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Foreword to the National Cycling Strategy

The above quote may be one of the most important mottos of my work
as a state secretary. In 2016, when the Government entrusted me with
the development of cycling and later the entire active tourism sector, |
encountered many good initiatives, enthusiastic professionals, and useful
projects. However, there was a lack of vision, a lack of long-term objectives
to establish the development programmes and provide direction for daily
operational work.

In recent years, | have made professional visits to several major European
cities, providing me with the opportunity to converse about cycling with
numerous internationally known and recognized experts and city leaders.
While cycling habits, technical solutions, and therefore the policies may vary,
in each case, they are always based on a vision and long-term objectives
agreed with stakeholders. Without this, the time, money, and energy invested
in the development of cycling do not yield proper results.

This is precisely why we decided to create a long-term strategy for cycling,
aiming for our work to be even more successful and efficient than before.
In recent years, unprecedented investments have been made, the cycling
infrastructure and services are expanding dynamically, a coordinated
institutional system has been established for managing and implementing the
work, and both the government and the European Union provide significant
funding for the development of cycling.

“There is no favourable wind for the sailor who doesn't know where to go”
(Seneca)

| trust that the strategy developed collaboratively with organizations and
experts involved in cycling will serve the long-term interests of cyclists,
whether it’s daily commuting or weekend tours. The goals outlined in the
strategy are ambitious and achieving them is not an easy task. Yet, based on
the experiences of recent years, | believe that we can achieve these through
collaborative efforts. We can make our dreams come true, making Hungary
the leading bicycle-friendly country in the region by 2030

24 Vo—

Mdriusz Révész
State Secretary responsible for Active Hungary

s
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Executive summary

Hungary ranks third in terms of the proportion of cycling among transportation
modes in Europe. Only the Netherlands and Denmark surpass Hungary,
proving that we are a true cycling nation. Cycling is important from social,
economic, and climate protection perspectives, positively impacting the
competitiveness of the country. Setting development directions is crucial for
proper coordination. Responding to public demands and achieving expected
benefits require a long-term strategy, accepted by the government, that
outlines the directions for the development of cycling in the country. The
National Cycling Strategy was developed at the request of the State Secretary
responsible for Active Hungary, with the involvement of professional and civil
organizations, relevant ministries, and supporting institutions, by the Aktiv-
és Okoturisztikai Fejlesztési Kézpont Nonprofit Kft.

In Hungary’s rural regions, the number of regular cyclists has traditionally
been high at the European level. The primary reasons for this are the gentle
topography, and the fact that cycling is the simplest and most cost-effective
mode of transportation within small settlements or for commuting to
neighbouring areas. However, in larger cities, especially the capital, fewer
people cycle compared to other cities in Europe. There are several reasons for
this, but it can be mainly attributed to the shortcomings in infrastructure, motor
vehicle-centric urban development, and current storage capacity issues.

The government is committed to the development of cycling infrastructure
and has allocated significant resources to this cause in recent times. Thanks
to this, both the tourism and professional traffic networks are dynamically
expanding. The regional, or even national-level network has mostly been
developed in smaller patches. It can be said that many sections of the existing
network not only require renovation but even redesign.

High-quality cyclist-friendly services (primarily tailored to the needs of cycling
tourists) are only present in certain regions. A good basis for its development
is provided by the fact that in recent years, a unified set of criteria has been
established for the certification of service providers.

Although forest cycling is not as widespread as it should be given the
geographical and natural conditions of the country, the legal requirements
for establishing forest cycling trails are in place. The increasing demand has
prompted several forward-thinking developments in recent times. In many
settlements across the country, smaller pump tracks have been established,
primarily popular among children but relevant for all age groups to learn and
strengthen cycling skills.

Surveys show that one of the main barriers to the further expansion of cycling
is the lack of a sense of safety. Although cooperation and partnership among
road users have clearly improved in recent years, currently the application of
traffic rules and practices does not always ensure an adequate level of safety
for the most vulnerable road users. This is also supported by the high number
of cycling accidents. Traffic education is already introduced in elementary
school, but it is not yet emphasized enough. In addition to this, training and
sensitization of drivers also need improvement.

Cycling is becoming more prevalent in daily communication, whether it's
about commuting to work or spending leisure time. It can be increased
through targeted campaigns and further promotion of cycling.

A significant portion of the population owns a bicycle, but the proportion
of high-quality or electric bicycles is still relatively low. At the same time,
financial incentives and support systems have emerged to aid the spread
of e-bikes and enable the acquisition of corporate bicycle fleets. Although
not widely known, Hungary has significant bicycle manufacturing capacity;
however, most of the activity in these factories is assembly, with a relatively
low proportion of research and development activities.



o
(a2}
o
~N
>
(o))
0]
9
[
©
&
[%]
o)
<
S
>
O
m
C
9
o
@
z

AR
s o o IR ! o e TG
ORARY T SN

S e




National Cycling Strategy * 2030

In line with the situation analysis and international as well as domestic public
policy objectives, we have formulated a vision for the mid-term future that
we aim to achieve:

By 2030, cycling in Hungary will be a fast,
safe, accessible, and economical alternative
for everyday commuting,
while being the most popular leisure activity.
Consequently, Hungary will become the
leading bicycle-friendly country
in Central-Eastern Europe.

By 2030, 35% of the population will use bicycles multiple times a week as
their primary means of transportation. The national network will be safe
and attractive, featuring independent bicycle paths between settlements,
directional cycling facilities within urban areas, and traffic-reduced, and
reduced-speed zones to facilitate cycling. As a result, the number of cyclists
will increase in cities, while in rural areas, the current high level of cycling
will be maintained.

Up-to-date online and offline information about bicycle-friendly routes
will be available, with route planners promoting cycling as a viable option
for travel. With increased reliability and a heightened sense of safety,
cycling becomes a realistic alternative for commuting to school and
work nationwide. Through financial and other communication incentives,
choosing a bicycle for short trips becomes much more economically viable
than using a car.

As a result of the measures, the conditions for safe cycling significantly
improve. Campaigns and training contribute to enhanced cooperation
among road users, leading to a reduction in conflicts. Both children and
adults possess fundamental cycling and traffic knowledge. The number of
cycling accidents significantly decreases, with fatal accidents decreasing
by at least 50% compared to 2019 (63 fatal accidents).
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The length of the tourist cycling network increases to 15,000 kilometres.
Cycling tourism regions offering high-level services and experiences
emerge, benefiting local businesses with additional revenue, while ensuring
sustainable tourism without causing additional environmental burden.
Leisure cyclists have access to well-maintained cycling networks for various
purposes, including recreational, mountain biking, and road cycling.

Bicycles are accessible to all classes of the population, whether they are
private, shared, or corporate bikes, with or without electric assistance.
The acquisition of bicycles is supported by various targeted incentives. The
bicycle industry and trade thrive, with increasing development activities
taking place alongside assembly in domestic factories. Simultaneously, the
quality of the bicycle service network improves, expanding its coverage.

Regulations that support and incentivize cycling will be established,
encompassing traffic rules, infrastructure planning, regional planning,
parking, and the transportation of bicycles on public transport. As a result,
not only will cycling become easier and safer, but the costs of investments
can also be reduced.

The Strategy presents the current state of cycling, sets goals, and
defines measures in four main thematic areas:

EVERYDAY

CYCLING ROAD SAFETY

HORIZONTAL MEASURES

The measures are categorized into three groups:

| (A) Measures serving the satisfaction of basic needs: typically, these are
measures that ensure the fundamental conditions for safe and comfortable
cycling, without which cycling would not be possible (e.g. construction
of bicycle paths, establishment of storage and parking facilities, cycling-
friendly traffic regulations)

m (B) Measures ensuring rational benefits: measures that, in addition to the
fundamental conditions, provide economic, health, and environmental
benefits for cyclists (e.g. supporting bicycle use, providing e-bike charging
facilities)

m (C) Measures ensuring emotional benefits: measures that, in addition to
the fundamental conditions and rational benefits, provide some emotional
extra value through cycling (e.g. social appreciation, sports achievements).

A total of 29 measures are included in the strategy, along with indicators,
activities, a list of involved organizations, estimated costs, and a schedule for
implementation.

It is important to emphasize that local municipalities and county councils
play a crucial role in the implementation of individual measures since the
majority of developments and investments take place at the local level.
Therefore, a successful implementation requires a thorough understanding
of the goals and measures of the strategy, as well as continuous
collaboration with professional organizations.
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Strategic objectives
|

r— VISION

\/
COMPREHENSIVE
GOALS

HORIZONTAL

OBJECTIVES

BY 2030, CYCLING IN HUNGARY WILL BE A FAST, SAFE, ACCESSIBLE, AND ECONOMICAL
ALTERNATIVE FOR EVERYDAY COMMUTING, WHILE BEING THE MOST POPULAR LEISURE TOOL.

IMPROVED CONDITIONS FOR EVERYDAY
CYCLING

EXPANDING OPPORTUNITIES
IN CYCLING TOURISM

INCREASED ROAD SAFETY

ENSURING CONTINUOUS MONITORING

SUPPORT FOR BICYCLE INNOVATIONS
AND RESEARCH & DEVELOPMENT

ENSURING PREDICTABLE FUNDING

STRENGTHENING THE ORGANISATIONAL

SYSTEM AND PROFESSIONAL BACKGROUND

INTEGRATING CYCLING INTO ALL RELEVANT

DEVELOPMENT DOCUMENTS
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DEVELOPMENT
GOALS

\/
MEASURES

HORIZONTAL
OBJECTIVES

y

HORIZONTAL
MEASURES

IMPROVING CONDITIONS FOR EVERYDAY CYCLING

IMPROVING CONDITIONS FOR CYCLING TOURISM

INCREASED ROAD SAFETY

MAKING THE ROAD NETWORK CYCLE-FRIENDLY

COHERENT NETWORKS OF CYCLING TOURISM

CERTIFICATION OF THE COMPLETE BIKEABLE ROAD
NETWORK AND REDESIGNING DANGEROUS SECTIONS

IMPROVING BICYCLE PARKING AND STORAGE

DEVELOPING CYCLING-FRIENDLY SERVICE NETWORKS

SAFE BICYCLES

INTEGRATED BIKE-SHARING SYSTEMS

BICYCLE TRANSPORT ON PUBLIC TRANSPORTATION

SAFE NEW AND USED MOTOR VEHICLES

BIKES FOR EVERYONE - ENCOURAGING BICYCLE PURCHASES
AND CORPORATE FLEETS

CYCLING TOURISM PORTAL AND APPLICATION

BEING RESPONSIBLE ON THE ROADS - STRENGTHENING THE
PROTECTION OF THE MOST VULNERABLE ROAD USERS

CYCLING ROUTE PLANNING ACROSS THE ENTIRE
COUNTRY

DRIVER AND AUTHORITY TRAINING, AWARENESS
RAISING

ON TWO WHEELS TO SCHOOL

CYCLING IS THE PREFERRED CHOICE

DISCOUNTED PACKAGE DEALS, DISCOUNT PROGRAMMES

TWO-STAGE TRAFFIC EDUCATION IN PRIMARY AND
SECONDARY SCHOOLS WITH ASSESSMENTS

FINANCIAL INCENTIVES FOR EVERYDAY CYCLING

CYCLING IS COOL AND RESPECTABLE

CYCLING TOURISM RECREATIONAL AND PROMOTIONAL
CAMPAIGNS

TRAFFIC CULTURE CAMPAIGN

CYCLING EVENTS AND CYCLING SPORT EVENTS TO PROMOTE
TOURISTIC AND LEISURE CYCLING

CYCLING KNOWLEDGE AND A CYCLING-FRIENDLY
ATTITUDE AMONG KEY PLAYERS

BICYCLES OF THE FUTURE - CREATING THE NATIONAL
CYCLING CLUSTER

MEASURING AND EVALUATING THE RESULTS AND IMPACT
OF THE MEASURES

INSTITUTIONAL FRAMEWORK FOR CYCLING

INTEGRATING CYCLING INTO REGIONAL PLANNING

PROMOTING THE USE OF ELECTRIC BICYCLES AND
SUPPORTING ITS FRAMEWORK

Addressing basic needs

Providing rational
benefits

Providing
emotional
benefits
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The cost requirements for the measures during the period 2023-2030
are as follows:

Resources needed for implementation

Everyday cycling HUF 110.37 billion
Development of tourism recreation HUF 117.35 billion
Improving road safety HUF 16.36 billion
Horizontal measures HUF 3.89 billion
Total: HUF 247.97 billion

The estimated total cost for the implementation of the measures
outlined in the strategy is HUF 247.97 billion, which can be covered
by the following sources:

Available resources

OPERATIONAL RURAL DEVELOPMENT
PROGRAMMES PROGRAMME
<
S s
2.2
IKOP PLUSZ 52
TOP PLUSZ 3
KEHOP
pLUSZ INTERREG
; 3
VISEGRAD FUND PRIVATE CAPITAL £3
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Introduction

Today, cycling is experiencing its renaissance globally. More and more people
recognize that bicycles provide a fast, comfortable, safe, and environmen-
tally friendly mode of transportation in everyday life, such as commuting
to work or to school, shopping, or running errands. Cycling also plays an
increasing role in tourism. Surveys indicate that in Hungary, it is the second
most popular type of active tourism, as evidenced by the seasonal use of
cycling paths around our larger lakes. In addition to improving health, cycling
contributes to economic and rural development. Therefore, it is crucial to pay
special attention to positive trends related to cycling.

In densely populated urban areas, with the current modal shares of transpor-
tation means, the set climate protection goals cannot be met. Encouraging and
prioritizing communal, cycling, and pedestrian transportation, coupled with
thoughtful territorial planning, can lead to significant emissions reduction.
Cycling plays a crucial role in this, and its role is expected to grow in the
future. Through infrastructure development, favourable regulations, and
mindset shifts, the bicycle should become the predominant mode of trans-
portation for urban journeys (typically shorter than 5-7 kilometres). However,
to achieve the attractiveness of sustainable transportation modes, we need
to examine the entire travel chain to understand the criteria behind residents’
travel choices. Bicycles provide a fast and comfortable way to navigate
through urban nodes, while public transportation, due to its hierarchy, can
only be economically efficient and competitive in terms of user perspective
between central parts of a city. The combination of these two means of
transport, fixed-track public transportation (possibly long-distance and local
bus services) and bicycle usage is ideal for connecting any two non-urban
locations as well. As a result, air quality and noise pollution in cities improve,
creating a more liveable and safer environment. In addition, the pedestrian
and cyclist-friendly parts of the city are seeing visible economic development,
with previously deserted shopping areas coming back to life in non-car-ori-
ented streets.

The emergence of electrically assisted bicycles has opened up new perspe-
ctives in cycling. The length of comfortably achievable routes with a bicycle
has increased, making it competitive even in suburban areas. E-bikes have

made cycling more accessible to a much wider range of people, by making
physical ability, fitness or the difficulty of the terrain less of a factor. The
electric assistance has turned cargo bikes into an essential part of the
logistics chain in urban areas where vehicle traffic is restricted or increasingly
limited. The market predicts a further dynamic spread of electrically assisted
bicycles, which should be expected in the long term.

The purpose of developing the National Cycling Strategy is to provide
guidance for achieving the long-term vision and goals set for the year 2030.
The Strategy, on the one hand, defines development directions that build
upon the results and trends of the past period, and on the other hand, it
proposes methods and interventions different from those used so far by
assessing shortcomings and considering new challenges. Due to current and
upcoming challenges, the Strategy must set bold goals, some of which can
be achieved through the implementation of measures that bring about radical
changes. All of these contribute to making Hungary one of the most liveable
countries in Europe by 2030.

It is important that the government adopts the National Cycling Strategy
as a policy strategy and supports its implementation in the long term by all
possible means.
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Why do we support cycling?

Cycling significantly contributes to reducing the negative externalities
caused by transportation, such as pollutant emission and noise pollution.
However, there is a lack of domestic data for estimating and calculating
these effects in Hungary due to the absence of necessary traffic data for
such assessments. Cycling also contributes to a healthy life span. Currently,
more people die from diseases caused by lack of physical activity than from
cycling accidents. Cycling serves both as a means of physical activity for
health promotion and as a mode of transportation.

According to a report from the European Cyclists' Federation (ECF), the
European Union (EU) gains considerable direct and indirect benefits from
cycling, based on available data. Cycling already generates a benefit of
around 150 billion EUR annually in the EU alone. Of this, over 90 billion EUR
contribute to the environment, healthcare, and transportation. In contrast,
a recent study by the European Commission indicates that the costs of
motorized road transport on the environment, health, and mobility amount
to 800 billion EUR annually.

If we add estimable data that are related to other areas to the quantifiable
data of cycling, then the overall benefits of cycling could be much higher.
Cycling has the potential to contribute to various policy areas, including
industrial policy, employment, and social policy. Its advantages even extend
to social areas such as refugee integration, access to mobility or employa-
bility. According to some estimates by the ECF, the overall benefits could
surpass 500 billion EUR annually in the EU alone.

To meet the targets required by the EU Energy Efficiency Directive
2018/2002/EU, we need to set goals for promoting more energy-efficient
vehicles, cycling, walking, and public transportation, as well as popularizing
mobility and urban planning that reduce transportation demand.

Table 1: Measurable cycling benefits with estimated values in the EU
(source: Neun, M. and Haubold, H. 2016. The EU Cycling Economy — Arguments for
an integrated EU cycling policy. European Cyclists’ Federation, Brussels, 2016)

. Estimated costs
Profit (Mrd EUR)
. Reduction of CO? emissions 0.6-5.6
Envuronmental r Reduction of air pollution 0.435
climate protection
Reduction of noise pollution 0.3
Energy + Resources Saving fuel 4
Longer and healthier life 73
Health
Reduction in sickness absence 5
) Bicycle manufacturing 13.2
Business / Economy - -
Cycling tourism 44
Reduction in road congestion, 6.8
. ) traffic jams )
Mobility benefits -
More cost-effective 2.9
infrastructure development )
Overall annual profit 150-155

The importance of cycling extends beyond protecting our environment,
enhancing the liveability of our cities and towns, or preserving our
health. It also comes with measurable and significant economic benefits.
Decision-makers must take these benefits into account, especially when
considering substantial investments, such as the construction of new
cycling infrastructure.
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The place for cycling

in government strategic planning

Until 2016, cycling was a less emphasized aspect of the government's
transportation strategy. The National Cycling Concept and Network Plan,
developed as part of the National Transport Infrastructure Development
Strategy published in 2014, cannot be considered a strategy. The National
Strategy for the Development of Tourism and the National Active Tourism
Strategy address the development of cycling infrastructure, facilities and
services that serve tourism at national level and in several tourist areas.
However, this document is limited to reflecting the demands and primary
measures dictated by tourism.

While significant budgetary and EU resources were also available for the
development of cycling in the past, and both intra-city and inter-city road
networks expanded with their help, a notable change occurred in 2016
when the government appointed a commissioner for the development
of cycling. This made cycling more prominent in governmental strategic
planning.

Cycling has become increasingly emphasized in climate protection, susta-
inability, and health objectives set at various levels. In alignment with
these goals, for example, Budapest aims for a 10% cycling level by 2030
in its relevant policy document.

During the development of the National Cycling Strategy, we primarily
considered the provisions of Government Decree No. 38/2012 (l11.12.) on
Government Strategic Management (hereinafter: Government Decree).
The Government Decree establishes the requirements for the preparation,
social consultation, adoption, publication, implementation, monitoring, as
well as preliminary, interim, and post-evaluation, and revision of strategic
planning documents.

The Government Decree defines the hierarchy of strategic documents
as follows:

N
L\

NATIONAL MEDIUM-TERM STRATEGY

MINISTERIAL PROGRAMME

7 AY

POLICY STRATEGY

POLICY PROGRAMME

INSTITUTIONAL STRATEGY

AN Y Y

_____________________

The National Cycling Strategy, classified as a policy strategy, covers the
period until 2030.

The Strategy follows the content structure outlined in the Government
Decree and, accordingly, provides a situational analysis, vision, and objec-
tives for the following four thematic areas, along with the principles of
the concept and implementation, an action plan, and a system of tools:

[ EVERYDAY CYCLING ] [ ROAD SAFETY ]

[ HORIZONTAL MEASURES ]

The development of the strategy falls within the responsibilities of Mariusz
Révész, the Commissioner for Active Hungary, as stipulated in point 4.b
of Government Decree No0.1377/2020 (VII. 10.) on government measures
related to the implementation of the Year of Cycling programme. Operational
tasks were carried out by the Aktiv- és Okoturisztikai Fejlesztési Kézpont
Nonprofit Kft, with the involvement of the former Bicycle Coordination
Department of the Ministry of Innovation and Technology, and with the help
of various relevant professional and civil organizations, and external experts.
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Vision
I

By 2030, cycling will be an attractive alternative for daily commuting,
being fast, safe, and cost-effective. Consequently, it will also become
one of the most favoured ways to spend leisure time.

Hungary aims to be the leading bicycle-friendly country in Central and
Eastern Europe by 2030, and to achieve this:

m 35% of the population uses the bicycle several times a week as their primary
means of transportation.!

® The proportion of cycling tourism increases compared to the 2022 level.?

® The significant improvement in the objective safety of cycling is indicated
by a 50% decrease in fatal cycling accidents compared to the 2022 level.
The population also feels this change, as children, youth, and the elderly all
choose the bicycle as a means of transportation without fear.

22 ®m The competitive constraints of cycling disappear, and cyclists have access
to infrastructure and services that are at least as fast, safe, and attractive as
those for motorized traffic. In addition, financial incentives make choosing a
bicycle more advantageous than a car

By 2030, the entire road network will be safe and attractive for cyclists,
and to achieve this the following developments will take place:

m |n cities and between suburbs/villages — where necessary — separate
bike lanes will be established.

m Within the settlements, two-sided, directionally separated cycling
facilities will be established along main roads and access roads.

B In side streets and residential areas, reduced traffic zones with a
reduced speed limit of a maximum of 30 km/h will support cycling.

B The elements of the cycling infrastructure are in good condition and
regularly maintained.

®m The improved intersections are safe

® Developed and designated cycling tourism, mountain biking, and road
cycling route networks await cyclists. Continuous and high-quality
maintenance of the roads is also ensured

In Hungary, everyone will have access to a suitable personal or rentable
bicycle; by 2030:

B Financial incentives and rental systems support bicycle usage.

B Bicycles are part of the travel chain and can be used to travel from home to
home, from home to work, even with the use of public transport.

m At least 3000 certified bicycle-friendly service providers are available
throughout the country.

B Fresh information about bicycle-friendly routes is available, and cycling is
recommended as an option by route planners.

B The rational economic, health, and environmental benefits of cycling are
well understood by the entire population, thanks to awareness campaigns.
Successful bike-sharing systems operate in Budapest and medium-sized
cities in the countryside, adapting to local needs and even incorporating
electrically assisted bicycles.

Both children and adults possess fundamental cycling and traffic
knowledge. Cooperation among motorized, pedestrian, and cycling
road users improves.

The necessary resources, knowledge, information, and organizational
support for the development of cycling are available on both the gover-
nmental and municipal levels, as well as among businesses and civil
organizations. The partnership between these actors is fully operational
and the involvement of civil society organisations is institutionalized.

1 Calculated based on the methodology of the Cycling in Hungary, 2022 research commissioned by the Hungarian Cyclist Club and Active Hungary, conducted by Medidn. (2022 baseline: 31%)
2 According to the methodology of the active tourism research commissioned by the AOFK in 2022, conducted by Szdzadvég Research Institute
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Strategic objectives
|

—— VISION

\ /
COMPREHENSIVE
GOALS

HORIZONTAL

OBJECTIVES

BY 2030, CYCLING IN HUNGARY WILL BE A FAST, SAFE, ACCESSIBLE, AND ECONOMICAL

ALTERNATIVE FOR EVERYDAY COMMUTING, WHILE BEING THE MOST POPULAR LEISURE TOOL.

IMPROVED CONDITIONS
CYCLING

FOR EVERYDAY EXPANDING OPPORTUNITIES IN CYCLING

TOURISM INCREASED ROAD SAFETY

ENSURING CONTINUOUS MONITORING

SUPPORT FOR BICYCLE INNOVATIONS AND RESEARCH &
DEVELOPMENT

ENSURING PREDICTABLE FUNDING

STRENGTHENING THE ORGANISATIONAL SYSTEM AND
PROFESSIONAL BACKGROUND

INTEGRATING CYCLING INTO ALL RELEVANT DEVELOPMENT
DOCUMENTS

3 Calculated based on the methodology of the Cycling in Hungary, 2022 research commissioned by the Hungarian Cyclist Club and Active Hungary, conducted by Median.
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DEVELOPMENT
GOALS

\/
MEASURES

HORIZONTAL
OBJECTIVES

y

HORIZONTAL
MEASURES

IMPROVING CONDITIONS FOR EVERYDAY CYCLING

IMPROVING CONDITIONS FOR CYCLING TOURISM

INCREASED ROAD SAFETY

MAKING THE ROAD NETWORK
CYCLE-FRIENDLY

COHERENT NETWORKS OF CYCLING TOURISM

CERTIFICATION OF THE COMPLETE BIKEABLE ROAD
NETWORK AND REDESIGNING DANGEROUS SECTIONS

IMPROVING BICYCLE PARKING AND STORAGE

DEVELOPING CYCLING-FRIENDLY SERVICE NETWORKS

SAFE BICYCLES

INTEGRATED BIKE-SHARING SYSTEMS

BICYCLE TRANSPORT ON PUBLIC TRANSPORTATION

SAFE NEW AND USED MOTOR VEHICLES

BIKES FOR EVERYONE - ENCOURAGING BICYCLE PURCHASES
AND CORPORATE FLEETS

CYCLING TOURISM PORTAL AND APPLICATION

BEING RESPONSIBLE ON THE ROADS - STRENGTHENING THE
PROTECTION OF THE MOST VULNERABLE ROAD USERS

CYCLING ROUTE PLANNING ACROSS THE ENTIRE
COUNTRY

DRIVER AND AUTHORITY TRAINING, AWARENESS
RAISING

ON TWO WHEELS TO SCHOOL

CYCLING IS THE PREFERRED CHOICE

DISCOUNTED PACKAGE DEALS, DISCOUNT PROGRAMMES

TWO-STAGE TRAFFIC EDUCATION
IN PRIMARY AND SECONDARY SCHOOLS WITH ASSESSMENTS

FINANCIAL INCENTIVES FOR EVERYDAY CYCLING

CYCLING IS COOL AND RESPECTABLE

CYCLING TOURISM RECREATIONAL AND PROMOTIONAL
CAMPAIGNS

TRAFFIC CULTURE CAMPAIGN

CYCLING EVENTS AND CYCLING SPORT EVENTS TO PROMOTE
TOURISTIC AND LEISURE CYCLING

CYCLING KNOWLEDGE AND A CYCLING-FRIENDLY
ATTITUDE AMONG KEY PLAYERS

BIKES OF THE FUTURE - CREATING THE NATIONAL
CYCLING CLUSTER

MEASURING AND EVALUATING THE RESULTS AND IMPACT
OF THE MEASURES

INSTITUTIONAL FRAMEWORK FOR CYCLING

INTEGRATING CYCLING INTO REGIONAL
PLANNING

PROMOTING ELECTRIC BICYCLING
AND SUPPORTING ITS FRAMEWORK

Addressing basic needs

25

Providing rational
benefits

Providing
emotional
benefits
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Everyday cycling

B Current status and problem
identification

Earlier, the concept of transportation primarily focused on vehicles, parti-
cularly car traffic, and its associated problems. In contrast, the modern
notion of mobility considers all modes of movement. From the 2022 data, it
becomes evident that only 35% of people use cars in their daily lives. People
walking, cycling or using public transport are, in proportion, now counter-
balancing the former dominance of the car in the thinking of the related
fields. Emerging issues receive nearly equal attention across all modes of
transportation. In recent years, e-micro-mobility devices have appeared in
increasing numbers, primarily in urban areas, especially on bicycle paths.
While their growth is desirable for climate protection goals, there is also a
need for a review of the current regulations.

Apart from transportation planners, various other professionals, such
as urban planners, landscape architects, and geographers, participate
in transportation development. A common issue is the scarcity of labour
resources in both the planning-permitting and execution-operation
sectors. It is crucial to integrate bicycles as a mode of transportation into
the diverse professional environment in a way where the importance of
cycling-developments is generally accepted and supported. Currently,
communication between professions often lags, and in larger-scale
national or regional bicycle developments, local interests are frequ-
ently overlooked, making improvement in this regard an important task.
A significant portion of the national road network currently lacks the
basic conditions for safe cycling due to the volume and/or actual speed
of motorized traffic. This underlines the magnitude of the task, requiring
a change in mindset and unified action among those involved in bicycle
development and planning

When examining municipalities, the success and proper operation are
significantly determined by well-functioning connections between various
functions. In the development of municipalities, one of the primary tasks is to
ensure and organize the infrastructure network, particularly transportation
connections. A general trend in Hungary is that urban regions are increa-
singly spreading out spatially, with individual functions (such as residential
and workplace areas) becoming more distant from each other. Due to the
increased distances, cycling alone becomes less competitive, leading more
people to switch to cars. Mitigating urban expansion is an important task
for the professions involved in urban development. In areas where urban
expansion has already occurred, efforts should focus on creating a more
compact urban structure, promoting multi-centre cities, and establishing
compact sub-centres to reduce commuting times, moving away from a
single-centred city model. Combining cycling with fixed-track public trans-
portation can make cycling competitive again in expanded cities. However,
currently, the necessary conditions for this, such as public transportation
infrastructure and bicycle storage at stations, are only available in a few
places in the affected cities. In order for the development to take place in
the locations and in the way that is most needed, data related to cycling is
needed at the national, municipal, and even sub-municipal levels.

Unfortunately, there are mixed-quality data available for everyday bicycle
use. Existing data, often differing and contradictory (from domestic and
international sources), are mostly based on different measurement or
research methodologies. Therefore, the situation analysis is mainly based on
the Eurobarometre 2014 and the Mediadn representative surveys conducted
every two years since 2018, with 3000 participants, each focusing on the
Hungarian adult population. According to Eurobarometre 2014 data, Hungary
ranks third in Europe in terms of daily bicycle use, following the Netherlands
and Denmark. More recent data from 2019 places Hungary in fourth position.
While in most European countries, bicycles are more popular in large cities,
in Hungary, this is more true for rural regions, as depicted on Trenecon Kft.'s
2016 research map (map 1).
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Map 1: Primary mode of transport for commuting to work and school within a settlement (Source: 2011 KSH household survey, daily commuting data)
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Due to natural and historical factors, as well as the characteristics of rural
public transportation and the costs associated with using motor vehicles, the
proportion of cycling in rural areas remains high today. However, the positive
change in income situations immediately shifts the population toward car trans-
portation in these regions, as evident in the data. According to the Medidn
survey, the proportion of those who indicated the bicycle as their primary daily
means of transportation decreased from 17% to 16% between 2018 and 2022.
Unfortunately, this decline was mainly observed in rural areas, while urban areas
typically experienced an increase in this percentage. In cities, factors such as
infrastructure investments, supportive government measures, the spread of a
health-conscious lifestyle, changes in consumption and leisure habits, and active
involvement of civil organizations contributed to a 5% increase in the proportion
of daily cyclists in the past two years.

There is still significant potential for an increase in the number of cyclists in cities,
as the infrastructure is not sufficiently safe for a substantial potential user group.
To encourage more people to choose cycling for their daily travel, infrastructure
that provides a higher (subjective) sense of safety is needed. Currently, rather
than area-based, complex, cycle-friendly solutions, there are often isolated
developments without a network-oriented approach. A complex cyclist-fri-
endly environment, with comfortable and safe urban bike path networks, can
be created by combining designated linear and area-based (network-oriented)
developments for cycling. However, it should be emphasized that develop-
ments in urban spaces often come with conflicts due to space limitations, so
detailed planning and preparation are necessary. Short-term, everyday cycling
can replace a significant number of car trips, improving the quality of neighbour-
hoods and streets, the health of the population, and reducing air pollution.

Itis important to address shared micro-mobility services in urban transportation,
as they are becoming increasingly significant elements of the transportation
system and effectively complement public transportation. In order to regulate
shared services, which come in various forms (vehicles) and operational models
(ranging from fully private to those organized with public services), and to effec-
tively support them for strategic goals, it is necessary to streamline the legal
and regulatory framework (e.g. traffic regulations, data reporting, public space
utilization, parking, etc.).

There is limited data available regarding the condition of the cycling infra-
structure. The current network, spanning nearly 9,000 km, is primarily managed
by local authorities. Typically, these are sections within urban areas, and local

governments handle operational and maintenance tasks based on the resources
and expertise available to them (such as equipment and machinery). In addition
to the European Union funding for the development of new cycling infrastructure,
in recent years there have also been opportunities for renovation under the
Hungarian Village Programme, which is funded by the Hungarian government.
Improving the condition of cycle paths and expanding the network will remain an
important task for the future.

The Hungarian Public Roads Nonprofit Ltd. regularly assesses the condition of
its 1102 km network. For the operational and maintenance tasks of this part of
the network, an annual budget of 1 billion forints has been available since 2018,
and from 2022, the annual budget has increased to 1.5 billion forints, providing
opportunities for multiple renovations. The chart below shows that the condition
of the network managed by the Hungarian Public Roads is gradually improving.
The company also operates 56 automatic traffic counters nationwide, supple-
mented by counters in larger settlements and manual counting.

Figure 1: The condition of the bicycle path network managed by Hungarian Public
Roads: number of defects per 100 meters (Source: Hungarian Public Roads)

1000
more than more than
more than 25 defects 25 defects
£ 800 25 defects
=
< o 10-25 defects
S 10-25 defects 1025 defects
o
% 600
\'j
o
g 2-5 defects 2-5 defects 2-5 defects
400
0-2 defects 0-2 defects 0-2 defects
200

2018 2019 2020

year



National Cycling Strategy « 2030

Several factors beyond infrastructure can hinder the growth of the number
of cyclists. The legal, financial, and technical regulations currently serve
and promote the continuous increase in individual vehicle use. The societal
costs of individual vehicle use exceed the benefits derived from it. The
regulations do not incorporate elements that would prevent those who
do not use individual vehicles from bearing the societal costs of individual
vehicle use, either instead of or alongside the users. Among sustainable
modes of public transportation, the state only marginally supports or
encourages walking and cycling for commuting, and commuting with
public transport is supported only in local traffic. The picture is somewhat
nuanced by the programme launched in 2020 to support the purchase
of electrically assisted bicycles (e-bikes), with a total budget of 1 billion
forints. In addition, from 2022, the spread of corporate bicycle fleets is
also encouraged by the Corporate Tax and Personal Income Tax laws, as
costs associated with corporate bicycles are reimbursable, and bicycles
can be provided as tax-free benefits for employees to use. In 2022, a
programme supporting the purchase of electrically assisted cargo
bicycles was launched with a budget of 400 million forints, supporting
the purchase of 270 bicycles by the end of the year.

In addition to the lack of an attractive bikeable road network, the perception
of cycling is also not favourable enough, therefore breaking down prejudices
and misconceptions related to cycling is also an important task. Often, due
to the lack of awareness and communication of developments, the subjective
sense of security among cyclists is worse than the actual conditions. This
prompts people to avoid choosing cycling even when it would be the best
option for them.

A significant deterrent to everyday cycling is that many people are afraid
to leave their bikes unattended on the street, in the absence of secure
storage. According to data from the Ministry of Interior, in 2021, the police
handled a total of 3,392 cases related to bicycle theft. Compared to recent
years, this shows an improving trend, with a 26% decrease in bicycle
thefts compared to 2018. It is worth mentioning that a portion of bicycle
thefts remains unknown due to the lack of reporting.

A separate registry is maintained for the increasingly popular and often
higher-value e-bikes.

As seen in the second figure, the number of e-bike thefts, in contrast to tradi-
tional bicycles, shows an increasing trend, with a total of 72 cases reported
in 2021

Figure 2: Trends in the number of bicycle thefts
(Source: Based on data from the website https://enyubs.
bm.hu hosted by the Ministry of Interior)

||
——
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The BYPAD methodology was developed for municipalities and regions
to assess how well the political institutional system supports cycling and to
provide recommendations for improving the cycling situation. The metho-
dology brings together representatives from three levels of interest (political,
operational, and user levels) in small groups. They discuss various aspects of
cycling policy based on a pre-filled questionnaire. In 2021, a working group
consisting of representatives from different levels used the international
BYPAD methodology to assess Hungary's national-level support for cycling.
In this evaluation, a score of 100% would mean that cycling (and the natio-
nal-level institutional system behind it) works perfectly in all areas. Overall,
Hungary achieved a 60.63% result in terms of the integration of cycling into
policy-making from a political perspective. It's essential to note that this value
should not be compared to the values of other countries but can be used to
measure future development.

Based on the examination of user needs, cycling is a decisive and important
topic. Various organizations deal with cycling in a coordinated manner, but
they have limited support and resources. The Cyclists and their advocacy
organizations have the opportunity to participate in consultations on specific
cycling issues, but these discussions are not regular. A significant problem
is that in most development projects, cycling struggles or cannot assert
itself against the lobbying of motorized modes of transportation, and many
projects are implemented focusing on transportation modes rather than
comprehensive planning.

Regarding the relationship between land use and infrastructure planning,
the integration of land-use-based transportation development and the integ-
ration of all modes of transportation only appears in certain projects.

The current leadership and coordination involve some individuals (leading
politicians and officials) who pioneer the development of cycling policies. An
internal cross-institutional and cross-organisational working group is in place
to provide background support. However, except for central administrative
bodies, at the local and regional levels (municipalities), this operation has not
yet appeared in a regulated manner.

In terms of how the policy works in principle, there is an unofficially adopted
set of cycling targets, but it is not explicitly included in other documents
determining transportation development. This is not only a feature of cycling
policy: there are system-level parallelisms and even contradictions in devel-
opment documents. The cause of cycling is supported by several independent
laws and regulations; however, they do not address many problems and are
not up-to-date. Only a few organizations are involved in reviewing the legal
environment, making the process time-consuming, taking several years.

In terms of modules, we have achieved good results in the “human capacity
and resources” area, with an annual budget allocated for cycling investments
and measures. Additional financial resources are also available from other
areas (health, tourism, environmental protection, etc.) and EU programmes.
However, there is a lot of uncertainty in the system, and currently, there is
no multi-year, comprehensive budget. Within the responsible ministry, there
is a separate department dedicated to cycling issues, with a well-defined
task of preparing and implementing cycling policies. However, for capacity
expansion, it would be necessary to increase the workforce.
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With the exception of a few cities, conditions for a safe cycling network
are inadequate. There are many gaps in the networks between facilities.
Intermodality, the combination of cycling and public transportation, is a key
focus, but this directive is still not widely implemented in many cases. For
this, professional guidelines and national-level support are provided, and
in recent years, the construction of high-quality bicycle storage facilities
has commenced at public transportation stops. Support for cycling is
available at various levels: government agencies provide support for

communication projects or local/regional campaigns (European Mobility
Week, Bringdzz a Munkdba! campaign). This support takes the form of
material, financial, and expert support. The mindset supporting practical
bicycle education for children is still emerging. Unfortunately, however,
good domestic investments to create a safe environment for children
learning to cycle are scattered, as, among other things, the technical
road standards do not recognise the Dutch model of residential streets
(woonerf, liveable streets).

33
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B SWOT analysis

Weaknesses Strengths

Opportunities

Threats

\_

e The topography of a significant part of the country is ideal for both recreational and everyday cycling

e Hungary ranks 3rd in the EU in terms of daily bicycle usage

e Funding for cycling developments is increasing, and the decision-makers are committed to these improvements

e Cycling has a strong base in rural areas

e Incentives for purchasing e-bikes and measures encouraging businesses to invest in bicycles have been introduced
e Representation for cycling has strengthened within the government and professional and civil organizations

7’

.

e The weak traffic culture and lack of cooperation among road users reduce the sense of safety, causing many to fear cycling

e Misconceptions and prejudices exist regarding cycling

e Primarily due to infrastructure shortcomings, cycling is less popular in cities than in rural areas

e The bicycle faces a competitive disadvantage due to deficiencies in the road network, along with safety issues within cities, suburban areas, and areas between
settlements

e Bicycle paths develop on a linear rather than a territorial basis, leading to a lack of comprehensive networks

e While tools and support encouraging bicycle use have been introduced, overall they are not enough

e Urban planning and road infrastructure planning are vehicle-centric, lacking a bicycle-friendly approach

e The planning and preparation time for new bicycle paths is extremely long

e Despite modern regulations in bicycle path planning, many solutions are outdated, and impractical, leaving cyclists reluctant to use the paths

e Cycling receives little emphasis in driver training and general education

Ve

.

e With the rise of green and health-conscious thinking, an increasing number of people are cycling or would be willing to cycle

e Urban planning trends (liveable cities, humanizing public spaces, and increasing green areas) provide more space for pedestrian and cyclist developments
e Developing railway stations and rolling stock allows for the transport of bicycles and promotes combined travel

e Due to the growth of motorized traffic and congestion, cycling becomes the best means of short-distance transportation in cities

e Shared micro-mobility systems are becoming more popular, further encouraging urban cycling

e Technological advancements and the widespread use of electric bicycles broaden the appeal of cycling to a wider audience

e Successes in cycling sports contribute to popularizing cycling

e During leisure time, cycling is the second most popular type of recreational activity, which can also reinforce daily commuting

g

e With the increasing number of cyclists, the underdeveloped cycling infrastructure in urban areas becomes overloaded, leading to accidents and congestion, which
may result in the unsustainable growth of the cyclist population

e The decreasing allocation of funds for cycling developments

e The continuous growth in demand for bicycles and manufacturing capacity issues lead to an increase in the cost of bicycles, raising the entry barrier

e The share of cycling in rural areas may decrease as car penetration and living standards increase
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H Overall objective

Hungary aims be the leading cycling-friendly country in
East-Central Europe and the leading country for rural
cycling in Europe, with 18% of people choosing bicycles
and electric bicycles as their main means of transport.

Specific objectives to achieve this

m Preserving a high proportion of cycling in rural areas, primarily in the flat
Hungarian Plain and Little Hungarian Plain regions.

®m Promoting the use of electric bicycles to improve the proportion of regular
cyclists in hilly regions. Additionally, leveraging the opportunities provided
by electric bicycles, commuting from suburban areas becomes easier due
to their greater range, and the reduced physical effort makes it possible to
reach and encourage older individuals and those with lower fitness levels
to engage in cycling.

m Increasing the popularity of cycling in urban, densely populated areas. In
Budapest, achieving the goal outlined in the Budapest Mobility Plan by
multiplying the number of bicycle trips.

® Ensuring that cycling becomes an increasingly accessible option for the
population. Achieve 50%* of people cycling at least once a week. Engaging
and encouraging the target audience that is open to cycling but does not
currently engage in it. Raising awareness among the target audience that
rejects cycling.

m |ntegration of cycling into the transportation system and promoting modal
shifts.

® The goal is to make the right to cycle equal to the rights granted to drivers
among the general public and decision-makers.

4 Calculated based on the methodology of the Cycling in Hungary, 2022 research commis-
sioned by the Hungarian Cyclist Club and Active Hungary, conducted by Median.

B In accordance with the 1988 Act |, during the planning and development
of public roads, procedures should be followed to ensure that safe traffic
conditions are provided for all road users, so that cycling is not disadvantaged
during the developments.

m Establishment of a safe infrastructure for all target groups (e.g. novice
cyclists, children, women, seniors).

B Making local side road networks within urban areas pedestrian- and
cyclist-friendly.

I Commitments

B Increasing the proportion of cycling in urban and metropolitan areas, while
maintaining the existing high level in rural areas.

m Creatingthe conditionsforcomfortable and safe cycling, within settlements
primarily through directional planning, and outside settlements by
establishing dedicated infrastructure.

B Encouraging the creation of traffic-calmed zones to improve the conditions
for cycling and enhance the liveability of cities.

B Maintaining an accessible and up-to-date database for everyone about
the cycling route network.

m Significantly increasing the number of secure bicycle storage facilities and
bicycle parking spaces.

® Continued support for cycling and access to bicycles with additional
financial and other incentives, whether it's a personal, public, company, or
cargo bike, with or without electric assistance.

® Further promoting cycling through regular campaigns.

® Developing the network necessary for carrying bicycles on trains in the
(Budapest) agglomeration area.
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I Target groups

By town size:

® Residents of large cities (Budapest, Debrecen, Szeged, Miskolc, Pécs,
Gyér, Nyiregyhaza, Kecskemét).

m People living in medium-sized and small towns (county towns with less
than 100,000 inhabitants).

m Residents of small towns.

By bicycle use:
m People, who currently use a bicycle regularly or occasionally.
m People, who are not currently cycling, but are open to cycling.
m People, who are not currently cycling, and are rejecting it.

B Mode switchers: those who often choose this mode of transport as a
complement to other modes of transport.

m Novice or less confident cyclists seeking a higher sense of security.
Emphasis on children, women, and older age groups.

=

I Measures

— MEASURES TO ADDRESS BASIC NEEDS J

> A.1.1. MAKING THE ROAD NETWORK CYCLE-FRIENDLY

> INFRASTRUCTURE A.1.2. IMPROVING BICYCLE PARKING AND STORAGE

A.1.3. INTEGRATED BIKE-SHARING SYSTEMS
—P A.1.4. BIKES FOR EVERYONE - PROMOTING BICYCLE
J PURCHASE AND COMPANY FLEETS

THE BICYCLE
AS A TOOL / SERVICES

A.1.5. CYCLING ROUTE PLANNING ACROSS THE ENTIRE

— INFORMATION / BEHAVIOUR —> COUNTRY

— MEASURES TO ENSURE RATIONAL BENEFITS I

R.1.6. CYCLING IS THE PREFERRED CHOICE
R.1.7. FINANCIAL INCENTIVES FOR EVERYDAY CYCLING

MEASURES TO ENSURE EMOTIONAL BENEFITS ]

—

—> E.1.8. CYCLING IS COOL AND RESPECTABLE

I Flagship projects

m Cyclist-friendly city centres.

m Creation and maintenance of five high-quality, fast urban-suburban
cycling routes (bike highways) in Hungary.

m Bike and ride — bicycle parking linked to public transport.

m Financial incentive for commuting by bicycle to work.
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A.1.1. Making the road network cycle-friendly

| Goal

Increase the length of road sections on the bikeable road network where cycling
is safe. It is crucial to ensure that conditions for cycling are created along roads
currently used by vehicular traffic.

Increase the proportion of settlement areas where conditions for safe and comfor-
table cycling are present. In every municipality, there should be a self-explanatory
and easily understandable road network. In larger cities, the fundamental tool for
development is the reallocation of traffic surfaces with a prioritization of active and
sustainable modes of transportation. In the basic network of cities, it is necessary
to achieve the reduction of traffic volume and speed by creating modern residential
streets with mixed traffic. On the main cycling network, it is essential to increase
the safety and comfort of cycling by separating it from other modes of transpor-
tation and implementing directional designs. Proper measures can also contribute
to the revaluation of areas affected by interventions.

I Activities
Methodological activities

® |n addition to continuous improvement of existing technical regulations
and design guidelines, the technical solutions for creating a bikeable road
network should be integrated into other technical regulations and standards.
Strategic development documents (territorial, municipal, and sectoral)
should give more emphasis to cycling among sustainable transportation
modes.

m Simple, self-explanatory, and attractive routes should be established
in new construction and renovation projects as well. Facilities should be
standardized and designed according to technical regulations, taking into
account the volume and speed of motorized traffic, as well as other factors.

®m Notonlyinthe case of developments, butalsoin the case of road renovations,
the provision of cycling facilities and road surfaces suitable for cycling
should be considered, along with a review of the regulatory environment.

® An important design principle to be taken into account is that cycling
facilities should be built in biologically active green areas,

B protected areas, to the smallest possible extent and with the least possible
damage to the natural environment, taking into account the subsequent
operation.

Specific interventions

B The creation and improvement of infrastructural conditions for cycling and
pedestrian traffic in every major city (see later as flagship projects).

B The redistribution of cross-sectional space from wall to wall along
main and access routes within urban areas. The establishment of
two-way directionally separated bicycle facilities wherever possible. The
development of independent/protected cycle paths as part of the urban
main network where justified/necessary. In the development of the main
network, a key consideration is ensuring sufficient cross-sectional width
to allow for overtaking and accommodate the movement of specialized
bicycles.

B In cities, a basic network must be established from bike paths, bike lanes,
and traffic-calmed streets, ensuring that it enables safe and quick access
everywhere by bicycle.

m Establishment of five high-quality urban-suburban direct connections
(bike highways) (2 in the Budapest metropolitan area and 3 in other major
urban regions), with the definition of highlighted operational needs (see
later as flagship projects).

B Radical traffic calming measures in residential neighbourhoods and small
streets where children and local residents can travel with a high sense of
safety, at least periodically.

® Rural bikeable road network programme: completing missing elements
of the main cycling network along sections of main roads with heavy
road traffic or where cycling is prohibited. Creating conditions for safe
commuting by bicycle, especially in the catchment areas of large and
medium-sized cities.

® Regular, high-quality operation, and maintenance of bicycle infrastructure.
Establishment of the regulatory environment for express bike paths.
Creation of the regulatory environment for bike streets.

B Reduction of conflict points and complex intersections along riverbank
sections, with an emphasis on traffic engineering.
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I Organisations involved in the implementation

Competent ministry responsible for cycling, and other related ministries,
Municipalities, Hungarian Public Roads, BKK Budapest Public Roads, profes-
sional civil organizations

Estimated resource requirements

Establishment of directionally separated cycling facilities on main routes
in populated areas: Creation of directionally separated facilities on a 1,000
km stretch through the redistribution of cross-sections, traffic management
interventions, without major construction (HUF 10 billion), and on a 100 km
stretch with significant construction (curb modification, pavement repla-
cement, road elevation) (HUF 20 billion): a total of HUF 30 billion.

Automatic opening of all one-way traffic streets for two-way cycling (with
exemptions if justified): within the road operator's jurisdiction, funded from
existing operational resources (2023-2030): HUF 1 billion.

B Indicators
Output

Establishment and improvement of infrastructure for bicycle and pedestrian
traffic in all major cities: redistribution of public spaces, general speed limits
in settlements (30 km/h in small settlements), point-based, small-scale
interventions (creating ramps, lowered curbs, shortcuts) (2023-2030): HUF
1 billion.

Establishment of five urban-suburban high-quality direct connections (bike
highways), including 2 in the Budapest agglomeration and 3 in other metro-
politan areas: 5x15 km = 75 km = HUF 25 billion.

Rural bikeable road network programme: construction of missing main
network elements in areas with significant bicycle traffic between and within
large municipalities;

Making 100 sample settlements bicycle-friendly through tender: HUF 10
billion. Building 250 km of independent facilities between municipalities in
an independent bicycle project (estimated funding requirement: HUF 37.5
billion).

Result

e Number of bicycle-friendly settlements, districts, and routes (pc)

e Number of traffic-calmed streets and districts (pc)

e Length of converted road sections (km)

e Availability of professional guidelines and modern technical regulations
(yes/no)"

I Timing

e Length of road sections safely suitable for cycling (km)

e Length of high-traffic but bikeable road sections (km)

e Length of high-quality urban-suburban bike paths (km)

e Percentage of directionally separated facilities within settlements (%)

%
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l Good practice abroad

Pedestrian and cycling city centre (Brussels)

Pedestrian-bicycle zone in the city centre of Brussels. A rising bollard ensures
that only vehicles with permits can enter the zone, with walking and cycling
being the default modes. An informative sign provides information about the
rules and recommended behaviour for each mode of transportation.
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I Good practice in Hungary

Redistribution of cross-section to create a cycle lane
(Budapest, Béla Bartok street)

Reducing the competitive disadvantage of cycling through the redistribution
of cross-section: On Budapest's Barték Béla Street, due to the volume and
speed of vehicle traffic, cycling was not safe. In 2017, with minimal costs and
within the road maintenance budget, a directionally separated bike lane was
established, making cycling a viable choice for many more people in this area.
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I Flagship

Bicycle-friendly city centres

Comprehensive traffic calming in the inner districts of Budapest (I., Il., V., VI,,
VI, VI, IX., XIll. districts), district centres, and the inner zones of rural cities,
with a reconsideration of public space functions and the creation of healthy
streets.

I Good practice abroad

Cycling highways in Europe

In the Netherlands, Denmark, Belgium (Flanders), the United Kingdom
(London), and Germany, in recent years, they have started connecting the
city centres and suburbs directly with continuous, fast, safe, and comfortable
bicycle roads. The high-quality infrastructure of the road network, along with
the widespread use of electric bicycles and effective branding and promotion,
provides a competitive alternative to individual motorized transport, even for
commuting distances of 10-20 km. It enables door-to-door transportation
while its implementation, despite its high quality, comes with significantly
lower costs compared to the expansion of roads used by motor vehicles or
fixed-track public transportation infrastructure.
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I Flagship

The establishment and operation of five high-quality,
fast urban-suburban cycling routes (bicycle highways)
in Hungary.

In Budapest and several county-level cities, significant cycling infrastructure
development projects have been underway in the past 15 years. However,
these projects hardly provide an attractive alternative for commuting between
suburban areas and city centres. We aim to build cycling infrastructure on 5
selected routes in the following places: Between Budapest and 2-3 suburban
areas and in 2-3 county-level cities. It would be implemented step by step,
with continuous quality improvement, along the following criteria:

Fast — avoiding unnecessary detours, inclines, reaching the city centre via the
shortest and easiest route.

Safe — separated from faster and higher-volume motor traffic, with curves
allowing fast cycling, intersections are either grade-separated or cyclists
have priority.

Coherent — a uniform facility type (not changing every few hundred meters),
without “side-switches” in the internal areas immediately adjacent to public
roads, directionally separated, uniformly signposted and clearly marked by
paving/colouring.

Attractive — a wide and smooth paved surface, is bordered by street lighting
and a green belt, with rest areas and service points implemented alongside.
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A.1.2. Improving bicycle parking and storage

| Goal

Establishing safe bicycle stands that do not damage bicycles and secure
bicycle parking, organizing the orderly parking of other micro-mobility
devices, and increasing their capacity at workplaces, residences, schools,
and transportation hubs. Developing B+R systems at all relevant public
transportation stops, with 50,000 new spaces by 2030.

Increasing the number of combined (bicycle + public transportation)
journeys and reducing the number of trips made by individual motor
vehicles.

In densely built city centres, it is necessary to design bicycle storage and
parking facilities in a way that takes into account the long-term planning of
the given street or road section and the expected future utilization of public
spaces. With this in mind, the wall-to-wall cross-section of the street should
be re-designed to include storage and parking areas in line with the long-term
objectives set out in the urban development documents.

B Activities

® The analysis and modification of the regulatory environment for
bicycle parking and B+R-type bicycle storage, as well as residential
(home), school, and workplace bicycle storage, should incentivize
building operators, road, and building planners and developers to
promote bicycle parking development.

® On public parking surfaces used for on-street parking, each municipality
should establish safe bicycle parking/shared micro-mobility service
points in proportions aligned with its own modal split targets, with over
25,000 spaces.

m B+Rdevelopmentateverymajorpassengertrafficpublictransportation
line terminal and stop, with special consideration for larger urban
agglomerations (over 25,000 spaces by 2030). By increasing bicycle

— public transport travel chains, public transport is attracting new
passengers who previously travelled by car. Capacity expansion for
public transportation may also be necessary on congested routes.

® Residential complex and apartment building bicycle storage
programme:transforming existing spaces orinstalling lockable, covered
storage boxes in public areas where internal building arrangements are
not feasible. Developing guidelines for retrofitting bicycle storage in
residential buildings, with examples.

® Developing an operational model for establishing closed bicycle storage
facilities in public or vacantcommercial spaces, initiating a pilot programme.

m Creating parking and storage facilities suitable for micro-mobility
devices.

m Developing guidelines for the implementation of storage facilities for
municipalities.
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I Organisations involved in the implementation

Com,petent ministry respgnsible for cycling and other relevant ministries
(OTEK), Municipalities (HESZ), MAV-Volan Group, GYSEV, BKK, Hungarian
Cyclists’ Club.

I Indicators
Output

Estimated resource requirements
B+R improvements integrated into complex projects: HUF O.

Preparation and design of a stand-alone B+R project and public bicycle
parking: HUF 500 million, implementation: HUF 5 billion (2023-2030).

Residential bicycle parking programme: pilot HUF 100 million, national
extension HUF 1 billion.

Result

e The new regulation regarding bicycle parking and storage will be
established (yes/no).

e The residential area bicycle storage programme will be launched (yes/no)

e The school bicycle storage programme will be launched (yes/no)

e The number of newly established B+R bicycle storage facilities (pcs)

I Timing

Review of the
regulatory environment

Individual B+R
projects preparation

Pilot project for a residential
bicycle storage programme

e The number of B+R bicycle parking spaces (pcs)

e The number of public bicycle stands (pcs)

e The number of school bicycle storage facilities (pcs)

e The number of residential bicycle storage facilities (pcs)

e The number of railway stations equipped with B+R bicycle storage (pcs)
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I Flagship
Bike and ride - bicycle parking linked to public transport

Comprehensiveestablishmentof 50B+Rlocationsinthe Budapestagglomeration:
Installation of B+R facilities at 50 railway and/or bus stops, covering 10% of
the daily passenger traffic at each stop. Installation of missing facilities and

MEGUJULG
ALLOMAS

expansion of existing ones. Implementation of unified passenger information.
Objective: Mitigation of car commuting from the agglomeration affecting the
capital, promoting the combination of cycling and public transportation.
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A.1.3. Integrated bike-sharing systems

| Goal

Regulation and simplification of the usage of shared micro-mobility services,
including the so-called public bike system.

For micro-mobility services, the goal is to continuously increase the number of
users on a national scale. Only functional systems that can be operated based
on local needs, following well-functioning examples, should be established.

Supporting the widespread use of cargo bikes for last-mile delivery, primarily
in urban environments.

B Activities

m Regulation of shared micro-mobility services and devices (infrastructure
usage, parking/storage, pedestrian zones), sharing data collected by
service providers, and encouraging common tariff systems.

®m Uniform purchase of time-based tickets (e.g. with a bank card) without
registration in existing and new shared micro-mobility services.
Integration of access and rental fees into the tariff of publictransportation
systems. Usage can be increased gradually, relying on the development
of a cycling-friendly road network, financial incentives and integrated
communication.

B Indicators
Output

B Supplementing shared micro-mobility services with electrically assisted
bicycles, with a focus on diverse terrain municipalities.

B |nitiating a cargo bike sharing programme, supporting the acquisition of
electrically assisted bicycles, and providing short-term parking for larger
cargo bicycles as well.

B Employers should be able to provide the bicycle-sharing tariff to their
employees tax-free.

B Integration of bike-sharing and public transportation systems into the
National Mobile Payment System.

I Organisations involved in the implementation
Relevant Ministry for Bicycle Transportation and other related ministries,

Municipalities, and KKKR (Central Coordinating Centre for Public Transport)
operators

I Estimated resource requirements

Development of shared micro-mobility services (expansion, electric public
bicycles): HUF 5 billion.

Result

e New regulation for micro-mobility services will be established (yes/no)

e Modern and integrated tariff systems will be established (yes/no)

e The number of usage-related data-sharing systems (pcs)

e Flexible service packages, customisable to personal needs, are available
(yes/no)

I Timing

e The number of available shared bikes and other micro-mobility devices per
settlement (pc/settlement)
e The number of shared cargo bikes per settlement (pc/settlement)
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| Goal

Facilitating access to bicycles for everyone for whom it enables mobility
but who currently do not have such access. Encouraging corporate fleets.
Helping university students in obtaining bicycles.

Promoting the refurbishment and resale of old, unused bicycles for
sustainability.

B Activities

® Encouraging bicycle purchases: Developing and implementing various
campaignstoincrease the number of bicycles, including those forcommuting,
mobility, and urban logistics.

m Support for company bicycle fleets through favourable tax regulations.

m Prevention of bicycle thefts through the expansion of existing programmes
(e.g. BikeSafe).

m Facilitating access to bicycles for university students through long-term
rental systems available at a low cost with a student ID. Encouraging

B Indicators
Output

H A.1.4. Bikes for everyone - encouraging the purchase of bicycles and company fleets

the establishment of fleets consisting of bicycles suitable for urban
transportation and available for rent, with primarily lower specifications, on
a market basis.

B In the spirit of equality, we support initiatives and programmes that enhance
cycling opportunities for people with disabilities.

® Support for bicycle servicing: Dutch model, which ensures the good
condition of bicycles over the long term.

® Develop and promote community bicycle repair stations.

I Organisations involved in the implementation

Competent ministry responsible for cycling and other related ministries,
AOFK, professional civil organizations (Hungarian Cyclists' Club, KETOSZ,
MKKSZ), higher education institutions.

I Estimated resource requirements

Development and implementation of incentive campaigns HUF 100 million/
year

Result

e Number of bicycle access programmes (pc)
e Number of bicycle theft prevention programmes (pc)

I Timing

Preparation of
incentive campaigns

e Percentage of people having their own bicycles (%)
e Number of bicycles sold per year (pcs)

e Number of cargo bicycles sold per year (pcs)

e Number of company bicycle fleets (pcs)

e Number of registered bicycles (pcs)

e Number of people using public bicycle systems (individuals)

e
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| Goal

Cyclistsintending to travel should easily and quickly accessreliable, up-to-date
information on how to reach their destination by bicycle. Route planning
specifically supports combined travel chains and includes key services.

B Activities

m Creation of a basic database: It is a government task to conduct surveys,
update data, operate and develop the existing common platform (KENYI),
and make it publicly accessible and queryable, with municipalities and
other relevant stakeholders providing data in a standardized format.

m Support for market players in developments that aid travel.

®m Mutual data exchange between the state, municipalities, and market players.

m Establishment of a unified geographical information platform and
database structure.

I Indicators
Output

B A.1.5. Cycling route planning across the country

B The further development of the Central Bicycle Route Database (KENYI) with
uniformly surveyed and evaluated routes based on comprehensive (and not
just operational) criteria. Regular updates, maintenance, and public disclosure
of the database.

B Presentation on various platforms, collaboration with market players (e.g.
Google).

B Introduction of comfort levels based on the survey and evaluation of the
infrastructure.

I Organisations involved in the implementation

Competent ministry responsible for cycling, AOFK, Hungarian Public Roads,
Municipalities, market players, MAKETUSZ

I Estimated resource requirements

Database, geographical information platform development: HUF 50 million.
Monitoring and surveys: HUF 30 million annually (state and municipal).

Result

e Unified data collection and registration platform is established (yes/no)
e Up-to-date and accessible database is available to everyone (yes/no)

e Review of data management regulations is completed (yes/no)

e Regular data provision by the infrastructure owner or manager (yes/no)
e Regular data exchange operates among data custodians (yes/no)

I Timing

Development of database
and information platform

e Number of data requesters/visitors to the platform (number of individuals)

5
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B R.1.6. Bicycle: the preferred choice

I Goal

Mindset change: promoting the rational benefits and competitiveness of
cycling for individuals. Making the rational advantages of cycling well-known
to the entire Hungarian population: convenient, practical, fast, reliable, finan-
cially advantageous, healthy, environmentally friendly.

Promoting safe bike paths and routes, with a focus on groups that prioritize
safety: women, children, the elderly.

B Activities

m Continuous, nationwide communication campaigns promoting cycling
with positive messages about cycling (comfort, speed, cost-effectiveness,
etc.).

® Launching targeted campaigns primarily for rural settlements, where the
main goal is to maintain a high proportion of cycling.

® Implementing targeted campaigns to address groups requiring a higher
level of safety (women, children, and the elderly) after successful

developments to dispel fears associated with cycling.

® Promoting intermodal transportation and the rational choice of
transportation modes to reshape commuting habits.

m Creating a communication guide for conducting cycling campaigns.

The communication activities showcase existing benefits and efforts within
the current Cycling Strategy that support the above message.

B Introductory campaign — Online, social media, TVC, outdoor campaign —
“No more excuses! Starting tomorrow, I'm cycling!"

® “Why don't we cycle?" campaign through influencers, presenting
answers as the resolution.

® “Commitment roadmap” campaign, where not everything has to start
within the campaign period, but everything needs to be declared as a
commitment (e.g. bike lane, road construction, storage).
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m Always-on public awareness campaign and messages (social media and modes. The campaign continues with User Generated Content (UGC), a
PR). kind of challenge where everyday cyclists can submit their comparative
test videos, which the team will share. Participants submitting the best

® |ndividual cycling lane and bicycle highway openings embedded with content can win cycling-related gifts.

the message "cycling is comfortable, fast, and safe."
® Campaigns promoting safe road sections. Systematic joint cycling tours on
® Construction of showers and storage spaces, showcasing successful urban routes, during which the "tour" leaders draw attention to the safety
SME tender application nationwide — individually and continuously. of the specific road section and what to pay attention to for maintaining a
sense of safety.
® |ntroducing new office buildings where showers and storage spaces

have already been built — individually and continuously. I Organisations involved in the implementation

® Handing over bicycle storage facilities and B+R centres. )
Ministry responsible for cycling, AOFK, professional civil organizations
® Daily cyclist count. (Hungarian Cyclists' Club, MAKETUSZ), market players

® A two-month challenge campaign demonstrating that cycling is fast. l Estimated resource requirements

B The communication campaign, in the form of online and PR content, Preparation: HUF 200 million
presents tests from various points across the country proving that Execution: 7 years x 450 million = HUF 3.15 billion.
cycling is the fastest choice compared to other urban transportation

B Indicators

Output Result
e Introductory campaign will be created (yes/no) e Percentage or number of population reached by campaigns (% or persons)
e Always-on campaign is launched (yes/no) e Number of influencers, contributors involved in campaigns (%)

e Number of targeted campaigns (pcs)

I Timing

Development of
campaign strategy (V)
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B R.1.7. Financial incentives for everyday cycling

| Goal

The system of financial incentives related to transportation (reimbursements,
tax benefits) should reflect the prioritization of sustainable modes of trans-
portation and should include supportive measures for cycling and other
micro-mobility solutions. The goal is to promote sustainable modes of trans-
portation parallel to climate protection efforts. Currently, cycling does not
receive adequate support compared to car journeys subsidised on a per-ki-
lometre basis and supported public transport. In the long run, the incentives
should shift towards sustainable modes of transportation, with cycling being a
crucial element, especially for urban commuting. Other micro-mobility solutions
should also be supported following appropriate regulations.

Transformation of the financial incentives system: By 2030, commuting with
sustainable modes of transportation should be more attractive in terms of
support compared to commuting with motor vehicles.

Motivating businesses and institutions to provide bicycles instead of company
vehicles to encourage the widespread adoption of cycling.

I Indicators
Output

I Activities

® Development and implementation of an individual cyclist incentive system
(e.g. tax benefits, direct support) to such an extent that it becomes a
favourable alternative to company cars.

® Design and introduction of a corporate incentive system (e.g. bicycle
storage, workplace changing rooms, and showers, tax benefits).

B Encouragement of integrated public transportation and shared micro-
mobility service fee products.

B Encouraging micro-mobility or vehicle-sharing services instead of a
corporate car fleet.

I Organisations involved in the implementation

Competent ministry responsible for cycling, other relevant ministries

I Estimated resource requirements

Due to the current reallocation of resources for the financial incentive of
commuting, the resource requirement is HUF O.

Result

e New tariff products integrating public bike services available (yes/no)
e Discounts for cycling (% or HUF)

I Timing

e Number of registered users (pcs)
e Number of trips (pcs)

Revision of regulatory environment

Development of SWOT
analysis, incentive system
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I Flagship

Financial incentives for cycling to work

Encouraging commuting by bicycle with a fixed kilometre fee, reimbur-
sement, or other targeted benefits, incentive programmes to make cycling
financially attractive as a mode of transportation compared to individual car
use in local commuting.Corporate bicycles: Similarly to providing corporate

personal vehicles, it is recommended to offer corporate bicycles. The
employer can do this at their own expense, but they may transfer this cost
to the employee as a tax-free benefit. To encourage employers, it is recom-
mended to ensure 120% deductibility of their costs, reducing their pre-tax
profits and the base for corporate tax.

The planned incentive measures, with minimal budgetary impact (tax revenue
loss), can approximately increase bicycle usage by 2%.
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B E.1.8. Cycling is cool and respectable

I Goal ®m Campaign film presenting goals and ambitions:

Leading message: "Hungary is a cycling nation." The aim ® |ntroduction of measures (Hungary and Budapest).
is to raise awareness and use this to promote cycling
® Emphasis on collaboration ("We're counting on you! Get on the bike,
Change of mindset: cycling is also emotionally beneficial for the individual. Hungary!")
Make cycling the "coolest" choice for the entire Hungarian population. In rural
areas, reduce negative prejudices associating cycling with poverty to prevent ® Cyclingis cool + healthy + environmentally friendly: campaign on social media.
those already cycling from switching to motor vehicles despite increasing
incomes. ® Social media-based influencer campaign on switching to cycling and its
health (physical-mental) and environmental benefits.
I Activities
® Nationally recognized influencers from various fields (athletes, actors,
m "Pride" image campaign musicians, artists, experts) and various age groups.

® Campaign videos showing the results achieved so far: ® | ocal micro-influencers popularizing everyday cycling among the rural

60 ‘ and local population.

® Growth in the number of daily cyclists in Budapest over the past two

decades. I Organisations involved in the implementation
® Hungary ranks high in terms of rural cycling in Europe. Competent ministry responsible for cycling, government communi-
cation agencies, professional civil organizations, and scientific workshops
(Hungarian Cyclists' Club, MAKETUSZ, MKSZ, KTI)
I Estimated resource requirements
I Indicators Preparation: HUF 60 million, execution: HUF 400 million.
Output ‘ Result
e Number of campaigns to promote cycling (pcs) e Percentage or number of population reached by campaigns (% or persons)
e Number of cycling campaign films (pcs) e Reach data of cycling-related social media posts (persons)
e Number of cycling-related social media posts (pcs)
I Timing
Developing
campaign strategy 80

h



G, 2

v-il'-"‘i& ; T‘j* !




62

National Cycling Strategy * 2030

Tourism, recreation

H Current status and problem
identification

Hungary can become an excellent cycling tourism destination due to its diverse
topography, easily navigable terrain, and the absence of high mountains.
Cultural landscapes, forest areas, rivers, and lakes are attractive destinations
for cyclists. The climate allows for a 6-8 month-long cycling season with a
low number of rainy days. As a result, and partly due to the restrictions of the
past two years, cycling tourism has been experiencing growing popularity.

The MAKETUSZ (Hungarian Cycling Tourism Association) was established
in the summer of 2017 to bring together cycling tourism and related civil
organizations. Since its establishment, the organization has implemented
numerous cycling tourism developments. The coordination of cycling tourism
is the responsibility of the AOFK (Aktiv- és Okoturisztikai Fejlesztési Kézpont
— Active and Ecotourism Development Center). The centre aims to coordinate
the activities of various tourism and business stakeholders related to cycling
tourism. In addition, its tasks include promoting cycling transportation,
popularizing cycling leisure activities, and increasing the number of people
reached.

Among Hungary's cycling routes, the busiest and most popular ones form
a continuous network or are part of international cycling networks (such as
Balaton Cycling Tour, EuroVelo 6, EuroVelo 11, tours around Lake Tisza and
Lake Velence). Our large lakes are increasingly emerging as independent
cycling tourism destinations in Hungary's tourism offer.

Currently, a 9100 km long cycling network is available to tourists, including
4000 km of independent cycling paths and 5100 km of designated cycling
routes. The network of cycling routes for tourism purposes is continuously
evolving. The backbone of the network includes the four EuroVelo routes,

providing an excellent opportunity for Hungary to be featured on the
European cycling tourism map. Further development is still needed for this
purpose. Cycling tourism routes are forming regional networks in more and
more places. Notable initiatives have been implemented in Orség, Szigetkoz,
along the Kéros rivers, along the Mura and Dréva rivers, and in the Upper
Tisza region. The Lake Tisza circuit closed with the Tiszaflired-Poroszl
bridge. The Lake Velence gained renewed value with the construction of the
Budapest-Balaton bike path. However, planning and route designation need
further improvement for the quality and attractiveness of the routes.

Cycle routes around lakes

Route Length
Balaton 210 km
Ferto lake 130 km
Tisza lake 65 km
Lake Velence 30 km

Hungarian sections of international bicycle routes

Route Length

EuroVelo 6 — Route of rivers 515 km

EuroVelo 11 — Eastern European route 507 km

EuroVelo 13 — Iron Curtain route 475 km

EuroVelo 14 — Central European Water 737 km
Route*

* approved, under development
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Map 2: Number of cycling tourists around our big lakes

Number of cyclists passing the Kiskére Hydroelectric Power Plant
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Plans for nearly 1000 km of cycling routes are ready for funding.
Additionally, the preparation for signposting an additional 4500
kilometres on forestry and agricultural roads, dams, and low-traffic local
roads is underway. When designating the planned sections, priority was
given to those in rural areas, which are critical from a network perspe-
ctive or have significant importance in terms of tourism and professional
traffic.

In addition to infrastructure development, efforts have been made to
enhance services for cyclists. In several areas of the country, the Balaton
region, the Sopron-Ferté region, Lake Tisza and the Upper Tisza region,
developments have been mainly financed by GINOP funds. Based on
this, the establishment of a cyclist-friendly service network has begun,
currently with 300 members (aiming for 3000). A significantadvancement
is that, for the first time in the region, cyclists in Hungary can plan routes
using the largest route planner. However, information on the quality and
difficulty level of the routes is not available to hikers. To address this,
in recent years, the development of a unified, national map database
and the associated application (BB365) has begun, with ongoing further
development and multi-regional expansion. Furthermore, a Hungarian
website showcasing the EuroVelo routes passing through Hungary is
available and under development.

While progress has been made in communication (Active Hungary publi-
cations, online platforms), the signposting and marketing of existing
routes require further improvements. The connection with other types
of activities (kayaking, canoeing, sailing, horseback riding, hiking) is not
yet well-known to a significant portion of tourists.

Attractions, scenic locations, and the tourism superstructure (accom-
modation and hospitality) form a dense network in several regions.
However, the number of package deals is still insufficient, and there is a
lack of development in bicycle tourism products. Regions with a well-de-
veloped network of cycle routes and quality services, and the country as
a whole, have insufficient communication on this issue, and information
is not reaching the potential target audience. Comprehensive develop-
ments involving infrastructure, service improvement, and promotion are
necessary.

According to a 2020 survey on the popularity of active tourism, between
2017 and 2020, 26% of the Hungarian population engaged in cycling
tours and hikes, and 33% planned to do the same. In the 2022 survey,
which focused only on the previous year, 43% of respondents stated
that they had participated in at least one cycling tour in 2021. This
is a significant increase, which is promising for the development of
domestic cycling tourism. Similarly encouraging is the participation of
5000 children annually in hiking camps on 11 routes, who will hopefully
become the cyclists of the future when they grow up.

Figure 3: Percentage of Hungarian population actively participating in tourism tours
between 2017-2020 and planning to participate in the next 3 years (2021-2024)
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B SWOT analysis

Strengths

Weaknesses

Opportunities

Threats

s

\_

e Attractive, easily bikeable landscapes include mid-hills, hilly areas, and plains with diverse surface forms and untouched, nature-friendly habitats.

e A 9100 km cycling network is available for tourists.

e 4 EuroVelo routes passing through Hungary.

e Well-established and popular hiking circuits.

o Cycling areas with above-average infrastructure and complex services have been developed in the Orség, Szigetkdz, around Lake Tisza, Lake Velence, Lake Fert4 and
in the Upper Tisza region.

e There is significant growth potential with a high number of interested individuals.

e The development of a network of cycling-friendly services has started.

e The designation and signposting of cycling routes has started with a uniform design.

Ve

.

e The development of cycle routes for tourism remains a task.

e The quality of EuroVelo routes and signposting varies.

e Cycle tourism routes form regional networks only in a few areas, and the quality and attractiveness of the routes are not always satisfactory.
e Cycling is still highly seasonal, which is not beneficial for the development of services.

e The number of package offers is low and there is a lack of development of cycling tourism products.

e There is no national database of routes and services.

e Inadequate communication and promotion.

Vs

.

e Complex experience-oriented developments also capture the attention of foreign tourists.

e Due to climate change, the cycling season is extending.

e With the growth of urban population and the strengthening of urban cycling, there is an increasingly strong demand for exploring nature on two wheels.

e Positive national economic indicators also positively influence the purchasing power of the population, which can lead to an increase in the number of cycling tourists
and service providers.

e The technological advancement of bicycles enables longer and more comfortable tours.

e Bicycle tourism can become a leading industry in many regions.

r

&

~
e Decrease in funds available for cycling developments.
e Seasonality remains difficult to mitigate.
e Popular cycling routes may cause excessive degradation of the natural environment.
e Slow preparation and bureaucracy lead to the slow construction of important backbone routes.
e There may be a shortage of workforce at bicycle-friendly service providers, especially in rural small-town areas.
J
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B Specific objective

Hungary should be one of the leading cycling tourism desti-
nations in Central and Eastern Europe by 2030°.

The objectives to be achieved for this purpose are:

m Increasing the number of foreign cyclists visiting the country. Establishing
cross-border cycling route networks to ensure conditions for cross-border
touring and collaboration among service providers.

m Boosting the number of regular recreational cyclists and domestic tourists
using bicycles during vacations (Hungary 2016: 11.3%, Germany 2016:
40%).

B |ncreasing the number of regularly cycling youth through the promotion of
camps, events, tours, amateur competitions, and bike parks.

m Raising the proportion of revenue from cycling tourism within the overall
tourism sector (currently around 10% in the EU).

m |ntegrating cycling tourism into regional tourism offerings (e.g. cultural
events, wine and gastronomy tourism) and ensuring bicycle access to
other tourist attractions in all regions.

m Focusing cycling developments on the 11 Tourist Regions designated
by the Hungarian Tourism Agency (MTU), as well as the 15 highlighted
cycling regions and 10 cycling regions specified in the National Active
Tourism Strategy.

m |ntegrating municipalities in disadvantaged regions into cycling tourism.

5 Czech Republic, Poland, Slovakia, Romania, Slovenia, Croatia, Serbia

| Commitments

B Expanding the cycling tourism backbone network by building 1,500 km
of bike paths and designating 4,500 km of routes, thus extending it to
15,000 km.

m Establishing at least 5 internationally acclaimed cycling regions.
These regions have prominent cycling communication, diverse and
interconnected infrastructure, and an extensive network of cyclist-friendly
service providers.

m Creating an up-to-date, open database for cycling routes and services.

B Supporting the establishment of 3,000 cyclist-friendly service providers
and 10 cycling centres nationwide.

m Establishing at least five internationally recognized bike parks and
encouraging the creation of forest cycling trails and road cycling circuits.

® Further improving railway bicycle transportation options. Testing and
implementing bicycle transport on long-distance buses where possible,

aiding public transportation for cyclists and reducing harmful emissions.

B Encouraging the creation of package deals and experience packages
tailored to cyclists' needs.

® Every year, we organise a big cycling tourism festival and promote the
organization of smaller regional events.

B Enhancing the quality of as many EUROVELO routes as possible.
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The target groups for cycling tourism according to the ECF metho-
dology are:

1. Cyclists on a multi-day bike tour.

2. Individuals cycling away from their place of residence during their
vacation or leisure time.

3. Leisure cyclists engaging in activities near their place of residence
(returning home).

4. Cyclists with sports and fitness goals.

However, since it is impossible to determine the uniform distribution of these
groups throughout the entire road network, the methodology classifies
cyclists into three simplified groups ("average," "occasional," and "cyclists
with special needs"):

m Average cycling tourists: Cyclists with significant experience in everyday
cycling and recreational cycling. They are skilled, physically prepared, and
able to flexibly choose their routes and accommodation. Seeking new
experiences is an important motivation for this group.

m Occasional cycling tourists: Cyclists with basic cycling skills who are
accustomed to cycling but are not particularly experienced and/or have
average physical fitness. They require safe and comfortable routes, as well
as good-quality, frequent accommodations and information. Recreation is
their main motivation.

m Cyclists with special needs: Users who most need safe and convenient
routes. Among the users of these routes, many are families with small
children — many of them using child bike seats — as well as users of multi-
wheeled vehicles, such as hand-driven bicycles.

I Target groups

By sending country:
B Domestic (urban population, primarily from large and medium-sized cities).
® Foreign (mainly D, NL, A, SK, PL, CZ, SLO).

By activity:

® People who already use bicycles for recreational, tourism, and sports
purposes.

® Domestic tourists who are open to an active lifestyle but are currently not cycling.

® Domestic target audience not currently open to an active lifestyle.

l Measures

MEASURES SERVING BASIC NEEDS |

E.2.7. CYCLING TOURISM AND RECREATION CAMPAIGNS
E 2.8. CYCLING EVENTS AND CYCLING SPORT EVENTS
TO PROMOTE TOURISTIC AND LEISURE CYCLING

INFRASTRUCTURE

A.2.2. DEVELOPING CYCLE-FRIENDLY
SERVICE NETWORKS.

A.2.3.BICYCLE TRANSPORT ON
PUBLIC TRANSPORTATION

THEBICYCLE
AS ATOOL/SERVICES

A.2.4. CYCLING TOURISM PORTAL

INFORMATION / BEHAVIOUR > AND APPLICATION

-
MEASURES TO ENSURE RATIONAL BENEFITS ]

R.2.5. DISCOUNTED PACKAGE DEALS, DISCOUNT PROGRAMMES

R2.6 CYCLING TOUR GUIDE TRAINING

MEASURES TO ENSURE EMOTIONAL BENEFITS ]

E.2.7. CYCLING TOURISM AND RECREATION CAMPAIGNS

E2.8.CYCLING EVENTS AND CYCLING SPORT EVENTS TO PROMOTE TOURISTIC AND LEISURE CYCLING
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H A.2.1. Creating coherent cycling tourism networks, bike parks, road cycling circuits

| Goal

A total of 15,000 km of attractive and high-quality backbone routes and
EuroVelo network. Connecting key tourist regions.

Establishing regional cycling networks in 5-7 uniquely characterized tourist
regions that are marketable and communicable to both domestic and inter-
national demand.

Where possible, designating more nature-friendly routes instead of busy,
noisy, and less attractive bike paths (e.g. along abandoned railway lines or,
if the environment permits, parallel to less trafficked existing railway lines).

B Activities

m Establishment of a national cycling tourism backbone network considering
the bicycle path network outlined in the National Development Plan and
the EuroVelo network, utilizing existing infrastructure elements (low-traffic
public roads, agricultural and forestry roads, embankments), constructing
new bicycle paths if necessary, renovating, eliminating network
deficiencies, and creating rest areas and information points. Establishing
the organizational background for the unified maintenance and upkeep of
the entire backbone network, involving relevant stakeholders (Hungarian
Public Roads, national park directorates, water management directorates,
state forestry). The EuroVelo 6 and EuroVelo 14 routes can be developed
through central government investment.

m Creation of regional cycling tourism route networks and thematic cycling
tourism routes leading to attractions and services, primarily using existing
infrastructure elements, and construction if necessary. Determining
cycling tourism regions with special attention to regions highlighted in
government resolutions and cross-border areas.

m Establishing regional mountain biking routes using existing routes, and by

creating new paths and trails, aligning with existing supporting facilities
(e.g. forest accommodations, rest points, trail type switching points), and
attractions. Separating mountain biking from other types of trails to avoid
conflicts. Developing and promoting the methodology required for the
design, maintenance, and use of the routes.

Establishing bike parks nationwide. Mountain biking can make cycling
attractive to many, but to enable regular practice, it is necessary to create
bike parks with mountain bike trails of various levels of difficulty and with
services.

Larger cycling parks are recommended to be established mainly in regions
with existing cable cars, where topographical, nature conservation, and
forestry interests can be harmonized.

Creatingroad cycling circuits. Recreational cycling is becoming increasingly
popular on roads as well. In order to increase the number of people visiting
the country's iconic road routes (e.g. those used by cycling races), these
routes need to be promoted through road signs and digital communication
tools. Safety can be increased primarily through traffic management tools
(e.g. bike lanes, speed limits, warning signs).

Developing new linear infrastructure elements or capacity-enhancing
improvements to existing ones should involve minimal impact on
biologically active green areas and areas under nature protection, causing
the least possible environmental damage (considering the natural and
environmental impacts of activities related to the facility's maintenance
and operation).
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I Organisations involved in the implementation

Competent ministry responsible for cycling, other relevant ministries,
AOFK, Hungarian Public Roads, forestry, national park directorates, water
management, MAKETUSZ, local NGOs

I Indicators
Output

Estimated resource requirements

Establishment of backbone routes: HUF 85 billion.
Establishment of regional networks: HUF 10 billion.
Forest and mountain bike trails: HUF 1.5 billion.
Road cycling circuits: HUF 500 million.

Result

e Length of newly designated tourist routes (km)

e Length of newly constructed tourist routes (km)

e Length of newly designated mountain biking tourist routes (km)
e Number of new road cycling circuits (pcs)

I Timing

e Total length of national cycling routes (km)

e Total length of national mountain biking routes (km)

e Number of well-developed regional route networks offering various alter-
native routes (pcs)

e Total length of national road cycling circuits (km)

Planning, marking, and surveying
the road network (tour or surface)

Design and implementation of
rest areas and information points

Planning and execution
of signs and/or markings

Planning and coordination
of the MTB (original) road network

|\
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Map 3: Cycling areas in Hungary
(Source: own work)

(Priority cycling tourism region )

4 Szigetkoz 40 Upper Tisza Region

2 Alpokalja 41 Lake Tisza, Hortobdgy

3 Orség 12 Kords Rivers Basin

4 Southern Zala 13 Réckeve-Soroksar Danube |
8§ Lake Balaton 14 Central Danube Region

6 Vértes, Velence Hills 15  Villdny Mountains

7  Pilis, Visegrad Mountains 16 Zselic

8 Borzsony, Danube Bend

9

Zemplén Mountains

EuroVelo 6

EuroVelo 11

EuroVelo 13

EuroVelo 14

EuroVelo 14 planned route

e== (Cycling routes of national
importance and priority

Cycling tourism region

Bakony

Gerecse, Buda Hills

Inner Négrad

Karancs-Medves Region, Eastern Cserhdt
Matra

South-Gomor

Biikk

Aggtelek Karst

Mecsek

Southern Great Plain
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l Good practice abroad

Cycling network of Lower Austria

In Lower Austria, the landscape has been utilized to create a cycling network
that caters to every market segment, offering suitable routes for each.
Emphasis has been placed on establishing easy routes that run along river
valleys, allowing for circular tours. The province is intersected by EuroVelo
backbone routes, which traverse either on dedicated cycling paths or
low-traffic roads. Panoramic routes have been developed in hilly areas, while
marked trail networks cater to mountain bikers in mountainous terrains. The
signs are visible and easily understandable everywhere. The markings for the
main cycling routes and regional network are clear. For mountain biking, they
have established bike parks and trail centres. Due to this diversity, mountain
biking experiences are accessible to everyone, regardless of age or skill level.

I Good practice in Hungary

Lake Tisza cycle bridge (Poroszlo-Tiszafuired)

The cycling route around Lake Tisza serves as an excellent example of how
flood protection embankments, used for other purposes, can be designated as
cycling routes. The route around Lake Tisza was completed when the missing
6.5 km section was handed over, featuring a key element, a cycling bridge
over the Tisza River. This not only allowed for the closure of the circuit but
also facilitated the connection of the cycling network on both the right and
left banks of the Tisza. Undoubtedly, the construction of the bridge marked
a breakthrough, but the development of the region's cycling profile has been
the result of conscious decisions for over a decade.
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I Good practice in Hungary

Orség Cycling Region

Orség is one of Hungary's most enchanting landscapes with its small hills,
dense forests, romantic peasant houses, tiny lakes, and welcoming residents.
The region is easily accessible by bicycle, and its low-traffic roads are perfect
for family bike tours. Additionally, the settlements and attractions are located
at short distances from each other. In the region, six cycling routes have been
designated. In addition to cycling, tourists have access to high-quality accom-
modation, dining options, and numerous attractions that can be explored by
bicycle. Overall, the Orség can be considered a well developed and popular
cycling tourism area, both in terms of infrastructure and services.

I Flagship

EuroVelo 14

With the construction of the Budapest — Balaton route, not only could the
capital city market be connected to the most popular region, but several small
regions suitable for cycling would also become accessible by bicycle (e.g.
Etyek — Tarjdn, Lake Velence, and Vértes). The Budapest — Balaton section
is an integral part of the EuroVelo 14 route, so its construction would make
the capital accessible to cyclists arriving from the west. The development of
further sections of the route requires a central, government investment.
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I Flagship

EuroVelo 6, Vienna-Budapest-Belgrade route

The EuroVelo 6, also known as the Danube Cycle Route, is one of the busiest
cycling routes in the world. While its Hungarian section is already known, the
continuation of the developments started in recent years should be continued
to attract more cyclists. In the first step, itis necessary to build the route up to
Budapest and then to the south with high quality as part of a central, gover-
nment investment.

I Flagship

Cycling tourism regions:
South Zala, Upper Tisza, Matra and the Danube Bend

The southern part of Zala and the Upper Tisza region may not belong to
Hungary's most visited and significant tourist destinations, but the hills
covered with beech forests and vineyards, the natural areas of the Tisza
floodplain, ancient churches, living traditions, and hospitality can turn these
regions into ideal destinations for rural tourism. The Mdtra Mountains, with
the most significant elevation differences in the country, provide a challenging
mountain biking destination, and their development required close coope-
ration with the forestry and nature conservation. By leveraging cycling
tourism, competitive routes, and experiential and programme packages can
be created from the many locally significant attractions in all three regions.
As a result, the number of visitors and the region's visibility are expected to
noticeably increase.

The developments will generate new tourism services and contribute to
sustainable rural development. While the Danube Bend is currently very
popular due to its proximity to the capital, visitors concentrate temporally and
spatially in this area. The goal of the developments is to increase the length of
stay and make the currently less visited regions more attractive.
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H A.2.2. Developing cyclist-friendly service networks

I Goal

The increase in the number and improvement in the quality of services acces-
sible to cyclists to attract target cycling groups.

The integration of cycling into the regional tourism offerings.

Significant growth in revenues generated by cycling tourism in tourist regions
through the sale of high-level services.

The establishment of a national-level cyclist-friendly certification system has
commenced, currently involving 300 providers, and is expanding. The plan
is to expand this number tenfold in the coming years. The supporting appli-
cation for this initiative is already available, and its promotion is in the interest
of both cyclists and service providers to enhance cycling safety and comfort.

B Activities

® Quality assurance of tourist-oriented bicycle rental and luggage
transport. Bicycle rental is typically provided by individual, local small
businesses, offering variable (but generally weak) quality bikes in
different regions. Therefore, the purpose of this measure is to support
businesses engaged in this activity, encouraging them to organize into a
network (providing different drop-off and pick-up points) and improve
the quality of the available rental bicycles.

B Establishment and operation of a "National Cyclist-Friendly Service
Provider" certification system and trademark. As part of this measure,
the goal is to create and support a unified criteria system, image,
quality assurance, communication, and coordination organization.
The planned system, when implemented, would initially cover key
cycling routes, regions, and eventually the entire country with certified
accommodations, dining services, attraction sites, and service points. To
achieve and develop cyclist-friendly certification, it is crucial to establish
a support system for service providers.
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m Creation of 10 cyclist centres. In regions where cycling tourism constitutes [ Organisations involved in the implementation

a significant part of the offerings and contiguous regional cycling and/or
mountain biking routes are developed, it is recommended to encourage  AOFK, MAKETUSZ, Bringakultira Association, Hungarian Tourism Agency,
the establishment of comprehensive cyclist centres (either dedicated to  TDMs, tourism and rural development organizations, forestry, national park
cycling or combined with other active tourism sectors). These centres directorates, Hungarian Cyclists' Club.
would provide visitors with information (route suggestions, maps,
attractions), enable bookings for tours and packages, and offer services l Estimated resource requirements
such as bicycle rental, maintenance, and luggage transport. (Ideally, these
centres would also accommodate regional managers, as outlined later in  Bicycle rental: HUF 1.5 billion.
the horizontal section). Creating and operating a network
of cyclist-friendly services: HUF 500 million.
m |ntegration of cycling tourism into the regional tourism offerings. In all  Cyclist centres: HUF 1 billion.
already popular regions having a well-developed tourism profile (e.g.
health and spa, gastronomy, wine tourism) the aim is to develop cycling
services and link products to create opportunities for longer and shorter
cycling trips, expanding the local offer and increasing the activity of
visitors.

I Indicators

Output Result
e The requirements for the cyclist-friendly service provider network are e Number of cyclist-friendly service providers (pcs)
established (yes/no). e Number of bicycle rentals per region (pcs/region)

e The cyclist-friendly service provider network has its own certification
system (yes/no).

I Timing

Establishing a cyclist-friendly
network of service providers

Creating package offers
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H A.2.3. Bicycle transport on public transportation

| Goal

Improving the conditions for bicycle transportation, primarily on long-dis-
tance public transportation, to reduce the environmental impact of bicycle
tourism and better reach target groups without access to or not using private
cars. Another goal is to prioritize sustainable transportation modes over
individual car usage.

B Activities

m |n the case of railway transportation, expanding bicycle transport capacity
and improving the quality of services on busy routes, following the example
of developments targeting our major lakes (e.g. Balaton, Lake Tisza). The
newly acquired railway vehicles are expected to comply with the changing
EU directives, allowing for the transport of a minimum of 4-8 bicycles
everywhere. However, greater capacity is needed, especially towards Lake
Balaton during peak hours. The goal is establishing a flexible system capable
of accommodating the predetermined needs of cycling groups (number
of cyclists, timing, connections). This requires appropriate refurbishment
of the rolling stock and new acquisitions. Ensuring barrier-free access to
platforms at stations is also an important task.

m Creating the possibility of local bicycle transport on buses, primarily
for cyclists facing difficulties due to service issues. Procuring low-floor

I Indicators
Output

vehicles that allow the transport of wheelchairs, strollers, or bicycles.
Utilizing external bicycle carriers on the most frequented long-distance
regular service lines.

® Connecting cycling destinations that are currently not or only to a limited
extent accessible directly by train or regular bus service (e.g. South Zala
or the Orség) initially with Budapest, using separate buses capable of
transporting bicycles (which, with a trailer, can carry cyclists up to their
full capacity).

B Improving the conditions for bicycle transport by boat in the affected
regions.

I Organisations involved in the implementation

Co,mpetent, ministry responsible for cycling, and related ministries AOFK,
MAV-VOLAN-Group, GYSEV, BKK, market players

I Estimated resource requirements

Bicycle transport by train: HUF 700 million (only modifications and renova-
tions). Bicycle transport by bus: HUF 200 million (only for bicycle transport
equipment). Special bicycle bus services: HUF 100 million.

‘ Result

e Number of tools purchased (pcs)
e Number of lines newly equipped with bicycle transport equipment (pcs))

I Timing

Preparation

e Number of bicycle transport vehicles available (pcs)
e Capacity of bicycle transport on each public transport line (pcs)

%
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A.2.4. Cycling tourism website and application

| Goal

An up-to-date information database that is an effective motivation for target
groups open to cycling tourism to choose cycling as a leisure activity and
subsequently to receive help with route planning and navigation.

Ensuring that participants in cycling tours and recreational cycling become
satisfied, returning "guests" who would choose cycling again.

Providing suitable printed and online maps for orientation during cycling
activities.

B Activities

m Developing a unified cycling tourism information platform and database
based on road data, existing attraction registers, and service networks.
This platform is fully public, accessible to end-users, and developers.

m Creating a multi-regional cycling tourism portal and application, part
of the national active tourism communication system. The portal and

I Indicators
Output

application will have a dynamic map interface suitable for route planning
and navigation, along with a feedback and two-way communication
interface. It is essential for the app to support interactive games, "badge
earning," and bonus actions.

B Publishing printed cycling tourism maps.
I Organisations involved in the implementation

AOFK, MAKETUSZ, MKSZ, MTU, TDMs, tourism and rural development
organisations, national park directorates

I Estimated resource requirements

Database (including upload and data maintenance): HUF 300 million.
Portal and app (with inputs from promotional campaigns): HUF 100 million.

‘ Result

e Number of portals, applications, platforms

I Timing

Preparation

e Visitor data of the portal, application, platform created
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R.2.5. Bookable offers, discount programmes

| Goal

Facilitating accessibility and attractiveness of cycling tourism and recreational
activities. Catering to the specific needs of different target groups, such as
families.

B Activities

m Developing, bringing to market, marketing, selling, and implementing
target group-oriented cycling tourism package offers. Currently, the
signposted cycling tourism routes only cover a significant portion of
bikeable routes in the most developed regions (and not all roads even
there), and in many places, certain services are missing (e.g. dining, water
supply, bicycle transport), making the tour challenging for less experienced
cyclists. To enhance the experience during thematic tours and visits to
special attractions, storytelling by tour guides could make the experience
complete. Considering all these factors, including convenience (avoiding
the hassle of the organization for a single booking), cycling tourism
packages represent a common solution.

m Developing and implementing discount programmes. Offering financial
incentives through discount programmes can significantly motivate

I Indicators
Output

cyclists to extend or repeat their stay or tour. These can be related to a
package offer (see the previous point) or even a card system. In the case
of the latter, connecting to an existing system (e.g. TEKA, Kajla) or issuing
a card jointly with other types of tours is suggested, rather than creating a
new discount programme exclusively for cycling tourism purposes.

m Developing cycling offers and experience packages for families.
I Organisations involved in the implementation

AOFK, MAKETUSZ, MKSZ, MTU, TDMs, tourism and rural development organisations,
national park directorates, forestry

I Estimated resource requirements

HUF 200 million per year, for a total of HUF 1.4 billion.

‘ Result

e Number of discounts and package offers created

I Timing

Discount programmes

e Number or percentage of cycling tourists (persons or %)
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B R.2.6. Cycling tour guide training

| Goal

Making unified training materials available for the training of domestic cycling
tour guides.

Providing experts for those entering cycling tourism, less experienced hikers,
and groups specifically consisting of children, who can develop suitable tour
offers considering the physical condition and technical knowledge of the
participants and provide them with relevant information during the tour.

Encourage physical education teachers in primary and secondary schools to
participate in these training sessions.

I Activities
m Compilation of training material for cycling tour guides

®m Conducting training courses for cycling tour guides, issuing qualifications

l Indicators
Output

= Organisations involved in the implementation

AOFK, the relevant ministry responsible for cycling, professional NGOs
(MAKETUSZ, MKSZ, Bringakultira Association)

Estimated resource requirements

A total of HUF 50 million v

Result

e Cycling tour guide training material available (yes/no)
e Number of training courses for cycling tour guides (number)

I Timing

e Number of participants in cycling tour guide trainings (persons)
e Number of people with a cyclist tour guide qualification

Conducting training courses
for cycling tour guides,issuing qualifications N\
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H E.2.7. Cycling tourism recreational and promotional campaigns

| Goal

To promote Hungary and its regions as cycling tourism destinations to 4
million potential domestic and half a million foreign cycling tourists.

Those who regularly cycle for tourism purposes should use their bicycles
more frequently in everyday transportation as well.

B Activities

m Development and implementation of a national and regional marketing and
communication plan, aligning with the activities of the Hungarian Tourism
Agency (MTU), targeting domestic and foreign audiences. The campaigns
are organized around the following social values ("social currency"):

® “Round completed” organizing cycling circles, instant tours, longer
distances, and performance tours, along with interactive point collection,
aimed atincreasing the length and frequency of tours among current cyclists

tourism regions in the spirit of love for the homeland and patriotism
among the domestic target audience.

® Complementary activities:

® design of a coherent image and destination concepts,

® participation in exhibitions at home and abroad,

® organisation of study tours, press appearances.

® Continuation of initiatives such as the “Ride into Green!” programme
(with 6000 participants in 2022), the cycling around mountain tours,

and the “From Home to Homeland” tours.

® Continuation of the “Cycling Across Borders” programme, featuring
cycling tours that extend beyond national borders.

and those touring with bicycles. Communication focuses on promoting
performance and recognition among those not yet engaged in cycling.

® "Hungary is cool/niche": improving the image of cycling vacations in
Hungary among foreign target groups who already use bicycles. The
goal is to provide Hungarian destinations with a uniqueness and "cool
factor" that surpasses popular European cycling routes.

® Patriotism ("Let’s ride in Hungary!"): general promotion of domestic
cycling vacations and tours, as well as the popularization of cycling

I Indicators
Output

I Organisations involved in the implementation

AOFK, MAKETUSZ, MKSZ, KTI, MTU, TDMs, tourism and rural development
organisations, forestry, national park directorates, MABEUSZ

I Estimated resource requirements

Preparation: HUF 500 million.
Implementation: HUF 4.5 billion.

‘ Result

e Number of cycling tourism communication campaigns (pcs)

I Timing

Preparation

e Reaching data of the interfaces participating in the campaign

S
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M E.2.8. Cycling events and bicycle sports gatherings to

promote recreational and leisure cycling

| Goal

Increasing awareness and promoting a specific tourism region:
Promoting cycling through sports and cultural events, festivals.

25% of multicultural events (e.g. Valley of Arts, Ordégkatlan Festival) should
include a cycling tour.

Increasing the number and attendance of cycling events.

B Activities

m Facilitating the approach to larger (non-cycling) events and festivals by
bicycle and ensuring bicycle storage.

B Encouraging the organization of cycling tourism festivals: encouraging the
organization of a major event of national importance as well as smaller
events every year.

m Continuation and expansion of the bicycle touring camp programme.
One-week cycling tour for children, aiming to foster love for cycling
through camp experiences and introducing different regions of the
country. Marking routes for touring camps.

B iIndicators
Output

® “Ride into the Green” programme: organizing primarily recreational,
enticing, short, entertaining cycling tours and events at local and regional
levels.

® Organizing thematic cycling tours exploring specific regions (heritage,
memorial tours, tours showcasing natural and/or cultural treasures).

® Hosting amateur and professional cycling events: lake circuit races,
"granfondos", stage races, performance tours, mountain bike marathons.

I Organisations involved in the implementation

AOFK, professional NGOs and cycling sport and leisure associations
(MAKETUSZ, MKSZ, Magyar Hungarian Cyclist's Club) MTU, TDMs, tourism
and rural development organisations, event management companies, forestry
companies, national park directorates

I Estimated resource requirements

Cycling tourism festival, major event: HUF 2.5 billion.

Cycling camp programme: HUF 1 billion.

Ride into the Green programme: HUF 500 million.

Organizing thematic cycling tours: HUF 500 million.

Organisation of amateur and professional cycling events: HUF 5 billion.

‘ Result

e Number of cycling tourism events (pcs)

I Timing

e Event attendance data (persons)
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Road safety

H Current status and problem
identification

Before examining cycling accident data, it is essential to highlight a crucial
statistic reflecting how many Hungarian lives could be saved if road users
paid better attention to rules, each other, and the technical condition of trans-
portation. The principle of shared responsibility is also significant, as road
planners, developers, and operators bear the responsibility for creating safe
traffic conditions. The average number of road deaths per million inhabi-
tants in the European Union was 42 in 2020, compared to 46 in Hungary. In
Sweden, which performed the best, this figure was 18. When analysing the
number of fatal cycling accidents per one million inhabitants (7.4), Hungary is
among the leaders in Europe, and the proportion of cyclists mong those who
died in traffic accidents is one of the highest in Hungary (11-13%).

On our public roads, out of 37 accidents daily, 8 involve cyclists, with an
average of 2.68 cycling accidents resulting in serious or fatal outcomes
per day. Between 2011 and 2018, there were a total of 389 fatal, 7432
serious, and 15970 minor cycling accidents, with a Pareto distribution
observed: 80% of cycling accidents occur in 14% of urban areas, mainly
at intersections. The majority of fatal and serious injury accidents involved
individuals aged 55-60, although a decreasing trend in such accidents has
been observed in recent years. Minor injury accidents mostly occurred in
the 13-18 age group.

While these data indicate the need to improve the safety of cyclists, it
is important to note that Hungary has one of the highest proportions of
people using bicycles for everyday transportation among European Union
countries. Taking into account the rates of bicycle usage, a risk index can
be created, providing more accurate information about the likelihood of
cyclists experiencing an accident in a given country.

Figure 4: Cycling risk indices in Europe (own editing)
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The cyclist risk index is derived from the ratio of the frequency of bicycle
usage to the population-adjusted number of fatal cycling accidents. The
index is significant because itinterprets the number of accidents in relation
to the extent of usage. The index, like public safety indicators in general, is
influenced by three main factors: human behaviour, infrastructure design,
and vehicles participating in road traffic. Figure 4 shows that, in terms of
the risk index, Hungary performs well in European comparison.

The analysis of the distribution of cyclist injury accidents in terms of
contributing factors reveals a gradual decrease in the number of cyclist-
at-fault incidents. Therefore, blaming cyclists is a flawed approach, as
half of the cycling accidents are not caused by cyclists, but they are still
injured. It is worth noting, however, that currently there is a significant
number of bicycles in circulation in Hungary that are in poor condition,
of low quality, or lacking proper equipment. Improvement in this regard
is necessary to minimize accidents caused by technical problems or
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Source: BKK

equipment deficiencies, as cyclists often bear responsibility for mainte-
nance or equipmentissues. Regulationis crucial concerning the mandatory
equipment of bicycles.

Regarding human behaviour, current driver education does not adequately
address pedestrians and cyclists, providing insufficient support in conflict
resolution from both theoretical and practical perspectives. Additionally,
the current traffic control does not effectively deter speeders, drunk drivers,
and those unlawfully waiting/parking on bicycle facilities. One obstacle to
the further popularity of cycling is the belief that cycling is not safe. This
misconception persists, even though the safety of cyclists has clearly
improved alongside the growth in cycling traffic. Additionally,the commu-
nication of traffic safety campaigns is not always appropriate, although
they mostly address relevant issues. Incorrect or unlawful behaviour is not

always addressed with equal weight for different groups of road users in
these campaigns. While raising awareness of road safety issues, expanding
the target audience of these campaigns is necessary.

A significant problem is the lack of emphasis on traffic knowledge — parti-
cularly pedestrian and cyclist traffic — in primary and secondary schools.
Teacher preparation is inadequate, and the quality of existing trainings and
educational materials varies and is not audited. In teacher training (and
further education), there is insufficient emphasis on preparing educators to
transfer traffic knowledge.

The current Traffic Code (1/1975. (Il. 5.) Joint Decree of the Ministry of
Interior and Ministry of Transport on Traffic Rules) and other related regula-
tions contain numerous provisions for cyclists that are not realistic, and their
observance and enforcement can be considered unjustified. Therefore, it is
high time to modify and simplify these regulations.

The collection and analysis of accident data do not result in the introduction
of measures that would have a significant impact on the traffic safety of our
roads.

Progressive traffic safety policies are based on the Vision Zero principle,
which is not well-known, widespread, or applied in the Hungarian mindset,
despite its adoption by the European Parliament following the Valletta
Declaration. While it is true that the priorities and objectives of the
domestic road traffic safety programme for the period 2021-2030 should
be determined in alignment with the EU programme, there may be certain
differences, as the circumstances and conditions are not identical in every
member state.

The RISM directive (Road Infrastructure Safety Management), interna-
tional research projects (e.g. the SABRINA project, with a specific focus on
improving the traffic safety of the Danube Region's cycling infrastructure),
and domestic road technical regulations can provide a solid foundation for
the development of safe infrastructure. However, the system for applying
these regulations is not yet adequate.
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B SWOT analysis

Weaknesses Strengths

Opportunities

Threats

.

e National campaigns for safer cycling have emerged.

e The number of directionally separated bike paths, isolated from pedestrian and vehicular traffic, is increasing.
e There is a growing number of traffic-calmed and car-free zones.

e There is an improving trend in reducing conflicts among road users in larger urban areas.

Ve

.

e Traffic safety-related data collection and in-depth analyses are incomplete.

e Public thinking lacks responsibility and the principle of mutual consideration; victim blaming and intolerance are common.

e Despite continuous development and maintenance efforts, the road network is in poor condition, with many facilities being outdated or neglected.

e The lack of safety is the main restraining force for the further expansion of cycling.

e Despite infrastructure improvements, the number of cycling accidents remains high.

e Current driver education does not adequately address pedestrians and cyclists.

e Traffic safety campaigns do not reach everyone. Communication is only targeted at road users, decision-makers and planners are not getting the
important messages.

e Traffic knowledge receives insufficient emphasis in primary and secondary schools; teacher preparation is insufficient, and the quality of existing
trainings and educational materials varies and is not audited.

e The Traffic Code is unrealistic and outdated.

Ve

.

e Evaluation and implementation of international best practices in regulations.

e Traffic behaviour and culture are slowly but positively changing.

e Due to the achievements of professional cyclists, the perception of cyclists in the country is shifting positively, leading to
increased attention to cyclists in traffic.

e With the increase in the number of cyclists, safety also improves (safety in numbers).

s

N\

\
e The simultaneous growth in the number of vehicles and cyclists leads to additional conflicts where infrastructure is inadequate.
e The development of traffic behaviour and culture slows down and stagnates. The number of speeding incidents is on the rise.
e Lobbying of motorists prevents the development of cyclist- and pedestrian-friendly regulations.
e A minority that does not comply with traffic rules negatively affects the overall perception of cycling.
e Risks arising from poorly planned and executed road developments.
e Risk of solitary falls due to operational and maintenance deficiencies.
e The pace of road maintenance cannot keep up with the rate of degradation.
e A car-centric mindset does not significantly change at decision-making levels.
e The number of cars continues to increase, leading to increased traffic. The average weight of passenger vehicles is increasing, making them more dangerous for cyclists.
J
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B Specific objective

The number of fatalities during bicycle use should decrease
by 50% (from 73 in 2016 to 35 in 2030, reaching 0 by
2050, taking Vision Zero into account). To achieve this

by 2030, the following measures are necessary:

m Qualification and resolution of dangerous sections of the entire bikeable
road network.

m Strengthening the protection of the most vulnerable road users (legal and
regulatory aspects, enforcement, responsibility, micro-mobility devices).

m By 2025, 10-year-old children should have basic traffic knowledge, and
by 2027, 16-year-olds should possess advanced traffic knowledge and

technical skills.

m Significant improvement in cooperation between motor vehicle and
bicycle users (attitude change).

m Significantimprovementin the technical condition of bicycles and vehicles.

® With the increase in the proportion of cycling, we should achieve a
reduction in the number of accidents.

m Reduce the sense of danger by effectively enforcing speed limits. The
related regulations should be reviewed.

® Prepare annual public traffic safety reports.
I Commitments

m As a result of the planned developments, the number of fatalities during
bicycle use is expected to decrease by 50%.

m |nitiate amendments to the Traffic Code and related regulations to facilitate
and enhance the safety of cycling and other micro-mobility transportation.

® Continue educating young people about traffic, introducing a two-stage
training programme that provides both theoretical and practical knowledge.

B Initiate a traffic safety assessment of the entire bikeable network, organize
problematic sections and intersections into a database, followed by their

gradual, prioritised reconstruction.

B Initiate the transformation of the surroundings of at least 20 schools annually
to encourage more people to walk, cycle, or use scooters to get to school.

m Strengthen the protection of the most vulnerable road users in education,
training, and communication.

B Improve cooperation between road users through communication campaigns
and awareness-raising.

I Target groups

By bicycle use: people who
B currently use bicycles, people who
® do not currently use bicycles.
® Novice orless confident cyclists seeking a higher sense of safety. Especially
children, women, and older age groups, as well as individuals with limited
mobility.
Other road users:
B pedestrians,
m drivers (including motorcyclists),

m professional drivers (public transport, lorry drivers).

® decision-makers, planners
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B Measures

— MEASURES TO ADDRESS BASIC NEEDS

A.3.1. CLASSIFYING THE ENTIRE BIKEABLE ROAD
NETWORK AND TACKLING/ELIMINATING
DANGEROUS SECTIONS

A.3.6. ON TWO WHEELS TO SCHOOL

—> INFRASTRUCTURE —>

THE BICYCLE

AS A TOOL / SERVICES —P A.3.2. SAFE BICYCLES

A.3.3. BEING RESPONSIBLE ON THE ROADS -
STRENGTHENING THE PROTECTION OF THE MOST
) VULNERABLE ROAD USERS
A.3.4. DRIVER AND AUTHORITY TRAINING,
7 AWARENESS RAISING
A.3.5. ON TWO WHEELS TO SCHOOL

— INFORMATION / BEHAVIOUR

— MEASURES TO ENSURE RATIONAL BENEFITS

> R.3.6. THE TWO-STEP TEACHING OF TRAFFIC KNOWLEDGE WITH EXAMINATION IN PRIMARY AND SECONDARY
SCHOOLS.

MEASURES TO ENSURE EMOTIONAL BENEFITS

—> E.3.7. TRAFFIC CULTURE CAMPAIGN

Figure 5: Road users (Source: Zoltan Kunhalmi)
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I Flagship in this chapter

“On Two Wheels to School” programme

The “On Two Wheels to School!” programme encompasses both infra-
structure improvements and educational activities in an integrated manner.
Drawing from international best practices, transforming the surroundings of
schools through temporary or permanent speed and/or traffic calming inter-
ventions, with priority given to pedestrians and cyclists. Safe and secure
bicycle and scooter storage facilities of adequate capacity should be provided
within schools. Additionally, fostering a change in mindset and providing
training for students, parents, and teachers is necessary to encourage the
sustainable modes of transportation for commuting to school. During the
project preparation, it is recommended to consider the results of the interna-
tional STARS (Sustainable Travel Accreditation and Recognition for Schools)
project.
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B A.3.1. Classification of the entire bikeable road network

and upgrading of dangerous sections

| Goal

Making the entire national bikeable road network safe for cycling.

B Activities

m Methodology: Further development of the road safety audit system based
on EU and national regulations, research projects (methodology, training,
certification, database).

m Creation of "Action Groups" for Road Safety Audits. Their task is to assist
local authorities in the development of cycling-friendly road networks and
public spaces:
® speed mitigation, reducing speed differentials, especially on main roads
traversing through settlements.

® calming and slowing transit traffic (installation of speed bumps,
narrowing road surfaces).

® transformation of intersections (e.g. through raised features, redesigning
railway crossings),

® alteration of existing infrastructure (reallocating road
establishment of dedicated bicycle infrastructure.

space).

m Speed reduction and traffic calming: Reconsideration of regulations to set
universally applicable speed limits within populated areas (e.g. 50 km/h
allowed speed on main roads, otherwise 30 km/h). The measure serves

I Indicators
Output

the interest of every road user by making transportation safer for all
participants.

m Regular evaluation of results and, based on this, a review of planning
regulations and practices.

m Regular analysis of existing data.
I Organisations involved in the implementation

The ministry responsible for cycling transport, other relevant ministries,
municipalities, Hungarian Public Roads, BKK Budapest Public Roads, Institute
of Transport Sciences, Hungarian Cyclists Club

l Estimated resource requirements
Developing the methodology: HUF 50 million.

Conducting traffic safety audits to establish a bicycle-friendly road network:
(25 municipalities/year, HUF 100 million), totalling HUF 0.7 billion.

General reduction of speed limits and traffic calming within residential areas:

(HUF 20 million/municipality, 25 municipalities/year, HUF 0.5 billion per year),
totalling HUF 3.5 billion.

Result

e Certification of the entire cycling road network available (yes/no)
e Number of nodes made safe (pcs)
e Number of audit systems (pcs)

I Timing

e Number of cycling accidents (number)

97






National Cycling Strategy « 2030

HA.3.2. Safe bicycles

| Goal

Safe bicycles: Ensure that every bicycle is properly equipped with the
mandatory accessories as required by the law, and that these accessories
must be in good working condition.

Regulation and enforcement regarding electric bicycles should be realistic.

B Activities

® Ensuring that new bicycles placed on the market are properly equipped. The
aim is that only new bicycles equipped with practical and legally mandatory
accessories should be available on the market.

®m Conducting awareness-raising checks on cyclists to enforce existing
regulations that contain appropriate provisions. The purpose of the checks
is not to impose fines but to raise awareness, for example, by imposing
symbolic fines. In the case of on-the-spot payment, cyclists with inadequate
equipment receive a visibility package (or the missing equipment, in which
case the penalty amount can also be differentiated).

I Indicators
Output

m Clarifying regulations for electric bicycles and electric cargo bicycles.
B Making regulations regarding bicycle equipment more realistic.

® Developing regulations for micro-mobility devices and separating them
from other vehicles or devices at the regulatory level.

® Providing targeted support for bicycle servicing. Encouraging bicycle
repair education.

I Organisations involved in the implementation

Competent ministry responsible for cycling, MKKSZ, ORFK

I Estimated resource requirements

Enforcement of the existing regulations containing appropriate provisions
through awareness-raising checks on cyclists: HUF 50 million/year, total
HUF 350 million.

Result

e Necessary regulations will be reviewed and amended (yes/no)

I Timing

e Number of bicycle sales (pcs)

e Number of checked cyclists (pcs)

e Estimation of the technical condition of bicycles in traffic based on repre-
sentative research (%/technical condition)

Regulation on commercialization,
compliance

54
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M A.3.3. Being responsible on the roads - strengthening
the protection of the most vulnerable road users

l Goal

Creation of legal protection for cyclists and strengthening the enforcement
of regulations.

Real responsibility of drivers towards the most vulnerable road users should
be reflected in accident investigations and determination of responsibilities.

Strengthening the enforcement of regulations and accountability of cyclists
objectively, as responsible drivers.

Exclusion of victim-blaming communication and intensive communication
regarding the safety of the most vulnerable road users.

Effective enforcement of speed limits. Review of necessary regulations.
I Activities

m |nitiating amendments to the Traffic Code (1/1975. (ll. 5.) Joint Decree
of the Ministry of Interior and Ministry of Transport) and other related

I Indicators
Output

regulations to strengthen the responsibility of drivers and facilitate the
safety of cycling.

®m Campaign-like inspections of cyclists to draw attention to proper traffic
behaviour and visibility.

B Enforcement of rules concerning the most vulnerable road users (sideways
distance, parking, right of way, speed limits) with all road users through

continuous and campaign-like checks and awareness campaigns.

m Developing a new examination methodology to emphasize the
responsibility of drivers.

I Organisations involved in the implementation

Competent ministry responsible for cycling, other relevant ministries, ORFK,
professional NGOs (Hungarian Cyclists Club, Hungarian Automobile Club)

I Estimated resource requirements

Preparation and execution: HUF 150 million.

Result

e Necessary regulations will be reviewed and amended (yes/no)
e Number of roadside checks per county (pcs)

I Timing

e Number of offences (pcs)
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H A.3.4. Driver and authority training, awareness raising

l Goal

Every driver should possess the mindset and basic skills necessary for coope-
ration on the roads.

Mindset shaping within the traffic authority, police, and road management.

B Activities

m |ncorporation of traffic situations including cyclists into driver training.
Modification of the methodology of driver training:

® introduction of awareness-raising practical training sessions (such
as walking, cycling, pushing a stroller, using a wheelchair) in practical
education,

® increasing the proportion of educational material and questions related
to cyclists' traffic in the question database serving as the basis for the
traffic rules (KRESZ) exam.

m Sensitizing actions (e.g. blind spots, overtaking side distances)

I Indicators
Output

® Regular information and training for the traffic authority, police, road
operators, and professional drivers.

I Organisations involved in the implementation

Competent ministry responsible for cycling, other relevant ministries, ORFK,
professional NGOs (Hungarian Cyclists Club, Hungarian Automobile Club)

| Estimated resource requirements

Introduction of awareness-raising training in practical education: HUF 50
million.

Increasing the proportion of questions related to cyclists' traffic in the
question database serving as the basis for the KRESZ exam: HUF 10 million

(preparation of measures).

Awareness-raising actions, e.g. bus drivers on bikes: HUF 200 million.

Result

e Number of training courses (pcs)
e Number of awareness-raising actions (pcs)

I Timing

e Number of participants in the trainings (persons)
e Number of drivers reached by actions (persons)

Introduction awareness-raising training in practical education
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A.3.5. Bike to school

l Goal

The aim is that children should not be transported to school by car in the first
place. To achieve this, the surroundings of schools should be made safely
accessible by bicycle and on foot. Where possible, create traffic-calmed or
traffic-restricted school streets. The aim is to support civil initiatives where
children walk or cycle to school in supervised groups (walking bus, bike bus).

B Activities

® The transformation of the environment around at least 20 schools annually,
making it safe for cycling or walking to school, simultaneously making car
use a less attractive alternative.

B The redevelopment of school environments based on tenders and traffic
safety audits, primarily involving traffic interventions (restricting parking,
stopping, and entry, setting a 30 km/h or lower speed limit, narrowing
road surfaces, establishing speed bumps, creating pedestrian crossings,
and bike lanes).

® Providing traffic support personnel around schools during peak hours.
B Encouraging awareness-raising initiatives for the transformation of school

environments, supporting "soft" interventions around institutions to make

l Indicators
Output

pedestrian and cycling traffic safer; compiling tools and guidelines for
schools and local governments to achieve the above goals.

B Launching campaigns and programmes promoting cycling or walking
to school. Changing the mindset of children, parents, school staff, and

educators.

m Establishing covered and supervised or enclosed bicycle storage at
schools.

B Encouraging initiatives like "bike buses" (group cycling to school under
supervision), creating a supportive environment for such endeavours.

I Organisations involved in the implementation

Competent ministry responsible for cycling, AOFK, Municipalities, Educational
institutions, Hungarian Cyclists Club

I Estimated resource requirements

Preparation: HUF 50 million.
Implementation: HUF 2.4 billion.

Result

e Number of interventions to improve traffic safety and traffic calming (pcs)
e Number of schools involved in the programme (pcs)

I Timing

e Supporting the interventions

Supporting the interventions Y
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l Good practice abroad

Bikeability System (United Kingdom)

In England, a national standard has been established for the methodology
of practical cycling education. Accredited organizations, with the assis-
tance of accredited instructors, provide cycling education in schools based
on these standards. The system’s operation is supported by regular (annual)
budgetary funding from the Department for Transport (DfT), and the distri-
bution of funds and quality assurance of the programme are overseen by an
organization called the Bikeability Trust. Through this programme, approxi-
mately 300-350 organizations with about 2,500 instructors reach around
400,000 children annually.

- "

I Good practice in Hungary

BringAkadémia programme

The BringaAkadémia programme (and its predecessor, the Bringasuli) aims
to educate the 9-12 age group in cycling. Its primary tool is accredited teacher
training organized for educators. Additionally, the programme includes the
organization of school cycling days and the development of educational
materials (workbooks, instructor manuals, and other publications) necessary
for teaching.
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I Good practice in Hungary

Ovibringa

The Ovibringa (Kindergarten Cycling) is a preschool programme created by
a private enterprise in 2018. Its goal is to make physical activity and cycling
enjoyable for children aged 3-7. The programme aims to impart a confident
movement culture and a transportation mindset to the children, that will
enable them to cycle safely and comfortably throughout their lives.

During the Ovibringa programme, children can learn to balance and
manoeuvre on balance bikes in a cheerful and playful environment. Later,
they progress to pedal bikes. Additionally, the programme prepares them for
common traffic situations so that, under the supervision of their parents, they
can cycle safely in public spaces.

Source:: Bhn‘gaAkadémia

Source: BringaAkadémia

I Flagship
On Two Wheels to School

Make school cycling education available to every 4th-grade child through
the establishment of a national system for cycling education. Alongside the
professional review of textbooks and teaching aids used in school education,
create national standards for practical education. Ensure the financial support
for education, establish a professional organization to coordinate education,
and guarantee its quality assurance.
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M R.3.6. Teaching traffic education in primary
and secondary schools, with assessment

I Goal

By 2025, 100% of 10-year-old children should have basic traffic knowledge,
and by 2028, 100% of 16-year-olds should possess advanced theoretical
and practical traffic knowledge.

Primary school students should receive adequate hours of theoretical and
practical traffic education, and their acquired knowledge should be assessed
through examinations (90,000 children annually in the 4th grade of primary
school).

The practice-oriented education of cycling should be uniformly implemented
nationwide with high quality.

In secondary schools, 14-16-year-old students should be able to take the
KRESZ-exam within the framework of free training.

The goal is for every child to undergo a basic traffic examination before the
age of 12, and by 2030, at least 30% of the 12-year-old age group should
also receive practical cycling education.

B Activities

| To strive to ensure that by 2025, through the modification of the National
Curriculum and the use of alternative teaching methods, every 4th-grade
student (90,000 children annually) receives theoretical and practical
traffic education and demonstrates their acquired knowledge through
examinations. To achieve this, it is necessary to continue developing,
digitizing, and creating interactive educational materials, as well as
developing a mobile application to assist learning. In addition, traffic
education should be introduced into teacher training as a subject in
universities, colleges and accredited further education. Furthermore,
institutions need to be provided with the necessary tools for practical
training.

B The establishment of an independent professional organization is needed
for the professional coordination of educational activities and to develop
and operate a quality assurance system for school cycling education
based on the English model.

B Ensuring high school students are prepared for the traffic rules (KRESZ)
exam within school hours (or outside school hours with state support).

m Developing students' technical knowledge of cycling. Practical exams
should be required.

I Organisations involved in the implementation

Competent ministry responsible for cycling, AOFK, Local Governments,
Educational institution maintainers, Hungarian Cycling Club, ORFK-OBB,
Ministry responsible for education.
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l Estimated resource requirements Establishing a separate organisation to coordinate cycling education
and quality assurance activities:
Teaching cycling skills in primary schools:
® 2023-2024 pilot project: HUF 200 million,
® Curriculum development (digitalisation), teacher training development:
HUF 60 million. ® From 2024, the annual cost of running the system:
HUF 225 million, a total of HUF 1.35 billion.
® Provision of teaching material (Traffic workbook): HUF 30 million/year,
total HUF 240 million. ® Preparation for the KRESZ exam in secondary school:
HUF 750 million/year, a total of HUF 5.25 billion.
® Running training courses: HUF 15 million per year, for a total of HUF 120
million (so-called blended training, involving 500 teachers).

I Indicators

Output Result
e The teaching of basic traffic knowledge is incorporated into the curriculum |e Number of students involved in the programme (persons)
of primary and secondary schools in two stages (yes/no) e Number of successful exams (pcs)
110 ‘ e The coordinating professional organization is established (yes/no) e Percentage of people under 14 with traffic knowledge (%)
e Methodology and curriculum have been developed (yes/no) e Percentage of the total population with traffic knowledge (%)
e Number of participants in the training (persons)

I Timing

Curriculum development,
teacher training development, digitalization

Running
the trainings

Establishment and operation of an independent organization for coordinating
bicycle education and quality assurance activities

Teaching traffic knowledge

in high schools \e
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M E.3.7. Traffic culture campaign

| Goal

Promoting mutual sensitivity among all participants in traffic. Expanding
cycling opportunities for people with reduced mobility.

B Activities

®m Organizing and supporting campaigns that promote collaboration among
various vehicles and road users.

B | aunching paid advertisements (ATL), online, and social media campaigns
presenting the perspectives of individual participants. Engaging opinion
leaders and influencers for each mode of transportation.

m Reviewing current campaigns: launching meaningful campaigns to
protect vulnerable road users and ending victim-blaming campaigns.
Targeting real problem-solving through communication, continuing fair
and essential campaigns (e.g. blind spots, right hook, side distance).

I Indicators
Output

B Emphasizing proper behaviour in a positive light rather than
over-emphasising the dangers, conducting nationwide and local
campaigns for both cyclists and motorists.

B Communication regarding amendments to the Traffic Code and related
legislation.

= Organisations involved in the implementation
Competent ministry responsible for cycling, governmental communication

agencies, professional civil organizations, BKK, KTl, ORFK-OBB, MOL, automobile
manufacturers, and potential involvement of car-sharing services)

| Estimated resource requirements

HUF 300 million per year, for a total of HUF 2.1 billion.

Result

e Number of communication campaigns (pcs)
e Number of advertisements and social media appearances (pcs)

I Timing

e Number of target audiences reached by campaigns (persons)

Execution
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Horizontal measures

H Current status and problem
identification

The importance of cycling and its contribution to economic, social, and
environmental goals is widely accepted nowadays, with a breakthrough from
the previously heavily car-centric perspective.

Both everyday and tourism, recreational, and sports cycling have undergone
significant development in organizational, financial, and innovative aspects in
Hungary over the past 15 years. At central government level, cycling devel-
opments were coordinated first by a ministerial commissioner and then, from
2016, by a government commissioner. Later, the Active and Eco-Tourism
Development Centre (AOFK) established in 2019, as well as the former
Cycling Department of the Ministry of Innovation and Technology, became
involved. Since 2022, these coordination tasks have been transferred to the
Prime Minister's Office. The Active Mobility Department, operating within
the State Secretariat for Active Hungary, currently collaborates with the
AOFK handling such tasks. Hungarian civil organizations (Hungarian Cyclists'
Club, MAUT, MKSZ, MKKSZ, MAKETUSZ) have done tremendous work in
this field in recent years, but their resources have been limited.

Unfortunately, very few local governments have dedicated, qualified indivi-
duals responsible for cycling matters, leading to well-intentioned measures
often falling short of expected results. In some cases, inadequate and
accident-prone cycling facilities are still being constructed, which cyclists
are reluctant to use. Companies and businesses are often unaware of the
possibilities of supporting cycling commuting, such as providing bicycles
or e-bikes for employees, as revealed by the 2022 "This is How Hungary
Cycles" research by Median.

Positive aspects regarding funding include the Hungarian government
allocating HUF 200 billion for cycling developments between 2014 and 2020,
which corresponds to approximately 8 euros per person annually, compared
to the EU-recommended 15-25 euros per person per year. However, with
the municipalities' own resources, there has been a noticeable improvement
in the cycling path network in recent years, as evidenced by the 2022 "This
is How Hungary Cycles" research, with 47% of the population experiencing
positive changes in the number and condition of cycling paths.

Table 2: The minimum resources allocated for cycling development
(source: ECF.com)

Minimum resources allocated
per capita for cycling development

Level of cycling
knowledge

Maintaining the level/
proportion of cycling

Increasing the level/
proportion of cycling

Beginner (0-10%) 5 €/resident 10 €/resident
Intermediate . .
(10%-25%) 10 €/resident 15-25 €/resident

Advanced (above 25%) 25 €/resident 30 €/resident

In contrast to the previous situation, support for cycling developments is predi-
ctable, and the subsidies now directly reach the public (e.g. e-bike purchases,
cycling camps). There is still a need for progress in the efficient utilization of
resources.

The domestic cycling industry has grown dynamically in recent years, primarily
due to the establishment of assembly plants here. The aim is for Hungary
to play an important role in future developments and research in the bicycle
industry, for which the recent investments in vehicle industry higher education
and research provide a good foundation.
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Parallel to the development of cycling, micro-mobility devices are becoming In recent years, the public's knowledge about cycling has significantly

increasingly widespread. When planning and developing cycling infra- improved, thanks to the awareness-raising activities of both civil and gover-
structure and related services, it is necessary to take into account the nmental organizations. However, on an international scale, Hungary tends to
requirements posed by micro-mobility devices. play more of a follower than an innovative role.

B SWOT analysis

Strengths

Weaknesses

Opportunities

Threats

e Cycling has undergone significant development in its organizational, financial, innovation, and information background.
e Strong civil organizations and governmental determination drive the developments.

e The government allocates significant domestic and EU funds for cycling development.

e Support for cycling initiatives is predictable, and the support directly reaches the public.

e The survey and registration of cycle routes is largely operational.

e Automatic counters and research are available for monitoring.

e The domestic bicycle industry is growing dynamically.

e The most important cycling routes are now under state operation.

. J/

e The sign systems for bike routes, rest areas, and forest cycling paths do not have clearly designated operators.

e Capacity and staff shortages, lack of up-to-date training.

e The measurement of the effects of supported measures is incomplete, making it very difficult to assess their effectiveness and efficiency.
e On an international scale, Hungary tends to play more of a follower than an innovative role in cycling-related knowledge.

e Municipally managed cycle paths are sometimes in poor condition and underfunded in operation and maintenance.

e Charging opportunities for electric bikes

. J

e Additional resources may be available.
e Collaboration among stakeholders is strengthening, and those involved in cycling are gaining more advocacy power.
e The domestic innovation capacity is increasing.

( )

e There is a persistent labour shortage.
e Professionals are leaving the field, further decreasing innovation capacity.
e Due to cheaper labour and better technology, foreign companies are becoming more competitive than domestic ones.

- J
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B Specific objective

B Increasing and measuring the impact of cycling and the effectiveness and
efficiency of measures supporting cycling. Regular reports are prepared on
the implementation, impacts, and review of the Strategy.

B Establishing a predictable, efficient, and proportionate financing system for
cycling.

B Every county and county-level urban municipality should have a trained
professional responsible for cycling issues, and their regular training should
be organized.

B Theorganizational system of cycling further strengthens, regular professional
forums facilitate collaboration, and cycling considerations are taken into
account in all relevant fields.

B Integration of cycling into territorial and urban planning processes and into all
relevant strategic documents through the revision and application of existing

manuals and guidelines.

B Promoting electric cycling and supporting its framework
I Commitments

® We will create an accessible cycling knowledge base for everyone.

® We will organize an annual professional cycling conference and submit
applications to host the UCI Bike City Forum and the ECF Velo-city
international conference.

® We will continue organizing foreign study trips. We will invite annually at
least 50 city leaders, decision-makers, chief architects, and designers for

study trips to learn about international best practices firsthand.

® We will initiate the establishment of a cycling industry cluster.

® We will regularly prepare reports on the state of cycling, supported by
accurate data. We will appoint data custodians and those responsible for
data collection.

® We will hold cycling forums twice a year for decision-makers.

® We will increase the funds allocated for cycling development by at least
10% annually.

I Target groups

By social function
® decision-makers, politicians
® professionals, researchers, educators, designers
® pusiness people, entrepreneurs
® NGOs, influencers, media
By field
® transport, urban planning, environment and nature conservation

® tourism, catering

® health, sport, education
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H H.4.1. Cycling knowledge and a cycling-friendly attitude among key players

| Goal

All relevant state, private, professional, and civil stakeholders should possess
the necessary knowledge, information, and mindset required to perform their
tasks in their respective fields. At least 1,500 participants in various training,
research, awareness-raising, and informational activities.

B Activities

m Establishment of a Cycling Knowledge Centre and a publicly accessible
database.

® Training and awareness-raising of the engineering community involved in
cycling traffic.

®m Organizing foreign study trips to acquire firsthand knowledge related
to cycling, providing practical insights and fostering a cyclist-friendly
mindset.

m “Cycling Professor” Programme: Introducing a support system for
universities that incorporate subjects related to cycling traffic and cycling
tourism into their curriculum and are employing educators for this purpose.
These institutions receive support for a specified period (e.g. 2-5 years) to
cover salary and other costs (comprehensive support for a total of at least
25 years of full-time salary and other costs). Under other costs, in addition
to social security contributions and institutional expenses, it is necessary
to reimburse the costs of conducting research tasks and inviting guest
lecturers. (Based on the German model.)

m Creation of a “Scholarship Programme” for students participating in
transportation planning, urban planning, urban development, or cycling

coaching programmes, as well as those in tourism or other relevant fields.
The programme provides scholarships that include both international
stays and domestic academic work, focusing on the topic of cycling.

® Organizing the National Cycling Conference covering the entire spectrum
of cycling annually, following the example of Austrian and German national
conferences, with invited foreign speakers. Organizing the UCI Bike City
Forum and ECF Velo-City conference.

® Establishingcyclist-friendlyawardstorecognizeoutstandingachievements
in various categories (infrastructure, services, communication, activities
supporting cycling, photo contest, cyclist-friendly municipality, and
workplace). Building the Hungarian cycling model and brand. Market the
successful solutions in Hungary to other countries (primarily in the region).

m Develop training for regional coordinators and tour guides/organizers in
cycling tourism.

B Encourage municipal authorities to develop cycling through training and
awareness programmes, study trips, and professional consultancy.

I Organisations involved in the implementation

Competent ministry dealing with cycling, AOFK, professional NGOs, and
scientific workshops (Hungarian Cyclists' Club, MAKETUSZ, MKSZ, KTI)

I Estimated resource requirements

HUF 90 million per year, for a total of HUF 630 million.
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B Indicators
Output

Result

e Cycling Knowledge Centre established (yes/no)

e Number of cycling-related further education sessions (pcs)
e Number of foreign study trips (pcs)

e Number of scholarship programmes (pcs)

e Launch of Cycling Professor programme (yes/no)

I Timing

e Number of participants in cycling-related further education (persons)
e Number of participants in study trips (persons)

e Number of participants in scholarship programmes (persons)

e Number of Cycling Professor positions (pcs)

Continuous

|0

2023 2024 2025 2026

l Good practice abroad

German National Cycling Conference and
Knowledge Base

In Germany, two national conferences are held: the
Fahrradkommunalkonferenz (@ cycling  conference
primarily for municipalities), which takes place annually.
This two-day event is free and is primarily aimed at local
and regional municipalities, operators, employees in the
public administration sector, and decision-makers. Every
two years, the Nazionaler Radverkehrskongress (National
Cycling Congress) is organized. This, too, is a two-day free
event, and English translation is provided for the plenary
session and typically one selected section.

2027 2028 2029

2030 Or;o

@v |
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B H.4.2. Bicycles of the future - creating the National Cycling Cluster

| Goal

Increasing the added value and competitiveness of the Hungarian cycling
industry and its supporting industry. Establishment of the National Cycling
Cluster. Encouraging domestic development and research activities to
enhance the added value of manufacturing and assembly plants.

B Activities

m Establishment of an institute and incubator house supporting innovations
related to cycling (e.g. bicycles, accessories, infrastructure, software,
supporting industry), along with the development and implementation of
an associated financial support system:

120 ® Formation of a cluster, involving relevant organizations and government
participation, to develop the organization's strategy. Its task is to bring
together developers, facilitate synergy among bicycle and automotive
companies interested in "bike technology," connect them with higher
education institutions and research institutes, engage in communication
and education, support regulation, and build international relationships.

I Indicators
Output

® Creation of a research centre, laboratory, and incubator house.

® Providing financial assistance, offering physical space, and mentoring
to support innovations in various stages of research and development,
as well as bringing the finished products to the market.

® Development of a programme related to bicycle mechanic training.

I Organisations involved in the implementation

Competent ministry dealing with cycling, MKKSZ, universities and research
centres, market players

I Estimated resource requirements

Preparation: HUF 20 million.

Implementation: HUF 1.2 billion.

Result

e Cycling cluster is created (yes/no)

I Timing

e Number of people employed in the cycling industry (persons)
e Resources spent on research and development (HUF)

Execution (Y J
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H H.4.3. Measuring and evaluating the results and impact of the measures

§ Goal

Measurement of the effects of cycling and the effectiveness and efficiency of
area-based differentiated measures supporting cycling. New road monitoring
and user monitoring platforms are established, 100 new bike counters are
installed nationwide, and data from smartphones are integrated into the
system. An annual survey is conducted on cycling habits. Monitoring the imple-
mentation of the strategy and making necessary adjustments.

B Activities

m Data collection and analyses for evaluating the effects of developments
and monitoring the implementation of the strategy.

®m Improvement of infrastructure records, including accident and traffic data,
user opinions, in addition to the current technical data.

m Regular surveys of the characteristics of everyday and tourist bicycle use
through new automatic counters, manual counts, research, and big data.
Integration of the data from automatic counting systems operating in the
country into a common database and visualization of the data.

I Indicators
Output

® Calculation of environmental, economic, and social impacts based on the data.
B Regular analysis of the domestic and international market for bicycle tourism.
B Analysis and thorough examination of traffic safety data. Investigation

into the real causes of accident conditions and issues to ensure that further

measures are based on real data and facts.

B Preparation of two interim reports on the implementation of the Strategy
with the formulation of possible modification proposals.

® Detailed examination of accidents and regular analysis of accident hotspots.
I Organisations involved in the implementation

Hgngarian Public Roads, BKK Budapest Public Roads, Local Governments,
AOFK, KTIl, ORFK-OBB. Hungarian Cyclists’ Club

I Estimated resource requirements
Total of HUF 300 million.

Result

e The number of newly installed automatic traffic counters (pcs)

e The number of newly designated manual traffic counting points (pcs)
e The creation of a cyclist traffic database (yes/no)

e Annual reports are available (yes/no)

I Timing

e The number of available automatic traffic counters nationwide (pcs)
e The number of manual traffic counting points nationwide (pcs)
e The number of accident cluster analyses (pcs)
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| Goal

Strengthening coordination and collaboration among the actors involved in
implementing the strategy.

In public space development or transportation-related tenders, make
cyclist-friendliness a horizontal criterion or encourage it where conditions are
suitable.

B Activities

m Regular convening of the National Cycling Forum to discuss strategic
issues related to cycling and evaluate the Strategy twice a year.

® |n addition to the forum addressing general issues at the highest level,
the establishment and operation of working groups dealing with policies
along the lines of the most critical emerging issues, with the participation
of experts delegated by various organizations. Creation of an inter-
ministerial consultation mechanism.

l Indicators
Output

H H.4.4. Institutional framework for cycling

B Ensuring a predictable institutional and financial background for government,
municipal, and civil organizations responsible for coordination and
development tasks.

® Organizing an annual professional meeting for municipal cycling
representatives for knowledge exchange.

B Incorporating bicycle-friendly public space developments into tender
systems.

I Organisations involved in the implementation

Competent ministry responsible for cycling, with the participation of all
relevant organisations and partners

I Estimated resource requirements
Total of HUF 10 million.

Result

e Cycling forum and working groups established (yes/no)

I Timing

e Number of organisations participating in the cycling forum and working

groups (pcs)
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H.4.5. Integrating cycling into spatial planning

| Goal

Integrating cycling into national, regional, and urban planning processes and
into all relevant strategic documents to make cycling an attractive option
instead of individual motorized transport, achieved through the appropriate
development of regional structures.

Expanding the regional planning tasks of counties to include cycling
infrastructure.

Aligning the cycling route network with urban green and blue infrastructure
networks, taking relevant considerations into account.

Modifyingregulations and requirements thathinderreasonable developments.
I Activities

m |ntegration of cycling considerations into regional and urban planning
processes, primarily through regulatory tools.

l Indicators
Output

B Reducing the number and duration of intra-urban trips by modifying
land-use regulations (placing different functions close to each other,
adopting the 15-minute city concept), thereby promoting cycling.

B Integration of cycling in such a way that cycling considerations are
mandatory in all relevant public space development or transportation-
oriented developments. To achieve this, the relevantregulations and project
support systems should be reviewed and proposals for amendments
should be made.

I Organisations involved in the implementation

Competent ministry responsible for cycling, other relevant ministries, Lechner
Knowledge Centre, county and municipal governments, professional NGOs

I Estimated resource requirements
Total of HUF 10 million.

Result

e Necessary regulations are reviewed and amended (yes/no)

I Timing

e Number of urban development documents integrating cycling aspects (pcs)
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H.4.6. Promotion of e-bikes and supporting its framework

| Goal

Promotion of electric bicycles through campaigns, with a focus on cities
and towns in hilly and mountainous areas. Encouragement of corporate
e-bike fleets. Promotion of usage structures for employees similar to
company cars.

Support for the development of infrastructure necessary for the use of
e-bikes (e.g. charging networks). Inclusion of electric bicycle charging as a
project element in all developments where it can be sustainably operated.

B Activities

B Encouraging the use of electric bicycles in order to increase the popularity
of more expensive electrically assisted bicycles and cargo bicycles, that on
the other hand support mobility, commuting, and urban logistics.

®m Promoting the establishment of charging facilities for electrically assisted
bikes, especially at service providers where cyclists spend longer periods

during tours, for example, for dining purposes.

m Creating a unified database, signs, and promotion of charging points.

I Indicators
Output

® Facilitating the expansion of the service provider sector to ensure the
conditions for repair and maintenance.

® Organizing e-bike tours and competitions.
I Organisations involved in the implementation

Competent ministry responsible for cycling, other relevant ministries, gover-
nment communication agencies, AOFK, professional civil organizations
(Hungarian Cyclists' Club, MAKETUSZ, MKSZ), TDMs, and tourism and rural
development organizations

I Estimated resource requirements
Support for the construction of a charging network: HUF 500 million

Due to the current reallocation of funds dedicated to financial incentives for
commuting, the funding requirement is HUF 0.

The integration of information regarding charging points into informational

interfaces will be realised in other communication measures, therefore the
cost here is HUF 0.

Result

e Number of e-bike charging stations established (pcs)
e Number of campaigns promoting electric cycling (pcs)

I Timing

e Number of e-bikes (pcs)
e User satisfaction regarding the number of charging points
e Percentage or number of population reached by campaigns (% or persons)

S
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Costs of implementing the Measures
.00/

The cost requirements of the measures during the The estimated total cost for the implementation of
period between 2023 and 2030 are as follows: the measures outlined in the strategy is HUF 247.97

billion, which can be covered by the following sources:
Resources needed for implementation

Everyday cycling HUF 110,37 billion Available resources
Development of tourism recreation HUF 117,35 billion
Improving road safety HUF 16,36 billion
. s RURAL DEVELOPMENT
Horizontal measures HUF 3,89 billion OPERATIONAL PROGRAMME
Total HUF 247,97 billion PROGRAMMES "
g
323
=
130 IKOP PLUSZ u:’.u-g
TOP PLUSZ S
KEHOP PLUSZ INTERREG
58
VISEGRAD FUND PRIVATE CAPITAL £3
(2]

Taking into account the operational programmes and calls for the EU financing
cycle between 2014 and 2020, the budgetary resources provided in recent
years, and private investments, the HUF 247.97 billion needed to implement
the strategy could be available in the period up to 2030.
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The table below contains in detail the estimated costs of implementing individual measures and the possible sources.
= o 3| =
. . . . slals| 2| Bl2|2 ¢
Estimated cost of implementing measures (HUF billion) S g é e § E % g 2
5| = £| 5| &
Everyday cycling 110.37
A.1.1. Making the road network cycle-friendly 94.5 + + +
A.1.2. Improving bicycle parking and storage 6 + +
A.1.3. Integrated bike-sharing system 5 + +
A.1.4. Bikes for everyone — encouraging bike purchases and company fleets 0.8 + | +
A.1.5. Cycling route planning across the country 0.26 + +
R.1.6. Bicycle, the preferred choice 3.35 + | +
R.1.7. Financial incentives for everyday cycling 0 +
E.1.8. Cycling is cool and respectable 0.46 + | +
Tourism, recreation 117.35
A.2.1. Coherent cycling tourism networks 97 + |+ | + + + + | +
A.2.2. Developing cycling-friendly service networks 3 + +
A.2.3. Cycle transport on public transportation 1 +
A.2.4. Cycling tourism portal and application 0.4 + + | +
R.2.5. Discounted package deals, discount programmes 1.4 + + | + +
R.2.6 Cycling tour guide training 0.05 + + +
E.2.7. Cyclist tourism recreational and promotional campaigns 5 + + | + +
E.2.8. Cycling events and bicycle sports gatherings to promote recreational and leisure cycling 9.5 + + | +
Road safety 16.36
A.3.1. Classification of the entire bikeable road network, and upgrading of dangerous sections 4.25 + | + + +
A.3.2. Safe bicycles 0.35 + | +
A.3.3. Being responsible on the roads — strengthening the protection of vulnerable road users 0.15 +
A.3.4. Driver and authority training, awareness raising 0.26 +
A.3.5. On two wheels to school 2.45 + +
R.3.6. Two-stage education in traffic knowledge in primary and secondary schools, with assessment. 6.8 +
E.3.7. Traffic culture campaign 2.1 + | +
Horizontal measures 3.89
H.4.1. Cycling knowledge and a cycling-friendly attitude among key players 0.63 + +
H.4.2. Bikes of the future — creating the National Cycling Cluster 2.44 + | +
H.4.3. Measuring and evaluating the results and impact of the measures 0.3 + | + + +
H.4.4. The institutional framework for cycling 0.01 +
H.4.5. Integrating cycling into regional planning 0.01 +
H.4.6. Promoting electric cycling, supporting its framework 0.5 + + + + +
247.97
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Alignment of the Strategy's objectives

The vision and goals articulated in this strategy have been shaped or deter-
mined by international and national-level goal systems outlined in various
other strategic documents. The goals and measures of the National Cycling
Strategy align fully with the objectives of the National Development and
Regional Development Concept (OF TK), which stands at the top of the national
development policy hierarchy, contributing to the fulfilment of comprehensive
and specific goals outlined therein. The strategy includes measures aimed at
increasing the role of bicycle manufacturing and innovation, aligning well with
the goal of economic development that ensures value-creating employment.
Cycling, through physical activity, contributes to improving the health of the
population, which is crucial for the economy (healthcare expenses, produc-
tivity). Additionally, it serves the goal of achieving a healthy and renewable
society outlined in the OFTK. As cycling is a sustainable mode of transpor-
tation, it also aids in achieving the OFTK's environmental and sustainability
objectives. Areas targeted for cycling tourism often extend to economically
disadvantaged regions, thus contributing to the development of these under-
developed areas and mitigating regional inequalities.

Among the sustainable development goals defined by the United
Nations for the 2030 agenda, the following can be considered as
guiding principles from the perspective of cycling:

m Health and well-being (3): ensure healthy lives and promote well-being
for all at all ages.

m Decent work and economic growth (8): promote sustained, inclusive,
and sustainable economic growth, full and productive employment, and
decent work for all.

m Sustainable Cities and Communities (11): Make cities and human
settlements inclusive, safe, resilient, and sustainable.

m Climate Action (13): Take urgent action to combat climate change and its
impacts.

The relevant objectives formulated by the European Union are as follows:
m By 2030, achieve a net reduction of at least 55% in greenhouse gas
emissions within the Union compared to 1990 levels (European Climate
Regulation).
m By 2050, reduce emissions in the transport sector by 90%.

m By 2030, have 100 European cities achieve climate neutrality.

m By 2030, establish 5,000 km of new bicycle paths or lanes in European
cities.

# Reduce the number of serious and fatal traffic incidents to 0 by 2050
(Vision Zero)
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Relevant objectives and measures set by national policy strategies:
National Transportation Infrastructure Development Strategy

Enhancement of resource-efficient transportation modes: Socially
beneficial transportation modes need to be determined for specific
functional regions through careful analysis. The development and
promotion of non-motorized (pedestrian and bicycle) transportation are
essential.

Establishment of a comprehensive European and national bicycle traffic
network, with the construction of missing elements.

Ensuring the maintenance and operation of certain elements of the cycling
network, owned by different entities (state, local government), preferably
under unified minimum conditions.

Changing the social attitude that favours individual motorized
transportation towards cycling, walking, and public transportation.

Promoting non-motorized modes (walking, cycling) through infrastructure
and management tools.

Traffic safety interventions in major cities. In cities with a population
exceeding 60,000, improving critical intersections through construction
or traffic engineering tools, primarily considering the preferences of
non-motorized transportation and vulnerable road users, prioritizing
pedestrian and bicycle traffic.

Development of modal shift (P+R and B+R) systems.

Improvement of traffic safety at existing roads and intersections.
Continuous monitoring of road safety on public roads (ranking road safety)
with the identification and planned correction of emergency situations
arising from the design and traffic management of critical points, as well
as the pedestrian and cyclist-friendly transformation of road sections
problematic from the perspective of pedestrian and cyclist traffic.

National Environmental Protection Programme (2021-2026)
The reduction of air pollution and the greening of road transport include the
development of cycling and its infrastructure as a strategic direction. This
involves:

the improvement of community cycling infrastructure,

the promotion of cycling,

and the support for developing cycling infrastructure with consideration
for nature and environmental conservation.

The National Tourism Strategy NTS2030 - Tourism 2.0

It addresses the development of cycling infrastructure, supporting facilities,
and services for tourism at the national level and in several tourism regions,
including Debrecen and its surroundings, Matra-Buikk, Tokaj and Nyiregyhdza,
Sopron-Fert6, and Balaton.

Overall aim and horizontal objectives of the
National Active Tourism Strategy

( \

INCREASE THE PROPORTION OF THE HUNGARIAN POPULATION
WHO ARE REGULARLY ACTIVE IN TOURISM

Overall
objective

STRENGTHENING THE
NATIONAL ECONOMY

DEVELOPING

IMPROVING HEALTH RURAL AREAS

Horizontal
objectives

REINFORCING LOCAL AND
NATIONAL IDENTITY

SUSTAINABLE
ENVIRONMENT
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Specific objectives of the National Active Tourism Strategy relevant to
cycling

m Establishing and maintaining high-quality national and regional cycling
route networks. Creating suitable infrastructure for those seeking more
extreme and for the ones preferring safe cycling experiences alike.

® Providing specialized services for each type of active tourism in adequate
quantity and density.

m Services at accommodations and hospitality establishments should be
tailored to meet the specific needs of active tourists based on their types
of tours, provided in a networked system that complements each other.

® Increasing the length of stay and providing comprehensive experiences
through collaboration among service providers and by selling each other's
services as a package.

m Establishing a unified national and regional platform for existing and newly
implemented state-owned investments, state-owned tourist attractions,
routes, and services. Implementing all of this in an open-source system to
maintain the possibility of IT developments by market players.

m Further development of the available monitoring tools and system.
Measuring and influencing the development and impact of active tourism,
as well as the effectiveness of interventions, in the desired direction.

From the various levels of goal systems, the following main objectives can be
identified for the cycling strategy:

CLIMATE PROTECTION e [ REDUCING EMISSIONS AND AIR POLLUTION ] ]

OF MOTORISED TRANSPORT

ECONOMY —_— [ REDUCING EXTERNAL COSTS J .

I 1

1 INCREASING THE SHARE OF CYCLING IN TRANSPORT, IN PARTICULAR |
IN CITIES.

] 1

SUSTAINABILITY OF RURAL AREAS, EMPLOYMENT OPPORTUNITIES, —
ECONOMIC GROWTH:

,_
-
Fd
>
z
7}
b
S
=
=
o
Z

D —

S

I
1 DEVELOPMENT OF CYCLE TOURISM, IN PARTICULAR | <
IN UNDERDEVELOPED AREAS.

REDUCING INDIVIDUAL MOTOR VEHICLE TRAFFIC, —
CONGESTION, AND PARKING PROBLEMS IN URBAN AREAS.

[

1 INCREASING THE SHARE OF CYCLING IN TRANSPORT, 1

1 IN PARTICULAR IN CITIES.

| INCREASING THE USAGE OF PUBLIC TRANSPORT FOR THE INCREASE IN THE | ¢
1

[

POPULARITY OF COMBINED BICYCLE TRAVELS. REDUCING THE NUMBER AND
SEVERITY OF TRAFFIC ACCIDENTS.

PHYSICAL AND MENTAL HEALTH PRESERVATION:
REDUCING HEALTHCARE EXPENSES.

,—
Pel
[
>
[ =4
o
o
c
o
m
—/
)

1 INCREASING THE POPULARITY OF AN ACTIVE LIFESTYLE, 1
' ESPECIALLY CYCLING. '
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Annexes
]

B Matrix showing the relationship between measures

Number and title of the measure

E.3.7
H.4.1
H.4.2.
H.4.3
H.4.4

A.1.1. | Making the road network cycle-friendly

A.1.2. [Improving bicycle parking and storage

A.1.3. | Integrated bike-sharing systems

136 Bikes for everyone — encouraging bicycle purchases
A.1.4.
and company fleets

A.1.5. | Cycling route planning across the country

R.1.6. | Bicycle, the preferred choice

R.1.7. | Financial incentives for everyday cycling

E.1.8. | Cycling is cool and respectable

A.2.1. | Coherent cycling tourism networks

A.2.2. | Developing cycling-friendly service networks

A.2.3. | Cycle transport on public transportation

A.2.4. | Cycling tourism portal and application

R.2.5. | Discounted package deals, discount programmes
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Number and title of the measure

A.l.1.
A.l.2.
A.1.3.
A.lA4.
A.15.

R.1.6.

R.1.7.

E.1.8.

R.2.6

Cycling tour guide training

E2.7.

Cycling tourism and recreational campaigns

E.2.8.

Cycling events and cycling sports events
to promote recreational and leisure cycling

H.4.5.

H.4.6.

Classification of the entire bikeable road network,

el and upgrading of dangerous sections
A.3.2. | Safe bicycles
Being responsible on the roads — strengthening the protection
A.3.3.
of vulnerable road users
A.3.4. | Driver and authority training, awareness raising
A.3.5. | On two wheels to school I I
Two-stage education in traffic knowledge in primary and
R.3.6. .
secondary schools, with assessment
E.3.7. | Traffic culture campaign I l]
H41 Cycling knowledge and a cycling-friendly attitude among key
T | players
Bicycles of the future — creating the National Cycling
H.4.2.
Cluster
H.43 Measuring and evaluating the results and impact of the
"7 | measures
H.4.4. | The institutional framework for cycling
H.4.5. | Integrating cycling into regional planning
HA4G. Promoting electric cycling, supporting its

framework

137



138

National Cycling Strategy * 2030

2. annex: Cycling risk index

Fatal cycling

Cycling as the

Cycling

Orszag 1ac<‘:i(.ler|ts per main mode of risk index
million people transport
Austria 5.5 6 0.92
Belgium 6.3 13 0.48
Cyprus 1.2 1 1.2
Czech Republic 5 8 0.63
Denmark 5.4 23 0.23
France 2.4 4 0.6
Greece 1.7 2 0.85
Netherlands 5.9 36 0.16
Croatia 6.4 6 1.07
Poland 7.1 7 1.01
Hungary 7.4 22 0.34
Germany 4.8 12 0.4
Italy 4.5 6 0.75
Romania 8.9 7 1.27
Sweden 2.2 17 0.13
Slovakia 5 7 0.71
Slovenia 5.8 9 0.64

I Source of data on bicycle use

Eurobarometre 2014 (Based on responses to the question 'How do you
typically commute on an average day?')

https://ec.europa.eu/commfrontoffice/publicopinion/archives/ebs/
ebs_422a_en.pdf

I Accident and population data source
CARE database (2016 or latest), population Eurostat (2018)

https://ec.europa.eu/transport/road_safety/sites/roadsafety/files/pdf/
statistics/dacota/bfs20xx_cyclists.pdf


https://ec.europa.eu/transport/road_safety/sites/roadsafety/files/pdf/statistics/dacota/bfs20xx_cyclists.pdf
https://ec.europa.eu/transport/road_safety/sites/roadsafety/files/pdf/statistics/dacota/bfs20xx_cyclists.pdf
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List of abbreviations
|

Abbreviation Meaning
AOFK Aktiv- és Okoturisztikai Fejlesztési Kozpont — Active and Ecotourism Development Centre
B+R bike and ride
BFK Budapest Fejlesztési Kézpont — Budapest Development Centre
BKK Budapesti Kozlekedési Kozpont — Budapest Transport Centre
BKV Budapesti Kozlekedési Zrt. — Budapest Transport Ltd.
BM Bellgyminisztérium — Ministry of the Interior
GYSEV Gy6r-Sopron—-Ebenfurt Railway
HESZ Helyi Epitési Szabdlyzat — Local Building Codes
HUMDA Hungarian Mobility Development Agency
IM Ilgazsdglgyi Minisztérium — Ministry of Justice
IT™ Innovdcids és Technoldgiai Minisztérium — Ministry of Innovation and Technology
ITM KKF Innovdécids és Technoldgiai Minisztérium, Kerékparos Koordindcids Féosztdly — Ministry

of Innovation and Technology, Department of Cycling Coordination

KETOSZ Kerékpdrosbarat Telepulések Orszdgos Szévetsége — National Association of Cycling Friendly Municipalities
KK Klebelsberg Kézpont — Klebelsberg Centre
KKKR Kerékparos Kézosséqi Kozlekedési Rendszer — Bicycle Community Transport System
KTI Kozlekedéstudomdnyi Intézet Nonprofit Kft. — Transport Research Institute Nonprofit Ltd.
MABEUSZ Magyar Beutaztatdk Szovetsége — Hungarian Inbound Travel Professionals’ Association
MAKETUSZ Magyar Kerékpdros Turisztikai Szovetség — Hungarian Cycling Tourism Association
MAUT Magyar Ut- és Vasttigyi Térsasédg — Hungarian Road and Railway Society
MAV-VOLAN Magyar Allamvasutak és Voldnbusz Zrt. — Hungarian State Railways and Voldnbusz Zrt.
MGOE Magyar Gépjarmukereskedék Orszdgos Egyesllete — National Association of Hungarian Motor Vehicle Dealers
MK Magyar Kerékpdrosklub — Hungarian Cyclists’ Club
MKKSZ Magyar Kerékpdripari és Kereskedelmi Szévetség — Hungarian Bicycle Industry and Trade Association
MKSZ Magyar Kerékpdros Szdvetség — Hungarian Cycling Federation
MOL Magyar Olaj- és Gazipari Nyrt. — Hungarian Oil and Gas Plc.
MTU Magyar Turisztikai Ugynokség — Hungarian Tourism Agency
OBB Osterreichische Budesbahnen — Austrian Federal Railways
ORFK Orszdgos Rendér-fékapitanysdg — National Police Headquarters
OTEK Orszégos Teleplilésrendezési és Epitési Kovetelmények — National Town Planning and Building Requirements
PM Pénzigyminisztérium — Ministry of Finance
TDM Turisztikai Desztindcié-menedzsment szervezet — Tourist Destination Management Organisation

139



National Cycling Strategy « 2030

B Recommendations on
infrastructure design

I Directionally separated design

In urban environments, it is always necessary to strive for the establis-
hment of directionally separated infrastructure (bike lanes, bike paths). In
populated areas, directionally separated bicycle infrastructure provides
much greater safety for cyclists and other road users; it is also suitable for
avoiding hazardous situations caused by turning cars. The diagram below
illustrates the various accident risk factors in different traffic situations.
(Source: AOFK / based on research from Lund University)
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l Protected bike lanes

Protected bicycle facilities further enhance the comfort level, so where
justified, the infrastructure should be developed according to this directio-
nally separated approach. A bicycle lane can be protected not only with level
separation but also with other reinforced separation methods. It is important
that, near intersections, the bike lane should be lowered to the level of the
road due to crossing traffic, and sufficient cross-sectional width should be
provided for passing and the movement of special bicycles.
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I Separation of Pedestrian and Bicycle Traffic

Pedestrian and bicycle traffic must be separated. Use of a shared surface is
only possible in unavoidable cases, by reducing the speed of cyclist traffic.
The development and renovation of pedestrian surfaces are important objec-
tives, but they are not possible within the framework of the construction of
cycling infrastructure. Bicycles should be treated as vehicles, not pedestrians,
as stated in the Traffic Code. Shared pedestrian-bicycle surfaces cause
potential accidents and discomfort due to speed differences.
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I Integration or Separation

As a general principle, whenever there is a significant speed difference
between cyclists and motor vehicles, a bike lane separated from motor traffic
is necessary (separation). Within urban areas, due to the dense road network,
frequent changes in direction are common, making cycling on the roadway
(integration) a safer and more convenient solution.
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I Networking

During everyday cycling, efforts should be made to establish the shortest
bicycle-friendly routes. In the planning and design of investments, priority
should be given to area-based, network-oriented thinking to ensure conti-
nuous and safe infrastructure for cyclists throughout their journeys. The
creation of isolated road sections not connected to the network should be
avoided.

Linear developments with network deficiencies

A
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I Self-explanatory, simple design

In the case of bicycle routes, the simplest technical designs, logical routes, and
clear intersections are necessary. Bicycle infrastructure should be self-exp-
lanatory, easily interpretable by all road users even without specific signs or
surface markings. Frequent changes in facility types and complex, ambiguous
designs cause uncertainty and become a potential source of accidents.
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B Elimination of Barriers

Efforts should be made to ensure that cyclists can travel continuously and
safely. All obstacles that force cyclists to sudden braking, dismounting,
pushing, or lifting the bicycle, increasing the risk of accidents, should be
removed (e.g. elements standing in the middle or protruding from the sides
of the bicycle path). In the planning and design process, attention should be
paid to non-standard bicycle designs and sizes (e.g. tandem or cargo bikes).
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B Access Control

The use of access restriction devices should be avoided. If such devices are
absolutely necessary, they should be placed in a way that does not obstruct
the movement of cyclists and does not pose a risk of accidents. Access restri-
ctions should not narrow the bicycle path, and it is recommended to replace
access restrictions, for example, by surveillance cameras.
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B Comfort Level

Efforts should be made to ensure that the comfort level of every cycling
facility is high. The type and cross-section of infrastructure, as well as the
size of standing areas, should be determined based on current and future
traffic needs, making cycling a realistic and accessible mode of transpor-
tation for all users.

I Bikeable Side Streets

Within the settlement, certain side streets can be important elements of a
comfortable and safe cycling network. Side streets only provide a comfor-
table alternative for cyclists if they are free from through traffic and have
speed and traffic reducing measures. These restrictions serve not only the
interests of cyclists in the long run but also improve the quality of life for local
residents.
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I Modal shift

Near metro, tram, bus, and train stops, as well as railway stations, it is
necessary to provide a sufficient number of facilities for convenient access
by bicycle and secure parking of bicycles. Typically, bicycles are an efficient
means of transportation for trips shorter than 5 km, but when combined with
public transportation, they become a realistic alternative for longer trips as
well.

I Bicycle parking

Bicycles should be parked using bicycle racks (inverted "U" or "P" shaped racks)
because devices that grasp the wheel of the bicycle can damage the spokes or
disc brakes. Ensuring the secure parking of bicycles is a fundamental requirement
for making cycling an attractive and viable mode of transportation.

Source: MAV Hungarian State Railways Private Company Limited by Shares (M/\V Co.)
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