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The year 2005 began with Hurricane Gudrun, which succeeded 
in totally paralysing a large part of the railway system in the 
south of Sweden. However, thanks to major involvement and 
fantastic efforts on the part of over a thousand trackmen and 
contractors, it was possible to clear and repair the tracks within 
a very short time. For a while, several hundred million crowns 
worth of damage to tracks, electrical and signal systems made 
traffi c impossible on a number of important lines. 

In this emergency situation, rail transport was prioritised in 
a national perspective. Traffi cable lines had to be used for the 
most important transportation. This meant that strategically 
important freight trains were in some cases given precedence 
over passenger trains. Passengers, freight transport buyers and 
train operators showed considerable understanding for the 
diffi cult situation. This fi ne spirit of co-operation has continued 
throughout the year in efforts aimed at helping to transport 
storm-felled timber from forest to factory. It is in this context 
that the enormous transport capacity of the railways has been 
put to great use.

The ravages of Hurricane Gudrun meant that passenger 
traffi c, measured in train-kilometres, decreased during Ja-
nuary by over 10 per cent. But as they say, it never rains but 
it pours. At the end of February a freight train loaded with 
chlorin e gas was derailed on one of the sidings belonging to the 
West Coast Line. All traffi c on the West Coast Line was stopped 
for just over two weeks while rescue and decontamination 
operations were carried out, with serious consequences for 
rail services as a result.

Among the happier developments during the course of 
the year is the fact that the downswing affecting passenger 
services on the railways since the end of 2003 appears to be 

coming to an end. There are a number of indications that traffi c 
and travel volumes are beginning to increase again. 

Freight traffi c enjoyed an all-time high during 2004, and 
2005 could well be another record year in Swedish railway 
history. Train paths for the fi rst half of 2006 also indicate 
continued expansion within both passenger and freight traffi c. 
These are positive signals that bode well for the future.

Unfortunately, Hurrican Gudrun has also cast a negative 
shadow on the punctuality of train services and the number of 
delay-hours. This means that Banverket’s quality-related work 
aimed at providing rail capacity is now even more important. 
Railway customers – in the form of passengers, train operators 
or freight transport buyers – are demanding that trains depart 
and arrive at the right time. The trust they show in us by using 
the railways for their transportation requirements, must be 
met by our delivering a high quality if transport. 

However, I must conclude that during 2005, the standard 
of the Swedish rail network has deteriorated compared with 
the previous year. This also means that train delays caused 
by faults in the infrastructure have increased. Banverket’s 
appropriations for maintenance have not developed at the 
rate required by the growing volumes of rail traffi c, the in-
creasingly heavy and faster trains and expanding volume of 
infrastructure. 

We will increase our efforts to direct and rationalise our 
maintenance so that the work is done in those areas where 
they lead to the greatest benefi t for the quality of rail traffi  c. 
Banverket’s strategy is to steer most of the maintenance 
resource s to the most heavily used lines. Therefore, we will 
be unable to maintain current standard on other lines. This 
means that the quality of the services will in certain cases 

Director-General’s comments

DIRECTOR-GENERAL’S COMMENTS

The enormous quantities of trees felled during Hurricane 
Gudrun led to a signifi cant increase in the transportation of 
timber on the railways during 2005. The photograph shows 
timber waiting to be loaded in the town of Vislanda in the 
south of Sweden.
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deteriorate. However, it will take place without the level of 
safety in any way being impaired.

During 2005, several important rail projects have been 
completed and put into use for rail traffic. On the West Coast 
Line the section of double track between Kävlinge and Lund 
has been opened, as too the Älvkarleö–Bomansberget section 
on the East Coast Line. The stretch of line between Luleå and 
Borlänge has been upgraded to carry a 25-tonne axle load, 
which means that the capacity for steel consignments has been 
increased significantly. The Årsta Bridge in Stockholm and the 
bridge in Edänge on the Northern Main Line are two other 
important projects that have added necessary capacity during 
the year in parts of the rail network that were previously 
bottlenecks. 

A number of major projects have also been started during 
the course of the year. The first soil has been dug for the City 
Tunnel in Malmö, and other works include the Uppsala mars-
halling yard and travel centre and the electrification of the 
Blekinge Coastal Line.

Rail transport profitable
One very gratifying development is that an increasing pro-
portion of rail traffic is now being operated at a profit. For 
example, the two large transport companies Green Cargo AB 
and SJ AB have for the second year in succession reported a 
positive result for a financial year. A well-functioning railway 
market needs train operators that can run efficient opera-
tions and make money so that the sector has the strength to 
continue with its development.

The year 2005 was also a good year for Banverket’s profit 
centres. Net turnover has in total decreased somewhat as a 
result of growing competition, but as a result of a reduction in 
production and administration costs it is possible to report a 
positive result. Another gratifying development is that we are 
increasing our income on external assignments. 

Jubilee Year 2006
With this Annual Report, we end the year 2005 and move on 
to 2006, the year in which Swedish railways celebrate their 
150th Jubilee. The railways started both as a function of the 
growing industrialism and as a precondition for its continued 
development. Today, the railways are an environmentally-
oriented means of mass transport, which is now basically 
a prerequisite for guaranteeing an ecologically sustainable 
society and for being able to achieve Vision Zero for traffic 
safety within the transport area. 

For the Jubilee Year, Banverket has taken the initiative in 
publishing a commemorational book entitled 150 Years of 
Railways. The book describes the past 25 years of railway 
history, which are so far mostly unwritten. Another ambition 
is that the book will place the sector in a wider perspective in 
which the focus is on cultural, language and technical history-
related aspects of the railways. The book will hopefully be 

read by many people 
and thereby help to 
increase our under-
standing for the past, 
present and future 
role of the railways 
in society. I also hope 
that many people 
will have the chance 
to take part in the 
various events that  
are being organised  
in order to celebrate 
the jubilee. 

Several railway reforms
Although Sweden is one of the last countries in Europe to cele-
brate the 150th-year jubilee of its railways, we were instead 
one of the first countries to initiate the modern reformation of 
the national railways. Sweden was a forerunner in separating 
train operation from infrastructure management, market ope-
ning and the procurement of public transport in competition. 
Within EU institutions, we have for a number of years been 
actively pursuing the question of reforming the railway sector. 

One step in this direction is technical standardisation. An 
extremely extensive and demanding task awaits Banverket in 
connection with the introduction of the common European 
standards that are in the process of being developed. The 
introduction of the common European traffic control system 
ERTMS is another major challenge for the entire EU. The 
introduction of ERTMS will facilitate international transport 
services, railway capacity will increase and safety levels can be 
further raised on a large number of lines

The Second Railway Package, as it is referred to, is in the 
process of being introduced in Sweden and other EU member 
states. During the course of the year, a response is also expected 
from the EU on the Third Railway Package. The question of 
an opening for competition within the railway markets for 
international passenger traffic has been discussed vigorously 
in Brussels and in several other EU countries during 2005. 
In Sweden the question has also been discussed pending the 
Government’s long-awaited Transport Policy Bill. We will 
hopefully see, within the not too distant future, proposals and 
decisions that continue to develop Swedish railways to the 
benefit of citizens and the business community throughout the 
whole country.

Borlänge, February 2006

Per-Olof Granbom
Acting Director-General 

DIRECTOR-GENERAL’S COMMENTS
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The Government has in its official document regarding appro-
priations for 2005 specified the goals to be achieved by 
Banverket. These shall contribute towards meeting the overall 
transport policy goal and are arranged on the basis of the six 
transport policy goals. A number of feedback requirements 
are linked to the respective goals. As a consequence, weighting 
has been made between the different demands when asses-
sing goal achievement. Goals and feedback requirements for 
Positive regional development are to be found under An acces-
sible transport system and A high quality of transport. In the 
section headed Goals and results, an account is given of status, 
development and important efforts and their effects on the 
respective operational goal. Other goals and feedback require-
ments that are not linked with the transport policy goals are 
presented in respective sections under the chapter headed 
Operational areas.

According to preliminary information, transport mileage 
has increased for both freight traffic and passenger traffic. The 
share of the total transport mileage that is attributable to pas-
senger traffic is judged to have increased whereas the share of 
the total transport mileage that is attributable to freight traffic 
is judged to have decreased.

During 2005, a series of measures have been introduced to 
raise capacity, which have mainly provided the opportunity to 
increase axle loads and loading gauges. 

It is not possible to determine whether there has been an 
increase in the possibilities for the functionally disabled and 
children to travel. However, the measures that have been 
taken by Banverket during the course of the year with the aim 
of increasing accessibility for these groups should contribute 
towards the achievement of this goal. The measurements 
that have been taken, however, indicate that the functionally 
disabled still feel that there has been no improvement in their 
possibilities to travel by train. 

The quality of the rail transport system has not improved 
during 2005. The punctuality of train arrivals at stations has 
deteriorated, the total number of train delays has increased 
and track quality is somewhat lower than last year. Hurricane 
Gudrun is a major contributory factor for why quality has 
deteriorated during the course of the year.

Banverket’s strategy of giving priority to the most heavily 
used lines, and the principle that the condition of the line 

shall be motivated by the traffic it carries, have been retained 
during the year. 

 The number of people killed and seriously injured on state 
track infrastructure increased in 2005 and the number of level-
crossing accidents was fewer in 2005 than in 2004 On the other 
hand, there was an increase in the number of children killed 
and seriously injured on the railways. 

Energy consumption per train-kilometre has decreased 
during the year and the electricity that is used within the rail 
sector comes exclusively from renewable energy sources. 

In order to achieve the performance goal for sound en-
vironment, the reduced noise sub-goal is very important. 
During 2005, just over 300 apartments have been sound in-
sulated. Owing to the increase in traffic, etc. new apartments 
that require sound insulation measures are constantly being 
reported and the zero goal is therefore difficult to fulfil.

The quantity of natural resources that is consumed 
depends primarily on the investment volume. The gro-
wing investment volumes during 2005 have not resulted in 
increases in the volume of crushed stones, concrete, etc. The 
use of environmentally hazardous materials dropped during 
2005 when there was a reduction in the total number of 
wooden sleepers impregnated with creosote.

The goal for the creation of a transport system that offers 
equality of opportunity is long term in nature, and Banverket 
has during 2005 continued to focus its work on developing 
its knowledge on the subject and on making an inventory of, 
among other areas, the representation of women and men in 
different forms of co-operation. 

The operating volumes are presented and commented 
under respective operational areas. The financial position is 
commented under Financing and Financial Status. Table 1.

The year in brief
Parliament has decided that the overall goal is a transport system for the general public and 

industry throughout Sweden that is both socio-economically effective and sustainable in the 

long term. This goal is in turn broken down into six sub-goals: An accessible transport system; 

A high quality of transport; Safe traffic; A sound environment; Positive regional development 

and A transport system that offers equal opportunities. 

THE YEAR IN BRIEF
SUMMARY OF THE YEAR’S RESULT

TABLE 1

Banverket’s operating volume. SEK million
 2005 2004 2003

Administration 742 757 748

Sectoral Duties (excl. administration) 578 575 565

Track Provision (excl. administration) 12 470 11 268 9 851

Production and sales to external customers 2 313 1 844 1 568

Operating volume 16 103 14 444 12 732

No of non-tenured staff 
at respective year-end 6 503 6 535 6 603
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THE YEAR IN BRIEF
GOAL ACHIEVEMENT

Goal achievement

Accessibility for citizens and the business sector shall be 
successively improved between regions and the 
surrounding area. PAGE 13

The use of Banverket’s track infrastructure shall increase. 
PAGE 15

The goal is that the proportion of functionally disabled and 
other groups with special needs who can use the rail trans-
port system shall increase. By 2010 at the latest, it should 
be possible for public rail transport to be used by 
functionally disabled people. PAGE 17

AN ACCESSIBLE TRANSPORT SYSTEM

The proportion of children and young people who can use 
the rail transport system shall increase. PAGE 18

The quality of the rail transport system shall be improved.  
PAGE 19

Punctuality shall increase on the railway network.  
PAGE 19

The number of disruptions to freight traffic on the most 
sensitive sections of track shall be at least halved by 2007 
compared with 1998. PAGE 19

A HIGH LEVEL OF TRANSPORT QUALITY

The axle load limit on sections of track with extensive do-
mestic single commodity traffic shall be increased from 
22.5 tonnes to 25 tonnes by 2007. PAGE 21

The efficiency of state-owned rail network maintenance 
shall increase. The condition of the track shall be justified 
by the traffic it carries. PAGE 22

The number of persons killed and injured within the rail 
transport system shall be reduced. Measures aimed to in-
crease the level of safety for children should be prioritised. 
PAGE 23

SAFE TRAFFIC

Energy consumption per train-kilometre on the state- 
owned rail network shall be reduced. PAGE 25

By 2005, there shall be no dwellings that are exposed to 
noise generated by rail traffic in excess of 55 dBA (measu-
red as the maximum reading in a bedroom at night) on 
more than five occasions per night. PAGE 26

The consumption of materials in the railway transport sys-
tem shall be energy and resource-effective. PAGE 27

A SOUND ENVIRONMENT

The number of contaminated areas that have a negative 
impact on people’s health or the biological diversity shall 
decrease. PAGE 27

The impact of the rail transport system on the ecological 
functions of the landscape and cultural historical character 
and content shall be minimised. PAGE 27

Goals are presented under the headings An accessible 
transport system and A high level of transport quality above.

POSITIVE REGIONAL DEVELOPMENT

A transport system that offers equal opportunities and is 
designed so that it meets the transport needs of both men 
and women. Women and men shall have the same 
opportunities to influence the establishment, design and 
administration of the rail transport system, and their values 
shall be attributed the same weight. PAGE 29

To create a balanced distribution of power and influence 
between women and men within the rail transport area.  
PAGE 29

A TRANSPORT SYSTEM THAT OFFERS 
EQUAL OPPORTUNITIES

Goal met/expected to be met

Goal partly met/expected to be partly met 

Goal not met/not expected to be met
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Banverket administers the infrastructure for the railways that 
belong to the state. This incorporates operation, maintenance 
and conversion/extension of the railways as well as the 
allocatio n of capacity and traffi c control. Banverket shall also 
compile information from other infrastructure managers and 
distribute funds for investments among transport principals. 

Visions and values
Banverket’s vision reads as follows “The railways are a natural 
part of passenger and freight transportation”

Banverket’s common values shall permeate the work of the 
whole organisation. The values mean that Banverket shall be 
active, responsible and professional. Being active means that 
Banverket takes the initiative, has the right tempo and focuses 

on its tasks. Being responsible means that Banverket puts 
safety fi rst and builds up and maintains a transport system 
that is sustainable in the long term. Being professional means 
that Banverket views matters from the customer’s perspective, 
delivers the right quality and has clear goals and priorities at 
all levels.

Duties and organisation
According to the Government’s terms of reference, Banverket 
shall endeavour especially to ensure that:
• the rail transport system is available, safe, accessible, 

effective and environmentally oriented
• the competitiveness of railbound public transport is 

strengthened

Banverket in brief
Banverket has overall responsibility for the rail transport system in Sweden. This sectoral 

responsibili ty covers not only conventional railways but also underground railways and light-

rail systems. Banverket leads and follows developments in the rail sector and assists the 

Government and Parliament on issues that concern the entire rail transport system. Within 

the framework of its sectoral responsibility, Banverket shall be co-ordinating, supportive and 

driving in relation to the other parties concerned. 

BANVERKET IN BRIEF
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• consideration is given to the needs of the functionally 
disable d within the rail transport system

• socially motivated research is conducted and that its 
fi nding s are distributed within the railway system

• traffi c information before, during and after a rail transport 
movement is improved.

The new Railway Act from 2004 is in the process of being 
implemen ted. At present, interim regulations apply in 
accordanc e with the Government’s Railway Ordinances and 
Regulations issued by the Swedish Rail Agency, which is the 
supervisory authority for the railway market. 

Banverket has functions for the exercise of public 
authorit y, track provision, sectoral duties and for production. 
The organisation is divided into administrative and producing 
units. The administrative units are Banverket Traffi c, the track 
regions and Head Offi ce, which are responsible for the lines, 
traffi c control and sectoral duties. 

Banverket Traffi c is responsible for traffi c control, track 
operation management and traffi c information. During 2005, 
Banverket Traffi c was reorganised with the aim of rationalising 
operations, co-ordinating approaches/routines and employing 
a similar approach all over the country.

The fi ve track regions procure operation and maintenance, 
as well as the conversion and extension of the railways. The 
track regions procure an increasing part of the production in 
competition on the market, for which Banverket’s producing 
units are involved in submitting tenders. 

The producing units are Banverket Production, Banverket 
Consulting, Banverket Industrial Division, Banverket IT, 

Banverk et Railway Training Centre and Banverket Materials 
Service. During the course of the year, IT operations were re-
organised to make the client/ operator roles clearer. Banverket 
Telecom is both administrative and productive. Each of the 
units has its own profi t responsibility. 

During 2005 Banverket had approximately 6 500 
employee s. Almost two thirds of these were employed in 
the profi t centres. 

BANVERKET IN BRIEF

During 2005, extensive conversion work was carried out on the 
tracks at Tegelbacken in order to increase the capacity between 
Södermalm and Stockholm Central Station. The photo shows an 
X2000 train crossing the bridge at Riddarfj ärden.
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THE RAILWAYS IN SWEDEN

Within passenger traffi c, there are still certain limitations in 
competition. SJ AB has a monopoly on the profi table long-
distance routes whereas services on those lines that are consi-
dered to be unprofi table are procured by the National Public 
Transport Agency, Rikstrafi ken. Local and regional services 
are procured by the transport principals. Deregulation has 
also meant that foreign rail companies have set up opera-
tions on the Swedish market. The market for freight traffi c is 
complete ly deregulated, which has led to a signifi cant increase 
in the number of rail companies, both Swedish and foreign.

The development of the railway market within the EU is 
drawing closer to the Swedish system. EU’s second railway 
package, with common safety regulations to facilitate inter-
national traffi c, a European railway offi ce and free compe-
tition for freight traffi c throughout the entire EU from 2007 
onwards, is in the process of being implemented.

Traffi  c
During 2005, freight traffi c on the railways continued to 
increase. Preliminary fi gure indicate that the traffi c volume 
reached an all-time high during the year with just over 43 
millio n train-kilometres. Passenger traffi c on the railways 
continue d to decrease somewhat, from 83 million train-kilo-
metres in 2004 to 79 million train-kilometres in 2005.

During recent years, rail traffi c in and around the major cities 
has grown signifi cantly. At the same time, the capacity in most 
of the metropolitan areas has reached saturation point as 
regard s rail traffi c.

Numerous projects aimed at increasing capacity are in-
cluded in Banverket’s Future Plan for the Railways covering 
the period 2004–2015. The Future Plan has a framework for 
new investments in the railway network amounting to SEK 
107.7 billion. This means a signifi cant increase in railway 
constructio n over the coming years. 

Infrastructure
The Swedish rail network comprises some 17 000 km of 
tracks, including the capillary network. The capillary network 
include s smaller but at the same time important industrial and 
port lines. Banverket administers the state-owned track infra-
structure, which comprises approximately 80 per cent of the 
railway network. The remaining tracks are administered by 
companies, municipalities or preserved railway associations.

Banverket is responsible for the approximately 11 000 km 
of fi bre-optic cables that are laid alongside the tracks. This 
cable network provides the railways with secure telecom, data 
and signal services. This network, which companies can hire 
into, carries a large proportion of the country’s data commu-
nication and mobile telephony. 

The railways in Sweden 
Sweden is one of the countries in Europe that has made most progress in the deregulation 

of the railways. 
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THE RAILWAYS IN SWEDEN

The railways 2005 
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Goals and results
In order to meet the goals set by the Government for Banverket, action is 

required on the part of all players within the rail sector. An account is given 

below, together with comments, of the level of achievement of each goal 

on the basis of Banverket’s own work. The account is based on feedback 

and comprises permits, developments and other important efforts and 

their effects.

Goals and feedback requirements for Positive regional development  

are to be found under An accessible transport system and A high quality  

of transport. 

Other goals and feedback requirements that are not linked with the 

transport policy goals are presented under the respective operational areas.

AN ACCESSIBLE TRANSPORT SYSTEM 13

A HIGH LEVEL OF TRANSPORT QUALITY 19

SAFE TRAFFIC 23

A SOUND ENVIRONMENT  25

A TRANSPORT SYSTEM THAT OFFERS EQUAL OPPORTUNITIES 29
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The fact that accessibility increased during 2005 and that 
the goal was achieved is borne out by the fact that transport 
mile age increased according to preliminary fi gures both for 
passenge r transport as well as freight transport.

Final data on the development of transport mileage for 
2005 is not yet available. However, an assessment based on 
the existing data indicates that passenger transport mileage on 
the railways decreased by 0.2 billion passenger-kilometres, 
and thus amounted to 9.0 billion passenger-kilometres.

Long-distance transport mileage (distances of over 100 km) 
by rail can be preliminarily estimated at 5.3 billion passenger-
kilometres, which is the same fi gure as for 2004. At the begin-
ning of the year transport mileage decreased, partly because 
of greater competition from air transport and partly due to 

Hurricane Gudrun in January 2005. During the latter part of 
the year, the railways increased their competitiveness in that 
rail travel became less expensive as a result of larger discounts 
and the fact that petrol prices increased.

Short-distance passenger transport mileage (distances up 
to 100 km) by rail can be preliminarily estimated at 3.7 billion 
passenger-kilometres, which is an increase of approximately 
0.2 billion passenger-kilometres. This is above all the result of 
an increase in the supply of county traffi c. Graph 1. 

During 2005, and with the same assessment, freight trans-
port mileage reached a level of 21.6 billion tonne-kilometres, 
which is an all-time high and corresponds to an increase of 
almo st 4 per cent. If we discount iron ore traffi c, which 
increase d by 2 per cent, it can be concluded that foreign 
consignmen ts decreased. It was in other words domestic 
transport that accounted for the increase, and above all the 
transportation of round timber. The explanation for this is the 
improvement in the economy and Hurricane Gudrun, which 
also led to increased transportation by sea and road. Graph 2.

The proportion of the total transport mileage represented 
by passenger transport is judged to have increased despite 
the relatively weak increase for the railways, whereas the 
percentag e of the long distance transport mileage that is 
represente d by freight traffi c is judged to have decreased 
despit e the relatively strong increase for the railways.

 GOAL MET/EXPECTED TO BE MET

 1. The goal is that accessibility for citizens 
and the business sector shall be successively 
improved between regions and the surroun-
ding area.
Feedback: Passenger transport mileage and freight transport 
mileage on the railways shall be presented together with the 
proportion of total transport mileage that is attributable to 
the rail transport system.

GOALS AND RESULTS
AN ACCESSIBLE TRANSPORT SYSTEM

SUB-GOAL:

AN ACCESSIBLE TRANSPORT SYSTEM
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GOALS AND RESULTS
AN ACCESSIBLE TRANSPORT SYSTEM

Banverket’s eff orts to increase international 
transport mileage on the railways 
Banverket har during 2005 taken part in the inter-regional 
EU project Baltic Tangent. The project aims at establishing an 
international transport corridor in which the most important 
lines in Denmark, Sweden, Latvia and Poland are included. 
Banverket has also participated in a survey into freight traffi c 
between Finland and Norway – the North-East Cargo Link. 
The work is being co-ordinated by the County Administrative 
Board in Härnösand with participants from Finland, Sweden 
and Norway.

Within the framework of the so-called Partnership Project 
within the Arctic area of the Scandinavian countries and the 
Kola Peninsula, Banverket has in collaboration with industry 
evaluated the traffi c structure for ore traffi c between Sweden 
and Finland, the transportation of frozen natural gas between 
Norway, Sweden and Finland and the transport of raw forest 
products between Russia and the industrial areas around the 
Gulf of Bothnia. Existing freight fl ows have been established 
and, together with the Track Administration Centre in Finland 
(RHK), Banverket has performed a conceptual study for a joint 
freight terminal in the Haparanda–Torneå area. The study was 
referred for comment during 2005 to the railway companies 
and local authorities concerned.

Within the project known as the “Full-scale Gauge Switch 
Testing Project”, a demonstration project under the direction 
of Banverket and RHK, freight wagon traffi c is being prepare d 
for the switching of track gauge while in motion. During 
2005, deliveries have started to be made of this type of wagon. 
Wagon s that can change track gauge mean that cross-border 
rail traffi c can be operated at a signifi cantly lower cost and 
with considerably shorter transport times. 

During the year, Banverket has been engaged in improving 
intermodal transportation between the west of Sweden and 
abroad. This has mainly been done by preparatory measures 
to increase capacity in the vicinity of Gothenburg. It applies 
in particular to the harbour line and the start of construction 
for a new reversing triangle that will facilitate the operation 
of direct trains between Oslo/Bergslagen and Gothenburg 
Harbour. 

GRAPH 1

Passenger transport mileage 
on the railways 2003–2005. 
Billion passenger-km
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GRAPH 2

Freight transport mileage 
on the railways  2003–2005. 
Billion tonne-km
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New cars being loaded on to railway wagons 
at Malmö Harbour.
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GOALS AND RESULTS
AN ACCESSIBLE TRANSPORT SYSTEM

Banverket is involved in the Gothenburg–Oslo Co-operation 
(GO) and the Scandinavian Arena (a network for co-operation 
between the Öresund Region and the GO Region). Both 
networks aim at facilitating transportation between the Nordic 
countries. In conjunction with this work, the “New Oslo-
Gothenburg Railway Project” has been carried out during the 
course of the year. The project aims at analysing the need and 
the preconditions for an upgrading of the railway between 
Oslo and Gothenburg and the submission of proposals for 
operation and financing.

Two important railway policy issues that have concerned 
Banverket during 2005 are the introduction into Swedish 
legislation of the directive in the Second Railway Package and 
discussions on the Third Railway Package. The latter contains 
regulations for passenger rights, proposals for ordinances on 
freight quality, changes in Directive 91/440 in order to open 
the market for passenger traffic and European train driver 
licences. Banverket has also been involved during the year 
in work on the interim review of the White Paper from 2001 
concerning future transport policy and follow-up of the First 
Railway Package.

Banverket has taken an active part in the work of RailNet-
Europe, which during the year has developed a new co-
ordinated train path process and started the implementation 
of new IT tools for applications for international train paths. 

2005 saw the establishment of the new railway bureau, 
ERA in France, a development that affects Banverket’s work 
on the technical standardisation of the railways. During 2005, 
the first technical specifications for interoperability of the 
conventional rail network came into force. They comprise 
regulations for freight wagons, traffic control and signalling, 
noise and telematics applications for freight traffic. Banverket’s 
European co-operation body EIM is Banverket’s platform for 
the work carried out by ERA’s working groups. 

At the beginning of 2005, an agreement was entered into 
between the EU Commission and the railway organisations 
CER, UIC, EIM and UNIFE. The agreement concerns the 
introduction of the traffic control system ERTMS in defined 
corridors. During 2005, Banverket has taken part in analyses 
for the corridor from Stockholm via Öresund and Denmark 
through Germany. Banverket is conducting development 
work with the object making technical solutions for ERTMS 
available for future expansions of the traffic control facilities 
in Sweden in accordance with international standards. 

 GOAL MET/EXPECTED TO BE MET

 2. The goal is to increase the use of 
Banverket’s track infrastructure.
Feedback: Information on the number of track-kilometres, 
permitted axle loads, loading gauge, proportion of double 
track, number of passing stations, centralised and radio-based 
traffic control, number of trains, capacity utilisation and capa-
city restrictions shall be reported.

During the year, a series of measures have been taken to raise 
capacity which have led to improvements in the use of state 
track infrastructure. Capacity utilisation has also increased 
somewhat and the goal has been achieved.

Capacity utilisation
Capacity utilisation can be measured in terms of consumed 
capacity, which describes how large a proportion of the time 
the track is used by trains. The proportion depends on the 
number of trains, the type of trains, the vehicle performance, 
how the traffic control system is designed and on whether it is 
a single or a double track. The capacity consumed is calculated 
both for the day as a whole and for the two hours of the day 
that the track is used to the greatest extent. 

If the consumed capacity amounts to over 80 per cent, 
there is no room for more trains on the track, the sensitivity to 
disruptions is high, the average speed is low and there are 
serious problems involved in finding the time needed for track 
maintenance. A consumed capacity in the range of 61–80 per 
cent means that a weighing has to be made between the num-
ber of trains on the track and the demands of the transport 
with regard to quality. The traffic is sensitive to disruptions 
and it is difficult to find the time needed for track maintenance. 
If the consumed capacity is less than 60 per cent, there is 
either room for further traffic or time for track maintenance.
Tables 2a and 2b show the capacity consumed for line sections. 

TABLE 2A

Consumed capacity. Max. 2 hours
 2005 2004 2003

No. of line sections with a capacity of 81–100 %  84 84 84

No. of line sections with a capacity of 61–80 %  69 64 62

No. of line sections with a capacity of <60 %  66 68 70

Total number of line sections 219 216 216

TABLE 2B

Consumed capacity. 24 hours
 2005 2004 2003

No. of line sections with a capacity of 81–100 %  13 13 18

No. of line sections with a capacity of 61–80 %  54 42 40

No. of line sections with a capacity of <60 %  152 161 158

Total number of line sections 219 216 216
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During 2005, three line sections have been added as a conse-
quence of changes in infrastructure and traffic. Table 2a, 2b.

Between 2004 and 2005, the total consumed capacity per 
day (24 hours) has increased somewhat. This is because the in-
crease in freight traffic has had a greater impact than the de-
crease in passenger traffic and the completion of infrastructu-
re projects.

Passenger train traffic amounted in 2005 to 78.8 million 
train-kilometres, which is a decrease of 5.2 per cent compared 
with 2004 and 7.8 per cent in comparison with 2003. On the 
Blekinge Coast Line, traffic was cancelled from June 2005 
owing to work on electrification of the track. On the Emma-
boda–Karlskrona section of the Coast-to-Coast Line, there 
has been a heavy reduction in passenger traffic. 

Freight traffic amounted to 43.4 million train-kilometres, 
which means an increase of 5.2 per cent in relation to the pre-
vious year and 12.4 per cent compared with 2003. The main 
reason for the increase is the transportation of timber as a conse-
quence of Hurricane Gudrun. The increase has occurred in 
southern and central Sweden. If other trains are included, the 
total traffic volume amounted to 126.4 million train-kilometres.

The use of marshalling yards for freight traffic has given 
cause for discussion. The deregulation of freight traffic has 
meant that the number of players has increased. They want to 
be able to run their own trains as efficiently as possible, which 
has among other things meant that marshalling yard tracks 
have been used as parking sidings for freight wagons. This 
type of capacity problem has occurred at Hallsberg Marshal-
ling Yard. In order to relieve the pressure on Hallsberg, the 
abandoned Ånge marshalling yard has been used on a tem-
porary basis. 

There are capacity restrictions on those parts of the rail 
network where the demand for train paths cannot be met 
owing to excessively high utilisation. Serious capacity restric-
tions apply in the metropolitan regions of Stockholm, Goth-
enburg and Malmö, as well as on the Western Main Line, the 
Southern Main Line, the East Coast Line, Gothenburg–Troll-
hättan, Örebro–Mjölby and parts of the West Coast Line and 
Bergslagen Line.

The track length on the state rail network remained in 2005 
unchanged at 14 362 km compared with 2004. In 2003, the 
track length was 14 328 km.

During 2005, the number of trains on the rail network, 
measured as arrivals at destinations, was 746 015 compared 
with 770 303 in 2004 and 770 066 in 2003.

The demand for feedback on allowable axle loads concurs 
with other operational goals and the feedback is therefore gi-
ven in connection with the goal for High transport quality. 

Accessibility to railway stations
Proximity to junctions, to important destinations in their 
vicinity and connections with other types of transport are 
decisive for a public transport system with a high level of 
accessibility. In the case of the functionally disabled, well 
designed disembarkation points, junctions and centrally 
located travel centres are often a basic precondition for being 
able to use the transport system at all. 

Conversion works that give an improved platform environ-
ment as well as extensions of and changes to the information 
system in order to provide an accessible railway system for 
the functionally disabled have during 2005 been carried out 
at a number of stations throughout the country. Measures 
at larger stations have been implemented in Luleå, Boden, 
Mullsjö, Öxnered, Åmål, Säffle, Alingsås, Mölndals Nedre and 
Falköping. Platform conversions and investments in traffic in-
formation have also been implemented at a number of smaller 
stations. During 2005, construction work on the stations at 
Värmlandsbro and Årstaberg was completed. The converted 
station at Öxnered became operational during the course of 
the year.

One important link is to make traffic information available 
to everyone before, during and after the journey. During 2005, 
Banverket’s work on producing a proposal for the standard to 
be adopted for traffic information equipment at stations con-
tinued. With the aid of the proposed standard, traffic infor-
mation will be made available to more people, partly because 
stations that today lack traffic information will be provided 
with the equipment necessary to provide this service, and 
partly by providing information through new channels. The 
proposal for the standard has during the year been firmly 
founded among transport purchasers, transport operators, 
the various organisations that represent the interests of the 
disabled and other interest groups. Technical development in 
connection with equipment for traffic information has also 
meant that even the smallest stations shall be able to be pro-
vided with real-time information via so-called dynamic signs 
and loudspeaker announcements. Passengers shall also be able 
to activate the latest announcement by pressing a button.

TABLE 4

Measures to increase capacity
 Increase Proportion of track network
 2005 2005 2004 2003

Double tracks, km 19 30 % 30 % 29 %

Passing stations, number 3 – – –

Centralised and radio-based 
traffic control, km 128 71 % 69 % 69 %

TABLE 3

Highest allowable axle load 25 tonne and increased 
loading gauge on the main line network.  
Kilometres and proportion
  2005  2004  20031

Highest allowable axle load 25 tonne 4 258 31.8 % 2 923 21.9 % 2 570 19.2 %

Larger loading gauge (4.83x3.6 m) 2 913 21.8 % 2 847 21.3 % 1 824 13.6 %

GOALS AND RESULTS
AN ACCESSIBLE TRANSPORT SYSTEM
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The results of the measures carried out by Banverket should 
have made it easier for people with functional disabilities to 
use the rail transport system. However, Banverket’s annual 
measurement shows that the functionally disabled do not 
experience any improvement. A general assessment is that the 
goal has been partially achieved.

In Banverket’s work on increasing the usability of the 
statio n environment, during the year “Advice and Guidelines 
on Designing the Physical Environment for the Functionally 
Disabled” has been completed. The guide is a step in the imple-
mentation of measures to achieve the Government’s goal for 
accessible public transport. Banverket has formulated advice 
and guidelines on how the physical railway environment shall 
be designed in order to facilitate matters for people with func-
tional disabilities. The production of “Advice and Guidelines” 
is a project that has been conducted within a special station 
environment project. Within this forum, work is constantly 
being performed on developing the station environment for 
passenger traffi c. 

Banverket’s work on introducing guide routes on platforms 
continues. At the commuter train stations in the Stockholm 

area, a total of 42 of 46 stations had been completed by 
Decem ber 2005. The guide routes represent a signifi cant 
impro vement in accessibility.

Banverket is participating in the European work on harmo-
nising the European rail system by producing technical specifi -
cations for interoperability (TSD). The work on developing a 
proposal for TSD concerning accessibility for people with 
restrict ed mobility was completed during 2005. A proposal 
was submitted to the EU Commission in December. Included 
in the group of passengers with restricted mobility are func-
tionally disabled persons with cognitive functional disabilities 
and children. The purpose of this TSD is to create homo-
geneous and improved conditions throughout the entire EU 
for people with restricted mobility to use the railway system. 
This TSD applies to both vehicles and infrastructure.

At practically all stations in Sweden, the old information 
signs on platforms have been replaced. Furthermore, during 
2005 Banverket has worked on replacing existing monitors by 
more modern technology. Several of the smaller stations that 
previously lacked dynamic traffi c information have been 
equipped with signs that communicate via the mobile tele-
phone network. An attempt has been made during 2005 in 
which loudspeaker announcements at stations which at 
presen t lack loudspeaker installations can be made via the 
mobile telephone network to a loudspeaker attached to the 
dynamic sign. Legibility and the information displayed on the 
dynamic signs are also being improved. Banverket has also 
develope d a new graphical standard for permanent signs. The 
new signs will begin to be installed in 2006 and shall give 
improve d legibility and availability.

The views of the functionally disabled are taken into 
consideratio n through the forum of Banverket’s accessibility 
council in which ten organisations for the disabled are 
presented . Banverket has also taken part in SJ’s council for the 
disabled and the National Public Transport Agency’s advisory 
delegation for disability issues.

 GOAL PARTLY MET/EXPECTED TO BE PARTLY MET 

 3. The goal is that the proportion of func-
tionally disabled and other groups with spe-
cial needs who can use the rail transport 
system shall increase. By 2010 at the latest, 
it should be possible for public rail transport 
to be used by functionally disabled people.
Feedback: The proportion of disabled persons and the 
proportio n of other groups with special needs who can use the 
rail transport system shall be reported. Measures that have 
been taken within the rail transport system with the aim of 
increasin g accessibility for functionally disabled people, as well 
as how the knowledge and views of the functionally disabled 
have been utilised in the work, shall be reported.

GOALS AND RESULTS
AN ACCESSIBLE TRANSPORT SYSTEM
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The results of the measures taken by Banverket are judged to 
have contributed to the achievement of the goal.

The entire journey chain must function in order for the rail 
transport system to be accessible to children. Even though the 
statistics and knowledge on the travel undertaken by children 
on their own by rail is limited, inventories show that rail trans-
port is used to a great extent by children, primarily in the ci-
ties. Children and young people also travel far more by public 
transport than other groups. 

In connection with the City Line Project in Stockholm, a 
major child impact analysis has been conducted during the 
year. Banverket has in this context reviewed barrier effects 
and traffi c safety during the construction of a tunnel in central 
Stockholm. The impact analyses present measures to secure 
the right of children to safe and developmental outdoor 
environ ments in connection with construction. Use has also 
been made in the project of a special method for making use 
of the views of children.

Banverket’s station manual and the work on making stations 
more accessible concerns children in that stations are being 
designed to be more accessible, more secure and safer.

Banverket has during autumn 2005 joined the Child 
Ombudsman’s network of authorities. Together with the 
Swedis h Road Administration (Vägverket), Banverket has also 
embarked on co-operation in connection with children and 
child impact analyses. 

In order to increase children’s knowledge of the railways, 
Banverket has during 2005 continued its efforts in connection 
with school information staff, who are employed in all the 
track regions to give children who are affected by the railways 
in their everyday life information on safety and accessibility 
issues. The goal of the scheme is to reduce the number of acci-
dents on the railways. Many children and young people are 
not aware of the risks associated with taking short-cuts across 
the tracks or playing in a marshalling yard. Therefore, Banverket 
makes regular visits to schools to tell children about the 
dangers that are associated with the railways. 

Banverket also has a website with games and information 
in order, in a pedagogically suitable way, to increase the le-
vel of knowledge among children on trains, the railways and 
safety . The site contains material for use by schools concer-
ning safety on the railways and the role of the railways now 
and in the past. 

 GOAL MET/EXPECTED TO BE MET

 4. The goal is that the proportion of 
children and young people who can use the 
rail transport system shall increase.
Feedback: An account shall be given of the measures taken to 
improve accessibility for children and young people and how 
the knowledge and views of children and young people have 
been taken into consideration in the work.

GOALS AND RESULTS
AN ACCESSIBLE TRANSPORT SYSTEM
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The goals have not been achieved. Punctuality for rail traffi c 
has decreased by half a percentage point compared with 2004. 
The number of total train delay hours has increased by over 
6 900. The number of disruption hours for freight traffi c on 

the most heavily affected stretches of line is not decreasing at 
the rate required if the goal is to be achieved by 2007.

In addition, the number of cancelled trains has increased 
and the Q-factor, which expresses the quality of the track 
condition, has deteriorated during the year. However, there 
has been an improvement in quality in that the number of 
speed restrictions has decreased. 

Total punctuality for all rail traffi c decreased in 2005 by 
half a percentage point to 90.4 per cent. The punctuality for 
passenger traffi c dropped by one percentage point to 92.3 per 
cent. On the other hand, the punctuality of freight traffi c 
increase d by a little over one percentage point to 78.6 per 
cent. The reason for the improvement in punctuality was that 
departure punctuality increased by two percentage points. 
Punctuality is understood to mean the proportion of trains 
that arrive at their destination stations max fi ve minutes after 
the time stipulated in the timetable. 

Achieving a high level of punctuality within rail traffi c 
is one of Banverket’s primary goals. During 2005, efforts 
to increase punctuality have been further developed. In 
consultatio n with the railway companies, the routines for 
punctuality work (PULS-Punctuality in Collaboration) have 

SUB-GOAL:

A HIGH LEVEL OF TRANSPORT QUALITY
The long-term goal is that the structure and function of the rail transport system shall permit a 
high level of transport quality for citizens and the business community.

 GOAL NOT MET/NOT EXPECTED TO BE MET 

 1. The goal is that the quality of the rail 
transport system shall be improved.
 GOAL NOT MET/NOT EXPECTED TO BE MET

 2. The goal is that punctuality shall 
increase on the railway network.
 GOAL NOT MET/NOT EXPECTED TO BE MET 

 3. The goal is that the number of disrup-
tions to freight traffi  c on the most sensitive 
sections of track shall be at least halved by 
2007 compared with 1998.
Feedback: The number of trains that arrive at their destination 
on time. Passenger and freight train delays, respectively, in terms 
of number of occasions and hours. Number of train delays distri-
buted according to cause. Number of cancelled trains. Q-factor, 
markdowns in current standard.

GOALS AND RESULTS
A HIGH LEVEL OF TRANSPORT QUALITY
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been improved. There has also been co-operation with the 
other Nordic countries regarding quality issues for rail traffic 
and cross-border traffic. Since the goal has not been achieved 
during 2005 despite greater efforts, work must be further 
intensified in order to improve punctuality. Graph 3.

Besides Hurricane Gudrun, the railways have been affected 
by an unusually large number of major disruptions during 
2005. Examples are the derailment of chlorine wagons on the 
West Coast Line and various faults in catenaries, tracks and 
switchgear. During March, the number of delays was extensive 
as a result of a spell of unusually cold winter weather where 
the temperatures in a number of places were the lowest since 
1942. During March, a heavy snow-storm also affected parts 
of Sweden. The snow in combination with strong winds cau-
sed widespread electricity failures and traffic problems.

There were also numerous rail disruptions in June and Juli, 
the main reason being a combination of hot weather and a 

large number of thunderstorms. This led to disruptions in pri-
marily signal systems, but also vehicles were affected and the 
heat caused track buckling.

The total number of train delays has increased by 9 per 
cent compared with 2004. In order to analyse train punctua-
lity, the reasons for train delays are followed up on the basis 
of causes. The storms in January account for more than two 
percentage points of this increase. Train delays have increased 
for all causes apart from planned engineering works. Graph 4 
and table 5. 

A series of measures have been taken with regard to the 
infrastructure in order to reduce the risk of train delays. Apart 
from traditional preventive maintenance, a new concept has 
been tested with good results during the course of the year to 
combat track skidding. A number of signal boxes have been 
fitted with lightning conductor equipment in order to reduce 

TABLE 5

Train delays for passenger and freight traffic,  
and number of cancelled trains
Train delay hours 2005 2004 2003

Passenger traffic 23 253 21 622 25 414

Freight traffic 58 519 53 228 53 415

Total 81 772 74 850 78 829

Number of cancelled train departures 81 861 68 850 57 968

TABLE 6

Train delay hours for freight traffic caused  
by the infrastructure 
Line 2005 2004 2003 1998 Förändring i %  
     1998–2005 

Western Main Line 664 432 604 388 71

Southern Main Line 819 687 546 571 43

West Coat Line 97 183 114 230 -58

East Coast Line 351 345 391 311 13

Dala Line 224 230 270 129 74

Main Line through 
Upper Norrland 2 006 1 626 2 572 1 548 30

Northern Main Line 628 570 784 519 21

Freight Line through 
Bergslagen 888 795 608 387 129

Bergslagen Line 327 272 430 245 33

Iron Ore Line 655 672 698 798 -18

Other routes 831 521 685 503 65

Total 7 490 6 333 7 702 5 629 33

GRAPH 4

Train delays divided according to cause 2003–2005.
 2003 2004 2005

Planned 
works

No reasonTraffic control Infra-
structure

VehiclesOperators Other

35 000

30 000

25 000

20 000

15 000

10 000

5 000

0

3
 6

7
0

3
 5

0
8

2
 6

0
6

6
8

4

5
8

7

7
0

7

2
1

 2
1

1 2
6

 2
3

1

1
0

 4
6

7

9
 0

1
4

7
 5

5
2

4
 7

7
6

6
 8

5
2

8
 3

5
2

9
 3

9
5

1
0

 2
1

3

1
0

 3
8

7

3
0

 1
3

6

3
3

 1
0

8

1
7

 2
7

7

1
8

 7
1

7

GRAPH 3

Punctuality for different types of traffic 2003–2005. 
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the consequences of lightning strikes, which is part of a long-
term programme of action plan. An extended and further 
developed action programme is being tested with the aim of 
preventing catenary failures, which cause major disruptions. 
Table 6.

The number of cancelled trains has increased primarily due 
to Hurricane Gudrun. The cancelled train departures will be 
largely replaced by train departures at another point in time. 
For 2005, a total of 79 658 extra trains were put into service.

Hurricane Gudrun
Hurricane Gudrun in January 2005 had an enormous effect 
onf rail services. The whole country south of a line running 
roughly between Strömstad, Hallsberg and Västervik was 
affected by a more or less total traffic stoppage. 

Over 4 300 trains were cancelled the week after the winter 
storm. Normally some 100 trains are cancelled during a normal 
week at this time of the year. International freight traffic was 
hit for almost 48 hours. Production in many factories and 
companies was threatened when raw material and component 
supplies came to a standstill.

Banverket set up a temporary national management func-
tion in order to direct the prioritisation of clearance work and 
traffic on a national level. Since important parts of the South-
ern Main Line were seriously damaged, clearance work on 
the West Coast Line was given priority in order to enable the 
diversion of, primarily, international freight trains. Passenger 
services on the West Coast Line were cancelled during the first 
few days after the storm on certain sub-sections of line in favour 
of freight traffic. Supplies to the manufacturing industry and 
important service industries were given the highest priority. 
Trains from Volvo in Olofström to Gothenburg and Gent in 
Belgium could to a certain extent be reinstated after only one 
or two days, despite the fact that numerous technical faults 
remained. However, this required major efforts in the form, 
for instance, of the manual supervision of level crossings. Cuts 
were also made in the commuter train traffic serving Gothen-
burg in order to make it possible to reroute freight trains.

In all, Banverket engaged the services of over 600 employees 
for clearance work. Substantial material input was also required 
in order to secure access to catenary poles, splicing equipment 
for cables and transportable power plants.

 GOAL MET/EXPECTED TO BE MET

 4. The goal is that the axle load limit on 
sections of track with extensive domestic 
single commodity traffic shall be increased 
from 22.5 tonnes to 25 tonnes by 2007.
Feedback: Allowable axle loads for these sections of line.

Construction work for increased allowable axle load has 
during the year been carried out to such an extent that it is 
judged that the goal for 2007 will be met for sections of line 
that carry extensive domestic single commodity traffic. 

The upgrading to 25 tonne axle load is effected by bridge 
and track reinforcements and means that each wagon can load 
more, which in turn improves the preconditions for a sound 
transport economy. The net load per wagon increases by 15 per 
cent if the axle load is raised from 22.5 tonnes to 25 tonnes.

During the year, work has been carried out so that steel 
consignments between Luleå and Borlänge can be transported 
with a 25 tonne axle load. The increase in axle load is being 
introduced on other sections of line. In order to rationalise the 
transport of round timber by rail, investigations and measures 
are under way on a number of stretches of line in the country. 
During 2005, measures have for example been taken so that 
round timber transportation on the railways can be effected 
with a 25 tonne axle load between Mora and Borlänge. Table 7.

TABLE 7

Highest permissible axle load on indicated  
sections of line. Kilometres and percentage
 2005 2004 2003

Highest permissible axle load 25 tonne 4 258 93.8 % 2 923 64.4 % 2 570 56.7 %

Despite certain communication problems during the first few 
days, good channels for co-operation were gradually develo-
ped, both internally within Banverket as well as with railway 
companies and contractors.

The work on reinstating the infrastructure to its original 
condition has continued throughout the entire year and a 
certain amount still remains. The storm is estimated to have 
cost approximately SEK 180 million for clearance operations, 
repairs and reinstatement. 
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The analysis for 2005 shows that Banverket’s strategy of giving 
priority to the busiest lines by in the first instance investing re-
sources in them is an effective way of maintaining the railways 
and that the goal has been achieved.

In order to measure the status of the railways, Banverket 
uses status parameters such as train delay hours, track 
condition quality (Q-factor) and temporary speed reductions. 
In order to be able to make an assessment of the relationship 
between the condition of the track and the current traffic situ-
ation, information is also needed on changes in traffic volume 
and the financial resources that have been invested in mainte-
nance. Analyses of developments also require that consi-
deration be given to how much in the way of infrastructure, 
primarily points, there is within different parts of the railway 
network. As things stand at present, there is no ready model 
for including this in the measurements. The traffic volume that 
is most relevant in an analysis of maintenance costs is gross 
tonne-kilometres. The number of gross tonne-kilometres has 
increased in 2005 and particularly in the case of freight traffic. 
At present there is no way of having this information divided 
into lines, which makes this analysis more difficult.

The condition of the state-owned rail network has deterio-
rated during 2005 compared with 2004. The train delays that 
are a consequence of infrastructure faults and can be linked 
with the stretch of line in question have increased by 5 per cent, 
and speed reductions have decreased by just over 14 per cent. 
Track bed quality has decreased by two percentage points, from 
76 to 74. The total traffic volume has decreased by 2.1 million 
train-kilometres and the cost of maintenance in current prices 
has increased by SEK 2 per track metre during 2005. Table 8.

The strategy adopted by Banverket is to give priority to the 
most heavily operated lines and to invest most of the mainte-
nance resources in these. In order to shed light on the effects 
of this approach, three-year series are presented in the table. 
The table shows the condition of the state-owned rail network 
with a subdivision into all lines, the most heavily prioritised 
lines, marshalling yards and major stations as well as other 
lines. Comparisons shall be made in the first instance between 
the busiest stretches of line and other lines, since all lines 
include the sections around the major cities and marshalling 
yards that require a lot of maintenance. The condition of the 
most heavily used lines is better than for other lines and the 
maintenance costs are also higher. 

These 21 lines make up approximately 68 per cent of the total 
number of track-kilometres and account for 63 per cent of the 
total maintenance costs. The maintenance cost per track-km 
is 77 per cent higher than the corresponding figure for other 
lines. The traffic runs to 86 per cent on these 21 lines but the 
volume has decreased somewhat since the previous year. Most 
of the decrease in train-km has, however, taken place in the 
other lines. The decrease in other lines, however, is greater. 
From 2004 to 2005, the number of train delay hours caused 
by faults in the infrastructure have in total increased by 5 per 
cent, although the increase in the busiest lime amounts to only 
2.6 per cent. The deterioration in condition is not so marked 
for the highest priority corridors as it is for other lines.

Banverket has an Employer-Operator model and has since 
2001 to varying extents exposed its three largest profit centres 
to competition with the intention of developing efficiency. The 
follow-up and evaluation of this exposure to competition is to 
an increasing extent being integrated as part of the normal 
follow-up. Evaluations of operation and maintenance activities 
conducted to date give indications of reduced production 
costs in the region of 5–15 per cent. 

TABLE 8

Condition of the state-owned rail network
 2005 2004 2003

No. of train delay hours caused by 
infrastructure faults1 14 352 13 669 16 568

No. of train delay hours, busiest lines 11 382 11 089 14 067

No. of train delay hours, 
marshalling yards, major stations 2 287 1 885 1 754

No. of train delay hours, other lines 683 694 747

Q-factor2, total rail network 74 76 76

Q-factor, busiest lines 83 84 84

Q-factor2, marshalling yards, major stations – – –

Q-factor2, other lines 49 53 51

No. of markdowns3, total rail network 1.2 1.4 2.0

No. of markdowns, busiest lines 0.6 1.1 1.4

No. of markdowns3, marshalling yards, 
major stations 0.7 4.9 1.4

No. of markdowns3, busiest lines 2.7 1.9 4.0

Maintenance in SEK/track-metre, 
total rail network 145 143 137

Maintenance in SEK/track-metre, busiest lines 133 130 123

Maintenance in SEK/track-metre, 
marshalling yards, major stations – – –

Maintenance in SEK/track-metre, busiest lines 75 75 79

Million train-kilometres4, total rail network 126.4 128.5 128.1

Million train-kilometres4, busiest lines 108.7 109.3 109.1

Million train-kilometres4, 
marshalling yards, major stations – – –

Million train-kilometres4, busiest lines 17.7 19.2 19.0

1 No of train disruptions caused by infrastructure faults that can be linked to the line.
2  Q-factor (as a percentage) expresses the quality of the track bed and measures the degree of 

comfort for passengers. A low Q-factor means that the train shakes, which can be experienced 
as unpleasant by the passengers. For 2002, the Q-factor was only calculated for the busiest lines.

3 Markdowns give a theoretical time loss in delay minutes per track kilometre.
4 Traffic volume for passenger, freight and other trains.

 GOAL MET/EXPECTED TO BE MET

 5. The goal is that the efficiency of state-
owned rail network maintenance shall  
increase. The condition of the track shall be 
justified by the traffic it carries.
Feedback: Maintenance cost per track-kilometre and traffic  
volume.

GOALS AND RESULTS
A HIGH LEVEL OF TRANSPORT QUALITY
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The number of people killed and seriously injured decreased 
in 2005 according to preliminary fi gures and the gaol is 
consider ed to have been achieved.

According to preliminary information, the total number 
of people killed and seriously injured on Banverket’s rail net-
work amounted to 88. This is the lowest accident fi gure so far 
this century. According to preliminary fi gures, 7 (3) children 
had been killed and 3 (1) seriously injured. The number of 
suicides  amounted to 36 (46). Table 9.

According to preliminary fi gures, the number of accidents 
involving railway vehicles was 31 (36) and of these 19 were a 

result of derailments. The number of accidents with railway 
vehicles, measured as a 5-year rolling mean value, decreased 
in 2005 to 34. Graph 5.

During 2005, a new IT system, Synergi, has become opera-
tional for the purpose of recording accidents, near accidents 
and deviations for incidents related to traffi c and electrical 
safety. The new system aims, among other things, at providing 
a more concerted view of all deviations and near accidents. 

Unauthorised track access, or in other words when people 
go on to the tracks without permission, is the greatest obstacle 
to achieving Vision Zero with respect to people killed and 
seriously injured. For a period of a week in May 2005, Ban-
verket made an inventory together with railway companies 
of those places on the tracks where people tend to be without 
permission. The idea was to identify places where people 
cross the tracks in an unauthorised way and then take suitable 
measures to prevent it. The results of the inventory gave 149 
identifi ed places where measures should be taken. 

SUB-GOAL:

SAFE TRAFFIC
The long-term aim is safe traffi  c, in which no-one is killed or seriously injured within rail trans-
port. The design and function of rail traffi  c shall be adapted to the requirements that follow 
from this.

 GOAL MET/EXPECTED TO BE MET

 1. The aim is that the number of persons 
killed and injured within the rail transport 
system shall be reduced. Measures aimed 
to increase the level of safety for children 
should be prioritised.
Feedback: The number of accidents involving railway vehicles 
(measured as a fi ve-year rolling mean value), the number of 
acciden ts involving hazardous goods and the number of people 
killed and seriously injured within the rail transport system shall 
be reported. The number of accidents at level crossings shall be 
reported. Accidents involving children shall be specially reported. 
Measures that are taken and which specifi cally aim at reducing 
the number of accidents in which children are involved should 
be reported.

TABLE 9

Number of people killed and injured within the state 
rail infrastructure, including suicides
 2005 (prel) 2004 2003

Number killed 68 81 76

Number seriously injured 20 23 19

Total 88 104 95

GOALS AND RESULTS
SAFE TRAFFIC
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The use of camera surveillance within the Southern Track 
Region has produced good results. Other measures include 
information to schools, reviewing the physical environment 
and more frequent inspections of fencing. By combining se-
veral measures, a higher level of safety can be achieved. The 
same measures are also hopefully expected to reduce the 
number of railway-related suicides. 

The work on spreading information to schoolchildren 
continues and has been increased during 2005. A total of over 
40 000 schoolchildren are calculated to have been reached 
by direct information from Banverket’s school information 
staff during 2005. As a complement to the information pro-
vided in schools, a number of directed information efforts 
have been made. For example, the Eastern Track Region 
made a directed effort by visiting pupils in Years 7 to 9 in the 
municipality of Järfälla after a tragic accident at Jakobsbergs 
Station. The Northern Track Region has run a campaign with 
directed information printed on milk cartons. Similar efforts 
have been made on a continuous basis throughout the year 
in connection with accident or other activities, for example 
when services start on a new section of line or on new railway 
infrastructure. Also, Banverket’s website contains information 
and activities for children, young people, teachers and parents. 
One example is the interactive web page called “Bango’s Train 
World”.

There were a total of 30 level crossing accidents in 2005, 
which is 12 fewer than in the previous year. However, seen as 
a five-year rolling mean value the situation is unchanged or 
28–29 accidents per year. Graph 6.

Work continues on increasing the level of safety at level 
crossings. During 2005, Banverket has started work on the 
project referred to as Level Crossing which is tasked with 
creating an effective strategy for level crossings. During 2005, 
Banverket has built 5 grade-separated crossings and taken 12 
crossings with audio/light signals and 67 crossings without 
signal protection out of service. Protective devices have been 
upgraded at 28 level crossings. Eliminating level crossings 
is the most effective way of reducing accidents. It is, howe-
ver, a very long-term task. Other ways of reducing risks at 
level crossings are by increased protection and information. 
Banverket’s film on level crossings aims at providing driving 
school pupils with information and greater knowledge. The 
film is shown in co-operation with the National Association 
of Swedish Driving Schools and in this way reaches an au-
dience of some 800 driving schools and 200 upper secondary 
schools. An extract from the film is shown regularly on Swe-
dish Television’s public authority announcement programme 
Anslagstavlan (Noticeboard). Banverket is also involved in the 
national snow scooter programme in which some 2 000–4 000 
new scooter drivers per year are given information on traffic 
safety issues. 

Lines with train reporting (TAM) are manned by local traf-
fic controllers who communicate with each other internally 
when rail vehicles are to operate on a stretch of line between 
stations. The safety of the system is built up around adminis-
trative routines and a procedure which guarantees that only 
one train can be on the same stretch of track between two 
stations. The procedure presupposes correct action on the 
part of the traffic controllers in all situations. The intention in 

the long term is that these lines shall be fitted with conventional 
centralised and automatic traffic control or ERTMS-R (the 
European traffic control system for regional lines). Banverket’s 
measures for the short-term improvement of traffic safety on 
TAM lines consists, among other things, of the earlier intro-
duction of centralised and automatic traffic control systems. 
In connection with this, a number of signal boxes are being 
replaced. MobiSIR, the operative radio communication system 
for use on the railways, is being introduced earlier than plan-
ned on 2 600 km of TAM tracks with just over 200 permanent 
installations. 

During the year, no accidents have been reported involving 
hazardous materials, i.e. emissions in connection with rail 
vehicles in movement. However, wagons containing hazardous 
materials have been involved in a limited number of incidents, 
although not accompanied by emissions. An incident of this 
kind occurred at Ledsgård, where four wagons containing 
chlorine were derailed. The salvage operations were extensive 
and resulted in a two-week traffic stoppage.

After a certain period of time for evaluation, Banverket has 
resumed work on Traffic Safety Instructions, TRI. Banverket 
has now assumed overall responsibility for the project and is 
conducting it in a clearer way than before. During 2005, work 
on formulating regulations has continued as planned.

The work on drawing up emergency plans for the seven 
largest marshalling yards has been completed for Sävenäs 
and Malmö. In Borlänge and Gävle, wotrk is underway and is 
expected to be finished in 2006. The other marshalling yards 
that arte affected by the emewrgency plans are Helsingborg, 
Trelleborg and Hallsberg.

GRAPH 5

Accidents with rail vehicles1.
five-year rolling mean value for 1999–2003, 
2000–2004 och 2001–2005
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GRAPH 6

Level crossing accidents. 
2003–2005 incl. five-year rolling mean value
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The total energy consumption has decreased during 2005 and 
the goal has consequently been achieved.

There is very little variation over the years between energy  
consumption for passenger traffi c, measured in kilowatt 
hours per passenger-kilometre. The same applies to energy 
consumption  for freight traffi c measured as kilowatt hours per 
tonne-kilometre. Table 10.

Those energy sources that are utilised as fuel for vehicles on 
the railways are diesel and electricity. Within the infrastruc-
ture, petrol and diesel are used in cars, heavy road vehicles 
includi ng construction plant and engineering works equipment 
as well as electricity which is used, for instance, for lighting, 
points heating and signals. Table 11.

The electricity that is used for traffi c and infrastructure has 
since 2003 come exclusively from renewable energy sources. 
Over the past three years, 99.6 per cent of the electricity 
consumed  has come from hydro power and 0.4 per cent from 
wind power.

Since 1 January 2001, demands made in connection with 
procurement of contract works are that both rail vehicles 
and road vehicles, including construction plant and engi-
neering works vehicles, shall only use diesel and petrol of 
Environmental  Class 1 or better.

During 2005, Banverket has together with Green 

SUB-GOAL:

A SOUND ENVIRONMENT
The long-term goal is a sound environment in which the structure and function of the rail 
transport system are adapted to the demands for a sound and healthy living environment for 
everyone, and where the physical and cultural environments are protected against damage. 
Good conservation in connection with land, water, energy and other natural resources shall be 
promoted. The structure of the rail transport system shall contribute towards the achievement 
of national environmental quality goals.

 GOAL MET/EXPECTED TO BE MET

 1. The goal is that energy consumption 
per train-kilometre on the state-owned rail 
network shall be reduced.
Feedback: Energy consumption (kWh) shall be reported in rela-
tion to transport mileage. The energy consumption per area of 
use and electricity consumption per energy source shall be re-
ported. Measures that have been taken to reduce the negative 
environmental impact of diesel locomotives shall be presented.

GOALS AND RESULTS
A SOUND ENVIRONMENT 
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Cargo conducted a pilot project in connection with the 
environmentally-adapted driving of diesel locomotives. 
Five T44 engines on the section of track between Halmstad 
and Hylte have been fitted with flow meters and computer 
equipment in order to collect measurement data and eight 
drivers have been trained in how to drive in an environmen-
tally-oriented way. The results of the project indicate that fuel 
consumption has decreased by fifteen per cent.

New vehicles generally have a higher environmental 
performance than older vehicles. The service life of railway 
vehicles is long, and much may have happened in connection 
with vehicle development before it is time to purchase new 
units. Banverket has continued with the reduction and replace-
ment of its railway vehicle fleet. During the course of the year, 
some 54 rail vehicles and machinery have been scrapped. 
Three rail-lifting vehicles have been totally renovated and 
fitted with the latest technology within mechanics, hydraulics 
and engine technology. 

TABLE 10

Energy consumption per transport kilometre travelled 
 2005 2004 2003

Energy consumption for passenger traffic in GWh 891 934 982

Transport mileage in billion passenger-km 9.0 8.8 9.0

Energy consumption, kWh/passenger-km 0.10 0.11 0.11

Energy consumption for freight traffic in GWh 900 858 974

Transport mileage in billion gross tonne-km 21.6 20.9 20.2

TABLE 11

Energy consumption per area of use 2003–2005. GWh 
 2005 2004 2003

Rail traffic 1 791 1 792 1 956

Infrastructure, including transmission losses  695 670 715

Total 2 486 2 462 2 671

 GOAL PARTLY MET/EXPECTED TO BE PARTLY MET 

 2. The goal is to take measures so that by 
2005, there shall be no dwellings that are ex-
posed to noise generated by rail traffic in ex-
cess of 55 dBA (measured as the maximum 
reading in a bedroom at night) on more than 
five occasions per night.
Feedback: The number of dwellings and the number of persons 
that are exposed to noise from rail traffic in excess of 55 dB(A) on 
more than five occasions per night shall be reported. The num-
ber of dwellings in which measures have been taken to reduce 
noise shall be reported. In addition, the number of dwellings that 
are exposed to vibration levels of over 2.5 mm/s (measured as  
a frequency weighted RMS value) and the number of dwellings 
in which measures have been taken to reduce vibrations shall  
be reported.

Banverket has during 2005 continued to take measures to 
reduce the number of dwellings exposed to noise. The measures 
taken consist largely of upgrading windows. The increase in 
the number of dwellings exposed to noise that has taken place 
compared with 2004 is mainly a result of changes in operation. 
Despite a number of measures, the number of dwelling 
disturbed by noise has increased somewhat, which means that 
the goal has only been partly achieved. Table 12.

In 2005, only one dwelling with vibration levels in excess 
of 2.5 mm per second was identified. Banverket has offered to 
purchase the dwelling from the owner, but the latter has 
declined. In 2004 and 2003, a total of 1 and 9 dwellings 
respectively were identified as being exposed to equivalent 
vibration levels. No dwellings have been rectified during the 
course of the year.

TABLE 12

Number of dwellings and people exposed to noise and 
the number remedied
 2005 2004 2003

No. of dwellings exposed to noise >55 dB(A) 423 179 5 929

No. of people exposed to noise >55 dB(A) 1 055 634 15 000

No. of dwellings remedied 308 6 176 4 803

GOALS AND RESULTS
A SOUND ENVIRONMENT 
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TABLE 13

Quantity of non-renewable material added  
to the infrastructure. Tonnes
 2005 2004 2003

Broken stone ballast 960 000 325 000 610 000

Concrete 140 000 175 000 210 000

Steel 22 000 22 000 18 500

Copper 200 170 320

Aluminium 50 85 30

 GOAL MET/EXPECTED TO BE MET

 4. The goal is that  number of contami-
nated areas that have a negative impact on 
people’s health or the biological diversity 
shall decrease.
Feedback: The existence and risk assessment of contaminated 
land shall be reported.

Through the measures that have been carried out in contami-
nated areas and the inventory that is being taken, the goal is 
considered to have been achieved. 

During the period 2004–2006, Banverket is making an 
inventory and classifying the risks of the existence of conta-
minated areas in railway land based on accepted methods. 
A national prioritisation list shall thereafter be drawn up. By 
the end of 2005, just over half the railway network had been 
inventoried. During 2005, decontamination work has also 
been performed both at the abandoned impregnation plants in 
Nässjö and Krylbo. In addition to these, there are three plants 
for which injunctions have been served for action to be taken. 
Allocations for the future decontamination of plants have 
been increased by SEK 49 million and amounted at year-end 
to SEK 229 million.

 GOAL MET/EXPECTED TO BE MET

 3. The goal is that  consumption of mate-
rials in the railway transport system shall be 
energy and resource-effective.
Feedback: The use by Banverket of large quantities of material 
shall be reported. Measures for the handling and phasing-out 
of lead, mercury, cadmium, CFC/HCFC (freons), PCB and 
bromated flame retardants shall be presented.

The results of the measures carried out by Banverket should 
have contributed to achievement of the goal. The most com-
mon materials used in terms of volume in the construction 
and maintenance of railways are broken stone as ballast and 
concrete for sleepers and footings. Other materials that are 
used are steel, timber and copper. The quantities that are ad-
ded to the infrastructure depend on the investment volume 
for tracks and overhead contact lines. The quantities of broken 
stones and concrete depend above all on the design of the 
landscape, the need for embankments, etc. Table 13.

Banverket has during the year taken measures to reduce 
material consumption through recycling. Construction Pro-
jects within Banverket produces plans for the management of 
soil and rock materials, and these also include the optimising 
of transportation. Used materials such as sleepers, rails, poles 
and points are reused. Concrete, for example, is reused as fill.

In the case of well-encapsulated installations, for example 
flashing devices that contain mercury or batteries that contain 
lead and cadmium, the environmental risks are associated 
with waste management or unexpected breakdowns. In other 
installations there are environmental risks resulting from 
continuous and uncontrolled leakage of environmental toxins. 
This includes, for example, the leakage of freons from ground 
insulation boards, corrosion and erosion of cadmium alloy 
catenaries, as well as jointing compounds that contain PCB.

A strategy for the management of environmental toxins 
including prioritised proposed measures was developed 
during 2004, and the proposed measures have now been put 
into practice. 

Banverket has during the year conducted a survey and 
sampling of the existence of mercury in old rail contacts 
on the Iron Ore Line. Banverket has also carried out an 
investigation into the presence of PCB in buildings along the 
Inland Line that are owned by Banverket. 

For all products that it purchases, Banverket requests 
information on the content of cadmium, mercury, lead, PCB, 
bromated flame retardant and freons. If any of these substances 
are contained in the products, the supplier is requested to 
submit a phasing-out schedule.

During the course of the year, Banverket has also scrapped 
8 400 m of lead-shielded cable.

GOALS AND RESULTS
A SOUND ENVIRONMENT 

 GOAL MET/EXPECTED TO BE MET

 5. The goal is that the impact of the rail 
transport system on the ecological functions 
of the landscape and cultural historical 
character and content shall be minimised.
Feedback: The number of kilometres of new railways that are 
opened to traffic within Natura 2000-areas, areas of national 
interest for the natural environment, cultural environment or 
outdoor life as well as important measures for reducing the 
barrier effects, encroachment and fragmenting effects of the 
railways shall be reported. The proportion of projects with esta-
blished configuration programmes shall be reported. 

In connection with Banverket’s construction works during the 
year, consideration has been given to the impact on the lands-
cape to such an extent that the goal is deemed to have been 
achieved.

During the year, some four kilometres of railway have 
become operational within areas of national interest for the 
natural environment, cultural environment or outdoor life. 
The bridge over Ljusnan, which is 400 m long, which became 
operational during the course of the year, is also situated in a 
Natura 2000 area.

In order to reduce the negative effects on outdoor life, 
one of the bridge piers for the bridge across Ljusnan has been 
positioned so that it is possible to walk along the banks. In 
order to reduce the impact on the natural environment, the 
encroachment on wetlands has been minimised and during 
the construction period attempts have been made to reduce 
the environmental impact through demands on machinery 
and working methods. In order to reduce the impact on the 
cultural environment during construction of the new Årsta 
Bridge, which became operational in 2005, measures have 
been taken to reduce noise, and information meetings have 
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been held with the parties concerned. It has been possible to 
avoid barrier effects by constructing the bridge with a deck for 
passenger and cycle traffic.

In order to prevent animals from being run over by trains, 
36 km of new fencing have been erected during the course 
of the year. Furthermore, in southern Sweden a considerable 
amount of fencing has been repaired following the damage 
that was caused by Hurricane Gudrun in January 2005.

A general reporting requirement for the five goals above is 
how the overall environmental impact that Banverket’s opera-
tions give rise to have been changed in relation to the relevant 
environmental quality goals for the railway sector. 

The environmental quality goal in which developments 
within the transport sector are perhaps most relevant for the 
chances of achieving the goal is Limited climatic impact. The 
railways have a low energy consumption and only generate 
small emissions of carbon dioxide. By increasing the railways’ 
market share of the total transport mileage, the sector contri-
butes to the fulfilment of the national environmental goals.

It is very difficult for society in general to achieve the goal 
of a toxin-free environment. In connection with new cons-
truction and the operation and maintenance of state railway 
infrastructure, Banverket uses a variety of different materials 
components and chemical products. Adjacent to the railway 
there are also areas that have been contaminated in connection 
with railway operation. Banverket is therefore operating in 
several areas to achieve the goal of a toxin-free environment, 
but extensive measures will be needed in the future. As things 
stand at present, Banverket mainly invests resources in identi-
fying the problem. When it comes to contaminated areas, the 
sub-goal requires substantial effort and it is unlikely that  
the goal will be achieved with the available funds within the 
prescribed period. 

The staged target within the environmental quality goal 
Sound Developed Environment, that noise disruptions in 
excess of the target values shall have decreased by 5 per cent 
between the years 1998 and 2010, differs from the transport 
policy staged target, of dealing with the most heavily noise 
polluted areas first. It is unfortunate that the environmental 
policy and transport policy staged targets differ from each 
other. Staged Target 1 in the transport policy has been gover-
ning for measures in the existing environment along state-
owned track infrastructure. There is a risk that the effects of 
these measures will not be seen in follow-ups of the environ-
mental policy staged target. Measures for the most exposed 
places improve the environment of thee people living their 
drastically, but with the values that are currently used it is not 

possible to see any improvement. The reason for this is that 
despite a significant reduction in noise exposure, levels below 
the target values are seldom reached Measures tom achieve 
Staged Target 1 in accordance with Bill 1996/97:53 are largely 
met along the state railway network. According to the Bill the 
first stage shall be followed by a second stage. There are several 
proposals for how the work on reducing traffic noise levels in 
society should continue, but Parliament has not yet taken a 
position on the proposal. A common aspect of all proposals is 
the efforts to reduce noise levels at source. 

The importance of the transport sector for the natural and 
cultural environments is not reflected in any of the environ-
mental quality goals, which is a shortcoming. Banverket at 
present has too little information on the effects the railways 
have on nature and the cultural environment. It is impossible 
to analyse goal achievement with the generally formulated 
goals that exist today. There is also a lack of methods for 
reporting against the goals so that goal attainment can be 
quantified. Banvervet has been involved in the project “Goals 
and measures for natural and cultural environment values” 
together with the other traffic administrations in order to 
further develop a model for dealing with natural and cultural 
environmental values in the transport system. The idea is that 
the method should serve to support the everyday work and 
as a simple way for the Government to follow up the responsi-
bility of the traffic administrations to contribute towards ful-
filment of the national environmental goals.

Configuration programmes
During the course of the year, guidelines have been published 
for work on configuration programmes within Banverket 
which are to serve as support in the management and deve-
lopment of design issues within Banverket. The guidelines 
emphasise that conscious and carefully considered design and 
configuration is a critical success factor for the railways that 
gives rise to identity and greater attraction. 

Configuration programmes are conducted at all stages of 
the planning and design processes and for projects of all sizes. 
Configuration programmes as a part of the survey work within 
Banverket have constantly increased in number. During 2005, 
Banverket has prepared configuration programmes for the 
new construction of almost half the total number of projects 
and for conversions in half the projects. Extensive work on 
configuration programmes has been carried out during the 
year within the Eastern Link and Western Link projects. 

GOALS AND RESULTS
A SOUND ENVIRONMENT 
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MÅL OCH RESULTAT
JÄMSTÄLLT TRANSPORTSYSTEM

The goals for a transport system that offers equal opportuni-
ties are long term and the results of only one year’s work are 
difficult to measure. Despite this, in Banverket’s opinion is that 
the measures taken in 2005 should lead to the partial achieve-
ment of the goals.

In order to achieve the equality goals, consideration must 
be given to internal and external needs and wishes. This pres-
upposes that Banverkeet directs its attention to a broad target 
group that can influence the transport system. One important 
objective in the national equality policy in general is an even 
distribution of power and influence between women and men. 

The distribution of power and influence is measured as the 

representation of women and men at consultative meetings 
with the general public and in working, project and reference 
groups in the physical planning process for the construction 
of railways. The results for 2005 indicate a predominance of 
men at all types of meetings with external representation in 
the planning process, although the proportion of women has 
increased. Of 437 meetings/consultations with a total of 8 830 
participants, 29 (23) per cent were women and 71 (77) per cent 
men. These measurements have led to an awakened interest in 
the question of representation. In order to meet this interest, 
during 2005 Banverket has laid the foundations for a training 
programme that focuses on how Banverket can increase the 
equality perspective throughout the entire planning process.

Banverket has during 2005 taken part in the regional co-
operation programme entitled “Equality in Communications” 
together with Vägverket Stockholm Region, AB Storstock-
holms Lokaltrafik (Stockholm Transport), Stockholm County 
Administrative Board and the Stockholm County Regional 
Planning and Traffic Office. The focus of the project is on de-
signing various aids that can be used to clarify how the equa-
lity perspective should be made more concrete and worked 
into the transport planning. It could be made more concrete, 
for example, in connection with improvements to walkways, 
tunnels and traffic information, measures to improve security 
and better service. The project also concerns reviewing a num-
ber of issues, with the aid of analyses of residents’ travel habits 
in the Stockholm region and of regional decision-making data, 
such as the consequences of regional expansion and what 
kind of effects planned investments in the infrastructure could 
have on equality. Through supplementary studies, the project 
will also create a more detailed description of the values and 
needs of different groups of men and women. The intention is 
to produce basic input that can serve as the basis for a long-
term focus in future planning processes and priorities. 

A report on the subject of equality has been complete 
during 2005 entitled “RISK – on women’s experience and 
physical planning”. The report, which has been financed joint-
ly by Banverket and Vägverket, focuses on security compared 
to lack of security in the physical environment and on board 
various means of transport. At the focal point of the report is 
the woman and her experiences of security and lack of security 
in public places and how women react to the risk of being ex-
posed to violence or insults in an outdoor environment. 

 GOAL PARTLY MET/EXPECTED TO BE PARTLY MET 

 1. The goal is a transport system that 
offers equal opportunities and is designed so 
that it meets the transport needs of both 
men and women. Women and men shall 
have the same opportunities to influence 
the establishment, design and administra-
tion of the rail transport system, and their 
values shall be attributed the same weight.
Feedback: An analysis of the use of the rail transport system by 
men and women as well as their possibilities to influence its 
development and administration with respect to travel 
patterns, travel times, types of transport and travel costs, 
access to current traffic information, number of people killed 
and seriously injured and increased mobility between different 
local labour market regions divided between men and women.

 GOAL PARTLY MET/EXPECTED TO BE PARTLY MET 

 2. The goal is to create a balanced distri-
bution of power and influence between wo-
men and men within the rail transport area.
Feedback: The proportion of women and men who take part in 
working groups or other forums for co-operation in the external 
operations of the authority shall be reported.

GOALS AND RESULTS
A TRANSPORT SYSTEM THAT OFFERS EQUAL OPPORTUNITIES

SUB-GOAL:

A TRANSPORT SYSTEM 
THAT OFFERS EQUAL 
OPPORTUNITIES
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Banverket’s 
operational areas
Banverket’s operations are divided into Sectoral Duties, Track Provision and Production. In each 

of these areas, or roles, Banverket endeavours to provide transport for the general public and 

industry throughout Sweden that is both socio-economically eff ective and sustainable in the 

long term. 

BANVERKET’S OPERATIONAL AREAS 
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BANVERKET’S OPERATIONAL AREAS
SECTORAL DUTIES 

Also reported under Sectoral Duties are the operations 
“Establishment of biannual timetables and railway plans”, 
“Contingency planning and safety protection” and “Govern-
ment grants to the Inland Line and the Öresund Bridge 
Consortium”. The administration, which is financed through 
its own allocation, is commented on under the section headed 
Activities, which covers all Banverket’s duties. Table 14a, 14b.

The co-operation between Banverket and other play-
ers within the sector has during the year continued within 
those areas that were identified in the sectoral programme 
that was drawn up in 2002. The previous steering group for 
the sectoral programme has during the year been replaced 
by a sector council with representatives of interest groups 
and trade associations for those who organise traffic, their 
customers and suppliers and Banverket in its role as sector 
authority. The sector council is agreed that a revised sectoral 
programme should be drawn up and launched during the first 
half of 2006. This work is continuing according to plan. The 
work on the sectoral programme is intended thereafter to be 
carried out continuously with progress presented either each 
or every other year.

Banverket’s efforts to create a transport system offering 
equal opportunities and greater access for the functionally 
disabled as well as their work on station matters, architecture 
and design issues has continued during 2005. During the year, 
Banverket has also developed a long-term environmental 
strategy. The strategy covers strategic goals and measures to 
achieve an environmentally-oriented railway sector. 

As the sectoral authority responsible for rail traffic, Banverket 
is producing a series of reports dealing with the role of the 
railways in connection with transport provision. The first part 
of the report series was published during 2005. The total of 

eight reports that have been published comprise an overall 
analysis of different types of transport and a description of 
the current role of the railways in various parts of the country 
as well as an analysis of developments since Banverket was 
founded in 1988.

Those RD&D activities that are directed towards track 
provision are financed by Track Provision funds and other 
RD&D by sector funds. In all, RD&D has increased, and has 
to a large extent been financed by Track Provision. 

SECTORAL DUTIES
As an authority with sectoral responsibility, Banverket is responsible for ensuring that develop-

ments within the rail sector are in line with the transport policy goals. Banverket takes this 

responsibility by following developments within the sector and by being collective, supportive 

and promotional in relation to other players in the sector. The responsibility is also reflected in 

Banverket working on a large number of sectoral duties, either itself or in co-operation with 

other players. Research, development and demonstration (RD&D), co-ordination of the sector’s 

international activities and the provision of a high level of competence to the rail sector are 

examples of sectoral duties with which Banverket is concerned.

TABLE 14A

Costs for Sectoral Duties. SEK million
 2005 2004 2003

Administration 12 15 17

Overall sectoral activities 138 132 96

Research, development 
and demonstration (RD&D) 50 59 70

Railway Inspectorate 
(ceased operations 2004-06-30) – 15 28

Timetabling and track provision 5 3 2

Grant to the Inland Line 108 90 71

Grant to the Öresund Bridge Consortium 255 251 248

Other grants 0 0 23

Contingency planning 22 25 27

Total 590 590 582

TABLE 14B

Income for Sectoral Duties. SEK million
 2005 2004 2003

Contingency planning 22 25 27

Sector, miscellaneous 17 6 5

Total 39 31 32
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Architecture, configuration and design
It is important that architecture and design be included as a 
natural part of the everyday work. 2005 has been designated 
by the Governed as being a National Design Year. Travel 
environments are becoming an increasingly important feature 
of everyday life. If the railways are to be linked with positive 
values and increase their competitiveness, well designed 
environments are necessary. 

During the Design Year, a number of different projects 
have been conducted within Banverket. One example is the 
monument that has been erected at Polar Circle Station and 
which serves as a symbol for Norrbotten and a manifestation 
of the Iron Ore Line. One of the intentions behind the project 
has been to strengthen the long-term competence within the 
organisation. The project, which has come into being through 
the initiative of employees on various projects within Banverket 
or in co-operation with other players, was presented in the 
publication Design Year 2005 – A selection of Banverket’s 
Activities. 

Configuration is one aspect of the work that is carried out 
in the daily planning and design work. During the course of 
the year, guidelines have been produced for work on configu-
ration programmes. The guidelines formulate how the active 
creative work that aims at adding qualities and added value 
for people should be handled. In order to be able to produce 
a prototype for an interactive terminal for traffic information 
in station environments, co-operation was initiated during the 
year with the Umeå Institute of Design. 

During the course of the year, the new Årsta Bridge was 
opened, which is a result of ambitious architectural and design 
work. Under the heading of “The Årsta Bridge – History, 
Technology and Aesthetics”, Banverket held a well-attended 
seminar in autumn 2005 together with the Museum of Ar-
chitecture. In co-operation with Vägverket, during the year 
Banverket conducted a project in Håverud at which infor-
mation was given on a crossing between highways, railways 
and waterways. 

Banverket’s work on developing a new graphical programme 
for competitively neutral traffic information was started in 
2002. Two pilot projects have been carried out in Gävle and 
Gothenburg, and during 2005 work was completed on a new 
graphical and technical profile for the new signs. They have a 
dark-grey background colour, white text and yellow arrows 
and pictograms. The signs have internal lighting which makes 
them easy to read even during the darker part of the day and 
year. This project too is included as part of Banverket’s contri-
bution to the Design Year. 

Within the framework of the station environment project, 
projects are in progress on the development of various station 
functions. Questions concerning the equipment on platforms 
have been dealt with during the year. A waiting area for smaller 

stations that could meet the needs and requirements of pas-
sengers has been developed as a conceptual project.

Research, development and  
demonstration (RD&D)
Banverket is responsible for the RD&D that is needed in order 
to develop the rail sector and provide society with increased 
knowledge regarding the development conditions for rail traffic. 

During 2005, the Board of Banverket adopted a new 
RD&D programme for the period 2006–2011. The new pro-
gramme was preceded by an evaluation of earlier programmes 
that indicated the the importance of gaining the benefit of 
research findings. In the new RD&D programme thisd con-
stitutes a separate area. Also in the new programme, research 
financing is extended to include demonstration projects. 

The focus of the new RD&D programme is based primarily 
on two important documents. The first is the “Future Plan 
for the Railways, 2004–2015”, which, on the basis of the 
Government’s vision for 2030 for the transport sector, describes 
the expectations for and the infrastructural investments in the 
rail transport system. The second document is Banverket’s 
“Sectoral Programme for the railways, 2002”. 

The costs are presented in the tables below. The cost centre 
Consulting firms, etc. includes Banverket’s contribution to the 
research projects that are being conducted within the Interna-
tional Railway Union UIC and within the EU. Table 15a, 15b.

Banverket works actively within the European Rail 
Research Advisory Council (ERRAC) in order to promote 
research areas that are of relevance from a Swedish and 
Nordic point of view. Examples of such research areas are hig-
her axle loads and speeds for freight trains on existing tracks 
carrying passenger services, how the railways can contribute 

TABLE 15A

RD&D expenditure per research area. SEK thousand
 2005 2004 2003

Rail development in a social perspective 9 355  9 540 11 541

Rail competitiveness from a market perspective 28 344 13 965 14 946

Internal efficiency of the rail transport system 39 197 43 778 35 917

Rail safety and environmental adaptation 9 711 10 370 7 198

Total 86 607 77 653 69 602

TABLE 15B

RD&D expenditure per researcher. SEK thousand
 2005 2004 2003

Universities/institutes of higher education 55 583 53 911 39 836

Research institutes 15 895 11 110 15 518

Consulting firms, etc. 11 944 10 501 9 264

Banverket, internal 3 185  2 131 4 984

Total 86 607 77 653 69 602
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towards regional expansion, and knowledge that is needed in 
order to facilitate journeys door to door.

During 2005, Banverket has participated together with 
Swedish RD&D practitioners in two major project appli-
cations for the 6th framework programme, both of which 
were accepted. One of the projects, RAILENERGY, involves 
research on areas for energy rationalisation. The other project, 
INNOTRACK, concerns research into the track system. This 
part of the infrastructure is costly and there is much money 
to be saved if the life cycle costs for tracks and points can be 
reduced by, for example, increased standardisation, longer 
series and material development.

In order to strengthen the competitiveness of Swedish rail-
way research, Banverket has during 2005 invested, together 
with other research financiers such as Vinnova and Vägverket, 
in various national centres of competence. 

The centres are important instruments for increasing the 
level of co-operation between the state, academic life and 
industry. These investments have led to an increase in the 
capacity to formulate research tasks that are of relevance to 
industry and to produce results that can be implemented in 
technical solutions, products and services to improve the 
competitiveness of the railway system. 

During 2005, Banverket has participated together with 
Bombardier, SKF and Tågoperatörerna in a centre of compe-
tence that is concerned with status monitoring. The centre 
is co-ordinated by Vinnova and run by the Royal Institute 
of Technology, Stockholm, KTH. The centre shall conduct 
research into methods and ways of monitoring the condition 
of both fixed installations and trains. By obtaining informa-
tion at an early stage on deviations in condition, preventive 
measures can be taken in a more cost-effective way.

Together with Vägverket, Banverket is also financing a re-
search centre that conducts research into intermodal freight 
transport. The centre is run by the Transport Research Com-
mission (TFK).

A central subject area for the performance of rail traffic in 
the form of speed, axle load, safety, maintenance and comfort 
is the dynamic interaction between rail vehicle and track. 
Since 1995, Banverket has financed the SAMBA (Interaction 
between Vehicle and Track) Project together with other stake-
holders, which is being conducted by the Railway Group at 
KTH. Among other things, SAMBA has increased the know-
ledge of track degradation by freight wagons. This knowledge 
is important in order to be able to modify training running 
gear for minor wear and tear, which provides the possibility 
for better capacity utilisation on existing tracks through higher 
speeds and higher axle loads. 

Together with Vinnova and a number of industrial partners, 
Banverket is financing the development of a train simulator at 
VTI. The purpose of the project is to develop a simulator that 

can be used in a number of applications in which simulation 
is a suitable aid, and to build a cab with a driver’s table that is 
adapted for mounting on one of VTI’s movement platforms. 
Possible fields of use are training and driver instruction, the 
development of new technical solutions as well as surveys and 
design work. The project has during 2005 provided concrete 
results in the form of a number of simulator models for, for 
instance, ATC.

Together with the Railway Group at KTH, Banverket is 
also a member of a European network started in 2005 in 
which knowledge and experience has been exchanged on the 
simulation of rail traffic. With the aid of timetable simulation, 
it is easier for Banverket to plan and analyse the range of infra-
structure offered compared to a conceivable demand and to 
assess how sensitive different traffic structures are to disrup-
tions in traffic. During 2005, Banverket and KTH have with the 
help of the simulation program Railsys studied various traffic 
set-ups for the future Bothnia Line.

During 2005, Banverket has financed research carried out 
at Chalmers University of Technology, Gothenburg into the 
life cycle of steel bridges. The service life of steel bridges is in 
many cases determined by their fatigue strength. The results 
of the research can now be used in handbooks in the form of 
clearer regulations for the design and analysis of the fatigue 
strength of various items. 

Banverket has for many years had a well developed net-
work of contacts with universities and institutes of higher 
education, and co-operates with them in connection with the 
dissemination of research information.

Establishment of biannual timetables
The basic starting point for the allocation of times in biannual 
train timetables is the wishes of the applicants, in connection 
with which the processing shall be non-discriminatory and 
competitively neutral. In the event of conflicting interests, 
Banverket holds consultations with the applicants and in the 
first instance socio-economically effective solutions shall be 
chosen. The allocation of track capacity makes heavy demands 
on precision and the results shall make it possible to achieve a 
high level of punctuality in rail traffic. A basic precondition for 
the work, apart from knowledge of railway system complexity, 
is a knowledge of, for instance, investment and maintenance 
measures, the sensitivity of the services to time and exposure 
to competition, as well as socio-economic benefit. Capacity 
shall be allocated per route, but also to stations and freight 
yards.

Deregulation of the rail sector has come furthest in the case 
of freight traffic. The growing number of railway companies is 
accompanied by an increasing number of problems in allocating 
capacity at freight yards. 

BANVERKET’S OPERATIONAL AREAS
SECTORAL DUTIES 
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Even after the biannual timetable has been adopted, transport 
operators can apply for train paths and Banverket for engine-
ering works from the so-called residual capacity, The number 
of transport operators applying is increasing as well as the 
need for shorter lead-times in the capacity allocation. At the 
same time, the possibility for transport operators to abstain 
from operation in favour of engineering works is decreasing. 

During 2005, the utilisation of infrastructure capacity has 
been high and in many parts of the system there is a lack of 
capacity at certain times of the day. As a consequence, it has 
not always been possible to fully satisfy all the wishes of trans-
port operators and infrastructure managers.

Grants to the Inland Line  
and the Öresund Bridge Consortium
Inland Line
The Inland Line consists of the sections of track from Orsa–
Brunflo and Östersund–Gällivare. The line is administered 
by Inlandsbanan AB (IBAB), which is owned by the 15 local 
authorities along the line. IBAB’s operations are financed by 
operation grants from the state and by transport charges. The 
grants are paid by Banverket.

During 2005, a total of SEK 98 million has been paid to 
IBAB for track maintenance and traffic control. In addition, 
SEK 10 million has been paid out for reinvestments. 

Since 2004, tourist services have been operated on the line 
by a subsidiary, Grand Nordic AB. During the summer season 
2005, tourist traffic has increased along the entire length of 
the Inland Line. There has been somewhat of a decrease in 
freight traffic compared with 2004, among other things as a 
result of the operation in 2004 of freight traffic with shorter 
contract periods. Table 16.

Öresund Bridge Consortium
According to a Government decision, Banverket pays the 
transport charges that are levied on rail traffic in accordance 
with the agreement adopted for construction of the Öresund 
Link. For 2005, Banverket paid out SEK 255(251) million.

Contingency planning and safety protection
The planning process for society’s crisis management has 
been implemented in accordance with the directive and time 
schedule of the Swedish Emergency Management Agency. The 
basic input for development of the railway sector’s contingen-
cy planning has been published in the form of the “Rail Sector 
Contingency Planning Focus, 2006”. There has been a follow-
up of contingency planning activities and the distribution of 
crisis management funds within Banverket.

Banverket’s personnel have participated actively and contributed 
towards developing international co-operation within the area 
of contingency planning and safety.

Within the contingency planning area, Banverket has co-
operated with the other transport administrations and contri-
buted towards making it possible to define and guarantee 
socially important activities and transportation. Furthermore, 
Banverket has taken part in joint-action activities that have 
been organised by the Swedish Emergency Management 
Agency, county administrative boards and other joint-action 
authorities. 

The preconditions for verifying Banverket’s crisis manage-
ment organisation have been secured through preparations 
for participation in SAMÖ 07. 

 Training activities have been conducted both centrally and 
regionally whereby the input has been primarily focused on 
job-specific training. The exercise and training of operative 
staff has been conducted at all operational control centres. 

The handling of safety aspects in Banverket’s operations 
has been prioritised towards the background of the Swedish 
Rescue Agency’s regulations on the transport of hazardous 
goods on the railways.

Risk and vulnerability analyses have been performed 
in each track region in accordance with the directives and 
requirements of the Swedish Emergency Management Agency. 
Regional lists have been drawn up of measures to increase 
the strength of the rail system and which augment the crisis 
management capacity. A national capacity analysis of strategic 
freight lines has been drawn up on the basis of the regional 
analyses. Personnel resources have been trained in order to 
perform and update future risk and vulnerability analyses.

Banverket has participated in the work of the Planning 
Board for Inland Surface Transport. During the course of the 
year, the work has been increasingly focused on issues con-
nected with critical infrastructure, terrorist threats and the 
collection of database input via questionnaires. 

The work conducted within Banverket in connection with 
safety protection has been refined and now comprises the 
demands that are made on all Banverket’s units pursuant to 
the Safety Protection Act, the Safety Protection Ordinance 
and National Police Board regulations, and general advice on 
safety protection. At the same time, a new safety protection 
organisation is being built up. 

TABLE 16

Transport mileage on the Inland Line
 2005 2004 2003

Freight transport mileage in million tonne-km 113 148 118

Tourism, sections travelled in thousands – 25 23

Passenger-km in million kilometres 3 – –

BANVERKET’S OPERATIONAL AREAS
SECTORAL DUTIES 



Annual Report 2005Annual Report 2005 35

During 2004, the volumes for track provision increased by 
10 per cent compared with the previous year. In addition to 
appropriations, during the year Banverket fi nanced certain 
priority projects in the track provision plans with borrowed 
funds in accordance with the Parliamentary decision.

The administration, which is fi nanced by its own alloca-
tion, is commented under the section headed Input, which 
concerns  all information. Table 17a, 17b.

The item Investments in regional plan is deleted from and 
including 2004.

In 2004, Banverket was given responsibility for the Govern-
ment grants for regional public transport infrastructure and 

rail vehicles. The costs of the grants are included in Invest-
ments in national plan.

From 2004 onwards, the costs of government grants for 
regional public transport infrastructure and rail vehicles are 
included in New investments since Barnverket has been given 
responsibility for them. 

Banverket was commissioned by the Government, in discus-
sions with the stakeholders concerned, to help fi nance the 
dead-end siding to Tjärnvik. The measure shall be co-ordinated 
with the construction of Route 788 pursuant to the county 
plan for regional transport infrastructure for the period 
2004–2015, County of Gävleborg. During autumn 2005, work 
started on the environmental impact assessment and design 

TRACK PROVISION 
The responsibility of a rail infrastructure manager includes administration of the railways in 

the form of operation, maintenance, traffi  c control and investments. The goal is that rail traffi  c 

shall be able to be operated safely, according to the timetable and with the number of trains 

that the operator requires.

TABLE 17A

Expenditure for Track Provision. SEK million
 2005 2004 2003

Administration 730 742 731

New investments  7 200 6 207 4 255

Investments in regional plan (made in 2004) – – 466

Operation and maintenance, 
including re-investments 4 192 4 021 3 982

Traffi  c control 557 560 534

Capital costs for loan-fi nanced rail infrastructure  520 471 506

Risk fee for the Öresund Bridge Consortium 0 0 100

Registration of title costs 1 9 9

Total 13 200 12 010 10 583

TABLE 17B

Income and grants for Track Provision. SEK million
 2005 2004 2003

Administration 6 16 9

New investments  163 350 770

Investments in regional plan – – 19

Operation and maintenance, 
including re-investments 550 503 513

Traffi  c control -5 39 35

Compensation for capital cost 59 62 66

Repayment from Vägverket 0 0 104

Total 773 970 1 516

The new Årsta Bridge was opened to traffi  c in 
summer 2005. The photograph shows the noise 
absorbers on which the tracks rest in order to 
suppress the noise from the trains.

BANVERKET’S OPERATIONAL AREAS
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in order to be able to start work in 2006 on the construction 
of a track to Tjärnvik. The track is being financed with SEK 
12 million from the EU and SEK 6 million from Banverket. 
Route 788 was reconstructed in 2005, but a certain amount of 
adjustment remains. Banverket is conducting ongoing discus-
sions with the parties concerned on the subject of the project.

Investments

New investments
Investments were previously divided into new investments in 
the trunk line network and investments in county lines. With 
the new Track Provision Plan, the Future Plan for the Railways 
2004–2015, this subdivision is removed. The Track Provision 
Plan also includes investment in electrical and telecom systems. 
The plan also includes Government grants for regional public 
transport infrastructure and vehicles. Electrical and telecom 
investments are financed through loans. The costs of the 
RD&D that is related to Track Provision amounted to SEK 37 
(18) million. Table 18a, 18b.

EU grants for rail investments
During 2005, a total of SEK 212 million has been paid in EU 
grants for different railway investments and development 
projects. The grants are given as financial support for the EU 
Trans-European Network (TEN). The funds are used for both 
the planning and construction of railways. Among those pro-
jects that received grants during 2005 are the City Tunnel and 
the City Line. Included under the heading Southern Main Line 
are Hallandsås, a number of upgrades to double tracks and the 
new Årsta Bridge. Table 19.

Implementation of the Track Provision Plan
The reporting of implementation of the Track Provision Plan 
includes both new and re-investment measures including the 
replacement of electrical and telecom installations.

 The Track Provision Plan contains SEK 2 578 million for 
projects brought forward in time during 2002 and 2003, SEK 
300 million for increased funds for operation and mainte-
nance of the Inland Line and construction of the Bothnia Line 
with SEK 13 200 million. These have been excluded from the 
follow-up below. 

During the course of the year, investments in accordance 
with the Track Provision Plan have been made for SEK 7 383 
million, of which electrical investments amount to SEK 408 
million and telecom investments to SEK 71 million. During 
2005, a number of delayed investments based on the old 
Trunk Network Plan have been made.

Table 20 shows the investment volume per line and how 
large a part of the track provision plan has been completed or 
started. The specified amounts include investments that have 
been made with external financing. Table 20.

Western Main Line: Survey for double tracks on the Floda–Aspen line has 
been discontinued during the course of the year because the Municipality of Lerum 
has said no to both the construction alternatives that were presented in the 
railway survey. Banverket will continue discussions between the local authorities 
and other stakeholders. 

TABLE 18A

Expenditure for new investments. SEK million
  2005 2004 2003

New investments  7 200 6 207 4 695

Investments, other 0 0 26

Total 7 200 6 207 4 721

TABLE 18B

Finansiering av nyinvesteringar. Miljoner kronor
  2005 2004 2003

Financing by appropriations 5 433 3 526 1 903

Loan-financing of projects brought forward in time  – 1 591 1 713

Loan-financing of electrical and telecom installations 477 424 316

Loan-financing of priority projects 791 280 –

Other loan financing 335 36 –

Revenues and grants 164 350 789

Total 7 200 6 207 4 721

TABLE 19

Projects for which TEN grants have been paid. 
SEK thousand
Project   Grant

Southern Main Line and Western Main Line   90 973

City Tunnel   63 145

City Line (studies)   41 667

Iron Ore Line (higher axle load)   6 857

STM Signal Project   4 719

Malmö–Flackarp (studies)   4 585

Total   211 946

TABLE 20

Follow-up of investments according to the  
Track Provision Plan. SEK million
  Cost according  Outcome Outcome  Outcome  
  to plan 2005 2004–2005 as a %

Western Main Line 1 186 15 36 3

Southern Main Line 4 719 12 199 4

West Coast Line 8 660 676 1 562 18

Coast-to-Coast Line 2 158 27 88 4

East Coast Line 2 909 155 529 18

Dala Line 257 6 19 7

Main Line through Upper Norrland  2 001 285 666 33

Northern Main Line 407 139 276 68

Freight Line through Bergslagen 4 365 256 768 18

Bergslagen Line 963 26 88 9

Norway/Vänern Line 6 229 533 1 073 17

Värmland Line 376 0 14 4

Skåne Line 157 17 26 17

Jönköping Line 437 16 67 15

Älvsborg Line 499 15 36 7

Mälar Line 1 932 72 112 6

Svealand Line 1 475 24 44 3

Sala–Oxelösund 47 3 23 49

Nynäs Line 533 6 14 3

Central Line 148 9 70 47

Iron Ore Line 227 76 104 46

Stockholm 10 159 937 1 667 16

Gothenburg 1 894 18 143 8

Malmö 8 208 1 600 1 774 22

Freight Line through Skåne 1 066 3 10 1

Haparanda Line 2 670 53 70 3

Ådalen Line  4 353 286 634 15

Blekinge Coastal Line 710 183 270 38

Other lines 5 659 118 382 7

Government grants for 
regional rail vehicles 4 500 707 742 16

Other 12 407 1 112 2 025 16

Total  91 311 7 383 13 531 15

BANVERKET’S OPERATIONAL AREAS
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Southern Main Line: Marshalling yard conversion stage 2 in Mjölby is finis-
hed apart from anti-noise measures. The main purpose of this stage has been 
to increase the capacity for freight traffic. Capacity strengthening for Öresund 
traffic is underway on the stretch of line between Arlöv and Malmö. Preparation 
prior to permissibility assessment is under way for a multi-track upgrading bet-
ween Flackarp and Arlöv.

West Coast Line: At Hallandsås, running-in of the new tunnel boring machine 
has started and the first concrete segments have been installed. Rock stabilisa-
tion ahead of the machine has been necessary in the initial stages. Upgrading to 
double tracks between Kävlinge and Lund is finished. The upgrading allows more 
frequent and more punctual rail services with shorter travel times. On the section 
of track between Förslöv and Ängelholm which is being upgraded to double 
tracks, work is in progress on the construction of grade-separated crossings. Double 
track upgrading at Falkenberg (Torebo–Heberg) has been brought forward in 
time, which means that services are expected to start in 2008 instead of 2011.

Coast-to-Coast Line: Design work has been completed for the installation 
of centralised traffic control. Start of construction planned for 2006, which is six 
years earlier than specified in the Track Provision Plan. 

East Coast Line: The construction of double tracks on the 14 km long stretch 
of track between Älvkarleby and Bomansberget (except for Skutskär–Furuvik 
where a railway survey is in progress) is finished. 

Conversion of Uppsala marshalling yard and travel centre has been started. 
Work on the railway plan and construction documents for measures to increase 
capacity between Gävle and Sundsvall is in progress.

Dala Line: On the section of line between Mora and Borlänge, work on upgrading 
to 25 tonne axle load has been completed.

Main Line through Upper Norrland: On the stretches of track from Vännäs 
to Bastuträsk and Långsele to Vännäs, traffic with a 25-tonne axle load has been 
permitted since the turn of the year, but with certain speed restrictions. 

The railway plan for Umeå Marshalling Yard has come into force and design 
work is in progress. 

Northern Main Line: Adaptation of the line for high-speed trains between 
Gävle and Östersund is finished. Two new bridges and track alignment adjust-
ments at Edänge have been completed. On this stretch of line, traffic with a 25-
tonne axle load has been permitted since the turn of the year, but with certain 
speed restrictions. 

Freight Line through Bergslagen: A railway survey is in progress for 
capacity reinforcement on the stretch of line from Degerön–Hallsberg. For double 
tracks between Mjölby and Motala, work is in progress on the railway plan. 

Bergslagen Line: The railway survey has been completed for capacity reinfor-
cement on the stretch of line between Falun and Borlänge.

Norway/Vänern Line: An upgrading to double tracks between Trollhättan 
and Öxnered is in progress. A marshalling yard conversion in Öxnered is finished. 
After loan financing, it has been possible to bring forward the double-track up-
grading on the section of line from Gothenburg–Trollhättan. Work is in progress 
on railway surveys, railway plans and system documents. Construction work is 
in progress on the Prässebo–Torbacken and Torbacken–Hede sub-sections. Cons-
truction work has also started on the reversing triangle in Marieholm which cre-
ates a direct connection between the Norway/Vänern Line and the Harbour Line

Jönköping Line: On the section of line between Sandhem and Nässjö, work 
is finished on an upgrade to stax (maximum axle load) 25 tonne and loading 
gauge C. Adaptation of the Mullsjö marshalling yard is finished. A prestudy has 
been started for an upgrading to double tracks on the section of line between 
Jönköping and Rocksjön.

Älvsborg Line: The section of line between Vargön and Vara has been equip-
ped with automatic blocking.

Mälar Line: Work has started on the conversion of Kolbäck Marshalling Yard. 
The prestudy for capacity reinforcement on the Tomteboda–Kallhäll line is finished.

Svealand Line: A prestudy has been conducted for capacity reinforcement on 
the Svealand Line. Reinforced power supply Stage 1 has been completed.

Nynäs Line: Studies of measures to increase capacity are in progress.

Central Line: Measures for more effective timber transport on the section of 
line between Bensjöbacken and Krokom are in progress.

Iron Ore Line: The marshalling yard extension at Krokvik and siding extension 
at Kaisepakte have been completed.

Stockholm: The construction of new tracks between Stockholm South and Årsta 
(including the new Årsta Bridge) has been completed which means that there 
are now four tracks across Årsta Bay. On the western side of the bridge there is 
also a pedestrian and cycle track. Review, supplementation and costing of system 
documents is under way for the City Line. During the course of the year, an agre-
ement in principle was made which means that the state, through Banverket, 
assumes the financial responsibility for the City Line railway infrastructure, while 
Stockholm County Council and the City of Stockholm have principal responsi-
bility for the two new stations City and Odenplan. The extension of the bridge 
deck and the conversion of the signal system, tracks and points is under way on 
the southern approach to Stockholm Central in order temporarily to increase the 
capacity pending the construction of the City Line. The conversion means that 
trains can be run more frequently and faster across Norrström Bridge. The con-
version of platforms is in progress for adaptation to SL’s new commuter trains, 
which have been put into service during 2005.

Gothenburg: Design work is in progress on widening the waist at Gothenburg 
Central. Since the station is a terminus, all trains to and from the station have 
to pass through the “waist”. By creating a separate channel in to the platforms 
for the West Coast Line, the risk of station disruptions will decrease in general. 
The railway survey for “Western Link – Train Tunnel beneath Gothenburg” is in 
progress. The tunnel is not part of the Track Provision Plan and the survey is being 
financed by Banverket, Western Götaland Region, the Gothenburg Region, Väst-
trafik and the City of Gothenburg.

Malmö: Work has started on construction of the City Tunnel during the year. 
The City Tunnel comprises 17 km of railway, of which 6 km are in two parallel 
tunnels running beneath the centre of Malmö. In addition, Malmö Central shall 
be supplemented with an underground station section. A new subsurface sta-
tion is being built at Triangeln and another station is being built at surface level 
in the new urban area of Hyllie. Work is in progress on system documents for the 
marshalling yard conversion at Malmö Central. A prestudy is in progress for the 
traffic control system ERTMS for the City Tunnel and the Malmö area. An upgra-
ding to four tracks is under way at Arlöv and Malmö.

Freight Line through Skåne: The railway survey for passing stations on the 
Kävlinge–Arlöv line is in progress. The railway plan/ system documents for Ås-
torp–Teckomatorp are in progress. Pre-studies for Malmö/Fosieby–Trelleborg and 
Åstorp Marshalling Yard were completed during the year.

Bothnia Line: Work on power supply for the line is proceeding according to 
plan despite the appeals made against the railway plans for the Bothnia Line. The 
commission to construct the Bothnia Line rests with an independent company, 
Botniabanan AB, which is owned to 91 per cent by the state and to 9 per cent by 
the municipalities of Kramfors, Örnsköldsvik, Nordmaling and Umeå. 

North Bothnia Line: Prestudy work is progressing according to plan and is in 
its final stages. The entire stretch of line is divided into three sections: Umeå–
Skellefteå, Skellefteå–Piteå and Piteå–Luleå.

Haparanda Line: A request for permissibility assessment for a new railway 
between Kalix and Haparanda has been submitted to the Government. A pre-
study is in progress for power supply on the Haparanda Line. A railway plan has 
been drawn up for a new passing station at Kosjärv. Design work is in progress on 
an upgrading of the section of line between Boden, Kalix and Karlsborg.

Ådalen Line: The railway plan for the Härnösand–Veda line has been adopted. 
Permissibility assessment is in progress for the stretch of line between Bollstabruk 
and N Nyland. Railway plans for four passing stations came into force during the 
course of the year. Work on railway plans for further passing stations is in progress.

Bohus Line: The design of remote blocking Stage 2 on the section of line from Kville 
–Uddevalla is under way. Work has continued for increased safety on level crossings.

Blekinge Coastal Line: Electrification of the line has commenced during the year.

Government grants for regional public transport infrastructure: 
During the year, approximately SEK 88 million has been paid out in Government 
grants for regional public transport infrastructure. Among the facilities that have 
received Government are a new regional railway station in Avesta, the upgrading 
of Jakobsberg Commuter Train Station and Eksjö Travel Centre. The costs are in-
cluded in the reported expenditure per line.

Government grants for vehicles: Government grants for vehicles intended 
for regional public transport by rail have been paid to a considerably greater 
extent during the year compared with 2004, as a result of the fact that transport 
principals have received far more deliveries of vehicles. Outgoing payments are 
now in line with the Track Provision Plan. Among the investments that were 
given grants in 2005 are SL’s investments in new commuter trains and the invest-
ments made by Skånetrafiken and Västtrafik in new regional trains. Government 
grants have been paid to Tåg i Bergslagen, Värmlandstrafik and X-trafik for the 
cost of leasing regional trains. 
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Other measures: Work on the train radio system SIR has continued during the 
year and is expected to be completed in 2006. Banverket has during the year run 
a project for the development of equipment for the Bothnia Line and equipment 
to operate ERTMS-equipped vehicles on conventional stretches of line with ATC 
(Automatic Train Control). Other ERTMS-related projects include the definition 
of signalling principles, risk analyses and pre-studies focused on introduction 
planning. During 2005, another contract has been entered into for the develop-
ment of ERTMS systems – this time systems that are intended to be installed on 
a number of sections of line with low traffic density in order to raise the level of 
safety and at the same time introduce remote control.

The replacement of electrical and telecom infrastructure has been carried out 
for a total of SEK 561 million.

Follow-up of investment projects in 
Banverket’s long-term action plans
The follow-up of initial costs and effects is performed for pro-
jects that have been included in Banverket’s long-term plans. 
Cost follow-up is reported for projects that were opened to 
traffic in 2005 and 2000. In the case of projects that were ope-
ned to traffic in 2005, an account is given of the construction 
cost in plan, at start of construction and after implementation. 
For projects that were opened to traffic in 2000, a follow-up is 
given of the most important effects. Plan is understood to refer 
to the Trunk Network Plan 1994–2003, Trunk Network Plan 
1998–2007 or the Future Plan for the Railways 2004–2015.

Follow-up of construction costs for  
projects opened to traffic in 2005 
The costs in Table 21 have been adjusted with a jointly-weig-
hed building index and for each project expressed in the same 
price level. This has been done in order to clarify the real cost 
changes but means, among other things, that followed-up 
costs exceed the actual costs expressed in current prices. 

A comparison between calculated cost an the plan in 
question and followed-up cost after implementation of the 
project shows that the construction cost increased in the case 
of nearly all projects. The table also shows that the cost in-
creases above all occur during the latter part of the planning 
stage, i.e. between cost in plan and cost at start of construction. 
However, during the implementation phase – between start 
of construction and after implementation – the picture is not 
quite so clear. Here there are a number of examples of pro-
jects that have kept within the specified cost frame at start of 
construction or even fallen short of it. Explanations are given 
below for the largest changes in costs for the projects in the 
table. Table 21.

Kävlinge–Lund, double tracks: Major delays occurred on the sub-section 
of line between Vallkärra and Lund owing to several appeals made to the Govern-
ment against the detailed development plan. According to the Trunk Network 
Plan 1994–2003, the project should have been completed in 1997, which means 
a delay of eight years. The protracted planning process led to the project being 
divided up into a number of suib-projects. This meant in the final event that the 
costs increased owing to a need for new measures, new design, delayed contract 
works and significantly increased administration. Changed conditions in the 
form of new legislation and new ethical guidelines have also been contributory 
factors for the cost development for the project. On the other hand, the im-
plementation phase for the last stage appealed against (Vallkärra–Lund) went 
better than expected. Lower contract costs and increased income from plot sales 
were contributory causes for this.

Lekarekulle–Frillesås, double tracks: The increased costs during the latter 
part of the planning stage were primarily a result of the fact that during this pe-
riod, new demands were made for how tracks carrying passengers at high speed 
are to be built. In particular, the demands for ground stabilisation were made 
more stringent. On the other hand, the actual implementation went well, and 
the project was well within the budgeted cost.

Älvkarleby–Bomansberget, double tracks: During the latter part of the 
planning phase, the section of track between Skutskär and Furuvik was lifted out 
of the original project and a restart of the physical planning process was made 
for this sub-section. The main reason why the Skutskär–Furuvik section was 
lifted out of the project was because there was a certain amount of uncertainty 
concerning the track laying across an old refuse site. This subdivision into two se-
parate projects means that the cost data between plan and start of construction 
are not comparable. The division has in actual fact led to major increases in the 
cost of the project as a whole in the form, for instance, of two extra signal boxes 
as well as additional surveys and documents. In the Future Plan for the Railways, 
the cost of the Skutskär–Furuvik upgrading amounted to SEK 280 million (2003 
price level). Together with the monitored construction costs for Bomansber-
get–Furuvik and Skutskär–Älvkarleby, the total construction cost in the current 
situation is calculated to amount to just over SEK 800 million.

Edänge, new bridge and re-alignment: During the implementation pha-
se, the construction cost for the project increased. This was among other things 
because the project was tempoarily halted through a ruling of the Supreme 
Administrative Court, with increased costs as a result of the delay. Other contri-
butory causes were increased costs for foundations, increased quantities, etc.

Hallsberg Marshalling Yard, conversion (incl. Alternative C4): During 
the final stages of the planning phase, the original project was partially redefi-
ned, which is the main reason for the cost increase before start of construction. 
During summer 2000, the original conversion works were in a concluding phase 
and only one stage remained. At this stage, and in conjunction with the opening 
of the Öresund Bridge, Green Cargo increased its marshalling volume at Halls-
berg by 40–50 per cent, which far exceeded the volume the facility was planned 
for. Knowing the importance of the remaining work to the future capacity of the 
facility, Banverket stopped work on the final stage and began to conduct a new 
survey. The new survey resulted in ”Alternative C4” which made it possible for the 
marshalling yard in Hallsberg to be able 6to serve in the future as a hub for na-
tional and international freight traffic on the railways. The construction cost for 
“Alternative C4” increased somewhat during the course of the project. The main 
reasons for this were the need for further measures and more expensive contract 
procurements than expected. 

TABLE 21

Construction cost for projects opened to traffic in 2005. SEK million

Line  Project Calculated  Calculated cost  Followed up cost 
   cost in plan at start of construction after implementation

West Coast Line Kävlinge–Lund, double tracks  786 1 011 1 196

West Coast Line Lekarekulle–Frillesås, double tracks 431 750 688

East Cost Line Älvkarleby–Bomansberget, double tracks 599 563 551

Northern Main Line Edänge, new bridge and track realignment 184 182 235

Freight Line through Bergslagen Hallsberg Marshalling Yard, conversion  286 369 316

Freight Line through Bergslagen Hallsberg Marshalling Yard, continued conversion 447 466 516

Norway/Vänern Line Öxnered, sorting yard conversion 120 180 175

Skåne Line Attarp and Önnestad, passing stations 53 50 54

Jönköping Line Mullsjö, sorting yard adaptation 23 24 31

Jönköping Line Stax 25 tonne  64 64 39

Stockholm Stockholm S–Årstaberg, new track 1 399 1 459 1 793

Gothenburg Harbour Line, electrification 38 104 108
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Öxnered, sorting yard conversion: The main reason for the cost increase 
in the latter part of the planning phase was the fact that the project was ex-
tended in that the interface with the double-track stage between Öxnered and 
Trollhättan was shifted southwards. This means that some of the preparatory 
work for the reversing triangle to the Älvsborg Line and that part of the double-
track stage were implemented as part of the project. Another reason for the 
increase in costs has been that the connection to Banverket Production’s plant 
in Öxnered was not included in the original project since it presupposed that 
the plant would be relocated. However, this was not the case, which meant that 
there were extra costs.

Attarp and Önnestad, passing stations: According to the Trunk Network 
Plan 1998–2007, the passing stations were planned to be constructed over the 
period 1998–1999. The passing station in Önnestad was constructed according 
to plan but an appeal was made against the railway plan for the passing station 
at Attarp. This meant that it was delayed and was not completed until 2005.

Mullsjö sorting yard conversion and the Jönköping Line stax 25: 
According to the future Plan for the Railways, the sorting yard conversion at 
Mullsjö should have been carried out during the period 2010–2015, but through 
a redistribution of funds from Jönköping Line stax 25, the project could be imple-
mented earlier in order to adapt to the Municipality of Mullsjö’s construction of a 
travel centre. As a result of co-ordination benefits between these three projects, 
the total cost of Banverket’s two projects has decreased. In the implementation 
phase for the sorting yard conversion in Mullsjö the increase in cost is explained 
by shortfalls in design and a greater need for signal measures.

Stockholm S–Årstaberg, new tracks: During the construction period, 
which commenced in 1999, there were problems in connection with above all 
the Årsta Bridge superstructure. The problems were so serious that the time 
schedule for the project had to be revised. And a new agreement made between 
Banverket and the contractor. This meant that the project costs increased during 
the construction period. 

Gothenburg Harbour Line, electrification: The significant increase in 
costs during the latter part of the planning phase is explained above all by the 
fact that the scope was considerably increased. The cost assessments in the 
plan were based only on a standard cost for the actual electrification. During the 
design stage, however, the need arose for additional measures in surrounding 
infrastructure (increasing the height of bridges, protection of pipe gantries, etc.) 
as well as noise protection measures.

Effects for projects opened to traffic in 2000
In the account below, a follow-up is made of the effects that 
were stated in the decision input for the plans as being the main 
reasons for conducting the projects. For information purposes, 
the cost of the projects is also specified (price level 2000).

Centralised traffic control means that instead of manually 
controlling rail traffic with the aid of train controllers at the 
stations along the line, the track is divided into so-called line 
blocks and that rail traffic is remote-controlled from special 
operation/train control centres. Investments in centralised 
traffic control, apart from reducing the need for personnel and 
increasing the level of safety, usually also result in increased 
capacity, more efficient rail traffic and lower maintenance 
costs. Although these effects are important, there are often 
difficult to follow up. Consequently, Table 22 only shows the 
effects of lower costs for traffic control and increased safety as 
a result of the centralised traffic control project. Table 22.

Helsingborg–Kävlinge, double tracks (cost: SEK 2 325 million): The 
double track between Helsingborg and Kävlinge has led to a significant increase 
in the local and regional rail traffic and it is now somewhat higher than predicted 
in the traffic forecast that served as part of the input for the plan in question. On 
the other hand, long-distance passenger traffic has not developed in line with 
the predictions of the traffic forecast. This is above all because construction of 
the West Coast Line is in progress and effects in the form of shorter and more 
competitive travel times for the stretch of line between Gothenburg and Malmö 
have not yet been fully realised. However, the travel time for the fastest pas-
senger train between Helsingborg and Lund has been cut by almost ten minutes, 
which in principle concurs with the specifications of the decision input. Finally, 
it can be stated that travel development has been extremely encouraging and 
clearly exceeds the travel level forecast in the decision input. 

TABLE 22

Effects for projects opened to traffic in 2000
Line Project Planned effects Fulfilment of effects

West Coast Line Helsingborg–Kävlinge, double tracks Increased passenger traffic 

  Shorter travel time 

  Increased travel 

Coast-to-Coast Line Borås–Hillared, centralised traffic control Lower costs for traffic control 

  Greater safety 

Main Line through Upper Norrland Långträsk, sorting yard conversion Shorter transport time/fewer delays 

  Lower maintenance costs 

Main Line through Upper Norrland Vännäs–Umeå, centralised traffic control Lower costs for traffic control 

  Greater safety 

Freight Line through Bergslagen Degerön–Stenstorp, double tracks Increased freight traffic 

  Shorter transport and travel times 

  Improved punctuality 

Bergslagen Line  Connecting track Fors and Ställdalen–Hällefors stabilising fill Reduced transport costs 

Skåne Line Hässleholm–Kristianstad, centralised traffic control Lower costs for traffic control 

  Greater safety 

Älvsborg Line Herrljunga, platform tunnel Greater safety 

  Improved accessibility 

Central Line Storflon–Storlien, centralised traffic control Lower costs for traffic control 

  Greater safety 

Iron Ore Line Kiruna–Luleå, stax 30 tonne Lower transport costs 

Arlanda Line New double tracks Greater integration between railway 
  and air transport  

  Shorter travel time 

  Better environment 

  Followed effect well in line with or in excess of planned effect   A significant effect has been made but not on a level with the planned effect.

 No effect or only a small effect has occurred  For various reasons, it has not been possible to follow up the effects or compare them with planned effects.
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Borås–Hillared, centralised traffic control (cost: SEK 49 million): In 
2000, work finished on an investment in centralised train control on the section 
of line from Borås–Hillared. However, it only constitutes one stage in the cons-
truction of centralised train control between Borås and Värnamo. To date, this 
first stage has resulted in a reduction in the number of train controllers by one 
full-time post. However, it has not been possible to make a comparison with the 
decision input for the plan because it does not show the decrease in personnel 
requirement at stage level. The level of safety has increased because there is less 
of a risk of human error.

Långträsk, sorting yard conversion (cost: SEK 27 million): It has been dif-
ficult to conduct a follow-up of the effects of the sorting yard conversion in Lång-
träsk because on the one hand the effects are very small and difficult to trace to in-
vestment and on the other that there isc a lack of historical data on maintenance. 

Vännäs–Umeå, centralised traffic control (cost: SEK 15 million): 
When centralised traffic control was introduced on the stretch of line between 
Vännäs and Umeå , the number of train controllers was cut by two full-time 
posts. In the decision input for the plan, it was stated that the staff reduction 
for the section of line between Vännä, Umeå and Holmsund was calculated to 
be 6–7 full-time posts. The Umeå–Holmsund section has resulted in a decrease 
of three full-time posts, which means five full-time posts in all for the Vännäs–
Umeå–Holmsund section. Altogether, it means that the effect of the investment 
made concurs fairly well with the decision input. Centralised traffic control has 
also led to greater safety, since there is a decrease in the risk of human error. 

Degerön–Stenstorp, double tracks (cost: SEK 491 million): The 
section of double track between Degerön and Stenstorp is only one stage of the 
planned upgrading to double tracks between Hallsberg and Mjölby. However, 
the follow-up shows that this stage has already had good effects. The increased 
capacity has meant that another three freight trains, which were previously 
rerouted at night via Katrineholm, can now go directly south from Hallsberg via 
Mjölby to the south of Sweden. There has also been a reduction in transport and 
travel times, although the travel times are not fully on a par with what was sta-
ted in the decision-making input. However, it has not been possible to follow up 
the effects of upgrading to double tracks on punctuality.

Connecting track in Fors and Ställdalen–Hällefors stabilising fill 
(cost: SEK 17 million): These measures are only minor actions in a larger in-
vestment aimed at upgrading a network for heavier and larger consignments in 
terms of volume from central Sweden to the harbour in Gothenburg. The effects 
of these individual measures are difficult to distinguish from the investment in 
general, since the effects of the traffic will not be seen until the entire line has 
been upgraded. The follow-up that is reported in the table above is based on 
Stora Enso’s consignments from different paper mills in Central Sweden to Go-
thenburg Harbour. After upgrading of the network, the number of freight trains 
from Stora Enso has decreased by 25 per cent and their transport costs have 
dropped by 4 öre per net tonne-kilometre, which is in excess of what was antici-
pated in the decision data.

Hässleholm–Kristianstad, centralised traffic control (cost:SEK 41 
million): Centralised traffic control on the section of line between Hässleholm, 
Kristianstad and Sölvesborg) resulted in a decrease in the number of train 
controllers by a total 0f ten full-time posts, eight of which on the Hässleholm–
Kristianstad line. At the same time, three full-time posts were appointed at the 
operation control centre in Malmö. Distinguishing the effects of measures on the 
Hässleholm–Kristianstad sub-section is difficult, but it is considered to amount 
to five full-time posts, which clearly exceeds the rationalisation of 2.5 full-time 
posts that was specified in the decision data for the plan. The measures have also 
resulted in greater safety in that there is less of a risk of manual mistakes.

Herrljunga, platform tunnel (cost: SEK 25 million): Follow-up of the 
effects of the platform tunnel in Herrljunga has been conducted on an outline 
level. At the design stage, it was stated that the proposed function could not 
be fulfilled owing to excessively high costs. The project was therefore slimmed 
down slightly, which resulted in somewhat worse accessibility for pedestrians 
and cyclists compared with the decision-making data.

Storflon–Storlien, centralised traffic control (cost: SEK 240 million): 
Central traffic control on the stretch of line between Storflon and Storlien meant 
that the number of train controllers could be cut by 27 full-time posts, which 
concurs with the expectations of the basic decision data for the plan. The major 
savings that could be made in personnel were a result of the fact that there are a 
large number of stations on the stretch of line in question and that the number 
of employees at the train control centre in Ånge remained unchanged after the 
measures had been taken. The measures have also resulted in greater safety in 
that there is less of a risk of manual mistakes.

Kiruna–Luleå, stax 30 tones (cost: SEK 335 million): Iron ore transport 
on the Iron Ore Line consists of two loops: the southern Kiruna–Luleå loop and 
the northern Kiruna–Narvik loop. Upgrading of the Iron Ore Line to stax (max 
axle load) 30 tonne consists in turn of both measures in the infrastructure as 
well as investments n new locomotives and wagons. During autumn 2000, work 

on the infrastructure was completed for the southern loop. All ten new IORE loco-
motives were delivered in December 2000 and were put into regular service in 
June 2001. On the other hand, delays have occurred in connection with the new 
iron ore wagons. To date, and as a result of faults in the bogies, only 68 of 720 
wagons have been purchased. These were delivered in January 2001 and went 
into regular service on the southern loop in 2001. Final delivery of the remaining 
wagons, from a different supplier, is expected to be made during 2008. In view of 
the fact that only half the wagon fleet has been delivered for the southern loop, 
LKAB deems that approximately half the planned savings in transport costs for 
this loop have been achieved.

Arlanda Line, new double tracks (cost: SEK 6 300 million): The Arlanda 
Line has meant that the integration between rail and air traffic has increased, but 
not to the extent specified in the basic decision data. No local services had started 
before the end of 2005 and although the volume of through long-distance and 
regional services has increased, it is not to the extent specified in the decision 
data. Neither has it been possible to start any freight traffic to Arlanda because 
the airport has been replanned and the freight area is now situated south of the 
terminals. Travel time between Stockholm and Arlanda, however, has now been 
halved from 40 minutes by bus to 20 minutes by Arlanda Express. This is fully 
in line with what was promised in the basic decision data. However passenger 
volumes on Arlanda Express have been significantly lower that the forecasts indi-
cated in the basic decision data. This is because the volume of flights to and from 
Arlanda Airport has not developed as anticipated and because the ticket price 
is twice as high on Arlanda Express compared with the airport buses between 
Stockholm and Arlanda. Also, in the decision data it was assumed that the airport 
buses between Stockholm and Arlanda would stop running once the Arlanda Line 
was completed. This has not been the case, although the service frequency has 
decreased somewhat. On the other hand, car traffic has continued to increase so 
altogether the anticipated environmental effects have not yet been achieved. 

Environmental Impact Assessments 
During 2000, a total of seven major railway projects were 
opened for traffic. However, two of these were managed outside 
Banverket’s normal operations, since they were conducted by 
Svedab as part of the Öresund Bridge Project. Legal require-
ments for Environmental Impact Assessments (EIA) for rail 
projects were first introduced with the Railway Construction 
Act, which came into force in 1996. Of the projects that were 
implemented by Banverket and opened in 2000, one project 
was processed in accordance with the legislation. Virtually 
all the measures presented in the EIA were implemented. In 
those cases where specified measures were not carried out, the 
main reason was that other solutions were chosen to achieve 
the same purpose. Despite the fact that stipulated measures 
were taken, one property owner suffered impaired water 
quality, and the situation has been remedied by Banverket 

Other projects that were opened in 2000 were implemen-
ted in a different way than on the basis of the Railway Cons-
truction Act. For example they were built on existing railway 
land. In one case, an EIA has nevertheless been established 
and most of the measures presented have been carried out. 

Operation and maintenance,  
and reinvestments
Operation and maintenance costs decreased by SEK 58 
million in 2005compared with 2004. Of the costs in 2005 for 
preventive maintenance, SEK 240 (363) million was for the 
replacement of defective sleepers.

Important investments in 2005 have included the intro-
duction of a new inspection model, improved engineering 
works planning and increased maintenance work on points. 

Intensive work has been started on producing both overall 
and infrastructure-specific maintenance strategies. In addition 
to this, various types of development work have been carried 
out concerning both material choices and working methods. 
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In this work, the focus has been on punctuality measures and 
measures within operation and maintenance that contribute 
towards increased efficiency. Some of the work has produced 
good results during the year, while the majority will produce 
results in a few years’ time when it has been fully implemented 
in the infrastructure.

One step towards greater efficiency is the work on subject-
ing operation and maintenance to competition. This work has 
continued throughout 2005 and a number of maintenance 
contracts have been entered into and renegotiated during the 
course of the year.

The reinvestments that are being made have basically the 
same goal as that of preventive maintenance, or in other words 
to reinstate the condition of the tracks. Reinvestments amoun-
ted to SEK 1 534 million, which is an increase of SEK 229 
million compared with 2004. The increase reflects a conscious 
focus on preventive measures.

The largest reinvestments during 2005 were the track 
replacement between Ljusdal and Örabäcken on the Northern 
Main Line, the renovation of the old Årsta Bridge in Stockholm, 
the replacement of catenaries between Ånn and Storflon on 
the Central Line, upgrading of the catenaries between Nässjö 
and Alvesta on the Southern Main Line and upgrading of the 
catenaries between Flemingsberg and Södertälje on the Western 
Main Line. Table 23a, 23b.

Traffic Control
Traffic control is conducted by Banverket Traffic. Traffic control 
includes proposing capacity allocation on state track infra-
structure and controlling the contracted traffic in a safe and 
effective manner and so that the effects of any disruptions that 
occur are limited. The unit is also responsible for providing 
traffic information to transport operators and passengers. The 
cost of traffic control including traffic information in 2005 was 
SEK 557 (560) million.

Loan-financed railway infrastructure
The operational area Track Provision is burdened by capital 
costs of SEK 520 (471) million for loan-financed rail invest-
ments. The interest expense relates to both ongoing invest-
ments as well as to the undepreciated value of completed rail 
infrastructure. The increase in capital costs is largely the result 
of increased borrowing for investments brought forward in 
time and priority projects. Write-offs of electrical infrastruc-
ture, SL and the Grödinge Line as well as leased feeder cables 
amounted to SEK 337 (344) million. The amortisation of loans 
for investments brought forward in time amounted to SEK 
379 million. Table 24.

Real estate
Real estate management operations are a natural part of 
Banverket’s activities. The track regions play the role of pro-
perty owner, with a property unit that handles the operative 
management.

The ambition is to reduce Banverket’s total costs for land 
and buildings. Some 44 per cent of Banverket’s total building 
area is used by internal tenants. 

The buildings need to be decommissioned. The decom-
missioning plan that has been drawn up indicates that ap-
proximately 65 per cent of the buildings are not needed for 
railway operations. Many of them are in a poor state of repair 
and need to be demolished, whereas others can perhaps be 
sold. During 2005, work started on implementation of the 
decommissioning plan. It has been possible to sell some 
twenty buildings and 40 others have been demolished. There 
are often problems associated with the sale and demolition of 
buildings which mean that decommissioning takes a long time. 
The presence of contaminants in the ground and buildings is 
worth mentioning, and has a significant impact on the chan-
ces of decommissioning. In the long term, decommissioning 
creates ongoing costs since many of the properties intended 
for decommissioning are being run with an operating deficit.

TABLE 23A

Operation and maintenance costs. SEK million
 2005 2004 2003

Operation 735 699 678

Corrective maintenance 651 634 644

Preventive maintenance 1 274 1 376 1 313

Other maintenance 135 53 47

Other -137 -46 215

Total operation and maintenance 2 658 2 716 2 897

Appropriation-financed reinvestments 973 966 807

Loan-financed electrical 
and telecom reinvestments  561 339 278

Total reinvestments 1 534 1 305 1 085

Total operation, maintenance 
and reinvestments 4 192 4 021 3 982

TABLE 23B

Income and grants for operation and maintenance. 
SEK million
 2005 2004 2003

Track charges/user fees 472 426 447

Reinvestments 5 7 5

Other operation and maintenance 73 70 61

Total operation and maintenance 550 503 513

TABLE 24

Interest and leasing costs. SEK million 
 2005 2004 2003

Interest, electrical infrastructure 166 162 172

Interest, SL and the Grödinge Line 69 88 105

Interest, Arlanda Line 40 47 47

Interest, project design stock 0 16 35

Interest on investments brought forward 128 130 75

Interest on priority projects 21 0 0

Rental, telecom infrastructure 107 101 107

Rental, feeder cables 20 23 18

Other -33 -96  -53

Total capital costs 520 471 506
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The profit centres
Banverket’s organisation is divided between purchaser 
(manager) functions and supplier (producer) functions. The 
operational area Production comprises the operations that 
are run by the Administration’s seven profit centres. The work 
performed by the units comprises surveys, design, project and 
construction management, railway engineering services, rail 
contracts as well as construction, operation and maintenance 
production within railway-specific areas. Additional services 
are provided within the areas of materials supply, telephony, 
training, network capacity for IT, telephony training and 
data processing. The units finance their operations through 
income earned on assignments that are commissioned, in the 
first instance, by the management units in the Administration. 
Several of the profit centres also conduct external commission 
operations. 

Banverket procures all new construction and conversion 
works, as well as design, on a competitive basis in accordance 
with the provisions of the Public Procurement Act. This means 
that operations conducted by Banverket Industrial Division 
and Banverket Consulting are entirely subject to competition. 
Operation and maintenance operations are partially procured 
on the same basis. This means that the Banverket Production 
is also partially exposed to competition. For these units, the 
financial conditions that apply are competitively neutral. All 
the units, including Banverket Telecom, Banverket Railway 
Training Centre and Banverket Materials Service operate 

external commission operations while Banverket IT is entirely 
focused on internal assignments

The management of Banverket’s profit centres takes place 
as far as possible under corporate forms. This means that in 
its management, Banverket demands returns that are on a 
par with the rest of the sector. Corporate forms also mean 
that the management is based on the system of regulations 
that applies for companies. They are therefore burdened with 
“tax” and provide a dividend. In order to achieve competitive 
neutrality, the social security contributions have during 2005 
been adjusted to the same level for Banverket Production and 
Banverket Industrial Division as for companies.

Income and expenditure account, balance 
sheet and key ratios for Banverket’s  
profit centres
Total net turnover for the profit centres decreased for the third 
year in succession and amounted to SEK 5 244 (5 305) million. 
The largest decrease is attributable to Banverket Industridial 
Division. Several units had smaller increases in turnover.  
The downswing in turnover is a result of stiffer competition, 
which has led to price pressure and a number of unsuccessful 
procurements. 

The proportion of turnover attributable to production costs 
has continued to decrease and now amounts to 86.5 (89.7) per 
cent, which led to an increase of SEK 160 million in gross profit 
despite the fact that turnover dropped. Administration costs 
have also decreased by SEK 25 million or 7 per cent. Table 25.

The balance sheet total has increased primarily as a result 
of an increase in fixed assets, including MobiSir train com-
munication installations, but also through an increase in trade 
debtors at year-end. Table 26.

The operating margin has improved even though the key 
ratio includes substantial individual variations.

Banverket Production, Banverket Consulting, Banverket 
Industrial Division and Banverket Telecom are publishing 
their own annual reports for 2005 in which the results and 
operations of the respective profit centres are reported and 
commented on in more detail. 

TABLE 25

Income and expenditure account for Banverket’s  
profit centres. SEK million
 2005 2004 2003

Net turnover 5 244 5 305 5 755

Production costs -4 538 -4 759 -5 233

Gross profit 706 546 522

Sales expenses -94 -91 -90

Administration costs -341 -366 -374

Items affecting comparability 0 0 0

Other 19 10 18

Operating profit 291 99 76

Net financial income/expense -67 -74 -73

Net profit for the year 224 26 3

PRODUCTION
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TABLE 26

Balance sheet for Banverket’s profit centres.  
SEK million
Assets 2005-12-31 2004-12-31 2003-12-31

Fixed assets 2 421 2 348 2 541

Stock and work in progress 537 510 536

Other current assets 1 155 913 1 078

Cash and bank 0 54 92

Total assets 4 113 3 825 4 247

Equity and liabilities   

Internal equity 1 195 1 349 1 425

Net profit for the year 171 66 10

Total equity 1 365 1 415 1 435

Allocations 32 39 50

Internal long-term loans 1 254 1 109 1 621

Other long-term liabilities 59 73 97

Current liabilities 1 403 1 188 1 042

Total liabilities 2 748 2 410 2 812

Total equity and liabilities 4 113 3 825 4 247

TABLE 28

Profit centre operations. SEK million
  External  Internal commissions Internal commissions Total
  commissions exposed to competition not exposed to competition
 2005 2004 2003 2005 2004 2003 2005 2004 2003 2005 2004 2003

Income  1 035 881 707 2 270 2 268 2 118 1 939 2 156 2 930 5 244 5 305 5 755

Expenditure  -949 -898 -685 -2 243 -2 213 -2 135 -1 761 -2 095 -2 858 -4 953 -5 206 -5 679

Result 86 -17 22 27 55 -17 178 61 72 291 99 76

Net fin. income/expense -10 -24 -28 -1 0 -1 -56 -49 -44 -67 -73 -73

Net profit/loss for the year 76 -41 -6 26 55 -18 122 12 28 224 26 3

TABLE 27

Key ratios
 2005 2004 2003

External commissions as a percentage of total, % 19.8 16.6 12.3

Internal commissions subject to competition, % 43.3 50.9 47.5

Operating margin, total, % 5.5 1.9 1.3

Operating margin, external commissions, % 8.2 -1.9 3.1

Return on capital employed, % 11.0 4.1 3.3

Return on equity, % 12.3 4.6 0.6

Equity/assets ratio, % 33.2 37.0 33.8

Investments, excluding telephony 
and infrastructure, SEK million 162 207 213

Investments in telephony and 
infrastructure, SEK million 46 69 89

Cash flow after investments, SEK million -257 521 271

No. of non-tenured employees at year-end 4 048 4 171 4 278

Key ratio definitions
Operating margin:  Operating profit/loss in relation to net turnover.
Return on capital employed:  Operating profit/loss plus net financial items in relation to average 
capital employed.
Capital employed:  Total assets minus non-interest-bearing liabilities.
Return on equity:  Net profit/loss for the year (after allocations and internal tax) in relation to 
average equity.
Equity/assets ratio: Equity in relation to balance sheet total.
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Banverket Production’s business areas are Service, Contracting, Machinery and 
Telecom. Although Banverket is the largest customer, Banverket Production also 
conducts commissions on behalf of Stockholm Transport (SL), the Öresund Bridge 
Consortium, Botniabanan AB, Fortum Värme and a number of local authorities, 
port authorities and contractors.

Despite the fact that Banverket has continued during 2005 to subject opera-
tion and maintenance on diff erent sections of line to competition, it has been 
possible for Banverket Production to increase its net turnover somewhat. The 
continued stiff  competition is forcing prices down. This applies to both Service 
and Contracting. The harsher competition is refl ected in the degree of tendering, 
which dropped to 56 (68) per cent. In return, Banverket Production has been 
awarded a number of commissions as sub-contractor for the projects that our 
competitors have won. 

During the course of the year, the tender submitted by Banverket Production 
for operation and maintenance of the West Coast Line and the Coast-to-Coast 
Line, which were won in competition, have been reviewed by the Swedish Com-
petition Authority. The tender was reported for suspected price dumping and 
exploitation of a dominant position. In its review, the Competition Authority 
found no support for the claim that prices had been dumped or that a dominant 
position had been exploited.

The lower margins that the price pressure has generated have been countered 
by attempts to force down costs and improve working methods through quality 
improvement work and improved operational management. The transition 
to individually calculated pension premiums that was made in 2005 led to a 
reduction in costs of SEK 20 million. In addition, the costs of social security contri-
butions have been lowered by SEK 43 million by adapting the percentage rates to 

the level that applies for the sector in general. 
Interest has increased in functionality-based contracts, which build on the 

idea that the contractor independently manages the upkeep of the installation 
on the basis of the agreed functionality. 

The Satisfi ed Customer Index has improved from 61 to 64, which was the 
target for 2005. Factors in SCI measurements with high grades were safety, fault 
correction and competence as well as co-operation and communication. Banver-
ket Production is quality certifi ed in accordance with ISO 9001:2000 and environ-
mentally certifi ed in accordance with ISO 14001:2004.

The operating margin amounts to 3.5 (1.9) per cent. The target for 2005 was 
1.9 per cent.

TABLE 30

Key ratios
  2005 2004 2003

Operating margin, % 3.5 1.9 -0.7

Return on capital employed, % 14.5 7.5 -0.7

Return on equity, % 9.1 6.8 -5.9

Equity/assets ratio, % 45.0 41.2 32.5

Capital employed, SEK million 683 664 956

Investments, SEK million 91 119 158

Cash fl ow after investments, SEK million 94 154 -106

Number of non-tenured employees at year-end 2 890 2 990 3 147

TABLE 29

Profi t centre operations. SEK million
  External Internal commissions Internal commissions Total
  commissions exposed to competition not exposed to competition
 2005 2004 2003 2005 2004 2003 2005 2004 2003 2005 2004 2003

Income  363 245 219 1 041 1 294 1337 1 332 1 161 1 329 2 736 2 701 2 885

Expenditure  -329 -239 -215 -1 028 -1 270 -1360 -1 282 -1 139 -1 330 -2 639 -2 648 -2 905

Result 34 7 4 14 24 -23 50 22 -1 97 53 -20

Net fi n. income/ expense -1 -1 -1 -2 -7 -5 -2 -6 -5 -5 -15 -11

Net profi t/loss for the year 33 6 3 12 17 -28 47 15 -6 92 38 -31
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Banverket Consulting conducts consulting activities with a focus on railway infra-
structure. Specialist competence is available within the areas of investigation, 
design, railway engineering services as well as within project and construction 
management. The operations span over all stages in the construction of railways, 
from early phases to management. The largest customers apart from Banverket’s 
regions were in 2005 Botniabanan AB, SWECO, Svensk Banproduktion, Saab Cont-
racting, and others. The idea of different types of co-operation project between 
engineering consultancies is becoming increasingly common min connection 
with the design of major infrastructure investments.

The market situation and capacity exploitation improved for the entire 
engineering consultancy sector in 2005. The order situation has been almost 
record-high in the case of those companies that position themselves towards 
infrastructure, energy and environment. The outlook for 2006 is also good. 
Competition has anyway meant that that hourly rates have stabilised but with a 
certain amount of variation. Billing levels, measured as billable time in relation to 
total time at work, increased to 73.4 (73.0). Customer satisfaction has dropped to 
7.2 (7.4) on a scale of ten.

The operating margin has developed positively and amounts to 10.3 (8.6) per 
cent, which exceeds the target for 2005 of 7.0 per cent.

The investments that have been made in competence development and 
tools/working methods have continued in 2005 at the same time as they have 
shown results. A variable salary addition, based on market-related goals, has 
burdened the result in an amount of SEK 9.7 (7.3) million.

TABLE 32

Key ratios
  2005 2004 2003

Operating margin, % 10.3 8.6 6.8

Return on capital employed, % 43.5 35.6 35.1

Return on equity, % 53.8 22.5 18.9

Equity/assets ratio, % 51.4 50.8 43.9

Capital employed, SEK million 116 103 120

Investments, SEK million 5 6 15

Cash flow after investments, SEK million -7 62 -1

Number of non-tenured employees
at year-end 461 464 459TABLE 31

Profit centre operations. SEK million
  External Internal commissions Internal commissions Total
  commissions exposed to competition not exposed to competition
 2005 2004 2003 2005 2004 2003 2005 2004 2003 2005 2004 2003

Income  56 41 36 394 399 473 0 0 0 450 439 509

Expenditure  -51 -39 -33 -353 -364 -441 0 1 0 -404 -402 -474

Result 5 2 3 42 35 32 0 1 0 46 38 35

Net fin. income/ expense 0 0 0 1 2 3 0 0 0 1 2 3

Net profit/loss for the year 5 2 3 43 37 35 0 1 0 48 40 38

Banverket Industrial Division conducts railway engineering contract works within 
the areas of new construction and railway renewal, as well as supplementary 
manufacture. The trend is towards the supply of turnkey railway systems. The 
manufacture of signal installa6tions and components for electrical systems is 
carried out in Nässjö. The operations are fully exposed to competition, although 
work in connection with Hurricane Gudrun has consisted of in-house orders 
from Banverket.

Hurricane Gudrun led to a high order level at the beginning of the year. The 
increasingly stiff competition during the spring led to the Banverket Industrial 
Division losing a number of competitive procurements which in turn resulted in 
a very low order level during the first six months of the year. During the second 
half of the year, the order situation improved but the target of achieving an ex-
ternal billing level of 74 per cent could not be fulfilled and the level ended up at 
72 (78) per cent. 

The lower turnover has in the first instance been countered by a considerably 
lower number of seasonally employed personnel, but in addition a series of other 
measures have been taken to cut costs and increase efficiency. During the course 
of the year, a major organisational change has been made in order to support 
increased customer orientation, process orientation and competence raising, and 
in particular within the areas of market, economy and project management. The 
transition to individually calculated pension premiums that was made during 
2005 meant a reduction in costs of SEK 3 million. In addition, the cost of social 
security contributions has been cut by SEK 6 million by adapting the percentage 

to the level that applies for the sector in general. A number of training courses 
have been run within the field of project management and the general project 
model that is in the process of being introduced. The year’s customer question-
naire survey indicates a downswing compared with the previous year to 3.2 
on a four-point scale. The Industrial Division is certified in accordance with ISO 
systems for quality and the environment. The majority of the year’s investments 
consist of a new track replacement train.

The result after financial items is still negative and amounts to SEK -20 (-12) 
million. This means that the owners’ demand for an operating margin in 2005 of 
1.7 per cent is not met.
TABLE 34

Key ratios
  2005 2004 2003

Operating margin, % -1.8 -1.0 -2.1

Return on capital employed, % -5.6 -3.5 -3.6

Return on equity, % -0.5 0.0 1.9

Equity/assets ratio, % 31.9 61.0 66.1

Capital employed, SEK million 307 330 341

Investments, SEK million 42 62 12

Cash flow after investments, SEK million -97 -77 -84

Number of non-tenured employees at year-end 374 381 347

TABLE 33

Income and expenditure account. SEK million
  External Internal commissions Internal commissions Total
  commissions exposed to competition not exposed to competition1

 2005 2004 2003 2005 2004 2003 2005 2004 2003 2005 2004 2003

Income  106 150 47 1 004 1 201 888 13 43 23 1 123 1 394 958

Expenditure  -101 -151 -43 -1 031 -1 205 -916 -10 -53 -19 -1 143 -1 409 -978

Result 5 -2 4 -27 -3 -28 2 -10 4 -20 -15 -20

Net fin. income/ expense 0 0 0 0 2 0 0 0 6 0 2 6

Net profit/loss for the year 5 -1 4 -27 -1 -28 2 -10 10 -20 -12 -14
1 The result is for commissions that were awarded before the operations were exposed to competition.
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Banverket Railway Training Centre is responsible for most of Banverket’s skills 
development and training within the rail sector. The Banverket Training Centre 
also sells courses to external customers. The principal markets are rail adminis-
trations, transport operators and contractors. 

The railway market, both railway authorities and railway operators, has during 
2005 been characterised by an extremely short planning horizon. This has led to 
problems for the training centre in connection with planning and implementing 
its training activities. 

Of the internal Banverket sales, 32 per cent are referable to the profit centres. As 
a consequence of the low demand, the work during autumn has been focused on 
adapting the operations to the lower level. 

The negative result has meant that is not been possible to achieve the target 
for 2005.

TABLE 38

Key ratios
  2005 2004 2003

Operating margin, % -3.3 -1.6 1.1

Return on capital employed, % -5.1 -2.9 2.9

Return on equity, % -14.1 -7.8 3.3

Equity/assets ratio, % 33.6 33.8 39.0

Capital employed, SEK million 36 38 29

Investments, SEK million 2 5 10

Cash flow after investments, SEK million -1 -10 -6

Number of non-tenured employees at year-end 61 68 67
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Banverket Telecom is responsible for the operation, management and investments 
in Banverket’s overall telecom infrastructure. The operations have two business 
areas: Telephony and Network Capacity.

The business area Telephony offers fixed telephony and MobiSIR (the railways’ 
GSM-R-system for train radio and mobile telephony). The company’s tasks also 
include administering the fixed telephony that is needed for the purpose of the 
railways’ operational and safety systems. During the course of the year, work 
has started on phasing out the present telephony along the track and signal 
telephony. The functions are being replaced by MobiSIR. The trend for other fixed 
telephony is also dipping. During 2005, the interest for MobiSIR increased among 
railway operators and engineering works contractors, and traffic has doubled 
compared with 2004. The number of applications in which MobiSIR is used for 
monitor, control and check purposes has increased significantly. During the year, 
MobiSir installations for a value of SEK 371 million have been taken over. 

The business area Network Capacity offers the data communication services 
that the railway sector needs in order for rail traffic to function safely and ef-
fectively. In addition, network capacity and wavelengths are sold to telecom ope-
rators, Internet service providers and large companies. Turnover for the business 
area has increased somewhat during 2005. 

Customers from outside Banverket accounted for SEK 247 (264) million or 
39 (43) per cent of the turnover. External sales have again been affected during 
2005 by the price pressure that is still being applied on network capacity.  

The improvement in result is largely a result of the fact that depreciation has 
decreased. The negative result for 2004 was burdened with extra write-downs of 
network equipment amounting to SEK 31 million.

The operating margin amounts to 19.1 (1.1) per cent. The target for the year 
was 8.0 per cent.

The cash flow after investments has been affected by the transfer of MobiSir 
installations amounting to SEK 371 (0) million. The availability of Banverket 
Telecom’s network is still very high, i.e. 99.8499 (99.9985) per cent.

TABLE 36

Key ratios
  2005 2004 2003

Operating margin, % 19.1 1.1 8.5

Return on capital employed, % 8.7 0.5 3.2

Return on equity, % 11.0 0.0 0.0

Equity/assets ratio, % 21.5 20.0 19.5

Capital employed, SEK million 1 539 1 301 1 596

Investments, SEK million 57 73 96

Cash flow after investments, SEK million -270 342 36

Number of non-tenured employees at year-end 118 111 109

TABLE 35

Income and expenditure account. SEK million
  External Internal commissions Internal commissions Total
  commissions exposed to competition not exposed to competition
 2005 2004 2003 2005 2004 2003 2005 2004 2003 2005 2004 2003

Income  247 264 260 0 0 0 394 350 348 641 613 608

Expenditure  -216 -298 -258 0 0 0 -303 -308 -299 -519 -606 -557

Result 31 -35 2 0 0 0 91 41 49 122 7 52

Net fin. income/ expense -9 -23 -27 0 0 0 -44 -31 -33 -53 -55 -60

Net profit/loss for the year 22 -58 -24 0 0 0 48 10 16 69 -48 -8

TABLE 37

Income and expenditure account. SEK million
  2005 2004 2003

Net turnover 57 62 63
- of which external commissions 24 27 25

Operating profit/loss -1.9 -1.0 0.7

Net financial income/ expense -0.4 -0.4 -0.9

Profit/loss after net financial income/ expense -2.3 -1.4 -0.2
- of which external commissions -0.5 -0.6 0.1
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Banverket IT was founded on 1 January 2005. At the same time, Banverket Data 
was dissolved. Banverket IT’s activities cover Infrastructure, Customer Service and 
Application Operation. That part of Banverket Data’s operations that concerned 
system development are now carried out within Head Office. 

Extensive work has been started in connection with customer orientation, 
which involves systematic efforts to create routines fir customer contacts and 
customer care, developing price models and setting prices, as well as routines for 
offers and agreements. During the course of the year, a large number of external 

consultants have been given notice. This measure has had a significant impact 
on the costs. Other substantial savings in costs have been made during the year. 

The business area Infrastructure is the largest of the areas and accounts for 
SEK 62 million. The turnover for Customer Service is SEK 51 million and for Appli-
cation Operation SEK 37 million.

Banverket IT has exceeded the owner’s expectations for 2005 with respect to 
business ratios and required return.

Bearing in mind the change in operations, no comparative figures are quoted. 

TABLE 40

Key ratios
    2005

Operating margin, %   20.7

Return on capital employed, %   193.8

Return on equity, %   137.6

Equity/assets ratio, %   53.7

Capital employed, SEK million   32

Investments, SEK million   9

Cash flow after investments, SEK million   7

Number of non-tenured employees at year-end   93

Banverket Materials Service is also responsible for the logistics flow from manu-
facturer to purchaser throughout the entire lifetime of the infrastructure. The 
external market comprises sales to contractors as well as to transport principals 
for other rail infrastructure such as the Bothnia Line and SL. 

The damage caused by Hurricane Gudrun led to an acute need for transport 
in order to replace damaged material. Together with special forces from both the 
client and suppliers, such as Banverket Materials Service, this could be done. 

A new business system has been acquired during the year. Running-in problems 
have led to a deterioration in supplier precision from 97 to 88 per cent. The rate 
of stock turnover amounts to 2.7 (2.6) times.

Since a number of contractors have entered the railway market, the external sale 
of materials is also increasing.

2005 is also characterised by price increases on copper and aluminium. Steel 
prices have stabilised on a high level. Current purchase agreements have meant 
that Banverket Materials Service has not been able to fully adapt its selling prices 
to the acquisition costs sufficiently quickly in purchase agreements. Further 
invoicing of late price adjustments has not been possible. These factors have 
affected the results for 2005.

The profit after financial items is SEK 6 (-6) million. The target for 2005 was 
SEK 18 million and an operating margin of 3.0 per cent.

TABLE 42

Business ratios
  2005 2004 2003

Operating margin. % 1.5 0.2 2.4

Return on capital employed. % 5.1 0.8 6.7

Return on equity. % 5.4 0.0 10.0

Equity/assets ratio. % 18.1 20.2 19.3

Capital employed. SEK million 314 326 350

Investments. SEK million 2 1 0

Cash flow after investments. SEK million 17 19 -25

Number of non-tenured employees at year-end 51 49 50

Annual Report 2005 47

TABLE 39

Income and expenditure account. SEK million
    2005

Net turnover   150
- of which external commissions   0

Operating profit/loss   31.0

Net financial income/ expense   -0.4

Profit/loss after net financial income/ expense   30.6
- of which external commissions   0

TABLE 41

Income and expenditure account. SEK million
  2005 2004 2003

Net turnover 1 035 997 932
- of which external commissions 244 154 121

Operating profit/loss 16 2 22

Net financial income/ expense -10 -8 -11

Profit/loss after net financial income/ expense 6 -6 12
- of which external commissions 12 11 9
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Commission operations
Banverket shall conduct external commission operations 
with a level of profitability that is comparable with the 
sector in general.
Feedback: Profitability for the profit centres in relation to the sector in 
general shall be reported.

Banverket’s profit centres are active within a number of 
sectors. The profitability has been assessed on the basis of 
comparisons of the profit margins in comparable sectors. The 
assessments are based on the information that is presented in 
annual reports and on Internet websites but are marred with 
a certain level of uncertainty. Banverket judges, however, that 
the goal as a whole has been achieved.

According to its instructions, Banverket may conduct cont-
racting, leasing and sales operations that are compatible with 
the duties of the Administration in general. Banverket may 
also carry out other assignments within the fields of track, 
electrical, signal and engineering that concern roads, railways, 
airports, harbours and other comparable areas. In countries 
outside the Nordic area, commission activities may only be 
carried on to a limited extent. 

In total, the revenue from the external commission opera-
tions has increased throughout the whole of Banverket. The 
increase in income from electricity sales reflects only those 
price increases that have been made on electricity during the 
course of the year. The increase in other external commissions 

refers to those works that Banverket carries out in connection 
with the construction of stations both for the City Tunnel 
in as well as the City Line in Stockholm. In this context, the 
employers are the respective county councils and local autho-
rities in these areas. Table 43, 44.

Export of services in external commission 
operations, 2005
In accordance with Paragraph 8 of the Export of Services 
Ordinance (1992:192) a separate account of exported services 
is given below. Table 45.

TABLE 43

Business volume, production and  
commission operations. SEK million
 2005 2004 2003

Income from profit centres’ internal 
commissions not exposed to competition  1 939 2 156 2 930

Income from profit centres’ internal 
commissions exposed to competition 2 270 2 268 2 118

Income from profit centres’ 
external commissions 1 035 881 707

Income from other external 
commission operations 1 278 963 861

Total business volume 6 522 6 268 6 616
- of which total income from profit centres 5 244 5 305 5 755

Total revenue for external commissions 2 313 1 844 1 568

TABLE 44

External commission operations. SEK million
 2005 2004 2003

Telecom services   

Income 247 264 260

Profit/loss 22 -58 -24

Contracting and consultancy operations   

Income 520 436 302

Profit/loss 43 6 10

Training activities   

Income 24 27 25

Profit/loss -1 -1 0

Materials supply   

Income 244 154 121

Profit/loss 12 11 9

Total external commission operations, profit centres   

Income 1 035 881 707

Profit/loss 76 -42 -5

Electricity sales   

Income 775 710 619

Profit/loss 0 0 0

Other external commissions   

Income 503 253 242

Profit/loss 0 0 0

Other external commissions   

Income 1 278 964 861

Profit/loss 0 0 0

Total revenue, external commission  2 313 1 844 1 568

Total result, external commissions 76 -42 -5

TABLE 45

Exported services. SEK million
 Income Expenditure Result1

 2005 2004 2003 2005 2004 2003 2005 2004 2003 

Contracting services 30 135 30 -38 134 42 -8 1 -12

Telecom services 19 18 20 -17 22 21 2 -4 -1

Other services 0 2 3 0 2 3 0 0 0

Total 50 155 53 -55 158 66 -6 -3 -13

1 Result = result after net financial income/expense

BANVERKET’S OPERATIONAL AREAS
PRODUCTION
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Administration
Under the appropriation for Administration, an account is 
given of the costs for management and the direct and indirect 
support that is needed if Banverket’s main operational areas, 
Sectoral Duties and Track Provision, are to be run effi ciently. 

Administration comprises management, service, fi nancial 
and personnel administration, short and long-term planning, 
and programme work. Furthermore, operational development, 
international work, standardisation, technical support and 
investigations at system level are included. Also included are 
follow-up and other work that is not directly attributable to 
the main operations. Table 46.

Since autumn 2003, work has been in progress on securing  
an effi cient and purpose-oriented administration. The 
proportion  of the overall operational volume represented by 
administration costs has decreased from 6.7 to 5.3 per cent in 
2005. Graph 7.

Co-operation between 
Banverket and Vägverket
Banverket and Vägverket have during 2005 continued to work 
on developing co-operation between the two administrations. 
The overall objective is, on the basis of the transport policy 
goals, to improve in a more effective way the preconditions 
for the transportation of citizens and the business community.  

The co-operation covers all activities but has focused on 
specially  important areas. 

An example of the co-operation is that parts of Route 45 
will be upgraded to a 4-lane highway at the same time as the 
Northern Link will be converted to double-track standard. 

TABLE 46

Administration, excluding the profi t centres.
SEK million
 2005 2004 2003

Sectoral Duties 12 15 17

Track Provision 730 742 731

Total administration 742 757 748

GRAPH 7

Administration costs in relation to operational volume. 
Percentage
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ACTIVITIES THAT CONCERN ALL AREAS

A commuter train crossing the old Årsta Bridge. The bridge 
underwent extensive renovation during autumn 2005. 

BANVERKET’S OPERATIONAL AREAS
ACTIVITIES THAT CONCERN ALL AREAS
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On a stretch of 22 km between Älvängen and Agnesberg, the 
construction works carried out by Banverket and Vägverket 
will have a significant impact on one another. The administra-
tions have therefore decided to set up a joint project organi-
sation in order to take advantage of co-ordination advantages 
and utilise available resources more effectively.

Quality improvement work
Banverket shall in accordance with its quality policy conduct 
its duties in a customer-oriented and efficient way, and with 
the right level of quality. Furthermore, the quality policy sti-
pulates that Banverket’s system for management and control 
shall be integrated, homogeneous and certifiable against the 
standards that are decided on by the Administration’s mana-
gement. During 2005, a large number of activities have been 
carried out with the intention of living up to the ambitions 
that are identified in the policy. 

Many of these can be referred to the strategic direction of 
Banverket’s operational development that indicates the impor-
tance of developing Banverget’s management capacity. This in-
cludes the initiation of a three-year development project with 
the aim that Banverket, by the end of 2008 has a common, 
process-based and certifiable management system. The foun-
dation for this has been laid during 2004–2005 in the form 
of an extensive inventory and development of Banverket’s 
processes. Also included in this context is the project entitled 
“Developed management capacity efficiency”, which during 
2005 has had the task of developing a model that gives the 
management better opportunities to steer Banverket’s efficiency 
development in an active, goal-oriented and systematic way. 

During the course of the year, measures have been taken 
to to secure the management of priority operational deve-
lopment projects. Approximately 300 project managers have 
been trained in the model adopted by the management for 
operational development projects. A modern and effective 
form of IT support for the work has been developed and will 
be implemented during spring 2006. 

Extensive efforts have been and will continue to be made 
for a number of years to customer-orient Banverket and 
its products still further. An important role in this work has 
been played by the extensive efforts being made to firmly 
establish the three common value words Responsible, Active 
and Professional. Among the efforts that have been made to 
customer-orient Banverket, mention can be made of the deve-
lopment projects Line-oriented track provision and Operative 
traffic control capacity, and the project directed towards 
customer service co-ordination Customer-oriented service 
authority. Banverket Traffic has during 2005 conducted a 
major review of its organisation with the aim of improving its 
chances of being able to contribute towards the quality as-

surance of Banverket’s products and services in a customer 
oriented and effective way. A project is in progress that is 
aimed at developing the Administration’s overall capacity to 
calculate, plan and conduct its investment projects. 

Goal-oriented work has been carried out during the year 
aimed at taking advantage of the potential that exists in the 
extended competitive procurement of railway-specific consul-
ting and contracting services. This work has been conducted 
both within Banverket’s in-house development projects as well 
as within the framework of development work together with 
external parties, e.g. FIA (Renewal in the Construction Sector) 
and the Council of Building Proprietors. Work is in progresss 
on establishing a common strategy for Banverket’s mainte-
nance operations.

Risk management
Work has been conducted during the course of the year on 
creating a uniform direction for Banverket’s risk management 
work. On the basis of Banverket’s integrated strategic plan, a 
strategy has been developed and a set of regulations drawn 
up that are adapted to this strategy. The strategy and the 
regulations will be adopted at the beginning of 2006. In ad-
dition, demands have been made for the individual reporting 
of completed risk management work as a compulsory part of 
the management and Board review. Furthermore, risk mana-
gement has been included as part of the project initiated in 
2005 for the implementation of a common integrated process-
based and certifiable management system. Measures have also 
been taken to develop Banverket’s internal insurance system 
into an actively preventive instrument in connection with risk 
management.

Banverket is responsible for operations with a high level 
of risk exposure. The large and growing investment volume 
involves risks of a technical and financial nature. The increase 
in traffic volumes, in itself positive, in combination with limi-
ted resources involves a risk that the availability and quality of 
tracks cannot be maintained. The risk acceptance level shall be 
low, and only conscious and considered risks shall be taken in 
the operations. Among other things, the Board of Banverket 
– as a step in the management of risks within the Adminis-
tration – has tasked the Director-General with reviewing the 
management of investment projects as well as operation and 
maintenance activities from a risk and cost point of view.

BANVERKET’S OPERATIONAL AREAS
ACTIVITIES THAT CONCERN ALL AREAS
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Personnel structure
At the end of 2005, a total of 6 503 persons, of whom 1 218 
women, were employed on a non-tenured basis at Banverket. 
This is a decrease from the same time last year of 32 persons. 
The largest reduction has been made within Banverket Pro-
duction. The largest percentage increase in the number of 
employees has occurred within the Track Regions and Head 
Office. Of the new recruitments during the year, 66 per cent 
were under the age of 40. Table 47.

The average age among Banverket’s employees is 46, which 
is an increase compared to 2004. The average age is 47 for 
men and 42 for women. Graph 8.

Competence provision
Banverket shall work for a long-term and sound provision 
of personnel with a level of competence that is commensu-
rate with the operations.
Feedback: Banverket shall report the extent to which its goal for compe-
tence provision has been achieved during 2004, the measures that have 
been taken and the gaols that are to be achieved in the Administration’s 
competence provision during 2005 and 2006–2007, respectively. The 
presentation of goals shall in the first instance be focused on the age 

structure of the personnel, distribution according to sex, mobility and 
the work of the Administration aimed at promoting ethnic and cultural 
diversity. The presentation shall be made for groups of employees within 
the three categories of competence management, core and support com-
petence if this is suitable. The goals for competence provision shall have 
a clear and unambiguous link with the Administration’s goal for the 
operations, current competence provision and assessment of the labour 
market situation. The goals shall be concrete and possible to follow up.

Goal achievement 2005
Competent employees
Banverket has during 2005 continued with a focus on deve-
loped personnel. As part of this work, a programme has been 
started for Banverket’s staff and management development. 
The programme is a common starting point for Banverket’s 
staff and management development and a means of providing 
competence. The programme includes compulsory intro-
ductory training for new employees. The training has been 
conducted in four sessions during 2005. Owing to the large 
number of employees, there has been a considerable demand 
for places. The programme includes a number of development 
activities for Banverket’s managers. The aim is to strengthen 
the common ground for good management and leadership 
within Banverket.

Developing the Administration’s attraction as an employer 
is important for Banverket’s competence provision. In 2005, 
Banverket was the most popular authority among technolo-
gists and graduate engineers according to Företagsbarometern 
(Corporate Barometer). Among technologists, Banverket oc-
cupied 30th place, which is the highest ranking among aut-
horities and is a substantial increase compared with the 59th 
place it occupied the year before. Among graduate engineers, 
Banverket is ranked even higher, in 17th place. The students 
interviewed associate Banverket with, among other qualities, 
“success on its market”, “a good reputation at my school” and 
“exciting products and services”. Banverket is also considered 
to be able to offer a variety of work tasks, project-based work, 
secure employment and duties that involving an increasing 
level of challenge. It is primarily students within civil enginee-
ring and environmental planning and design engineering who 
are attracted by future employment with Banverket. A third of 
the students are women.

The most recent employee questionnaire survey for the 
whole of Banverket was conducted in 2004 and the next 
one is planned for 2006. A group of representatives for both 

Personnel
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TABLE 47

Key ratios
 2005 2004 2003

Non-tenured employees (average) 6 520 6 583 6 544
- of whom women  19 % 18 % 17 %

Temporary employees (average)  265 330 358

Total number of employees (average) 6 785 6 913 6 902

New employees 204 197 370
- of whom women 34 % 33 % 26 %

Proportion of staff departures 3.6 % 4.3 % 3.0 %

GRAPH 8

Age structure
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employers and employees has evaluated the work with the 
questionnaire for 2004. The outcome will be a basic starting 
point for the structure of Employee Questionnaire -06.

Banverket’s change management project Skrädderiet (The 
Tailors) has during 2005 provided extensive support for 105 
individuals in need of rehabilitation. Most of them have long 
periods opf sick leave behind them, which means that reha-
bilitation is often a complex and lengthy process. Of the 105 
people concerned, 78 have through various measures had 
their situations changed. Thirty-seven of them have returned 
in some form of employment, 26 have been granted sickness 
benefit and 15 have terminated their employment by being 
given notice or going into retirement. A total of 27 individuals 
required further support at the end of 2005, beginning of 2006.

Important developments in the area of  
working environment
A revised personnel and working environment policy came 
into effect on 1 September 2005 as a result of Banverket’s 
investment in work aimed at developed personnel.

Banverket and the employee organisations have decided 
jointly to try within a period of three years to reduce sick 
leave by means of increased involvement and a better working 
environment. The development council has granted funds 
for this purpose within the council’s programme called “Satsa 
Friskt” (Invest in Your Health). The work is being conducted  
in project form with a budget of SEK 25 million for the  
three years.

Banverket’s working environment course has been supple-
mented by an advanced course called Psychological Crisis 
Support and Discussion. The target group is composed of 
supervisors and managers. The purpose is to increase their 
capacity to plan crisis support and conduct psychologically 
supportive dialogues in connection with serious incidents.

A handbook on change management work has been 
produced which takes up the demands that are made in legis-
lation and at the same time promotes a psychosocially sound 
working climate.

Equality and diversity
Banverket shall endeavour to create a balanced distri-
bution of power and influence between women and men. 
Banverket shall report the proportion of women and men 
at different levels within the authority’s operations and 
planned measures to achieve a more balanced distribution.

Banverket has during 2005 increased the proportion of 
women by one percentage point to 19 per cent. The propor-
tion of women in managerial posts remains the same as the 
previous year, i.e. 15 per cent. The proportion of women who 
are managers is 5.3 per cent and the proportion of men who 
are managers 7.1 per cent. On average, 3.5 per cent of women 
employees are on parental leave of absence compared to 0.7 
per cent in the case of male employees 

Banverket’s management group consists of 15 persons, 
three of whom are women. Banverket’s Board of Directors 
consists of nine persons, including the Director-General, four 
of whom are women. 

During 2005, Banverket has encouraged work in connec-
tion with greater diversity in connection with ethnicity. For 

example, Head Office has employed trainees with a foreign 
background and academic education. This has taken place 
in co-operation with the labour exchange and a university 
project. Advertisements for vacant posts at Banverket contain 
the message that Banverket promotes diversity among its 
employees.

Healthy staff
Sick leave within Banverket has decreased by 0.7 percentage 
points in comparison with 2004 and is now 3.8 per cent for 
2005. It is above all the sick leave beyond the 14th day that 
has decreased. The sick leave among both men and women 
is decreasing. Banverket has during 2005 continued work on 
its rehabilitation model which is aimed in the first instance 
at making it possible for staff on sick leave to return to work. 
Table 48.

The proportion of long-term healthy staff (no sick days in 
two years) at Banverket has increased to 36.8 per cent. This is 
an increase of just over one per cent from 2004. The propor-
tion of long-term healthy staff, as in previous measurements, 
is highest for the manager group (54 per cent) followed by the 
male group (38 per cent) and the female group (26 per cent). 
Banverket’s efforts to promote good health and prevent illness 
continue as part of the activities in connection with the wor-
king environment and keep-fit activities. During 2005, several 
of Banverket’s units have been awarded health diplomas and 
a number have conducted follow-ups of their health profiles, 
which have shown positive results

Goals for 2006–2008
The long-term goal for Banverket’s personnel work is that 
Banverkets shall be the good workplace. This means that 
Banverket shall have the right competence and offer a good 
working environment. The goals for 2006-2008 are based on 
the long-term goal and critical success factors for achieving 
this goal are: 
• Competent employees
• Equality and diversity
• Developed leadership
One result goal is that at least 80 per cent of Banverket’s 
personnel shall have a documented personal development 
plan by the end of 2006. Furthermore, at least 80 per cent of 
the planned measures in Banverket’äs equality and diversity 
plan shall be implemented during the course of the current 
year. Finally, all units shall be on at least the target value for 
leadership in the employee questionnaire for 2006.

TABLE 48

Sick leave. Per cent
Sick leave  2005 2004

Total  3.8 4.5
- of which long-term (60 days or more)  46 59

Women  4.4 6.2

Men  3.7 4.1

Employees aged < 29   2.1 2.6

Employees aged 30–49   3.1 3.3

Employees aged >50   5.5 7.0
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Financial comments 
Financing
Banverket’s operations are for the most part financed by 
Government appropriations and otherwise by loans, fees and 
grants as well as balanced surplus from external commission 
operations during previous years. 

Operations were financed during 2005 to 71 (65) per cent 
by appropriations. Appropriation utilisation during the year is 
approximately two per cent lower than the appropriations that 
were granted for the year. 

Loans have been taken up in order to finance investments 
in own production facilities and railway investments. Net 
borrowing during the year amounted to SEK 504 million. 
Those loans that have been taken up shall be essentially repaid 
by appropriations. 

Ongoing activities
Ongoing activities in the form of sector and track provision 
operations have during the year utilised SEK 4 617 million in 
appropriation funds, which is more or less unchanged compared 
with the previous year. These operations have otherwise been 
mainly financed by track charges amounting to SEK 479 million, 
which is also basically an unchanged level compared with the 
previous year. 

The year’s income and result in external commission opera-
tions can be seen from the table below together with track 
charges. The table is presented in accordance with the appro-
priations document layout. Table 49.

The overall result for the year means a surplus of SEK 76 
million. The surplus comes from largely all service areas. The 
surplus brought forward in external commission operations 
amounted at the beginning of the year to SEK 33 million. 
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The surplus for the year will be settled, whereby the surplus 
brought forward will amount to SEK 109 million.

Investments in railway infrastructure
Investments in railway infrastructure have been financed to 
SEK 5 986 million with appropriation funds. Included in this 
is an appropriation settlement of earlier loan-financed invest-
ments amounting to SEK 379 million. Loan financed invest-
ments have also been made in an amount of SEK 2 164 million.

External contributions to investments have primarily been 
for investment projects for construction of the City Tunnel  
in Malmö.

Financial position
Assets
During the course of the year, a total of SEK 7 940 (7 373) 
million has been invested in rail infrastructure. The value 
of rail infrastructure completed during the year amounts to 
SEK 3 237 million, which is on a level with the previous year. 
Depreciation and write-downs amount to SEK 2 657 (2 664) 
million, of which SEK 1 913 million consists of depreciation 
on infrastructure financed externally and by appropriations. 
The latter is included in the net change in capital for the year.

The book value for production facilities (buildings, and 
machinery and equipment) is largely unchanged compared 
with the previous.

The reported credit balance on Banverket’s interest account 
with the National Debt Office amounts to SEK 389 million. 
The available credit facility has therefore not been utilised. 

Liabilities, allocations, undertakings and risks
Credit from suppliers has increased by SEK 203 million 
primarily because of the continued growing volume of on-
going railway investments.

The long-term borrowing from the National Debt Office 
has increased by SEK 504 million. A loan for an investment 
project specially earmarked by the Government has been 
taken up in an amount of SEK 779 million. Loans for other 
investments have been taken in an amount of SEK 1 051 
million. Borrowing from the National Debt Office amounted 
at year-end to a total of SEK 13 179 million, which is within 
the available borrowing framework of SEK 15 000 million.

A calculated demand for a capital contribution to Svedab has 
during the year increased other liabilities reported by SEK 
216 million. This capital increase shall be made by a payment 
commitment and not be accounted as appropriation but be in-
cluded in the change in capital for the year. The year’s increase 
in liabilities includes the fact that a capital contribution in cash 
of SEK 85 million that was paid out earlier was replaced by a 
payment commitment. 

Allocations have been made during previous years for the 
future payment of salaries and pensions to personnel who 
have been offered early retirement. During the year, an alloca-
tion has been made for partial pensions. Previous allocations 
have been reduced in as payments have gradually been made.

Allocations made for measures to be taken in connection 
with contaminated land have been increased by SEK 49 
million to SEK 229 million

According to the current agreement, Banverket’s appropri-
ation from and including operational start-up of the Bothnia 
Line will be burdened with leasing charges for the line. 

Operations in company form
Together with other stakeholders, Banverket holds shares in 
two limited companies: Svensk-Danska Broförbindelsen AB 
(Svedab) and A Banan Projekt AB (A-Banan) and is the sole 
owner of Tunnelpersonalen i Malmö AB. In addition, Banverket 
is part-owner of Skandfast Ett HB.

Tunnelpersonalen i Malmö AB
Banverket administers 100 per cent of the shares in Tunnel-

personalen i Malmö AB.The company’s main task is, for the 
purpose of the City Tunnel Project, to provide personnel, 
material and equipment and to lease premises. 

Svensk-Danska Broförbindelsen AB (Svedab)
Svedab is owned by the state. The shares are administered 
by Banverket and the Swedish National Road Administration 
(Vägverket) who each have a 50 per cent holding. The task 
of the company is to manage Swedish interests in the 50 per 
cent-owned Öresund Consortium. The operations consist 
of financial group and corporate management as well as the 
operation and maintenance management of the Swedish road 
and rail links to the Öresund Bridge. 

Financing of the Öresund Bridge has been secured by  
loans that are guaranteed by both the Swedish and Danish  
governments

TABLE 49

Operations in which income from charges is utilised
   2005
 Acc./deficit Income Costs Surplus/deficit Acc./deficit
 2004-12-31 Calculated Results Calculated Results Calculated Result 2005-12-31

Track charges 0 487 479 487 479 0 0 0

Commission operations        

Telecom services -39 272 247 272 225 0 22 -17

Contracting and consulting services 38 385 520 370 477 15 43 81

Training 7 24 24 22 25 2 -1 6

Materials service and IT 27 90 244 84 232 6 12 39

Electricity sales 0 620 775 620 775 0 0 0

Facilities Management 0 40 26 40 26 0 0 0

Other – 120 477 120 477 0 0 0

Total commissions 33 1 551 2 313 1 528 2 237 23 76 109
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During the initial years, after the Öresund Bridge had become 
operational, Svedab reports a major deficit owing to the fact 
that road and rail revenues do not yet cover the costs of depre-
ciation and financial expense.

According to a Government decision from 2001, Svedab’s 
deficit shall be covered by shareholders’ contributions. The 
shareholders’ contribution and interest shall be given in the 
form of payment commitments. The shareholder’s contri-
bution shall be made to 50 per cent each by Banverket and 
Vägverket. 

Svedab’s demand for a capital contribution has for 2005 
been calculated to be some SEK 180 (220) million. To this shall 
be added interest, which for 2005 has been calculated to be 
SEK 53 (47) million. For 2006, a deficit is budgeted for Svedab 
of approximately SEK 165 million. Banverket’s share is 50 per 
cent. In total, Banverket’s share of the owner contributions, 
including interest, is calculated to amount to SEK 911 (781) 
million at the end of 2005.

Traffic on the bridge continues to increase. Almost 5 million 
vehicles crossed the Öresund Bridge in 2005, which is an 
increase of 15 per cent. For the fourth year in succession, the 
Öresund Bridge reports an increase in road traffic of over 10 
per cent. The Bridge Pass that was introduced at the beginning 
of the year has proved to be a sales success and some 70 000 
private customers now use the Bridge Pass. Rail traffic also 
continues to increase, and during 2005 some 6.3 (6.2) million 
passengers travelled on Öresund trains.

A-Banan Projekt AB (A-banan)
A-Banan Projekt AB (A-Banan) is an associated company. The 
shares in A-Banan are held to equal amounts by Banverket 
and the Civil Aviation Administration (Luftfartsverket). A-
Banan has from A-Train AB (A-Train) procured the construc-
tion, operation and financing of a rail connection between 
Stockholm Central Station and Stockholm Arlanda Interna-
tional Airport, the so-called Arlanda Line. On its completion, 
the facility was transferred to A-Banan, which in turn leases 
it to A-Train. As payment, A-Train has been granted the right 
to operate airport shuttle services between Stockholm Central 
Station and Arlanda Airport until 2040, for as long as contrac-
tual services are maintained. A-Train runs the services under 
the name of Arlanda Express.

A-Banan is tasked with monitoring the Government’s rights 
and responsibilities according to the Arlandabanan Project 
Agreement (the Project Agreement) and, once the Arlanda 
Line has been finished, to follow and monitor operation of the 
airport shuttle and operations in general on the Arlanda Line. 
Other duties include taking part in developing rail services to 
and from Arlanda Airport and, in consultation with Banverket, 
monitoring the question of an integration of traffic on the 
Arlanda Line. A-Train is required to provide certain services 
and, in accordance with a special agreement, to participate in a 
co-ordinated procurement procedure under the management 
of A-Banan for the distribution of service rights, provided 
that A-Train receives reasonable remuneration and that the 
airport shuttle traffic is not significantly restricted. In addi-
tion, A-Banan is tasked with following up repayment of the 
Government’s conditional loan. The shares in A-Train have in 

2004 been taken over by the Macquarie Bank Limited, which 
has set up a Swedish limited company MEIF Stockholm AB, 
the purpose of which is to own shares in A-Train.

Since A-Banan has limited capital, Banverket and the Civil 
Aviation Administration have issued an unlimited liquidity 
and capital coverage guarantee to the benefit of A-Banan. 
This undertaking is based on a Parliamentary decision 
communicated to the Administrations in the official document 
on appropriations. A portfolio management and business co-
operation agreement has been entered into between Banverket 
and the Civil Aviation Administration. By collecting under A-
Banan the contractual rights and obligations that the Govern-
ment has in the project, the Government’s risk exposure will 
be managed by the company. The commercial and technical 
risks associated with the project are, according to the Project 
Agreement, borne entirely by A-Train. Banverket’s risk in the 
project consists of measures by A-Banan or by the Adminis-
tration itself that have an influence on the operations and that 
Banverket, as the owner of A-Banan, can be indirectly affected 
by problems in connection with the project. 

Through a so-called back-to-back-agreement with 
Banverket, the Civil Aviation Administration and the public 
utility SJ, A-Banan has secured the Government’s underta-
king in the project. Rights and obligations pursuant to the 
back-to-back-agreement have been transferred to the Project 
Agreement.

If A-Train fails to fulfil its obligations and the company’s 
lender does not utilise the so-called step-in right, A-Banan 
shall take back right of disposition over the railway infrastruc-
ture and the service rights on the state track infrastructure. A-
Banan is entitled and under certain circumstances obliged ?? 
to take over six of the seven trains that are used for the airport 
shuttle services. There is no such contractual liability in the 
case of the seventh train.

The new Railway Act, which came into force on 1 July 
2004, means significant changes in the Swedish railway market. 
The Act could have consequences for the Project Agreement 
and the chances for A-Banan to carry out its traffic policy 
assignment. A-Banan has applied to the Swedish Rail Agency 
for a permit to act as infrastructure manager for the Arlanda 
Line with the task of granting service rights, distributing capa-
city and setting prices for the use of the line.

In accordance with the Parliamentary decision as a conse-
quence of the National Audit Office’s report, A-Banan Projekt 
AB has made a supplement to its Articles of Association that 
clarifies which social interests the company is tasked with 
fulfilling.

Skandfast Ett HB
Banverket has a five per cent holding in the trading company 
Skandfast Ett HB. The task of the company is to manage the 
property that Banverket leases for the operations of its Head 
Office in Borlänge. 
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FINANCIAL ACCOUNTS
INCOME AND EXPENDITURE ACCOUNT

SEK thousand 2005 2004

Income from operations  
Income from appropriations (Note 1) 4 617 829 4 671 874
Income from fees and other payments (Note 2) 3 050 855 2 544 913
Income from grants 94 132 305 298
Financial income (Note 3) 19 509 24 231

Total (Note 4) 7 782 325 7 546 316
  
Costs of operations  
Staff costs (Note 31) 3 414 868 3 420 959
Costs of premises (Note 25) 174 186 162 053
Other operating costs  2 852 991 2 518 382
Financial expenses (Note 3) 473 180 424 536
Depreciation and write-downs (Note 5)  2 657 088 2 667 840

Total  9 572 313 9 193 770
  

Result of operations -1 789 988 -1 647 454

  

Result of participations in associated companies (Note 14) -118 347 -157 822

  

Fees collected  
Income from fees, etc. and other income that is not disposed of by the Administration (Note 6) 211 946 45 430
Funds from fees collected that are forwarded to the Government budget -211 946 -45 430

Balance 0 0
  

Transfers  
Funds from the Government budget for the financing of grants (Note 1) 931 146 255 539
Grants paid -931 146 -255 539

Balance 0 0
  

Net change in capital for the year (Note 7) -1 908 335 -1 805 276

Income and expenditure account
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FINANCIAL ACCOUNTS
BALANCE SHEET

SEK thousand 2005-12-31 2004-12-31

ASSETS  
Intangible assets  
Capitalised expenditure for computer programs (Note 8) 41 319 31 663

Total intangible assets 41 319 31 663

Tangible assets  
Rail infrastructure, buildings, land and other real property (Notes 5 and 9) 64 266 031 63 472 469
Improvement expenses for other party’s property (Note 10) 29 703 28 420
Machinery, equipment, installations, etc. (Note 11) 703 238 717 433
New construction in progress (Note 12) 20 347 024 15 951 572
Contingency assets (Note 13) 1 206 2 003
Advances on tangible assets 1 205 279 638 859

Total tangible assets 86 552 481 80 810 756

Financial assets  
Participations in associated companies (Note 14) 12 387 12 387
Other long-term securities (Note 14) 5 5
Other long-term debtors (Note 14) 8 834 8 388

Total financial assets 21 226 20 780

Stocks  
Stocks and stores (Note 15) 454 074 374 697
Work in progress (Note 16) 37 339 25 173
Advances to suppliers 19 405 24 922

Total stocks 510 818 424 792

Receivables  
Trade debtors 832 639 578 008
Amounts owed by other authorities 366 598 368 660
Other receivables -1 043 9 902

Total receivables 1 198 194 956 570

Accruals  
Prepaid expenses 174 150 155 143
Accrued grant income 3 037 1 482
Other accrued income 228 224 213 494

Total accruals 405 411 370 119

Settlement of account with Government (Note 17) 24 162 352 896

Cash and bank
Balance on interest account with National Debt Office (Note 18) 389 621 1 050 556
Cash, postal giro and bank 22 548 5 688

Total cash and bank 412 169 1 056 244

TOTAL ASSETS 89 165 780 84 023 820

CAPITAL AND LIABILITIES
Banverket capital  
Government capital 73 042 584 68 871 121
Earnings brought forward from associated companies -790 095 -620 562
Change in capital brought forward 32 576 64 748
Net change in capital for the year -1 908 335 -1 805 276

Total Banverket capital 70 376 730 66 510 031

Provisions 
Pension provisions 20 115 24 908
Other provisions 321 900 288 472

Total provisions 342 015 313 380

Liabilities, etc.  
Loans from the National Debt Office (Note 22) 13 179 000 12 675 601
Other loans 412 549 82 000
Amounts owed to other authorities 368 065 329 935
Trade creditors 1 760 958 1 557 200
Other liabilities (Note 23) 1 379 799 1 135 385
Advances from clients and customers 40 548 26 481

Total liabilities, etc. 17 140 919 15 806 602

Accruals  
Accrued expenses 1 304 971 889 532
Unutilised grants 12 76 002
Other deferred income 1 133 428 273

Total accruals 1 306 116 1 393 807

TOTAL CAPITAL AND LIABILITIES 89 165 780 84 023 820

Contingent liabilities   
Guarantee commitments (Note 24)  
Capital adequacy guarantee A-Banan Projekt AB  
Guarantee for loan raised by Skanndfast Ett HB with SPINTAB 184 901 183 901

Balance sheet
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FINANCIAL ACCOUNTS
APPROPRIATION ACCOUNT

SEK thousand  

  Transfer Allocation Total Net Transfer
  amount as per disposable costs amount
  brought letter of amount  carried
  forward appropriation   forward
  05-01-01 (Note 27)   05-12-31
  (Note 26)    (Note 28)

22 36:3 Banverket: Administration (frame) 50 832 762 127 812 959 735 978 76 981

 1 Banverket (frame) 50 832 762 127 812 959 735 978 76 981

22 36:4 Banverket: Track Provision and  
 Sectoral Duties (frame appropriation) 16 129 10 839 843 10 855 972 10 582 102 273 870

1  Exercise of public duty (frame) 11 011 7 000 18 011 5 489 12 522
 1:1  Railway Inspectorate (frame) 5 769  5 769 0 5 769
 1:2  Establishment of timetable and railway plan (frame) 5 242 7 000 12 242 5 489 6 753
2  Grant to Inland Line and     
  Öresund Bridge Consortium (frame) 8 550 384 000 392 550 363 466 29 084
3  Sectoral Duties (frame) 5 594 184 000 189 594 171 318 18 276 
4  Track Provision (frame) -9 026 10 264 843 10 255 817 10 041 829 213 988
 4.1  Investments in national plan (frame) 27 606 5 075 843 5 103 449 5 220 791 -117 342
 4.3  Operation, maintenance and traffic control (frame) -475 527 4 296 000 3 820 473 3 643 940 176 533
 4.4  Interest and repayment of loans (frame) 438 895 893 000 1 331 895 1 177 098 154 797

22 36:5 Payment to Statens järnvägar for 0    
(2003) costs in connection with dividend 0    
 from AB Swedcarrier, etc. 1 380 0 1 380 1 380 0

2  Banverket title registration cost (frame) 1 380 0 1 380 1 380 0

22 36:5 Financed support from EU budget     
 for Trans European Network (frame) 93 948 124 250 218 198 211 946 6 252

1  Banverket (frame) 93 948 124 250 218 198 211 946 6 252

 Total all appropriations (Note 30) 162 289 11 726 220 11 888 509 11 531 406 357 103

Income headings
6511 Grant to Trans European Network (Note 6)     211 946 

Appropriation account
Presentation of appropriations

SEK million   

  Input Outstanding                     Distribution of outstanding undertakings per year   
  undertaking undertaking     
  2005 05-12-31 2006 2007 2008 2009–

Appr. 36:4
- external undertakings 13 686.0 14 554.1 4 212.2 3 443.9 2 426.0 4 472.0
- internal undertakings 1 693.2 2 004.4 944.9 551.9 370.9 136.7

Loan
- external undertakings 767.6 1 917.5 1 033.1 587.6 234.1 62.7
- internal undertakings 97.8 312.7 213.0 85.2 14.5 0.0

Total 16 244.6 18 788.7 6 403.2 4 668.6 3 045.5 4 671.4

The above account is for undertakings corresponding to the authorisation that was awarded to Banverket in the Government letter on appropriations. In addition there are undertakings in the 
form of future interest payments for loans and the repayment of loans. Future interest payments have been calculated at SEK l 7 623 million. The outstanding debts at year-end amount to SEK 
13 179 million.

Presentation of authorisation
Allocated authorisation frame on Approp. 36:4 Track Provision and Sectoral Duties (note 27, 29) 25 000 SEKM

Financial status

The burden on Appropriations 22 36:4 and 22 36:3 is less than the 
ceilings of SEK 10 840 million and max. SEK 225 million of any transfer 
amount and SEK 762 million, respectively, that is specified in the official 
document on appropriations for 2005. 

Banverket has financed Government grants for regional rail vehicles 
to an amount of SEK 706.7 million.

Banverket has paid SEK 2 747 000 to the National Swedish Board of 
Accident Investigation from Appropriation 22 36:4 ap1.2, which falls 
within the scope of SEK 3 300 000 that is specified in the official docu-
ment on appropriations. 

A grant of SEK 108 million has been paid to Inlandsbanan AB. A pay-
ment of SEK 255 million has been made to the Öresund Consortium. 
These payments fall within the scope of Appropriation 22 36:4 2.

Banverket has burdened Appropriation 3 Sectoral Duties with costs 
for the Swedish Railway Museum.

Banverket has financed BIC the external operations SEK 700 000 that 
is specified in the official document on appropriations.

Banverket has made investments in the capillary network of SEK  
2 916 000 which are within the scope specified in the official document 
on appropriations.

Banverket has burdened Appropriation 22 36:4 4.1 with costs for the 
City Tunnel in Malmö and Government grants for regional public trans-
port and regional rail vehicles.

Banverket’s at the end of 2005 is as follows (see also account, Note 22).

Loans from local authorities and individuals for the financing of rail-
way infrastructure have been raised and repaid in accordance with the 
conditions specified in the official document on appropriations for 2005.

The utilisation of disposable appropriation credits is reported in  
Note 28.

(SEK million) Loan Frame

Interest account credit 0 1 120

Loan frame, fixed assets 800 1 000

Loan frame, other credits 12 379 14 000
- of which priority investments projects 1 059 1 500
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FINANCIAL ACCOUNTS
STATEMENT OF SOURCE AND APPLICATION OF FUNDS

SEK thousand 2005 2004

OPERATION   
Expenditure -6 915 225 -6 525 930

Financing of operation  
Income from appropriations 4 617 829 4 671 874
Income from fees and other payments 3 050 855 2 544 913
Income from grants (Note 34) 46 315 71 782
Other income 19 509 24 231

Total funds allocated for the financing of operation 7 734 508 7 312 800
Increase (-) in stock -79 377 11 258
Increase (-) in current debtors -283 564 10 353
Increase (-) in current liabilities 653 513 400 303

Cash flow from operation 1 109 855 1 208 784

   
INVESTMENTS   
Investments in financial assets -446 1 398
Investments in tangible assets -8 388 316 -7 505 632
Investments in intangible assets -20 153 -15 132

Total investment expenditure -8 408 915 -7 519 366

Financing of investments
Loans from National Debt Office 1 829 993 2 573 292
- repayments -1 326 594 -800 000
Increase in Government capital with funds from Government budget 5 886 061 4 240 423
Grants provided for the purpose of investments (Note 35) -63 210 233 516

Total funds provided for the financing of investment operations  6 326 250 6 247 231

Cash flow for investments -2 082 665 -1 272 135

   

FEES COLLECTED 
Income from fees, etc. and other income not disposed of by the authority 211 946 45 430
Funds paid in as fees collected 211 946 45 430
Funds added to the Government budget for the financing of grants -211 946 -45 430

Cash flow from fees collected 0 0

   

TRANSFERS   
Grants paid -931 146 -255 539
Payments to transfers -931 146 -255 539

Financing of transfers
Funds received from Government budget for financing of transfers 931 146 255 539

Total funds added for the financing of transfers 931 146 255 539

Cash flow from transfers 0 0

CHANGE IN LIQUID ASSETS -972 810 -63 351

SPECIFICATION OF CHANGE IN LIQUID ASSETS  
Liquid assets at beginning of year 1 409 140 1 472 493
Increase (+) in cash and postal giro 14 -2 193
Decrease (-) in National Debt Office balance -660 936 -174 169
Increase (+) in bank balance 16 845 -12 450
Decrease (-) in amounts owed by the Government -328 734 125 461

Total change in liquid assets -972 811 -63 351
Liquid assets at year-end 436 329 1 409 142

Statement of source and application of funds 
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FINANCIAL ACCOUNTS
SUMMARY OF KEY FIGURES

SEK million 2005 2004 2003 2002 2001

Loan facilities, National Debt Office   

Loan facilities granted 15 000 13 080 12 321 10 020 9 155
Loan facilities utilised, accumulated 13 179 12 676 10 902 9 236 8 318

Overdraft facilities at National Debt Office
Overdraft facilities granted 1 120 780 770 777 739
Maximum overdraft facilities utilised during the year 84 44 116 239 55

Interest account
Interest expense 15 2 17 0 0
Interest income 15 14 28 37 19

Fee income
Income not disposed of by Banverket 0 0 0 0 0
Income disposed of by Banverket 3 051 2 545 2 763 2 060 1 992
Income as per budget in official document 2 038 1 934 1 960 1 615 1 574

Appropriation credit
Appropriation credit granted 1 084 825 690 716 660
Appropriation credit utilised 0 9 0 29 288

Balance carried forward 357 162 316 136 372

Provision for future expenditure1 18 789 16 245 11 621 3 807 1 458

Total allocated authorisation 25 000 22 000 13 700 6 300 6 300
     

Employees
Man-years 6 333 6 324 6 053 5 949 6 055
Average number of employees (incl. project staff) 6 545 6 617 6 572 6 445 6 509
Operating expense/man-year 2 2.3 2.1 2.0 1.8 1.5

Net change in capital for the year -1 908 -1 805 -1 284 -1 949 -1 846

Change in capital carried forward 33 65 73 115 104

1  Information on undertakings has from 2002 been arrived at through stock-taking. In the past only standard calculations have been presented, which are not comparable with the figures 
arrivedv at through stock-taking.      

2 Operating expenses based on operating volume as per the Results for the year section, net of depreciation, financial expenses and transfers. 

Summary of key figures
Information as per Chapter 2, Section 4 of the Ordinance (2000:605) on public authority annual reports and budget documents. 
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FINANCIAL ACCOUNTS
NOTES

Accounting principles
General
Banverket’s annual accounts have been prepared in accordance with the ordinance 
on annual accounts and budget documentation (2000:605), the ordinance on the 
accounting of public authorities (2000:606) and the exemptions from EA regula-
tions granted by the Government in the official document placing appropriations 
at the disposal of Banverket for 2005. 

Income and expenditure on current operations are reported in the Income and 
expenditure account. Investments made in rail infrastructure are included in the 
Results for the year section, which is divided into operational areas. 

Appropriations and income
Banverket’s operations are mainly financed by Government appropriations. Sett-
lement against the appropriation account is made on the basis of reported costs, 
after deduction of income from appropriation-financed operations. Appropriations 
for rail investments are taken to government capital, and are therefore not inclu-
ded in the Income and expenditure account. 

Under the SFS 1998:1827 ordinance (most recently amended through 
2000:458), Banverket is responsible for collecting fees for the use of state-owned 
track infrastructure. These fees are available to Banverket for the financing of track 
provision and passenger information.

Loan-financed investment for earlier implementation and for specially ear-
marked projects in accordance with the official letter on appropriations is settled 
in step with the loan repayment. For other rail infrastructure investments (e.g. 
electric power and telecom infrastructure) that are financed by loans from the 
National Debt Office, result and appropriation accounting are effected in step with 
depreciation according to plan. Investments that are financed by loans from other 
external stakeholders are included in the appropriation account when the loans 
are repaid. 

Income and grants are accrued. However, grants from the EU are booked on 
receipt and delivery to the Government. Non-utilised grants are accounted for as 
liabilities.

External assignments are carried out against payment in accordance with the 
terms of the official document regarding appropriations. The income arising from 
external assignments is available to Banverket. Earnings from external assign-
ments are included in the Income and expenditure account (under Net change in 
capital for the year), and are carried forward.

Successive income recognition is used for consulting and contracting commissions. 

Intangible fixed assets
Intangible fixed assets are capitalised in accordance with current regulations for 
Government authorities.

Rail infrastructure including electrical power and telecom 
infrastructure
Since 1996, Banverket has reported all investments in rail infrastructure as assets 
in the Balance sheet. Appropriations for investments made are added to govern-
ment capital. The infrastructure is valued at the full production cost, regardless 
of the form of financing. Any external financing is added to government capital. 
VAT is included in the acquisition value of infrastructure acquired before 1 July 
1991. The acquisition cost of land is accounted for separately from 2002 onwards. 
Land acquired before 2002 is accounted for at a standard value of SEK 1 per squ-
are metre. Land purchased from and including 2002 is accounted for at its actual 
acquisition cost. 

Design costs for planned rail investments are capitalised as infrastructure in 
progress. From 2004 onwards, design is financed in the same way as construction 
in respective projects. This means that the previous special loan financing of design 
no longer exists.

Buildings, machinery and equipment
Buildings, machinery and equipment acquired for use in Banverket’s operations are 
reported as fixed assets at their historical acquisition cost. Depreciation according 
to plan burdens the result and is settled against appropriation.

Depreciation
Depreciation according to plan is made on a straight-line basis on the original 
acquisition value of the assets, using depreciation periods that are determined th-
rough assessment of the economic and technical life of assets as follows:

Intangible fixed assets  5 years

Rail infrastructure  40 years

Electric power infrastructure  10–35 years

Telecom infrastructure  5–20 years

Buildings  10–35 years 

Improvements to others’ property 7–15 years

Machinery and equipment  3–25 years

Depreciation on appropriation-financed and externally financed rail infrastructure 
is reported in the Income and expenditure account, but not in the Appropriation 
account, and is included in Net change in capital for the year

Shares and participations
Participations in associated companies are reported in accordance with the equity 
method.

Stores and stock
Stores and stock mainly consist of materials for the maintenance and repair of 
infrastructure, and are valued at the lower of acquisition value in accordance with 
the FIFU principle and the actual value. Allowances for obsolescence have been 
made on a case-by-case basis.

Receivables
Receivables are shown at the amounts at which they are expected to be received. 
Provisions for bad debts have been made on a case-by-case basis.

Receivables and liabilities in foreign currency
Receivables and liabilities in foreign currency are booked at their current exchange 
rate on the balance sheet day.

Provisions
Provisions have been made for the future payment of partial pensions and early 
retirement pensions. The provisions include employer’s contributions. 

Provisions are also made to reserves for payment to personnel who are made 
redundant or offered early retirement, to reserves for rectifying shortfalls found 
during the final inspection of rail infrastructure and to reserves for rectifying envi-
ronment impairment.

Provisions for guarantee undertakings for external commissions are made in 
accordance with National Audit Board Recommendation RR16. 

Exemptions from EA regulations
In the official document for 2005 placing appropriations at the disposal of 

Banverket, Banverket is granted the following exemptions from the general EA 
regulations for government authorities.

Banverket may, without hindrance of the stipulations of Article 16 of the 
Ordinance on appropriations (1996:1189) settle costs during the budget year in 
which the operations were carried out.

Without hindrance of the stipulations of Article 6 of the Ordinance on capital 
provision (1996:1188), Banverket may itself choose suitable intervals for the repay-
ment of its loans with due consideration to the Parliamentary decision for certain 
projects.

Banverket is granted exemption from Article 23 of the Ordinance on capital 
provision (1996:1188) with respect to regulations governing the procedure to be 
adopted for more than 10 per cent accumulated surplus in operations that are subject 
to charges. The net profit from operations that are subject to charges may, after 
being brought forward, be utilised by Banverket to finance Track provision costs. 

Banverket is granted exemption from Article 10 of the Ordinance on capital 
provision (1996:1188) in accordance with the conditions specified under 2.3 Other 
conditions in the official document regarding appropriations.

Notes
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FINANCIAL ACCOUNTS
NOTES

Note 1–32
Note 1 Appropriations  
SEK thousand 2005 2004

Appropriations utilised as per Appropriation account 11 531 406 9 276 377
Appropriations transferred to Banverket’s 
capital for investment in railway infrastructure -5 982 431 -4 348 965
Appropriations as per Income and expenditure account  5 548 975 4 927 412
of which
Appropriations for operations 4 617 829 4 671 874
Transfers, Funds from Government budget  931 146 255 539

Note 2 Fees and other income
SEK thousand 2005 2004

Fees for traffic on state-owned infrastructure
Track charges available to Banverket 479 209 483 132

Other income from operations available to Banverket  
Telecom services 243 956 263 532
Electricity sales 783 551 710 390
Contracting and consulting services 526 901 435 719
Training 25 003 27 366
Material sales 243 771 154 100
Payment for capital expenditure 58 902 61 967
Other 689 562 408 707

Total other income 2 571 646 2 061 781

Total fees and other income 3 050 855 2 544 913

 Total other income above includes the following income governed by the  
Fee ordinance, paragraph 4:
- journals and other publications 0 0
- conferences and courses 25 401 28 874
- premises 24 030 25 821
- equipment (leasing) 0 298
- export of services 50 000 154 900

Note 3 Financial income and expenses  
SEK thousand 2005 2004

Financial income   
Interest account with the National Debt Office 14 919 14 438
Other financial income  4 590 9 793
Total financial income 19 509 24 231

Financial expenses  
Interest on loan-financed rail infrastructure 286 991 297 274
Interest on loan-financed working capital  161 445 123 759
Interest account with the National Debt Office 15 365 2 358
Other financial expenses  9 380 1 145

Total financial expenses 473 180 424 536

Note 4 Operating volume   
Expenditure on investment in rail infrastructure is not shown in the income and 
expenditure account since those investments are capitalised in the balance sheet. 
Total operations, including rail infrastructure investments, are reported in the 
Results for the year (Table 1, Banverket’s operating volume).

Note 5 Depreciation and write-downs
SEK thousand 2005 2004

Depreciation  
Appropriation- and externally-financed 
rail infrastructure 1 913 054 1 837 087
Loan-financed rail infrastructure 543 359 592 433
Buildings 22 518 21 478
Improvements to others’ property 7 091 5 669
Machinery, vehicles and equipment 159 386 168 634
Intangible assets 10 497 5 890

Total depreciation 2 655 906 2 631 191

Write-downs  
Appropriation- and externally-financed rail infrastructure 0 0
Loan-financed rail infrastructure 0 30 959
Buildings 90 441
Land 74 304
Machinery, vehicles and equipment 1 018 1 356
Design, write-return of write-downs 0 3 589
Intangible assets 0 0

Total write-downs 1 182 36 649

Total depreciation and write-downs 2 657 088 2 667 840

Note 6 Contribution to Trans European Network, etc.
SEK thousand 2005 2004

The following grants from the EU have been paid to Banverket for railway investments
City Tunnel building grant 63 145 40 875
Haparanda Line survey grant 0 4 555
Iron Ore Line building grant 6 857 0
Western Main Line
/Southern Main Line building grant 90 973 0
Malmö–Flackarp survey grant 4 585 
STM survey grant 4 719 
City Line survey grant 41 667 

Amount reported in the Appropriation  
account for the above grants  211 946 45 430

Note 7 Net change in capital for the year
SEK thousand 2005 2004

Depreciation on appropriation and externally-financed 
rail infrastructure  -1 913 212 -1 837 087
Grant for investments 47 817 233 515
Result, share in associated company -118 347 -157 822
Received dividend from shares and 
participation in associated companies 12 380 –
Reduced participation value in associated 
companies owing to dividend  -12 380 –
Interest on capital contribution -666 -2 290
Result, external commissions 76 073 -41 592

Total -1 908 335 -1 805 276

The external commissions relate to operations within Banverket Production, 
Banverket Industrial Division, Banverket Consulting. Banverket Telecom, Banverket 
Railway Training Centre and Banverket Materials Service. 

Note 8 Intangible assets
SEK thousand 2005 2004

Acquisition value 85 108 64 955
Accumulated depreciation 43 789 33 292
Residual value according to plan 41 318 31 663
Acquisition for the year 35 241 34 092
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Note 9  Rail infrastructure, buildings,  
land and other real property 

SEK thousand 2005 2004

Appropriation- and externally-financed rail infrastructure 
Acquisition value  75 587 430 72 821 942
Accumulated depreciation 19 161 050 17 349 284
Accumulated depreciation 56 426 380 55 472 658
Residual value according to plan 2 866 776 2 887 189

Loan-financed rail infrastructure 
Acquisition value 15 920 774 15 551 072
Accumulated depreciation 8 667 913 8 124 865
Residual value according to plan 7 252 861 7 426 207
Acquisition for the year 370 013 506 649

Buildings for production purposes
Acquisition value 765 568 759 638
Accumulated depreciation 421 575 405 884
Residual value according to plan 343 993 353 754
Acquisition for the year 13 595 13 723

Land
Acquisition value 242 798 219 849
Residual value according to plan 242 798 219 849
Acquisition for the year 27 972 61 157

Total residual value 64 266 031 63 472 469

Financial leasing items for electrical infrastructure are included in Loan-financed 
rail infrastructure as follows: 
Acquisition value 310 887 310 887
Accumulated depreciation 166 786 156 423
Residual value according to plan 144 100 154 464

These objects are accounted for as financial leasing from and including 2002. The 
costs reported for the financial leasing include variable charges that are dependent 
on interest and index adjustments according to agreements made. For 2004, these 
variable charges amount to SEK 10 million. The agreements were made between 
the years 1987 and 1995. The agreements run until 2025. Prior to the expiry of 
the agreement period, re-negotiations shall be held whereby actual capital and 
maintenance costs shall serve as the basis for new conditions. As regards leasing 
liabilities, see Note 23.

Included in Banverket’s land holdings is land that has been acquired for cons-
truction of the Bothnia Line. This land acquisition is financed by Botnbiabanan AB 
until the line becomes operational and has therefore been booked as SEK 0.

Tax assessment value  
For Banverket’s real estate, the tax assessment values for 2003 are available. These 
amount in total to SEK 435 million.

Note 10 Improvement of other’s property 
SEK thousand 2005 2004

Acquisition value 47 079 40 105
Accumulated depreciation 17 376 11 685
Residual value according to plan 29 703 28 420
Acquisition for the year 9 440 7 514

Note 11 Machinery, equipment and vehicles
SEK thousand 2005 2004

Acquisition value 3 128 044 3 240 908
Accumulated depreciation 2 424 806 2 523 475
Residual value according to plan 703 238 717 433
Acquisition for the year 147 569 190 045

This item includes objects owned through financial leasing agreements, as follows
Acquisition value 0 2 287
Accumulated depreciation 0 762
Residual value according to plan 0 1 525

Note 12 Infrastructure in progress
SEK thousand 2005 2004

Appropriation- and externally-financed 
rail infrastructure 13 319 686 10 394 379
Loan-financed rail infrastructure 6 947 137 5 510 987
Design  0 0
Buildings for production purposes 746 2 030
Machinery, equipment and vehicles 79 455 44 175

Total 20 347 024 15 951 572

Note 13 Contingency assets
SEK thousand 2005 2004

Total stock value of contingency materials 11 613 17 448
of which financed by appropriations -10 407 -15 445

Book value 1 206 2 003

Note 14  (see next page)

Note 15 Stocks
SEK thousand 2005 2004

Material in stock 488 295 432 697
less obsolescence -34 221 -58 000

Total 454 074 374 697

Note 16 Work in progress
Work in progress consists of uncompleted contracting works mainly carried out by 
Banverket Industrial Division.

Note 17 Settlement of account with Government
SEK thousand 2005 2004

Balance brought forward 352 895 227 435
Settled against Government budget   
- Appropriations 11 531 406 9 276 377
- Income titles -211 946 -45 430
Settled against Government check account
- Appropriations transferred to interest account*) -11 516 856 -9 150 917
- Net non-interest-bearing postal giro -343 283 0
- Tax, etc. 211 946 45 430

Balance carried forward 24 162 352 895
consisting of
- Claim on National Debt Office , Note 30 22 806  
- Settled appropriation (non-interest-
bearing appropriation) not yet paid out from SCR) 1 380 
- Remaining adjustment between SCR and  
interest account for payment in wrong flow  -24 

 24 162 

*) The item includes SEK 4 148 000 that was earlier paid into the interest account 
but not reported here.

Note 18  Balance on interest account  
in National Debt Office

SEK thousand 2005 2004

Balance in interest account 389 621 1 050 556
Interest account credit 1 120 000 780 000

The balance on the interest account consists to 100 % of appropriations
In the short term, there is no need for a capital contribution. The balance on the 
interest account constitutes a liquidity buffer.
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Note 14 Participations in associated companies and other long-term securities
Participations, and capital Associated companies Changes during the year
and shareholder contributions at year-end, SEK 000 Profit participation Capital and shareholder  
   contribution
SEK thousand 2005 2004 2005 2004 2005 2004

Svensk-Danska Broförbindelsen AB 7 414 7 414    
- assessed profit participation   -116 354 -133 486 116 355 133 486
- adjustment to previous year’s profit participation   -1 993 -24 336 1 993 24 336
- dividend   12 380   
- adjustment of value of participations owing to dividend    -12 380   
- payment commitment for interest on redeemed loan in lRGK for Svedab’s account     12 380 

A-Banan Projekt AB 4 948 4 948  0  0
Tunnelpersonalen i Malmö AB 25 25  0  0

 12 387 12 387 -118 347 -157 822 130 728 157 822

For A-Banan Projekt AB and Tunnelpersonalen i Malmö AB, the participations have 
been valued on the basis of the annual accounts for 2005. For Svedab, the participa-
tions for 2005 have been calculated on the half-yearly accounts for 2005 and fore-
casts made on this basis. In a supplement to Banverket’s official appropriation letter 
for 2001, the Government has decided that the shareholders’ contribution for 2001 
onwards shall be made in the form of payment commitments. Interest during 2005 
for the payment commitments amounts to SEK 26 355 000. In the official Govern-
ment letter on appropriations for 2005, the Government has decided that Banverket 

shall loans and interest that have been raised in order to cover the capital contribu-
tion that was made to Svedab for the year 2000 and that the capital contribution 
shall be replaced by a payment commitment. For 2005, Banverket reports a sharehol-
ders’ contribution of SEK 130 728 000. Accumulated, the capital and shareholders’ 
surplus, including interest, amounts to SEK 911 475 000 in the form of payment 
commitments. During 2005, a dividend has been received from Svedab. The dividend 
reduces the value of the participations. No dividends have been received from A-Ba-
nan Projekt AB or Tunnelpersonalen i Malmö AB during 2005 and 2004.

Banverket holds shares in the following companies. The share purchases have been financed by appropriations for track provision.

Shareholding Quantity Proportion Nominal Premium Acquisition value 
2005-12-31  % value SEK SEK total, SEK thousand

Svensk-Danska Broförbindelsen AB 4 000 50 1 000 250 5 000
A-Banan Projekt AB 5 000 50 1 000  5 000
Tunnelpersonalen i Malmö AB 1 000 100 100  250

Other long-term securities      
Participation in partnership Quantity Proportion Nominal Premium Acquisition value
2005-12-31  % value SEK SEK total, SEK thousand

Skandfast Ett HB 1 5 5 000 0 5

Other long-term receivables      
This item is for a long-term claim on SJ AB and the Öresund Bridge Consortium with respect to costs for completed contract works.

Note 19 Banverket’s capital
  Government Earnings from assoc. Change in capital Net change in capital Total Banverket’s
SEK thousand Capital  comp. brought forward  brought forward for the year capital

Balance brought forward 68 871 121 -620 562 64 748 -1 805 276 66 510 031
Appropriations for investment 5 982 431    5 982 431
External funds  -111 027   47 817 -63 210
Write-down of railway capital -96 369    -96 369
Change in capital previous year -1 603 572 -169 532 -32 172 1 805 276 0
Year’s earnings on external commissions    76 073 76 073
Utilisation of earnings previously brought forward     0
Depreciation of rail infrastructure for the year    -1 913 212 -1 913 212
Result, share in associated company    -118 347 -118 347
Interest on capital contribution    -666 -666

Balance carried forward 73 042 584 -790 095 32 576 -1 908 335 70 376 730
of which external funds  9 670 911   47 817
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Note 20 Pension provisions 
SEK thousand 2005 2004

Banverket has taken on commitments to pay early retirement pensions.  
Outstanding commitments at year-end have been put at SEK 25 million.

Opening provisions 24 908 25 969
+ Provision for the year 5 242 7 989
- Pension payments for the year -10 035 -9 050

Closing provisions 20 115 24 908

Note 21 Other provisions
SEK thousand 2005 2004

Provisions have been made for the following purposes
- Provision for environmental measures 229 000 180 000
- Provision for decommissioning costs, real estate 45 841 60 782
- Provision for rectification of faults in final inspection  33 883 28 011
- Provision for guarantee undertakings  3 435 822
- Provision for future payments to redundant employees  373 1 620
- Provision for estimated payments to personnel 
who have been offered early retirement 9 368 17 038
- Provision for future losses in external  
fixed price commissions  – 200

Total other provisions 321 900 288 473

Note 22 Loans from National Debt Office
Loans of SEK 13 179 million had been raised from the National Debt Office at the 
end of 2005. The loans for early implementation of investments shall be repaid 
beginning 2005 and be finally repaid in 2015. Loans for investments in priority 
projects shall begin to be repaid at the time when the respective track project is 
completed with a repayment period of 25 years. The remaining loans will be repaid 
on the due dates of the respective loans. 

During 2005, loans of SEK 1 830 million have been raised and loans of SEK 1 
327 million have been repaid. Average interest expense including charges in 2005 
amounted to 3.18 % (3.25 %). The proportion of loans with a variable interest is at 
year-end 40 % (50 %)

SEK thousand 2005 2004

Loans at beginning of year 12 675 601 10 902 309
Loans raised during the year
- early implementation of investments  1 591 000
- priority rail projects  779 000 280 000
-other 1 050 993 702 292
Repayments during the year
- early implementation of investments -379 000 
-other -947 594 -800 000

Loans at year-end 13 179 000 12 675 601

Loan frame granted 15 000 000 13 080 000

The loans were raised for the following purposes
-Electrical power infrastructure 5 639 403 4 894 489
-Certain investments in the Stockholm area
(SL package and the Grödinge Line)” 2 091 796 2 222 079
-Telecom facilities 1 033 481 1 142 747
-Design stock  
- Machinery and equipment 782 693 761 608
- Buildings 344 739 355 784
- Other land 113 504 94 848
- Intangible assets 41 318 30 936
- Early implementation of investments 3 790 000 4 169 000
- Investment in priority rail projects 1 115 948 280 000
- Expenses for improvements to other real estate 29 703 28 420
- Capital contribution to Svedab for 2000  96 601
Less financing with Banverket’s and working capital -1 803 585 -1 400 911

 13 179 000 12 675 601

Note 23 Other liabilities
Other liabilities includes leasing debts of SEK 180 751 000 (SEK 193 061 000 in 2004). 
The leasing debts fall due on the following dates

Year  Amount

2006  12 229
2007–2010  53 025
2011–2025  115 496

Also included are payment commitments to Svedab AB for a conditional sharehol-
der payment of SEK 911 475 000.

Note 24 Guarantees
Banverket and the Swedish National Road Administration (Vägverket) have in a 
decision dated 1995-10-12 assumed a Government guarantee entailing surety as 
though for own liability to Svedab. The guarantee is not limited in terms of amount 
and time. In Banverket’s appropriations document for 2001, Banverket is given the 
right to take up a loan in RDK in order to cover Svedab’s capital deficit for the year 
2000. In a supplement to the appropriations document for 2001, a decision has 
been taken to the effect that Svedab’s capital contribution for 2001 onwards shall 
be made with payment commitments.  

Banverket and the Civil Aviation Board have provided an unlimited capital cover 
guarantee to protect A-Banan Projekt AB’s equity. The guarantee is not limited in 
terms of amount and time. 

Banverket has, during 2002, assumed responsibility for guaranteeing loans rai-
sed by Skandfast Ett HB for leased property as detailed in Note 25. 

Note 25 Lease commitments
Banverket’s head office in Borlänge has been leased for a period of 25 years until 
30 March 2016. The agreed rent relates to capital expenditure equivalent to a 
cost of approx. 147 million. The agreement contains an option for purchase of the 
property.

Note 26 Balance brought forward
For Appropriation 22 36:4, max SEK 225 million of positive transfer amount is al-
lowed to be used according to Gov. decision dated 16 December 2004.

For Appropriation 22 36:3 Ap 1 a positive transfer amount is not allowed to be 
used without a special decision pursuant to Gov. decision dated 16 December 2004

For Appropriation 22 36:5 Ap 2 (appropriations for 2003 ) an appropriation 
saving of SEK 1 380 000 is utilised through a redistribution pursuant to Gov. 
decision dated 15 Dec 2005 on redistributed appropriations.

For Appropriation 22 36:5 Ap 1, The entire appropriation saving is used pursuant 
to Gov. decision to Vägverket dated 15 dec 2005. 

Note 27 Change in allocation for the year
Through a Government decision on 22 June 2005, changes have been made in 
Appropriation 22 36:4. Item 36:4.4.1 was lowered by SEK 219 million.

The appropriation allocation has been changed for appropriation items in 
Government decision dated 15 December 2005 within Appropriation 22 36:4. Item 
36:4.4.3 has been raised by SEK 500 million and Item 36:4.4.4 has been lowered by 
SEK 500 million. 

The authorisation frame has been changed in the Government decision dated 
15 December 2005. The frame has been raised by SEK 3 000 million to SEK 25 000 
million   
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Note 28 Balance carried forward
The utilisation of appropriation credit for all appropriation items is within the avai-
lable credit allowance. The reported balance carried forward entails the following 
utilisation of disposable appropriation credit.

Appropriation Disposable  Utilised  Transferred 
SEK thousand appropriation credit appropriation credit amount

22 36:3.1 0  76 981
22 36:4.1.1 0  5 769
22 36:4.1,2 700  6 753
22 36:4.2 38 400  29 084
22 36:4.3 18 400  18 276
22 36:4.4 *) 0  213 988
22 36:5.2 (2003) 0  0
22 36:5.1 0  6 252

 57 500 0 357 103

*) 22 36:4.4 individual sub-items
22 36:4.4.1  507 584 -117 342 
22 36:4.4.3 379 600  176 533
22 36:4.4.4 139 300  154 797

In the case of 22:36 4.4, Banverket is not permitted to utilise appropriation credit at 
appropriation level, but at appropriation item level and sub-item level. See Govern-
ment appropriations document dated 22 June 2005.

Note 29  Banverket’s authorisation  
framework for 2005

Authorisation is understood to mean the authority to undertake commitments 
that entail future expenses that are to be covered by an appropriation which the 
authority has not yet been granted. This means that the authorisation reported 
only concerns future undertakings that have arisen by making binding agre-
ements/commitments (agreements) with operators or other external parties as 
well as external or internal suppliers. Accounting is effected in accordance with the 
instructions of the Financial Control Board and means that Banverket also reports 
loan-financed undertakings. Outstanding undertakings have not been reduced by 
outgoing transfer amounts on appropriations and allocated funds for 2006.

Note 30  Appropriations as per interest  
account model

SEK thousand 2005 2004

Total appropriations as per Appropriation account 11 531 406 9 276 377
of which appropriations as per  
the interest account model 11 530 026 9 267 757
Appropriation payment on account 11 507 220 9 262 269
Adjustment  5 489 -111 352
Amount owed by/to the National Debt  
Office for the year’s appropriations 22 806 5 488

Note 31 Employees and payroll expenses
SEK thousand 2005 2004

No of non-tenured staff employed at year-end 6 503 6 535
of whom men 5 285 5 368
of whom women 1 218 1 167
Gross payroll expenses, SEK thousand 2 247 355 2 203 023

The following salaries and taxable benefits have been paid to the following  
persons appointed by the Government:
Bo Bylund, Director-General 952 271
Per-Olof Granbom, Acting Director-General 960 886 
Agneta Dreber, Board member, Vice Chairman.  
Left the Board on 30 June 2005 15 000 
Mats Hulth, Chairman of the Board 60 000 
Jarl Lander, Board member 30 000 
Ann-Charlott Körnemark, Board member 33 195 
Johan Lindberg, Board member  30 000 
Lisa Warsén, Board member.  
Deputy Chairman since 1 July 2005 30 000 
Lars Werner, Board member 30 000 
Marie Schrewelius Arwidson, Board member 15 000 
Carina Holmgren, Board member 15 000 

The Director-General of Banverket is entitled to an occupational pension after 12 
years’ service in accordance with the ordinance on senior Civil Service pensions 
(1995:1038). The pension amounts to 65 per cent of pensionable income up to 20 
base sums and 32.5 per cent of pensionable income between 20 and 30 times the 
base sum.

Note 32 (see page 68)

Note 33 Cash flow analysis – Operation, expenditure
SEK thousand 2005 2004

Operational expenditure according  
to Income and expenditure account 9 572 313 9 193 770
Adjustment for items with no influence on liquidity  
- depreciation and write-downs -2 657 088 -2 667 840

Total items with an influence on liquidity 6 915 225 6 525 930

Note 34  Cash flow analysis – Operation,  
income from grants

SEK thousand 2005 2004

Operational income from grants according  
to Income and expenditure account 94 132 305 298
- grants received for investment 2005 -47 817 -233 516

Total income from grants for operation  46 315 71 782

Note 35  Cash flow analysis – Investment,  
income from grants

SEK thousand 2005 2004

Grants received for investment 2005 47 817 233 516
Adjustment for grants for previous years  -111 027 0

Total income from grants for investment  -63 210 233 516
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Borlänge 17 February 2006

Mats Hulth Per-Olof Granbom Lisa Warsén
Chairman Acting Director-General 

Marie S. Arwidson Carina Holmgren Ann-Charlott Körnemark

Jarl Lander Johan Lindberg Lars Werner

Note 32 Relationship between the results for the year and the financial accounts SEK million
Income and expenditure for Sectoral Duties and Track Provision and income from commissions carried out for external customers are accounted for in the Results for the year. 
The table below shows how this income and expenditure is accounted for in the Income and expenditure account and the Balance sheet, respectively. It also shows the Income 
and expenditure account divided into operational areas. Investment in rail infrastructure is shown as an asset in the Balance sheet.

Operation Result of- Income and expenditure account Balance sheet
 operations Operation Transfer Investments 

  Expenditure Income Approp- Grants  Income Approp- Activated Approp- Loans 
    and grants riations given  riations  net riation Grants

Sectoral Duties
Administration 12 12 0 12
Overall sectoral activities 138 138 17 121
Research and development 50 22 0 22 28  28
Adoption of biannual timetables  
and railway plans 5 5 0 5
Grant to Inland Line 108    108  108
Payment to Öresund Consortium 255 255 0 255
Contingency planning 22 22 22 0

Track Provision
Administration 730 730 6 724
Operation and maintenance 2 658 2 658 544 2 114
Traffic control 557 557 -5 562
Reinvestments 1 534 6 6     1 528 968 560
Investment in national plan 6 405 118 163 3    6 287 4 635 1 652
Government grants 795    795 0 795    
Capital expenditure  520 520 59 461
Title expenditure 1 1  1
External commission operations 2 313 2 237 2 313

Adjustment for net turnover  
in commission operations  18 18
Financial income   20 20 0
Result from participation in associated companies  118
Interest on loan capital contribution  1
Depreciation of rail infrastructure  2 250  337
Appropriation financing of investments  
that are temporarily financed by loans         379 -379

Total  9 688 3 163 4 617 931 0 931 7 815 5 982 1 833

Net change in capital for the year -1 908 0
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FINANCIAL ACCOUNTS
AUDITOR’S REPORT

16 March 2006

Auditor’s report for Banverket
The National Audit Bureau (Riksrevisionen) has audited Banverket’s annual accounts, adopted 17 February 
2006, for the financial year 2005.

The management of the Administration is responsible for ensuring that operations are run efficiently and in 
accordance with its statutes. This responsibility includes submitting a reliable report on the operations to the 
Government in the annual accounts.

It is the responsibility of the National Audit Bureau to examine the Administration’s annual accounts in accor-
dance with generally accepted auditing practice in Sweden. The purpose of this audit is to assess whether 
the accounts are reliable and whether the accounting records provide a true and fair description, as well as 
to examine whether the administration of the management complies with applicable regulations and special 
decisions.

The audit has been conducted in accordance with generally accepted auditing practice. This means that the 
audit has been planned and carried out with the aim of acquiring a reasonable basis for assessing whether  
the annual accounts provide a true and fair description. Our audit has therefore concerned a selection of  
important transactions and administrative decisions.

We consider that our audit provides a reasonable basis for the following statement. 

The annual accounts have been prepared in accordance with the ordinance on annual accounts and budget 
documentation, the letter of appropriation and other decisions affecting the Administration.

The National Audit Bureau is of the opinion that the annual accounts give a true and fair description in all 
essential respects. 

Audit Director Kerstin Jönsson reached the decision in this matter. Audit Director Henrik Söderhielm 
reported on the matter.

Kerstin Jönsson  Henrik Söderhielm

Auditor’s Report
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Mats Hulth, Chairman of the Board. CEO of Sveriges Hotell- and Restaurang-
företagare. Board assignments in SHR Service AB, Mässfastigheter AB and in 
Stockholmsmässan AB. Board member since 1999
Agneta Dreber, Deputy Chairman. Managing Director, Livsmedelsföretagen. 
Board assignments in Länsförsäkringar i Stockholm and in SIK – Institutet för Livs-
medel and Bioteknik AB. Board member since 1992. Left the Board on 30 June 2005.
Lisa Warsén, Deputy Chairman since 1 July 2005. Consultant, Analink AB. Board 
member since 1998. 
Bo Bylund, Director-General of Banverket until 7 August 2005. Board assignments 
in Botniabanan AB, Svedab AB, Öresundsbro Konsortiet and Stängselnämnden.
Per-Olof Granbom, Acting Director-General of Banverket from 8 August 2005.
Marie S. Arwidson, Managing Director of Skogsindustrierna. Board member since 
1 July 2005.
Carina Holmgren, Lawyer, Fylgia. Board member since 1 July 2005.
Ann-Charlott Körnemark, Chief Medical Officer for Psychiatry, Stockholm County 
Council. Board member since 1999.

Jarl Lander, Member of Parliament (Social Democrat Party). Board member since 
December 2001. 
Johan Lindberg, Departmental Director, Electrolux Logistics AB.  
Board assignments in Vinnova. Board member since 1998. 
Lars Werner, former Member of Parliament. Board member since 1995.

Staff representatives
Gunnar Larsson, SEKO (Union of Service and Communication Employees).
Per-Gunnar Andersson, Deputy, SEKO (Union of Service and Communication 
Employees).
Stig Blomberg, SACO Union for Traffic and Railways, TJ.
Sören Svensson, Deputy, SACO Union for Traffic and Railways, TJ
Jerk Wiktorsson, Branch Chairman, Swedish Federation of Civil Servants.
Lars Stensson, Deputy, Swedish Federation of Civil Servants.
Staff representatives are not members of the Board but have the right to attend Board meetings 
and to express their opinions in all matters brought before the Board.

Board of Directors and Management Group

Board of Directors, from the left Lars Werner, Per-Gunnar Andersson, Ann-Charlotte Körnemark, Jerk Wiktorsson, Jarl Lander, Mats Hulth, Stig Blomberg, Per-Olof Granbom,  
Carina Holmgren, Lisa Warsén and Marie S. Arwidson. Missing from photo Johan LIndberg

Bo Bylund, Director-General until 7 August 2005. Born 1946. With Banverket  
since 1997.
Per-Olof Granbom, Deputy Director-General until 7 August 2005. Acting Director-
General from 8 August 2005. Born 1943. With Banverket/SJ since 1964.
Kjell-Åke Averstad, Head of Eastern Track Region. Born 1953. With Banverket 
/SJ since 1985.
Per-Olof Apel, Head of Information Department. Born 1951. With Banverket  
since 1996.
Nils-Erik Bergström, Head of Central Track Region until 9 February 2005. Born 
1944. With Banverket/SJ since 1966.
Lotta Brändström, Head of Western Track Region. Born 1966. With Banverket 
since 2004
Sven Bårström, Acting Head of Central Track Region from 10 February 2005 until 
31 August 2005. Deputy Director-General from 15 August 2005. Born 1943. With 
Banverket/SJ since 1967.
Lena Ericsson, Head of Railways and Society. Born 1958. With Banverket since 2001.

Jan Fahlén, Head of Banverket Traffic. Born 1962. With Banverket since 2004.
Jan Herrting, Head of Northern Track Region until 31 August 2005. Born 1943. 
With Banverket since 1997.
Lars Åke Josefsson, Head of Market Division. Born 1955. With Banverket since 2001.
Rune Lindberg, Head of Railway Systems. Born 1946. With Banverket since 1998.
Mathias Persson, Head of Administrative Department. Born 1962. With Banverket 
since 1999.
Anders Strandberg, Head of Central Track Region from 1 September 2005. Born 
1949. With Banverket since 1992.
Björn Svanberg, Head of Northern Track Region from 1 September 2005. Born 
1965. With Banverket since 1992.
Caroline Ullman-Hammer, Head of Southern Track Region. Born 1954. With 
Banverket since 2001.
Bo Wikström, Head of Financial Department. Born 1950. With Banverket since 2000.
Hans Öhman, Head of Infrastructure Management, born 1947. With Banverket 
since 1991.

Management Group, from the left Bo Wikström, Rune Lindberg, Hans Öhman, Lotta Brändström, Kjell-Åke Averstad, Lars-Åke Josefsson, Per-Olof Granbom, Per-Olof Apel,  
Anders Strandberg, Caroline Ullman-Hammer, Björn Svanberg, Sven Bårström, Mathias Persson, Lena Ericsson. Missing from photo Jan Fahlén
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