is located on the 2nd side in the north and on the 
150th section in the south. direct access to the railway line, with special multi-current HÉV 
trains enhancing interoperability. 
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v  

INDICATIVE SUBURBAN ROUTE NETWORK 
(Long term) 
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INDICATIVE LONG-DISTANCE ROUTE NETWORK 
(Long term) 
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7  
MEASURES 

Measures are the tasks and activities leading to the achievement of the objectives of the 
Railway Strategy, which cover the social, environmental, economic, technical and legal areas 
of the Strategy. In the meantime, the measures prepare for “project planning” and at the 
same time allow the timing of the measures. 

7.1 Measure categories 

The measures cover a number of topics (legal, regulatory issues, railway infrastructure, 
rolling stock, urban and natural environment, operational issues, etc.), which are closely 
linked and sometimes overlap in terms of individual measures. Each group of measures 
typically affects several general objectives. In order to group the different measures around 
a related theme, the measures of the Strategy are presented in four different categories, 
which are concise, generally formulated and can be well expressed in a short title: 

Infrastructure development - Improve the capacity and efficiency of the railway. 
 

In a well-performing transport network, passenger and freight traffic can be served side by 
side and not by restricting each other by providing the necessary railway connections, ensuring 
the capacity of network elements, coordinating public transport modes and developing 
transfer options and urban connections. 
 

 
I. Urban development – Strengthen the functional link between the railway and the 

inclusive environment. 
 

The planned renovation programs of the passenger traffic facilities, which also take into 
account the service function and urban development aspects, represent the review and 
integrated development of the passenger traffic and settlement functions of the railway 
stations and their area. Measures related to efficient and sustainable property management 
can also be included here. This category includes the mitigation of adverse environmental 
impacts, as well as measures urging the development of the Budapest city logistics concept, 
together with the mapping of freight transport needs within Budapest. The proposal for 
measures to reduce the railway cut-off effect was also included in the urban development 
category.  
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II. Service improvement 
Within service improvement, a distinction can be made between passenger and freight 
transport measures. They include, but are not limited to the following items: 

Passenger transport: 

 Coordinating railway services with local and other intercity public transport. 
 Uniform tariff and passenger information system. 
 Mapping travel habits, tracking changes, development of a passenger counting 

system. 
 Preparation of Uniform Service Corporate Identity Manual and Design Manuals. 

Freight transport: 

 Development of National Freight Traffic Concept. 
 Development of an incentive scheme to improve the accessibility and thus the 

competitiveness of railway freight transport and logistics centres. 
 Uninterrupted operation of passenger and freight traffic side by side. 

 

 
III. Operation development - Improving the quantitative and qualitative parameters of 

operation 
The primary goal of operational development is to improve the quality characteristics of the 
service, such as increasing reliability, improving rolling stock, ensuring proper technical, 
aesthetic and hygienic condition of vehicles, locating vehicle preparation, maintenance and 
storage functions, building central traffic management and passenger information, power 
supply system expansion, renewal of obsolete traffic regulations and efficient traffic 
management. 
 

The connecting HÉV measures are listed separately by time periods, and the connection 
points are shown for the railway measures. 

7.2 Schedule 

Infrastructure measures can be divided into three logically distinct time periods in terms 
of their implementation over time. Timing of the measures should be examined in detail 
during the preparation of the projects, taking into account the interrelationships between 
the projects, in particular to ensure that the Budapest railway system remains operational at 
least at the current level until the new phases are reached. 
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Timing of the measures is mostly determined by their building on each other, where the 
establishment of a continuous system of relations, which results in the most significant jump 
in service levels, is a key milestone. The most striking element of this is the tunnel (DNA), 
which has a total lead time of ideally 10 years (from the start of preparation to 
commissioning). Preparation alone takes several years; but in the process of preparation, 
certain findings can be made gradually, which can serve as input data during the design of 
other infrastructure elements. 

Management elements of the list of measures (mostly for measures concerning legal, 
regulatory and operational issues) are not scheduled, as their interdependencies are difficult 
or impossible to verify, and their implementation is almost immediately due. 

Immediate measures 

 vital for retaining the existing service level; or 
 due to the scale of the measure and/or its level of 

preparation, they can be implemented with a 
very short lead time and can mean a significant 
increase in the level of service 

Short term (2021-2030) 

 Railway tunnel (DNA) connecting the area of 
Déli Railway Station and Nyugati Railway 
Station; 

 elements necessary for the operation of the 
transport system organised for the tunnel; 

 measures that can be used in part or in full until 
the tunnel (DNA) is built as the largest capacity building measure, or 

 are necessary to increase traffic management capacity during other, larger-scale 
measures so that the level of service does not have to be reduced, even temporarily; 

Long term (2031-2040) 

 measures not absolutely necessary for the operation of the tunnel (DNA), but 
represent only additional increase in service levels above it;  

 elements required also on short term, in case of individual line groups are developed, 
but cannot be implemented independently, without the capacity upgrade offered by 
the tunnel (DNA),  

 measures that also depend on other factors that are expected to be implemented 
only in the long term; or 

Immediate 
measures

Short term

(2021-2030)

Long term 
(2031-2040)

Figure 14: Periods of measures 
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 due to their logical or other dependencies, become feasible only after the 
construction of the tunnel (DNA); or 

 measures desirable even on short term, but useful only together with the tunnel 
y(DNA), the preparation and implementation of which would take considerably 
longer, than other similar projects due to technical or environmental risks 

7.3 Management-type measures 

Management measures define the legal, regulatory and operational framework for the 
implementation of the Strategy. Management measures can be organized around the 
following ten topics: 

 Travel habits (U): Mapping travel habits, tracking changes  
 Definition of service provider tasks, harmonisation (H): Harmonisation of 

railway services with other public transport services 
 Railway services (V): Measures concerning interoperability and service frequency 
 System (R): Revision of outdated legislation and traffic regulations 
 Traffic, information technology (F): increasing the efficiency of traffic 

management, information technology developments 
 Rolling stock (G): Ensuring operating condition of quality vehicles meeting railway 

services and passenger needs 
 Freight transport (T): Improving the competitiveness of railway freight transport, 

creating harmony between railway passenger transport and freight traffic 
 Green measures (Z): Mitigation of adverse environmental effects, prevention or 

mitigation of future adverse effects 
 Real estate management (I): Creating the conditions for efficient and sustainable 

real estate management 
 Stations (Á): Review and integrated development of railway stations, railway 

facilities and surrounding areas, passenger traffic and urban functions, (taking into 
account urban development aspects) 

Due to their nature, management measures are difficult to schedule, based on the findings 
of the situation analysis, assuming minimal overlap, they must be implemented in parallel 
in the short term. 
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Travel habits (U) 

In order for railway services to be able to continuously adapt to the current passenger needs, 
a legal framework for matching supply and demand needs to be established: national level 
legal provisions must stipulate full-scale and advances data provisioning obligations of 
public transport operators (U01), the set of conditions for data provisioning (passenger 
counting) (U02) and preferential survey (survey by questionnaire) (U03), opportunities to 
formulate opinions must be improved (U04), regular review of passenger traffic data 
(U05) and regular adjustment of timetables (U06) must be ensured, and it is also 
recommended to arrange awareness campaigns (U07). 

Definition of service provider tasks, harmonisation (H) 

By clearly defining and coordinating the tasks of the railway and other public transport 
service providers, their efficient operation can be facilitated. In order to make it clear, what 
the tasks of pubic railway transport are in Budapest, first the role of public railway service 
in the public transport of Budapest must be clarified. Coordinated regional cooperation 
of public transport systems can be facilitated by a regional transport management 
institution (H01) established with the relevant municipalities and competent 
ministries by integrating all stakeholders and public transport providers into a single central 
organisation that will jointly order different public transport services. Implementation of 
integrated central management and the coordination of the timetable, passenger 
information systems and ticketing systems of the various transport systems can be 
facilitated by the establishment of a unified transport IT system, at least at the level of 
the Budapest agglomerations (H02). In Budapest, a convenient transfer between different 
means of transport can be achieved in the most important transport hubs of the capital by 
designing public transport points that allow fast, modern, safe mode change (enabling 
a choice between different means of transport) cooperating with the railway. (H03) 

Preparation of Uniform Railway Service Corporate Identity Manual and Design Manuals 
may improve the opinion formed about railway, and positive judgement of railway services 
(H04). In order to ensure that passengers are always provided with technical and integrated 
information on the transfer options between the different modes of transport, it is advisable 
to set up customer contact points at the priority transport hubs (H05). 
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Railway services (V) 

Measures included in the group of railway services include tasks that affect the entire railway 
service in Budapest and define general service criteria. The railway interoperability of the 
city can be improved by transferring as many urban destinations as possible without transfer 
by rail with diameter or overlapping routes (V01). Timely availability of the service on the 
suburban lines is improved by the provision of 15-minute service frequency on suburban 
lines (higher frequency on common sections with interweaved services) in the inner zone, 
and 30-minute service frequency on the suburban lines in the outer zone, uniform clock-
face schedule system, stopping and express trains schedule for each suburban railway 
line(V02). 

System (R) 

The railway system as a whole, infrastructure development, service development and rail 
operation are all affected by efforts to modernise outdated legislation and traffic 
regulations. These include the renewal of the National Railway Code (R01), revision of the 
railway undertaking instructions (R02), revision of the Implementing Instructions (R03) 
and the revision of the train storage and stationing rules system. The reform of the 
regulations and instructions will make it possible to set up a railway system that will deal 
with disruptions and problems more quickly and more smoothly and operate the available 
infrastructure with efficient instructions. 

Traffic, information technology (F) 

Measures to facilitate traffic management help to improve the operational efficiency of 
railway operations. Creation of operating rules for electronic transmission of 
instructions (F01) helps to speed up and document the transmission of instructions. As the 
Single Traffic Model (STM) operated by BKK is currently not prepared to effectively handle 
the traffic growth projected by BAVS, it is necessary to develop the model with railway 
input data and more accurately model the behaviour of passengers using the railway 
mode. (F02) The coordinated operation of the railway traffic management of the capital 
city is facilitated by the inclusion of all Budapest railway stations in the central traffic 
management (F03). In order to continuously improve the railway IT system, it is necessary 
to ensure the rules of IT developments and the creation of development plans (F04). 
The problem most often encountered with railway traffic, punctuality and the reduction of 
delays and incidents can best be addressed through an appropriate control and incentive 
system (F05). Results of railway developments can be ensured by developing incentive 
tools to maintain the standard of service. (F06) The capacity of freight traffic in Budapest 
is increased by mapping and, if possible, reducing the administrative burden of freight 
companies. (F07) Line maintenance and upgrades are facilitated and accelerated by the 
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introduction and maintenance of a uniform railway GIS registration system (BIM) (including 
utilities) (F08). Occasional traffic disruptions as well as various passenger needs can be 
handled more professionally and quickly by dedicated, creative and knowledgeable staff 
(F09). 

Rolling stock (G) 

An important condition for the implementation of railway operation that is continuously 
adapted to the needs of passengers and clients is that vehicles running on the new 
infrastructure should be able to run on the infrastructure efficiently and provide railway 
services as expected. To this end, vehicles must be able to adapt to the rail network, services 
and the needs of passengers, while ensuring that the technical condition of the vehicles is 
of the highest standard and quality. It is therefore necessary to provide vehicles that meet 
the specified service criteria, to compile suburban rolling stock development plans with 
advanced technical content (G01) and to create rolling stock development plans for long-
distance and international traffic, and to introduce multiple unit train operation in long-
distance transport (G02). Compared to the current level of service, measures to encourage 
the continuous maintenance of quality, strict regulation and regular inspection of the proper 
technical, aesthetic and hygienic condition of vehicles (G03), improvement of life and 
property protection characteristics of vehicles and conditions (G04) can be considered 
significant progress. It mainly promotes vehicle operation and the maintenance of the 
technical condition of vehicles, but infrastructure development is also significantly affected 
by the measure aimed at establishing a rolling stock maintenance system and 
arrangements for the establishment of a maintenance centre (G05). 

Freight transport (T) 

Different expectations of railway services and conflicts between passenger and freight traffic 
can be resolved by coordinated operation of railway services. In order to develop a national 
freight traffic concept (T02), first accurate information must be obtained on the national 
freight transport demand (market research) (T01), furthermore the freight train 
regulatory system (T03) and the Budapest marshalling yard system (T04) must be 
reviewed based on the results of long-term marshalling operation analysis of 
Ferencváros (T05). It is generally true that additional benefits can be achieved through 
minor but complex interventions to speed up freight traffic. One such measure is that the 
development and launch of an action program (T06) in line with the complex objectives 
of the BAVS is needed to solve the problems of slowing down rail traffic, which can be 
managed with minor sectoral intervention. The most common criticism of the concept of 
freight on the part of the population is the excessive railway noise load of the city, which 
can be reduced and managed by diverting freight traffic crossing Budapest with 
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incentives (T07); the implementation of this task also assumes mapping of potential 
bypass freight traffic routes around Budapest (T08). 

In order to promote railway freight transport both to increase railway revenues and to create 
a liveable, clean-air city, it is necessary to develop regulatory tools to encourage railway 
access to logistics centres (T09). Combined transport can also be given priority through 
the use of regulatory instruments, for which a support system for semi-trailer railway 
transport should be developed (T10).   
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Currently, similar operating rules apply to sidings as to open railways, which makes it 
unnecessarily difficult to use sidings. Therefore, it is time to develop a system of conditions 
for the construction and operation of industrial tracks that differs from the regulation 
of large railway (T11). The lack of freight train maintenance bases also contributed to the 
development of the dominant role of Ferencváros marshalling yard, as well as to the difficult 
and sometimes conflicting handling of maintenance problems of freight vehicles due to the 
preference for passenger vehicles. Establishment of maintenance bases satisfying the freight 
transport needs and designation of operation and maintenance areas contribute to 
overcoming maintenance problems of freight transport vehicles for private railway 
companies (T12). The coordination of freight transport and urban development goals is 
supported by the development of a city-level freight transport concept and the preparation 
of a Budapest city logistics concept, which can only be accomplished after mapping 
freight transport needs within Budapest (T13). 

Green measures (Z) 

The quality of the railway environment is of paramount importance for the city. Remediation 
of environmentally damaged areas along the railway and the elimination of the damage 
caused by the railway, as well as the prevention and mitigation of future harmful effects, 
contribute to the implementation of the settlement development aspects of Budapest and 
the creation of a liveable city for the population of Budapest. Therefore, the unused 
brownfield railway areas must be identified, where the degree of pollution should be 
assessed, and then the areas in need of remediation can be precisely determined on this 
basis (Z01). As the tunnel (DNA) can also affect environmentally sensitive areas, it is 
necessary to map the environmental load caused in environmentally sensitive (karst area, 
water bases, resources, protected natura area) railway areas and to implement measures 
to reduce the environmental load (Z02). It is of vital importance for the preservation of 
valuable natural habitats to map ecologically valuable areas and ensure a link between 
these areas. (Z03) As the traffic on the Budapest railway lines will change significantly with 
the implementation of the BAVS, a special measure should be formulated to review noise 
protection and implement noise protection measures (Z04). In the areas affected by the 
railway, not only the protection of natural values but also the preservation of man-made 
architectural values is a concern. As several significant railway stations in Budapest are 
considered architectural heritage, and the preservation of architectural values - due to their 
special nature - dramatically increases the costs of building and station renovation, the task 
of identifying and organizing the reconstruction of railway industry and architecture 
monuments has been included (Z05) among the measures. Easier utilisation of railway sites 
is served by elimination of illegal dumping sites aimed at the elimination of illegal activities 
causing considerable pollution of the environment during the past decades, and to prevent 
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future illegal dumping (Z06). As there are also significant green areas along the railway, 
the development of green area management plans (also taking into account cityscape 
aspects) in the areas along the railway will improve the cityscape of Budapest (Z07). 

Real estate management (I) 

As railway in Budapest and in the agglomeration settlements (e.g. Székesfehérvár, Hatvan, 
Szob, Dunai Refinery) handles significant amount of state-owned real estate, when 
determining the future of real estates becoming unnecessary for railway operation, efforts 
must be made for public utilisation of the area vacated from railway operation to the 
broadest extent possible.  An Agreement is required between the Government, the 
concerned local governments, and MÁV on the utilisation in the public interest of 
areas not necessary for railway operations, including the public ownership of strategic 
sites until properly agreed decision is made on their use for urban development purposes 
(I01). Based on the railway development ideas, first the scope of necessary and redundant 
areas for railway operations should be determined (I02), then the rational use of railway 
developments should be encouraged based on urban development aspects (I03), and the 
plans for changing the function of underutilized railway areas must be developed on 
the basis of railway and urban development aspects (I04). A precondition for the 
implementation of the change of function is the valuation of properties that can no 
longer be utilised for railway purposes and, in connection with this, the examination of the 
possibilities of creating resources for railway development (I05) and the development of a 
real estate management concept (I06). The latter two tasks can be completed on the basis 
of a thorough and detailed condition survey and real estate valuation. 

Stations (Á) 

The railway and urban development goals are supported by the integrated renewal of the 
urban environment of railway stations and stops according to a complex system of criteria 
(Á01). The integrated approach is also reflected in reducing the cut-off effect of railways, 
analysing and replacing with legal solutions irregular pedestrian crossings and establishing 
new connections (Á02), as well as requiring adequate lighting of passenger areas and 
routes leading to them and providing surveillance monitors to protect life and property 
(Á03). With these complex station developments, the area of railway stations can perform 
not only transport functions, but numerous urban functions. With the development of new 
city centres grouped around smaller railway stations, the railway can act not only as an urban 
means of transport but may also become an integral part of the city's public and natural 
spaces, the economy and society, both in Budapest and in the agglomeration settlements. 
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7.4 Infrastructure measures 

Immediate measures 

Immediate measures include the first stage of developing the three main stations (and 
their entry line sections), as these are also absolutely necessary to maintain the current 
service levels, and/or they also represent significant benefits in improving passenger 
comfort. 

In the case of Nyugati railway station (B01), this includes the on-site renovation of the 
railway station and the access line tracks, the establishment of some additional connections, 
the replacement of the overhead line safety device in daily operation, and the renovation of 
the building that cannot be delayed due to its condition. 

In the case of the Keleti Railway Station (B02), the most important tasks are the 
modernisation of the building and its passenger areas, the accessibility of the platforms and 
the provision of transverse interoperability at the railway station, as well as minor 
interventions on this surface without modifying the track geometry. This package can 
include the relocation of the car repair shop in the area of the railway station, as well as the 
establishment of the Hungária krt. stop. In the case of Déli Railway Station (B03) – due to 
its future retirement - the measures only include the absolutely necessary local repairs. As a 
separate measure, the modernization of the line section to Kelenföld (B04) should be 
implemented in this period, the most important element being the provision of gauge for 
double-decker multiple unit trains in the Southern Railway Tunnel, as it is a short-term 
constraint for suburban and summer developments. 

Elimination of the Ferencváros–Kelenföld bottleneck (B05), and capacity upgrade of the 
line section were also included among the measures to be implemented immediately. This 
is justified not only by the preparations already under way, but also by the fact that this 
development is necessary in order to be able to fully manage the additional traffic resulting 
from the line developments in the south-west agglomeration. During the same period, it is 
proposed to develop the line section from Nyugati railway station to Kőbánya-Kispest 
(B06), to restore the original track condition and to improve interlocking equipment 
(capacity expansion), as the technical condition of this section makes it less suitable to 
manage even the current traffic and is not at all suitable for additional traffic expansion. 

The immediate period also includes two developments affecting freight traffic, the 
renovation of the Gubacsi Bridge and the railway line serving the logistics centres in 
Csepel through it (B07), and the improvement of track condition on the freight tracks 
of Ferencváros (B08). Both measures are necessary mainly due to poor track conditions, 
which endanger traffic safety in some places, without intervention further sustainability of 
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traffic may soon become impossible in the case of Csepel Island, and in Ferencváros 
restrictions due to poor track conditions through very low exit and entry speeds of freight 
trains they also represent a capacity constraint in the traffic of the connecting lines. 

Immediate measures also include the establishment of central traffic management 
(KÖFI) and passenger information (E1), as part of which it is necessary to improve the 
services provided by the operator, as well as to organise traffic as efficiently as possible in 
emergency situations and to provide passengers with appropriate quality and data content; 
these measures can significantly improve the quality of the service provided by the railways. 

Finally, it is an ongoing task to implement smaller developments locally (E2) along the 
suburban lines, starting from the immediate period, in all periods of the Strategy, which 
can be implemented on a point-by-point basis, regardless of major projects, but can bring 
significant benefits locally. This means that local developments along suburban lines should 
be continuously explored to improve the passenger experience, including strengthening 
urban transport links, improving platform access, developing parking lots, developing bus 
feeding, expanding services available at a given station or stop, or other, minor measures, 
as well as the accessibility of stations and stops of line sections left out of previous 
developments, not yet accessible and not included in other projects, especially Törökbálint-
Tatabánya on line 1, Alsógöd - Sződ-Sződliget, Verőce - Szob on line 70, and Line 120a 
between Mende - Szolnok and the transformation of level crossings into separate levels. 
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Figure 15: Immediate measures 
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Code Short description Recommended infrastructure development (measures) 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

B01 
Short-term development of 
Nyugati Railway Station 

- Simplified development (maintaining operation)  
- Renewal of buildings and passenger spaces in accordance with the long-term function  
- Interlocking equipment developments  
- Reconstruction of tracks on site 

20-40 
 

B02 
Short-term development of Keleti 
Railway Station 

- Simplified development (maintaining operation until major intervention)  
- Renewal of a building, passenger spaces in accordance with the long-term function, ensuring 
accessibility  
- Transverse interoperability improvements, interventions without modification of track 
geometry  
- Moving the remote maintenance function to the right place  
- Establishment of the Hungária körút stop 

20-50 
 

B03 
Short-term development of Déli 
Railway Station 

- Economical provision of the functions to be maintained at the Déli Railway Station until the 
completion of the tunnel  

5 
 

B04 
Modernisation of the Déli Railway 
Station – Kelenföld section  

- Déli Railway Station (excl.) - Kelenföld (excl.) section modernisation according to the future 
size of the traffic, and as part of it  
- Déli Railway Station tunnel capacity- (track clearance) upgrade 

10-20 
 

B05 
Ferencváros – Kelenföld capacity 
upgrade 

- Establishment of Közvágóhíd and Nádorkert stops  
- Additional capacity expansion at connecting stations 

90-120  

 

B06 
Short-term development of the 
inner ring railway 

- Városliget branch - Kőbánya-Kispest line section modernisation  
- development of interlocking equipment  
track restoration 

10-30 
 

B07 
Reconstruction for the Gubacsi 
bridge 

- Necessary development of the service of Csepel Freeport  
- Reconstruction of Gubacsi bridge 

10-20 
 

B08 
Short-term development of 
Ferencváros station 

- Track condition improvement at the freight facilities of Ferencváros station 5-10 
 

E1 
Implementation of central traffic 
control, central passenger 
information system 

- Central traffic management, establishment of central passenger information;  
- preparation for tunnel operation (disturbance management, improvement of operational 
decisions, etc.)  

20-40  
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Table 2: Immediate measures 

E2 
Local developments (differentiated 
for each line) along suburban lines 

- Pedestrian connections, bus feeding, P+R, K+R, B+R developments 
 
- Increase insert service reversing capacity, where necessary 

- Implementing accessibility for stations and stops on line sections not 
accessible and not included in other projects (e.g. lines no. 1, 70, 120a) 

10-50  
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Short term (2021-2030) 

Second, probably most important element of the Strategy is the implementation of 
railway tunnel (DNA) connecting the region of Déli Railway Station and Nyugati 
Railway Station (B09). This, of course, includes not only the construction of the tunnel and 
its station(s) with the appropriate technical parameters, interlocking equipment, power 
supply and other railway functions, but also, as a very important element, the appropriate 
urban and public transport links of the station(s). In order for the tunnel to be able to handle 
the planned traffic, some further developments are needed, so in the Kelenföld area it is 
necessary to provide the possibility of insert service reversing capacity (B18) in the daily 
operation towards the tunnel, as well as in case of disturbances towards suburban lines. At 
the Pest end of the tunnel, it is necessary to ensure a connection with adequate capacity 
(one or more concealment/lifting) from and to the affected line groups (B10), and at the 
same time to provide adequate capacity for different traffic directions at Kőbánya-Kispest 
station (B19). As during this time period train traffic in and around Budapest increases 
significantly, it is necessary to review the traction power supply system, its upgrade as 
needed (E5), as well as the implementation of suburban vehicle preparation, maintenance 
and storage functions (E4) necessary to service the increased train quantity and basically 
adapting to the changing system of operation. The function upgrade can basically take place 
at the suburban reversing stations, i.e. at suitable rural locations instead of the more valuable 
inner areas of Budapest. 

In the period of 2021-2030, the task to be performed in connection with tunnel development 
is the modernisation of the line groups running to the Nyugati Railway Station. At 
Nyugati Railway Station (B11), the final track image can be created even before the tunnel 
is built, space can be provided for the tunnel ramps, but the final track connections can also 
be established, and the preparatory-storage function can also be placed in its final location. 
In connection with this, the sections leading to Kőbánya-Kispest (B13) and Rákospalota-
Újpest (B12) can be built to their final condition, they can also provide some additional 
capacity, and the complex development of the railway line 71 can be implemented on top 
of this (K71). Construction of the airport railway (K100) representing a considerable 
additional capacity on the busies suburban section of line 100a can be connected to the 
previous axis, which would also be necessary as soon as possible due to the increasing 
passenger traffic of the airport. While its level of preparation is advanced it is expected to 
be implemented only with several years of lead time. The same development may be related 
to the development of railway line 142 (K142), which is mainly justified by its low 
technical and service level. After its reconstruction, it can bring significant benefits, but until 
the tunnel is put into operation, the planned schedule development can only be partially 
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realised. Short-term measures include the establishment of the link between railway line 150 
and HÉV in Pesterzsébet (building connecting rails and modal shift sections on them), as 
well modernisation of railway line 150 (B20 and K150), in line with the development of 
the Budapest – Belgrade railway line. By simple renewal of the section of railway line 40 
between Százhalombatta – Ercsi branching not affected by the development (K40) it can be 
brought to the same level with the development elements to ensure a single service level. 

In this time period, additional developments may take place on the Rákos-Déli railway ring-
Kelenföld axis, as a result of various measures.  Development of the Kőbánya felső – 
Rákos section (B16) helps to ensure that the existing line capacities are not limited by 
station conflicts, thus the usefulness of the separate level structure existing on the section 
also continues to increase. With the establishment of the Népliget stop (B15), not only 
the southern railway ring trains arriving from the eastern agglomeration will be granted 
metro link, but capacity will also be increased at the Ferencváros starting point, thus 
increasing the number of city transport connection points. Capacity expansion measures 
carried out in the Kelenföld area (B17, liftover established in one or more suitable 
locations) will solve the existing bottlenecks in the station and thus ensure the station 
capacity corresponding to the capacity of the lines in the southern direction and in the next 
period towards the tunnel. With this, some capacity expansion becomes possible also on 
line 1 up to the area of Törökbálint (K1), which may also mean service development on this 
line, including the renewal of passenger areas and also prepares the entry section of the 
future high-speed line. This development includes the construction of a new stop on line 
40a in the Albertfalva stop area.  

Also in this period, it will be possible to use the two hidden reserves of the Budapest railway 
network. With the development of the outer railway ring (B14), the line currently existing, 
but handling almost negligible traffic compared to other parts of the Budapest network can 
be connected to the Budapest network. The planned service can provide a city centre link 
from the peripheral districts in the vicinity, on the one hand, and favourable access to North 
Pest from the connected railway lines can be established. As another hidden reserve, by 
developing a city logistics concept, railways can play a more significant role in Budapest's 
freight traffic than at present, provided that the interventions that help this are implemented 
(city logistics, E3). 
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Measures planned for HÉV are as follows: 

On the Szentendre (H5) line, a completely renovated railway track with modern, accessible 
stops will be developed from Békásmegyer to Szentendre, and it will be possible to eliminate 
speed restrictions and even increase the speed of trains. HÉV lines in Ráckeve (H6) and 
Csepel (H7) are also expected to be completely renewed, stops will be made accessible, 
passenger information will be renewed, the station environment will be settled, and speed 
limits will be lifted. A joint deep-section section of the Ráckeve and Csepel HÉVs will be built 
on which passengers of the agglomeration and the outer parts of the city can travel to 
Kálvin tér without transfer. As a result of the developments, inter-municipal transport, 
access to the inner districts of the capital will be significantly improved for people living in 
agglomerations, and public transport will offer a competitive alternative to private transport. 
In both cases, the possibility of regular interoperability between HÉV lines and suburban 
trains is created. Section limit and technical content of the implemented developments fit 
into the development of diameter, direct city centre links (railway and HÉV tunnels) to be 
planned and built later within the time horizon of BAVS. 

As part of railway line developments, new interlocking equipment will be installed on the 
renewed lines and ETCS L1 or L2 train control equipment will be installed. All these 
contribute to the digital development objectives, given that with the above investments 
railway lines and HÉV lines can be digitally controlled and monitored from a traffic 
control centre, including the railway traffic itself, as well as the services provided to the 
passenger traffic in stations and stops (ticketing, real-time audio-visual passenger 
information, passenger safety and fire protection system). 

As part of the attractive vehicles measure, the obsolete HÉV vehicle pool will be renewed. 
Dual-current trains entering from the Esztergom railway to the tracks of H5 and - after the 
completion of the later developments - to H6 HÉV line from railway line 150 - and then 
ensuring transfer-free link between the two railway lines through the city centre tunnel - 
also form part of the procurement. 
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Figure 16: Short-term measures (2021-2030) 
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Code Short description Recommended infrastructure development (measures) 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

B09 
Déli – Nyugati railway 
tunnel (DNA) 

- construction of a tunnel suitable for mixed passenger traffic (with doubleline tracks) 
between the area of the Déli Railway Station and the Nyugati Railway Station, with a 
design that allows 2.5 minutes of scheduled traffic in a stable manner  
- Transformation of the Nyugati Railway Station into a suitable surface and underground 
station  
- The route management and the necessity and location of the intermediate station (s) / 
stops to be established will be determined by a subsequent detailed examination, 
including the construction of the Törökőr and Rákosfalva stations providing HÉV 
connections. 

400-800  

B10 

Capacity developments 
at the Városliget 
junction in connection 
with the railway tunnel 
linking the area of Déli 
Railway Station– 
Nyugati Railway Station 
(DNA) 

- Establishing capacitive connections between railway tunnel (DNA) - Nyugati Railway 
Station and lines 2/70/71/100/80/120 in the area of the Városliget branching 

10-25  

B11 
Long-term development 
of Nyugati Railway 
Station 

 
- Design and construction of a final station suitable for main station and mixed through 
passenger traffic function  
- Economic provision of additional capacity required until the construction of the tunnel 
(DNA)  
- Ensuring connection to the tunnel, appropriate modernisation of the entering line section 
(taking into account the tunnel)  
- Modernisation of entry sections, preparation for the development of the tunnel  
- Location of necessary preparatory and storage functions (based on inspection, on a 
suitable site)  
- Recultivation of disused and vacated railway areas 

20-40  
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Code Short description Recommended infrastructure development (measures) 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

B12 

Development of the 
Nyugati Railway 
Station– Rákospalota-
Újpest section 

- Examination of stops, stopping order, establishment/development of stops; increasing 
line track number, if necessary  
- Provision of capacity for future traffic on junctions ([2], external railway ring, [71])  
- Appropriate development of the future function of Rákosrendező  
- Modernisation of Rákospalota-Újpest station, construction of future track connections, 
integration into the urban transport system (tram/metro/intercity and long-distance bus)  
- Modernisation of line and station interlocking equipment, signal transmission  
- Function testing of the Istvántelki main workshop  
- Recultivation of disused and vacated areas 

70-100  

 

B13 
Long-term development 
of the inner ring railway 

- Városliget branch - Modernisation of the Kőbánya-Kispest line section  
- Preparation of tracks 3 and 4 between Városliget-Királyvágány), interlocking equipment 
development  
- modernisation of stops (Zugló, Kőbánya alsó), accessibility  
- Construction according to the freight function of Kőbánya (area reduction)  
- Examination of freight traffic (provision of only the necessary capacity, designation, 
development, support of alternative routes based on examination) - with special regard to 
the Rákosrendező-Városliget branch area  
- Investigation of future line capacity (track number) expansion  
- Establishment of a Törökőr stop, provision of a metro (or HÉV connection in the case of 
the Gödöllő connection) 

40-80 
 

B14 
Development of the 
outer ring railway 

- Development of stops  
- Introduction to the railway ring services ensuring common track intervals every 15 
minutes 

5-20 
 

B15 
Establishment of the 
Népliget stop 

- Establishment of Népliget stop  
- Improving the metro transfer link  
- Transformation of track connections, capacity upgrade 

20-30 
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Code Short description Recommended infrastructure development (measures) 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

B16 
Development of the 
Kőbánya felső – Rákos 
section 

- Optimisation of track connections, modernisation of interlocking equipment  
- Establishment of Élessarok stop with the transformation of Kőbánya felső  
- Modification of Kőbánya felső station according to the new function  
- Kőbánya felső-Rákos (lower track) development (based on the investigation, ensuring a 
crossing-free connection in the direction of Ferencváros-120a)  
- Provide necessary line capacities  
- Establishment of Madárdomb, Strázsahegy stops 

20-50 
 

B17 
Kelenföld station and 
area– providing capacity 
for through trains 

- Ensure adequate capacity between lines 1, 30, 40 and the tunnel and the Southern 
railway ring, taking into account high-speed railway development plans  
- Provision of (platform-based) track capacity to provide buffer times becoming necessary 
because of interweaving directions  
- Ensure adequate capacity for freight trains  
- Development of passenger traffic facilities (in line with reversing capacity)  
- Establishment of a new stop on line 40a in the area of the Albertfalva stop 

40-70  

 

B18 
Kelenföld station and 
area– providing 
reversing capacity 

Ensuring the possibility of train reversing toward suburban lines and the tunnel (normal 
operation, or accident situation), in line with the capacity granted for through trains 

5-10  

B19 
Long-term development 
of Kőbánya-Kispest 
station 

- Ensuring adequate line capacities for the Kőbánya-Kispest station in future directions 10 
 

B20 

Establishing suburban 
railway (HÉV) 
connection in 
Pesterzsébet 

- Integration between the line and the H6 HÉV line (connecting tracks and the mode 
change sections on them) 

15-30  

K1 
Kelenföld- Törökbálint 
capacity upgrade 

-Elimination of bottleneck by constructing tracks 3 and 4 
- Modernisation of passenger traffic facilities, and building a new stop in the area of 
Budaörs, Sport i., or optionally in the vicinity of Tóváros 
- Analysis of future possibility to implement a wing line servicing the Zsámbéki Basin 

25-50  
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Code Short description Recommended infrastructure development (measures) 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

K40 

Simplified upgrade of 
the section between 
Százhalombatta - Ercsi 
junction 

-Restoration of the original track conditions between Százhalombatta (excl.) and Ercsi 
branch (excl.) 
-Establishment of a new signal transmission interlocking equipment in Ercsi station 
-Modernisation of passenger traffic facilities in Ercsi station (new, accessible RTL+55 cm 
passenger platforms, visual and audio information for passengers, settlement of station 
forecourt, P+R, K+R, B+R lots) 

10-20 
 

K71 

Development, partial 
double-tracking of the 
Rákospalota-Újpest - 
Veresegyház - Vác line 

-[71] Development, partial double-tracking of the Rákospalota-Újpest - Veresegyház – Vác 
line 

50-100  

K100 
Implementation of 
track-bound connection 
of Liszt Ferenc Airport 

- Implementation of track-bound connection of Liszt Ferenc Airport 150-200 
 

K142 
Development of railway 
line 142 

-Development of the Budapest–Lajosmizse line (track, modernisation of interlocking 
equipment, electrification, establishing a second track on the inner section of the line) 

100-150  

K150 
Construction of track 2 
for Ferencváros – 
Soroksár 

- establishing a second track, ensuring compliance with TSI requirements 8-15 
  

E2 

Local developments 
(differentiated for each 
line) along suburban 
lines 

- pedestrian connections, bus feeding, P+R, K+R, B+R developments 
 
- increase insert service reversing capacity, where necessary 

- Implementing accessibility for stations and stops on line sections not accessible and not 
included in other projects (e.g. lines 1, 70, 120a) 

10-50  

E3 

Extending the role of 
railway in servicing 
freight traffic needs of 
Budapest (City logistics) 

- Defining the role of the railway by reviewing the entire system of urban logistics, 
clarifying the related infrastructure and service needs 1-30  
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Code Short description Recommended infrastructure development (measures) 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

E4 

Installation of suburban 
vehicle preparation, 
maintenance and 
storage functions on 
suburban reversing 
stations 

- Installation of suburban vehicle preparation, maintenance and storage functions on 
suburban reversing stations (Determination of the minimum required storage capacity in 
Budapest) 
- Development of maintenance concept 

20-40 
 

E5 

Upgrading the traction 
power supply system as 
needed for the growing 
traffic 

- Upgrading the traction power supply system as needed for the growing traffic 5-25  

 

Measures identified on the basis of BMT and additional HÉV strategic documents 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

Modernisation of (H6) Ráckeve – Tököl – Szigetszentmiklós – Pesterzsébet and (H7) Csepel – Kvassay bridge HÉV (suburban 
railway) lines, connecting suburban trains directed from railway line 150 to the (H6) HÉV line,  

150-250 
 

Modernisation of (H5) Szentendre – Pomáz – Budakalász – Budapest HÉV line, connecting suburban trains directed from 
railway line 2 to the H6 HÉV line 

70-120  

Joint extension of HÉV lines H6 and H7 to Kálvin Square 200-250 
 

Development of central traffic control 25-50  
Procurement of HÉV vehicles for H5 and H6/H7 HÉV, including the required number of dual current hybrid vehicles to exit to 
railway lines 2 and 150 200-250 management 

Table 3: Short-term measures (2021-2030) 
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Long term (2031-2040) 

The most significant development of the 2031-2040 tie period of the Strategy is adding a 
new capacitive axis to the system: with the development of Királyvágány and additional 
related upgrades (B27) transportation toward Nyugati Railway Station and the tunnel 
becomes possible from the eastern agglomeration, as well. In connection with this, further 
reorganisation of traffic is possible, which is also made possible by the construction of new 
connections: these are the Városliget triangle (Y) track (B26) providing connections 
between the internal railway ring and the Vác lines, the Horog street triangle (Y) track 
from Kőbánya-Kispest (B21) and implementation of capacity expansions for long-distance 
traffic in the area of Ferencváros (B24). Together with the latter development element, it 
will also be possible to vacate former plant areas that will remain unused after the 
implementation of long-term planned functions. The relocation of the line 150 route and 
the development of the connection of the railway line with the Southern Connecting 
Railway Bridge (DÖVH) have a significant urban development goal (B25), making it 
possible and complete to liberate the valuable Danube bank and transform it into an urban 
development area. Closely related to the relocation of the route is the development of the 
long-term vision of the Ferencváros marshalling yard, which, however, can only be done 
with a more thorough examination, taking into account the national freight traffic relations. 

In the period after the completion of the tunnel, it will be possible for the area of the Keleti 
(B23) and the Déli Railway Station (B22), which ceased to exist on the surface, to be 
finalised; in the case of the Keleti, by placing the necessary operational functions in a suitable 
place, by vacating up the areas not necessary for the function of the station, while in the 
case of the South, by freeing up the entire railway area. 

It will also become possible to further increase capacity and schedule development on lines 
80a and 120a (K80, K120), as well as to expand the insert route reversing capacity (B28) 
to ensure the quality of the expected further growth of airport traffic , the planned airport 
station and the airport. outside its territory, in a suitable place. As an additional element, 
modernisation of the already existing connecting track on line 2 in Kaszásdűlő 
necessary for functional completion of the already assumed H5-H6/H7 tunnel appears. 
(B29). In the period, development of the Budapest – Göd – Vác – Szob railway line 70 is 
planned, where construction of new track(s) is also necessary, (K70) line, in which project the 
construction of new line track (s) is also required, and thus significant timetable 
developments can be introduced. Finally, for the same period are also scheduled 
Infrastructure developments facilitating bypassing Budapest and the suburban region 
by freight trains (E6), however, it will be possible to determine the exact content of the 



 

106 
 

measure after reviewing the Detailed Feasibility Study compiled earlier on the V0 railway 
line. 

Long-term measures planned for HÉV are as follows: 

In the case of the HÉV line in Gödöllő, the main measure of the development concept is the 
connection of the M2 metro line and the H8 HÉV line in order to ensure that the trains 
of metro line 2 - not all but some - continue to run on the HÉV line, partly on a section 
within Budapest in a planned construction affecting District 16. This way, transfer-free links 
would be established between the agglomeration (Csömör, Gödöllő, Kistarcsa, Kerepes and 
Mogyoród, as well as from the direction of District 16), and Budapest. The special grade 
level crossings to be built during the modernisation of the H8 and H9 lines will eliminate 
the cut-off effect of the HÉV track by passing through the high-traffic crossing roads, 
pedestrian and bicycle routes. 

In order to achieve the north-south interoperability and compact development of the 
agglomeration and the Capital, the interconnection of the H5 and southern HÉVs under 
the city centre and their complete, road-free construction, technical solution for the 
integration of suburban railway systems can create Budapest's new north-south high-speed 
railway axis. (metro line M5). The new tunnel under the city centre will run from Kálvin tér 
to the Kaszásdűlő in Óbuda, touching the area of the Nyugati Railway Station, where it will 
reach the H5 line when it reaches the surface. The northern branch of the north-south 
regional high-speed railway can provide excellent connections with the Esztergom railway 
line, which has already been developed taking into account the interoperability conditions 
of Óbuda-Kaszásdűlő, the southern branch can be connected to the railway line from 
Soroksár. 
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Figure 17: Long-term measures (2031-2040) 
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Code Short description Recommended infrastructure development (measures) 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

B21 
Construction of Horog street triangle 
(Y) track 

- Ensuring connection between Keleti pu. – Kőbánya-Kispest 
- Ensuring connection between Élessarok – Kőbánya-Kispest 

10-50 
 

B22 
Settlement of the territory of Déli 
Railway Station  

- Elimination of railway function (after the tunnel) 
- Establishment of functions to be replaced in adequate locations 
- Recultivation of the area 

20 
 

B23 
Long-term development of Keleti 
Railway Station 

- After the completion of the tunnel, examination of the station and entry line 
section suitable for function of servicing the remaining mixed passenger traffic, 
potential reconstruction/optimisation depending on the results of the examination 
- Location of preparatory functions (based on examination, on a suitable site) 
- Recultivation of disused and vacated railway areas 

20-40  

 

B24 
Necessary capacity upgrades in the 
area of Ferencváros 

- Capacity upgrades in the area of Ferencváros necessary for the increasing traffic 
on the long run 

10-30 
 

B25 
Providing direct bridge connection 
over the Danube from line 150 

- Determining the future of Ferencváros based on the national freight transport 
concept 
- Recultivation of the vacated areas on the bank of Danube 

-* 
 

B26 
Construction of the Városliget 
triangle (Y) track 

- Implementation of Városliget triangle (Y) track, necessary capacities, track 
connection, interlocking equipment - in line with the needs of freight traffic 

15-30  

B27 Development of Királyvágány 

- Ensuring connection to [80a, 120a] - Nyugati pu., tunnel 
- Double-tracking Királyvágány, ensuring the required capacity (considering liftover) 
- Városliget branch - Törökőr section capacity upgrade in line with the future traffic 
(increasing line track number) 

40-60  

B28 
Increasing insert service reversing 
capacity at Liszt Ferenc Airport 

- Increasing the insert service reversing capacity at Liszt Ferenc Airport in line with 
the expected increase in traffic (preferably with a reversing station located next to 
the external open line section) 

10-30  

B29 
Development of the Óbuda – 
Kaszásdűlő connection 

- Development of Óbuda-Kaszásdűlő connection (integration of railway line 2 and 
HÉV H5) 

0-5  
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Code Short description Recommended infrastructure development (measures) 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

K70 
Rákospalota-Újpest - Dunakeszi-
Gyártelep capacity upgrade 

- [70] Rákospalota-Újpest - Dunakeszi-Gyártelep capacity upgrade 
- Establishing a stop at Káposztásmegyer 

50-100  

K80 
Further capacity upgrade on railway 
line 80a 

- Additional capacity upgrade according to the passenger needs 
- Additional capacity upgrade necessary for the future traffic 
- recultivation of disused and vacated areas 

10-60 
 

K120 
Further capacity upgrade on railway 
line 120a 

- Additional capacity upgrade on the Rákos – Gyömrő section, according to the 
passenger needs 

40-100  

E2 
Local developments (differentiated 
for each line) along suburban lines 

- Pedestrian connections, bus feeding, P+R, K+R, B+R developments 
 
- Increase insert service reversing capacity, where necessary 

-  Implementing accessibility for stations and stops on line sections not accessible 
and not included in other projects (e.g. lines 1, 70, 120a) 

10-50  

E6 
Developments enabling freight train 
traffic to bypass Budapest (and its 
suburban area) 

- Developments enabling freight train traffic to bypass Budapest (and its suburban 
area) development of existing lines, axle load, track condition, electrification) 
- Improvement of connections (triangle (Y) tracks) 
- Replacement of missing links 
- incentives to use the above (simplified V0) 

-*  

*: the content of the measure and its generous cost estimate will depend on the results of the national rail freight concept to be prepared 

Measures identified on the basis of BMT and additional HÉV strategic documents 
Magnitude of 
spending (Bn 

HUF) 
Measure types 

Connecting HÉV H5 with southern HÉV lines under downtown, establishment of a transport junction shared with the Southern ring 
railway in the area of Közvágóhíd and Nyugati railway station 

500-700  
Connecting metro line M2 and H8 HÉV, renewal of H9 HÉV, strengthening network integration with the development of Törökőr 
and Rákosfalva stops 

400-800 
 

Procurement of HÉV vehicles to service connected M2 and H8/H9 HÉV lines 100-200 management 
Table 4: Long-term measures (2031-2040) 
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Figure 18: Connection points of schedule HÉV developments with short-term and long-term measures of BAVS 
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7.5 Indicators 

If the measures are implemented, the performance, operational efficiency and service level 
of the railway system will significantly improve as a result of the measures, which also means 
a more optimal state of the entire transport system, to which measurable indicators can 
be assigned. 

Travel times of trips made using public transport would be reduced until 2040, thanks to 
the measures of BAVS in a few key relations in the following ways. 
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8  
FEASIBILITY AND SUSTAINABILITY 

The feasibility and sustainability of the Strategy will be significantly affected by funding 
opportunities and issues related to efficient operation and the fleet using the network. 

8.1 Funding opportunities to support implementation 

The development of railway infrastructure requires significant expenditure therefore the 
identification of different financing solutions is of key importance for the implementation 
of the Strategy. Both EU and domestic resources will be raised for the implementation of 
BAVS. 

The next seven-year planning cycle for development funds, the European Structural and 
Investment Funds (ESIF) and the European Networking Facility (CEF), to help implement the 
key development directions set by the European Union's Cohesion Policy, runs from 2021 
to 2027. Funding for infrastructure, including railway development, will be available under 
technical policy objective 3 "A more connected Europe through mobility and regional ICT 
connectivity". In addition to the above, it is likely that significant additional EU funding will 
be opened with the creation of a new EU fund, the Recovery and Resilience Instrument.  

Additional funding for the implementation of BAVS may come from domestic financial 
resources, Hungarian budget subsidies and the railway company's own resources. 

  



 

115 
 

POTENTIAL FUNDING SOURCES 

EU funds for railway development: 

 European Regional Development Fund (ERFA) (from the budget of EUR 200 
629 in the 2021-2027 period) – The purpose of the ERFA intervention is to 
reduce economic, environmental and societal problems in urban areas, with 
special attention to sustainable urban development. 

 Cohesion Fund (KA) (from the budget of EUR 41349 in the 2021-2027 period) – 
Its aim is to mitigate economic and social disparity and to promote sustainable 
development. 

 Connecting Europe Facility (CEF): Its main task is to support 3 sectors: 
transport, energy and telecommunications. Part of the Cohesion Fund 
allocation (EUR 11.3 billion) will be transferred to the European Networking 
Facility for transport projects with high EU added value. 

The European Union scheduled the provision of additional resources for the development 
of transport infrastructure, on the one hand by increasing the framework of the 2021-
2027 Transport Development Operational Programme, and on the other hand by creating 
a new EU fund under direct management, entitled: Recovery and Resilience Facility, RRF. 

EU loans, guarantees: 

 European Bank for Reconstruction and Development EBRD – credits, certification 
of creditworthiness 

 Invest EU: a new investment instrument of EU. The Union provides a Union 
guarantee for strategic investments in support of its policies in order to mobilise 
public and private funding. It puts investments under sustainability control and 
helps direct capital into sustainable investments. With a budget of € 15.2 billion, 
potentially generating € 650 billion in additional investment, in research and 
innovation, digital networks and a low-carbon economy.

State budget contributions: 

 dedicated public funds 
 appropriations 
 revenues of state-owned enterprise 

MÁV Zrt’s own resources: 

 development reserves 
 loans 

Possible forms of use of the domestic resources for railway development 

Allocated public funds are used for the basic accounting of budget revenues and budget 
expenditures to be collected on behalf of the state in the performance of public tasks. 
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The separated public fund is a specific part of the public finance system. It is not subject to 
the rules applicable to chapter-managed appropriations, but the fund's expenditure is 
included in the general government balance (and thus in its deficit), which may reduce the 
room for manoeuvre of the financial government. 

Appropriation in the budget is a named appropriation with special chapter management, 
which is created for a defined purpose or task specified by law, which must be 
performed even for several financial years, and which can be separated from the 
appropriations for the operation and administration of the chapter.  

In addition to traditional public funds, a technical, state-owned business company could 
be set up to manage the public interest in the vacated railway real estate portfolio in 
order to optimize the public interest. In addition to providing funding for railway 
development, such a company can also take into account other public interests and urban 
development interests in the utilisation of real estate and can create harmony between the 
interests in its decisions. 

The resources of MÁV Zrt. treated as its own revenue, whether from sales or utilization, 
can be managed separately in accordance with the accounting rules, and a development 
reserve can be formed from them, but in this case, too, the rules on financing the tender 
operation must also be observed. 

Utilisation possibilities of railway properties released from railway operation 

In addition to the service needs, the railway developments formulated by BAVS determine 
the future tasks of the railway properties also keeping in mind the operational aspects, as a 
result of which a relatively significant amount of railway properties will be released from the 
railway operation after the development. It is an important public interest that, in addition 
to traditional financing solutions, revenues from the utilisation or sale of real estate released 
from railway operations also serve to finance railway development where possible. 

The utilisation of railway real estate and the usability of revenues from utilisation are largely 
determined by the ownership structure of real estate. Pursuant to the law, real estates in 
exclusive state ownership are not marketable, however, as a result of the strategy, real estate 
parts that are no longer needed for railway purposes can be separated in an appropriate 
procedure, if the conditions are met, so this problem can be remedied. Revenues from the 
utilisation of land owned by MÁV Zrt. reduce the railway company's public service revenues. 
This way, basically real estates released from railway operation and owned by the state 
are considered for fund generation.  
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As the concerned real estates are mostly in a valuable urban structure position, it is not 
possible to consider only revenue-generating sales; the stakeholders (Government, local 
governments, railway company) have to develop a construction that takes into account 
the public interest and urban development interests, as well. Defining the exact form of 
the construction goes beyond the framework of the Strategy, but the Strategy has 
formulated measures in relation to the task. 

Fund-raising capacity of railway real estates is determined by the value of the real estate. 
The real market value of the railway property released from the railway operation is 
determined by the estimated price for the revitalised condition and the costs necessary for 
making it marketable and revitalising. The market price depends on the development 
opportunities and risks of real estate, it can be significantly influenced by the appreciating 
effect of the related urban development interventions. 

The costs of making railway real estate marketable include settlement of the 
environment of the real estate, demolition of the inalienable superstructures, as well as 
arrangement and preparation of the areas. Preparation costs include maintenance, 
landscaping, removal of any waste, environmental assessment, including environmental 
damage assessment, and remediation of environmental damage, as well as relocation and 
replacement of railway equipment, utilities and relocation of railway functions. 

Based on ongoing surveys and preliminary inventories, the value of assets may be 
significant, but the financial revenue that can be used for railway development can only be 
estimated at high risk due to the uncertainties inherent in financial benefits and 
marketability costs. 

However, due to their location and potential urban functions (e.g. parks, urban spaces, 
public buildings, residential and workplaces, etc.), railway areas carry significant social 
benefits. Vacated railway real estates represent a positive benefit to society, if the social 
benefits of land use outweigh the costs of making it usable and marketable. With the 
elimination of brownfield sites, the attractiveness of the city party increases, and if a 
transport hub, green area, residential building or office building is established in these areas 
after recultivation, the contribution of the reference area to the urban development goals 
will increase social benefits.  

8.2 Sustainability in operation 

Developments formulated by BAVS will be truly lasting if the conditions for the efficient 
operation of the new railway infrastructure, better service of travel and transport needs and 
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harmonious operation with the city are also ensured. These aspects are most clearly present 
among the horizontal objectives of the Strategy: 

 “Sustainable regulatory and institutional framework”, 
 “Minimising negative external impacts” and 
  “Competitive service level”. 

Efficient operation 

The provision of railway services is an extremely costly activity due to the high maintenance 
costs associated with maintaining infrastructure and may never be conceivable without 
public compensation. On the other hand, with efficient operation, the quality of service and 
the quality of infrastructure can be maintained. On a well-organized network capacity 
utilisation is continuous, and the number of service users is as large as possible. 

The operation of the railway consists of two parts: 

 operation of the railway infrastructure, and 
 operation of railway passenger and freight transport services 

BAVS reduces operating costs for both operations by optimising station track connections, 
expanding line capacity, creating new stops and establishing new line connections and links. 
In absolute terms, this does not mean a reduction in railway operating costs - as the railway 
generates more traffic after the development - but the increased volume of passengers and 
goods can be served at a lower cost on the specifically developed and optimally organised 
infrastructure, than before the development. 

Environmental sustainability 

BAVS has been examined in the SKA documentation according to the sustainability value 
system, which is based on the principles set out in the National Sustainable Development 
Strategy, the National Sustainable Development Framework Strategy and the National 
Transport Infrastructure Development Strategy. The sustainability value system had been 
defined as a benchmark against which the shift (positive or negative) was the subject of the 
study. The aim of the analysis was to ensure the enforcement of social, economic and 
environmental sustainability principles, and to promote the greatest possible positive shift 
in relation to the sustainability value system. 

Based on the assessment, it can be concluded that the shift caused by BAVS compared to 
the sustainability values is mostly positive. BAVS contributes to the sustainability priorities 
by developing an environmentally friendly mode of transport, such as the electrified railway 
network, to ensure the sustainable use of the country's existing natural resources. 
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BAVS sets out measures to eliminate the environmental damage caused by the railways 
and to minimize future environmental and natural damage, while harmonizing with 
the railway's inclusive environment and with the city.  

The common positive result of better utilisation of passenger and transport needs and 
compatibility with the host environment is the increase in the attractiveness of railways 
from the road. Due to the favourable modal split, the environmental condition of the city 
will be further improved through the reduction of road air pollution and noise pollution, 
with which the railway will not only have a positive effect on environmental sustainability 
but will also lay the foundations for a good quality of life. In order to create synergies in 
the urban transport system, further interventions are needed on the part of the Capital 
City and the local governments. 
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8.3 Fleet development induced by the Strategy 

The increase in traffic generated by BAVS also entails an increase in operational tasks, and 
a direct consequence of this is the need to develop the vehicle fleet. The new network 
requires vehicles that are suitable for use on the improved network while also being able to 
provide the required service properly. This requires the purchase of new vehicles. A positive 
“by-product” of the increase in vehicle development costs is that quality vehicle 
developments further increase the attractiveness of the railway. 

In passenger transport: 

 With vehicles that allow faster and more frequent travel, passengers' travel time is 
reduced and more travel time savings can be achieved. 

 Vehicles with accessible, comfortable, ergonomically designed seats and a range of 
additional on-board services also increase the feeling of travel comfort. 

In freight transport: 

 Higher capacity vehicles make freight transport more efficient, more goods can be 
transported on the same infrastructure in the same amount of time  

 ERTMS-related infrastructure development reduces delivery time, eliminates 
locomotive changes and improves scheduling 

 In the urban environment, it is particularly important to reduce the noise emissions 
of railway vehicles. Brake pad replacements due to the designation of “quieter 
routes” according to the European Commission's Implementing Regulation 2019/774 
contribute to the reduction of noise emissions, which in the long run strengthens the 
environment and thus the acceptance of the railway and the sustainability of the 
service. 
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9  
ENVIRONMENTAL ASESSMENT OF THE STRATEGY 

9.1 Effect of recommendations made during the environmental 
assessment 

The SKV working group was formed at the very beginning of the Strategy preparation 
process, the task of which was to ensure the implementation of the environmental 
assessment, and the enforcement of environmental protection and sustainability aspects in 
the process of creating the Strategy. As part of this: 

 during the consultations, the SKV working group drew attention to the importance 
of incorporating domestic and international environmental protection and 
sustainability requirements, 

 the SKV working group examined the enforcement of sustainability and 
environmental aspects in each major step of the BAVS, 

 each sub-document of BAVS was prepared with the involvement of the SKV working 
group, 

 the SKV working group participated in a number of tasks related to the formulation 
of the measures:  

o identification of the aims of the measures,  
o assessment of the technical contents,  
o assessment of functional and operating options, 
o formulation and deduction of independent measures for the environmental 

objectives  

In order to integrate the EU methodological standards, JASPERS experts also participated in 
the development of the of the environmental assessment aspects. The SKV methodology 
was developed with taking into consideration remarks and recommendations of the experts. 

The results of the environmental assessment are contained in a separate documentation, 
the SKV document, which was prepared in accordance with the provisions set forth in 
Government Decree 2/2005 (I. 11.) on the environmental assessment of individual plans and 
programs.  

The public was involved in form of social consultation/involvement on three occasions 
within the frame of preparation of BAVS, and twice during the parallel development of SKV. 
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In the SKV procedure, organisations responsible for environmental protection commented 
twice on the documents produced in the process of the environmental assessment: first they 
commented on the topics containing the SKV methodology, and then on the SKV 
documentation itself.  

Based on the comments from the public and environmental bodies, the wording of certain 
measures was supplemented with a clearer wording on environmental and climate 
protection aspects. Summary tables of the opinions received are included in a separate 
document. 

The comments and suggestions received in connection with BAVS and the environmental 
assessment were examined by the designers and experts, answered item by item, agreed 
with the author of the opinion, and based on the opinions, the Strategy and the 
environmental assessment were supplemented and finalised.  

9.2 Summary of the SKV results 

In addition to reducing greenhouse gas emissions, one of the most significant positive 
environmental impacts of BAVS is: the beneficial impact on the air quality of the 
capital city. This result contributes to the main objective of BAVS to improve the 
sustainability and environmental performance of the Budapest transport system. 

The main finding of the conducted SKV procedure is that the BAVS target system (long-
term objectives) meets the sustainability criteria defined on the basis of international 
and domestic objectives. Effective implementation of the planned measures can help 
increase the proportion of sustainable passenger and freight transport and protect the 
natural environment. The SKV procedure ensures that BAVS only includes measures that 
create environmental value. 

By improving the quality of railway transport services and reducing access times, the share 
of railway transport will increase, and this effect will be strengthened by the coordination of 
railway transport with local and intercity bus transport. With the rise of the railway, car traffic 
will decline mainly in the inner parts of the city, but the number of bus services will also 
decline due to the number of passengers diverted from parallel bus lines. At the same time, 
the air pollution caused (mainly NOx, ozone, particulate matter) will also significantly 
reduce along the routes of the capital city.  

In case of sections currently affected by significant noise load, implementation of BAVS may 
result in a further increase of the noise load, which can of course be reduced by noise 
reduction measures. Increasing traffic may generate new conflicts for line sections that are 
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currently slightly affected by noise load. The level of noise pollution resulting from the traffic 
increase may be offset by rolling stock replacement, acquisition of new, state-of-the-art, 
low-noise trains and the renewal of railway tracks, which can also make a significant 
contribution to reducing the noise load. 

Among the direct impacts of the planned interventions on the constructed environment, 
the physical and functional renewal of railway buildings and their environment is considered 
to be the most significant. The developments affect dominant, listed buildings in the 
cityscape, so there are also district/city level effects, which are also important elements of 
the settlement and landscape identity (Nyugati and Keleti railway stations). Indirectly, with 
the improvement of the railway environment and the decrease of road traffic, a general 
(minor) renewal of the constructed environment is also expected, which can be significantly 
influenced by other elements of the settlement environment, as well as settlement 
development processes. 

The implementation of infrastructural interventions in most cases involves very significant 
land preparation, demolition, construction and related transport activities, which during 
construction generates inevitable new environmental conflicts in the life of the city, in the 
daily lives of the directly affected population. From the planned investments, - based on the 
impacts on air pollution and noise emission - construction of the Tunnel connecting Déli 
and Nyugati Railway Stations under the Danube should be specifically mentioned, as it 
involves major earthwork, and removal of significant volume of construction materials, soil 
and waste must be resolved. Air pollution impact and noise load caused by construction 
and transport works are of a temporary nature and are concentrated in the vicinity of 
construction sites and areas along transport routes; preference for railway transport, proper 
organization of work, strict observance of the operating and maintenance regulations for 
machines and motor vehicles, use of modern, low-emission machines and transport vehicles 
are of paramount importance in mitigating the harmful effects.  At the same time, the 
movement and transport of the extracted material, even in the case of railway transport, 
causes inevitable social conflicts along the transport routes. In addition, also impairs the 
viability of the economy and the efficiency of businesses by temporary overloading the 
capacity of transport and delivery routes, causing disruptions in transport chains, if 
economic operators are unable to adapt flexibly. 

Construction of the double-track tunnel is likely to be close to the Kristály spring and the 
Mentős spring. Proximity of the karst is extremely important also from a strategic point of 
view. Subsequent studies to identify a possible route should clarify precisely the geological 
structure and possible hydraulic connections in the affected area. Only trail options that 
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minimise contact with the karst can be preferred. This is also important for the protection 
of the tunnel, as the resulting water flow and the volume of technical intervention (e.g. 
injection) to prevent it is not at all negligible. 

Natura 2000 sites, protected natural areas or non-protected areas of significant natural 
value are not expected to be directly affected by the planned infrastructure measures of 
BAVS. The use of areas valuable from the point of view of wildlife protection, a significant 
separating and fragmenting effect is not expected, primarily the appearance of general risk 
elements (direct and indirect impact on protected species, disturbance, use of ecological 
corridors) is expected. 

The aim of BAVS is to increase railway interoperability, so the measures planned within the 
framework of BAVS, as part of the EU corridor development programs, will increase the 
domestic and, if to a lesser extent, international railway freight traffic. Favourable rail 
transport conditions will lead to a reorientation of freight transport in favour of rail freight 
transport, which is the most important objective of the BAVS and at the same time 
environmentally friendly, and is expected to reduce environmental impacts at the national 
level. However, the BAVS measures alone have little effect on international traffic. Thus, 
cross-border environmental impacts related to the strategy are unlikely. 

In order to mitigate and avoid possible adverse effects and to increase the positive effects, 
the SEA report contains a number of measures, several of which were presented above 
during the description of the effects.  

In order to quantify the environmental impacts of the implemented BAVS, the SKV proposed 
a monitoring system consisting of result indicators and impact indicators: the result 
indicators are used to describe changes in environmental impacts and sustainability (e.g. 
reduction of air pollutant emissions), whereas the impact indicators indirectly describe the 
impacts on the environment based on changes in the environmental baseline condition (e.g. 
changes in the specific indicator of air quality at a given point in the city). 
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10  
FINALISATION OF THE STRATEGY 

During the SKV procedure, a total of 172 comments were received on the Strategy itself 
within the framework of the opinion review process that took place between 4 February 
2021 and 15 March 2021. 

Through the online interface, 21 people submitted 68 comments, and 39 local 
governments and other organizations in the Budapest, district and Budapest areas 
responded to the inquiries with 104 comments. 

The strategic material was generally well received by both individuals and municipalities, as 
exemplified by some of the quotations introducing the comments: “Thank you for the 
opportunity to comment on this gap-filling work,” “I was pleased to read about the plans 
included in the agglomeration railway strategy. I find this development extremely important 
and useful and I absolutely support it. ”,“ I was pleased to read the railway development 
strategy and the accompanying information. I find it very good and informative. ”,“ I liked the 
Strategy you put together, it seems to have thoughtful, serious work behind it. ”,“ First of all, 
allow me to congratulate you on our quality material! ” 

The figure below summarises which categories of measures in the strategy were related to 
the comments received. (Table 5). 

 

Figure 19: Distribution of the comments according to measure categories 
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Considering the comments they were incorporated into the Strategy along the following 
logic: 

 A number of comments were received regarding the HÉV lines, which are outside the 
scope of the Strategy, and developments in this direction have been taken into account 
in the host environment; 

 environmental issues are important, especially noise protection; 
 the focus is on taking into account the related local developments in Budapest; 
 many suggestions addressed rethinking railway routes; follow-up times and 

timetable issues are important; 
 several suggested new route improvements and there were also many  
 project-specific comments (new stop, station design, etc.). 

With respect to both the Strategy and the environmental assessment it was mentioned 
in the comments that the documents do not include an option analysis to ground an 
alternative for the tunnel. In their response, the designers indicated that both documents 
cover the operational option analysis, the factors considered in the option analysis, as well 
as the result of the option analysis. The relevant part of the SKV has been redrafted to 
improve transparency. 

The BAVS and the environmental assessment – according to the evaluator – does not 
formulate an opinion regarding the issue of a potential freight traffic ring (V0) bypassing 
the city. The Strategy clearly set out its position on the subject, as follows: “In order to 
manage the medium-term increase in railway freight traffic assumed by BAVS, a full triple-
tracking of the Southern Railway Ring, including the Danube Bridge, is necessary and sufficient 
for the Budapest railway junction, however the expansion will not be accompanied by an 
immediate and substantial increase in freight traffic. The need for a freight transport ring (V0) 
to bypass Budapest, either on a new route or by developing the existing lines, arises in the 
event of a long-term increase in freight traffic exceeding that assumed by BAVS, in order to 
partially relieve the freight traffic on the Southern Railway.” 

The evaluators identified the inadequately detailed technical content as a deficiency of the 
BAVS, as well as prescribed additions for clarifying and improving the technical content. The 
BAVS on the other hand identifies measures, the given projects are derived from these 
measures, the detailed technical contents of which will be defined in the later design phases 
(MT, licensing and construction design). 
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Evaluators lacked sufficient depth of the level of detail of the environmental impacts – 
which is closely related to the level of detail of the technical contents. For example, several 
questions were raised about the construction of the tunnel (geological medium to be 
extracted, amount of soil, influence of groundwater level, flow system), which can only be 
answered with detailed technical data on tunnel construction, but at this moment even the 
exact trail of the tunnel is unknown. 

At the same time, a number of evaluators welcome the creation of the BAVS and emphasise 
the strengths of BAVS and of the environmental assessment. 
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11  
ANNEXES 

11.1 Summary Table of Measures 

Measures formulated by the strategy are presented in a systematic way in the table below, 
divided into groups of measures, showing the measure categories. 
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ID Groups of measures and measures Measure category 

U Travel habits (U): Mapping travel habits, tracking changes   

U01 Declaration of the obligation of public transport service providers for comprehensive data provision in the relevant regulations, and 
establishment of the legal, institutional and technical framework for the provision and handling of data Service improvement 

U02 Creating conditions for automatic passenger counting (traffic database) Service improvement 

U03 Comprehensive analysis of travel behaviour, performing user preference survey (surveys by questionnaire) Service improvement 

U04 Improve customer relationship management, active, two-way customer relations, developing opportunities to express opinions Service improvement 

U05 Regular monitoring of the balance between supply and demand, conducting passenger counts, preference analysis and opinion 
data) 

Service improvement 

U06 Regular adjustment of schedules to passenger needs Service improvement 

U07 Active use of awareness campaigns at owner and operator levels Service improvement 

H Definition of service provider tasks, harmonisation (H):  Harmonisation of railway services with urban public transport 
services 

  

H01 
Clear delimitation of public railway service tasks in the public transport of Budapest, establishment of a regional public transport 
organiser in cooperation with the competent local governments and state actors (ministries) to strengthen regional integration. Service improvement 

H02 
Implementation of unified IT background system for the public transport in the Budapest agglomeration, ensuring interoperability 
between current individual systems, development of integrated passenger information, ticketing and traffic management systems 
(HKIR project) as soon as possible. 

Service improvement 

H03 
Providing an uninterrupted multimodal passenger transport service chains with the integration of feeder systems cooperating with 
railway and active modes of transport (walking, cycling, micromobility solutions), with the necessary fast, modern and safe modal 
switching points 

Service improvement 

H04 Preparation of Uniform Railway Service Corporate Identity Manual and Design Manuals Service improvement 

H05 
Establishing customer contact points at major junctions at priority passenger railway locations, capable of providing relevant and 
complex information on both long-distance and suburban railway and local transport issues, including interurban and long-distance 
bus transfer options.  

Service improvement 

V Railway services (V): Actions concerning interoperability, service frequency and internet access   

V01 Improving urban railway transmissibility by introducing diagonal routing arrangement Service improvement 

V02 
Provision of 15-minute service frequency on suburban lines (higher frequency on common sections with interweaved services) in the 
inner zone, and 30-minute service frequency on the suburban lines in the outer zone, uniform clock-face schedule system, stopping 
and express trains schedule for each suburban railway line 

Service improvement 
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ID Groups of measures and measures Measure category 

V03 Providing internet access for the whole duration of using the railway service (passenger traffic facilities, vehicles) Service improvement 

R System (R): Revision of outdated legislation and traffic regulations   

R01 Renewal of the National Railway Regulations (OVSZ, currently GKM Decree 103/2003 (XII. 27.) Operation development 

R02 
Revision of railway company instructions by the Traffic Directorate (instructions "F"), the TEB Directorate (instructions "E") and the 
Track Facilities Directorate (instructions "D")  Operation development 

R03 Revision of the Executive Orders setting out the conditions for station and line traffic control Operation development 

R04 Revision of train storage and stationing rules  Operation development 

F Traffic, information technology (F): Efficiency improvement of traffic management, IT developments   

F01 Establishing operating rules for the electronic transmission of instructions (written provisions, timetables, slow signals and other 
(safety-critical) data necessary for railway transport) Service improvement 

F02 Development of the Single Traffic Model (STM) operated by BKK with more detailed railway input data and more accurate modelling 
of the behaviour patterns of passengers using railway  

Service improvement 

F03 
Increasing the number of stations and line sections under central traffic control, extension of KöFI and KöFE to cover the entire 
territory of Budapest and the agglomeration Infrastructure development 

F04 
Adopting regulations and development plans necessary for the development of the railway IT system, railway IT service and other 
special applications Infrastructure development 

F05 Development of a control and incentive system to increase punctuality and reduce delays and events of disturbances in both 
passenger and freight traffic. 

Service improvement 

F06 

Upgrading efforts to prevent deterioration in the conditions and service quality of the implemented railway development elements 
during operation (more stringent scheduled maintenance plan with financial resource allocations, intensification of regular 
inspections, tightening of time and extent of maintenance, higher quality requirements, etc.) and development of incentives to 
maintain condition and quality of service (e.g. rewarding quality improvement above the expected level).  

Operation development 

F07 
Assessing the administrative burdens of private railway companies and formulating proposals for reducing administrative burdens in 
order to enhance the capacities of the Ferencváros marshalling yard Service development 

F08 Introduction and maintenance of a uniform railway GIS registration system (Building Information Management) exact location of line 
utilities, structures) 

Service improvement 

F09 
Regular training of service staff to acquire the ability to provide information and other assistance in the most professional and 
expeditious manner possible. Within the frame of this, as part of the inclusive network development, targeted training of the service 
staff to meet the special needs of the elderly and people with disabilities at the highest possible standard. 

Service improvement 

G Rolling stock (G): Ensure operating conditions for quality vehicles adapted to railway services and passenger needs   

G01 Elaborating a suburban rolling stock development plan considering current technical advancements, accessibility standards and 
bicycle transport capacities Operation development 

G02 Development planning of rolling stock used in long-distance and international traffic, introduction of multiple unit operation Operation development 
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ID Groups of measures and measures Measure category 

G03 Strict specification and regular inspection of the proper technical, aesthetic and hygienic condition of vehicles  Operation development 

G04 Development of life and property protection characteristics of vehicles in passenger traffic, elaboration of standards Operation development 

G05 Establishment of a rolling stock maintenance system, arrangements for the establishment of a maintenance centre Operation development 

T 
Freight transport (T): Improving the competitiveness of railway freight transport, creating harmony between railway 
passenger transport and freight traffic   

T01 Mapping of national freight transport needs (market research) Service improvement 

T02 Development of national freight traffic concept Service improvement 

T03 Definition of a framework system for freight train transport in Budapest (revision of the freight train regulation system) Service improvement 

T04 Review of the Budapest marshalling yard system (review of the role of Ferencváros and unused marshalling yards) Service improvement 

T05 Preparation of a study based on the extensive (1-2 month long) observation of the marshalling operation in Ferencváros, which is 
essential for the revision of the national marshalling operation concept. 

Service improvement 

T06 
Developing and launching an action programme in line with the complex goals of BAVS to handle issues slowing down railway traffic 
and manageable with minor technical interventions Infrastructure development 

T07 Diversion of railway freight traffic crossing Budapest with relevant incentives Service improvement 

T08 Exploring the development possibilities of alternative but existing routes bypassing Budapest (direction of lines 77-82, line 44, and 
the Komárom-Székesfehérvár-Baja-Bácsalmás axis serving the Belgrade-Vienna direction) 

Infrastructure development 

T09 
Development of an incentive scheme to improve the accessibility and thus the competitiveness of railway freight transport and 
logistics centres Service improvement 

T10 Promoting combined freight transport, establishing a support system for semi-trailer railway transport Urban development 

T11 Elaborating a set of conditions for the construction and operation of sidings different from the regulation of large railways Urban development 

T12 Designation of operation and maintenance area(s) for private railways Service improvement 

T13 Preparation of a Budapest city logistics concept by mapping the freight transport needs within Budapest Urban development 

Z Green measures (Z): Mitigation of adverse environmental effects, prevention or mitigation of future adverse effects   

Z01 Designation of unused, brownfield, railway areas, assessment of pollution, designation of railway areas in need of remediation Urban development 

Z02 
Mapping of the environmental load caused in environmentally sensitive (karst area, water bases, springs, protected natura area) 
railway areas and implementing actions to reduce the environmental impact Urban development 

Z03 Mapping ecologically valuable areas and ensuring a link between these areas Urban development 

Z04 
Preparation of a noise protection review and implementation of the necessary noise reduction measures in order to identify 
interventions in line with the changes in noise pollution caused by traffic reorganisation as a result of railway developments Urban development 
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ID Groups of measures and measures Measure category 

Z05 Identifying historic railway industry and architecture monuments and making arrangements for their reconstruction Urban development 

Z06 Formulating and implementing measures to eradicate illegal landfills and prevent illegal dumping Urban development 

Z07 Development of green space management plans (taking into account cityscape aspects) Urban development 

I Real estate management (I): Creating the conditions for efficient and sustainable real estate management   

I01 
Agreement between the Government, the Metropolitan Municipality and MÁV on the utilisation in the public interest of areas not 
necessary for railway operations, including the public ownership of strategic sites until a properly agreed decision is made on their 
use for urban development purposes. 

Urban development 

I02 
Determination of the functions of railway real estates: determination of real estates necessary for railway functions, real estates that 
are redundant for the railway, but can be used for spatial development in the public interest, as well as areas redundant for the 
development of railway and public interest, therefore available for rent or sale 

Urban development 

I03 Supporting compact railway development with the least possible land use through regulatory means Urban development 

I04 
Developing plans for the change of functions of underutilised railway areas, taking into account railway development and regional 
development aspects, with the involvement of stakeholders, especially local governments  Urban development 

I05 Valuation of real estates not used by railway Urban development 

I06 
Preparation of a real estate management concept (real estate portfolio evaluation, planning of the management of railway assets, 
exploration of rental and sales opportunities or exchange possibilities, exploration and application of support rules, coordination 
with the development ideas of the affected municipalities, issues related to the use of revenues, etc.) 

Urban development 

Á 
Stations (Á) Review and integrated development of railway stations, railway facilities and surrounding areas, passenger 
traffic and urban functions, (taking into account urban development aspects)   

Á01 

Integrated approach plans for the urban environment of railway stations and stops according to a complex set of criteria (including 
the provision of parallel presence of quality environment and diversity of functions, i.e. city connections, convenient, accessible and 
safe pedestrian access and public transport transfer options, prioritised land use of station environments, stops of feeder bus services 
for K+R, B+R and P+R lots) 

Urban development 

Á02 Provisions to reduce cut-offs (analysis and replacement by legal solutions of irregular pedestrian crossings, obligation to establish 
new missing links) 

Urban development 

Á03 
Adequate illumination of passenger areas and connecting routes and security camera surveillance thereof in accordance with the life 
and property protection standards Urban development 

B Railway infrastructure development within Budapest   

B01 Short-term development of Nyugati Railway Station Infrastructure development 

B02 Short-term development of Keleti Railway Station Infrastructure development 

B03 Short-term development of Déli Railway Station Infrastructure development 

B04 Modernisation of the Déli Railway Station – Kelenföld section  Infrastructure development 

B05 Ferencváros – Kelenföld capacity upgrade Infrastructure development 

B06 Short-term development of the inner ring railway Infrastructure development 
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ID Groups of measures and measures Measure category 

B07 Reconstruction for the Gubacsi bridge Infrastructure development 

B08 Short-term development of Ferencváros station Infrastructure development 

B09 Railway tunnel (DNA) connecting the region of Déli Railway Station and Nyugati Railway Station Infrastructure development 

B10 Capacity developments at the Városliget junction in connection with the railway tunnel linking the area of Déli Railway Station and 
Nyugati Railway Station  

Infrastructure development 

B11 Long-term development of Nyugati Railway Station Infrastructure development 

B12 Development of the Nyugati Railway Station– Rákospalota-Újpest section Infrastructure development 

B13 Long-term development of the inner ring railway Infrastructure development 

B14 Development of the outer ring railway Infrastructure development 

B15 Establishment of the Népliget stop Infrastructure development 

B16 Development of the Kőbánya felső – Rákos section Infrastructure development 

B17 Kelenföld station and area - providing capacity for through trains Infrastructure development 

B18 Kelenföld station and area - providing reversing capacity Infrastructure development 

B19 Long-term development of Kőbánya-Kispest station Infrastructure development 

B20 Establishing suburban railway (HÉV) connection in Pesterzsébet Infrastructure development 

B21 Construction of the Horog street triangle (Y) track Infrastructure development 

B22 Settlement of the territory of Déli Railway Station  Infrastructure development 

B23 Long-term development of Keleti Railway Station Infrastructure development 

B24 Necessary capacity upgrades in the area of Ferencváros Infrastructure development 

B25 Providing direct bridge connection over the Danube from line 150 Infrastructure development 

B26 Development of the Városliget triangle (Y) track Infrastructure development 

B27 Development of Királyvágány Infrastructure development 

B28 Increasing insert service reversing capacity at Liszt Ferenc Airport Infrastructure development 

B29 Development of the Óbuda – Kaszásdűlő connection Infrastructure development 

K Railway infrastructure development outside the capital city   

K1 Kelenföld – Törökbálint capacity upgrade Infrastructure development 

K40 Simplified upgrade of the section between Százhalombatta - Ercsi junction Infrastructure development 

K70 Rákospalota-Újpest - Dunakeszi-Gyártelep capacity upgrade Infrastructure development 

K71 Development, partial double-tracking of the Rákospalota-Újpest - Veresegyház – Vác line Infrastructure development 

K80 Further capacity upgrade on railway line 80a Infrastructure development 
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ID Groups of measures and measures Measure category 

K100 Implementation of track-bound connection of Liszt Ferenc Airport Infrastructure development 

K120 Further capacity upgrade on railway line 120a Infrastructure development 

K142 Development of railway line 142 Infrastructure development 

K150 Construction of track 2 for Ferencváros – Soroksár Infrastructure development 

E Other infrastructure developments   

E1 Implementation of central traffic control, central passenger information system Operation development 

E2 Local developments (differentiated for each line) along suburban lines  Urban development 

E3 Extending the role of railway in servicing freight traffic needs of Budapest (City logistics) Urban development 

E4 Installation of suburban vehicle preparation, maintenance and storage functions on suburban reversing stations Infrastructure development 

E5 Upgrading the traction power supply system as needed for the growing traffic Infrastructure development 

E6 Developments enabling freight train traffic to bypass Budapest (and its suburban area) Infrastructure development 

Table 5: Summary Table of Measures 

 

Measures identified on the basis of BMT and additional HÉV strategic documents Measure category 
Modernisation of (H6) Ráckeve – Tököl – Szigetszentmiklós – Pesterzsébet and (H7) Csepel – Kvassay bridge HÉV (suburban railway) lines, 
connecting suburban trains directed from railway line 150 to the (H6) HÉV line,  

Infrastructure development 

Modernisation of (H5) Szentendre – Pomáz – Budakalász – Budapest HÉV line, connecting suburban trains directed from railway line 2 to the H6 
HÉV line 

Infrastructure development 

Joint extension of HÉV lines H6 and H7 to Kálvin Square Infrastructure development 

Development of central traffic control Operation development 

Procurement of HÉV vehicles for H5 and H6/H7 HÉV, including the required number of dual current hybrid vehicles to exit to railway lines 2 and 
150 

Operation development 

Connecting HÉV H5 with southern HÉV lines under downtown, establishment of a transport junction shared with the Southern ring railway in the 
area of Közvágóhíd and Nyugati railway station 

Infrastructure development 

Connecting metro line M2 and H8 HÉV, renewal of H9 HÉV, strengthening network integration with the development of Törökőr and Rákosfalva 
stops 

Infrastructure development 

Procurement of HÉV vehicles to service connected M2 and H8/H9 HÉV lines Operation development 
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