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Sweden is not only a sparsely populated nation with significant travel
distances. We also have metropolitan areas, where congestion is a
threat to both the environment
and growth. Many hours are lost
in queues and delays. We want
to focus on measures that will
enable us to make better use of
existing roads, but extensions
are also needed to increase
capacity on the busiest roads in
the main cities. Collaboration
with local authorities and other
road managers is also increasingly important to meet
demands created by the rising traffic volumes.
Travel and transports must be effortless even when
different modes of transport are involved. The “Whole
Journey” perspective makes particular demands on
increased coordination, both between transport authorities and between different modes of transport.
This is equally true for both shorter work-related and
commuter journeys and the transportation of people
and goods across the country. All transport policy
goals, which we must take into account, must be tested
against this.
Road safety efforts during the year were unfortunately
not sufficient to achieve the 2007 interim goal for the
number of traffic fatalities. The number of fatalities on
the state road network remained unchanged compared
with last year. On separated roads about 40 people
were killed in 2007, and on other roads 310 people.
Strong traffic growth was one reason why the interim
goal was not achieved, a goal that was set up in the recession in 1997. This traffic growth included a doubling
of the number of motorcycles. We have also had serious
accidents with EU mopeds, where driver requirements
are low for both age and traffic proficiency.
In 2008 the Swedish Road Administration (SRA) is
planning several measures to continue reducing the
number of fatalities and injuries in road traffic. A new
speed limit system with 10 km/h stages is to be introduced. At least 100 new road safety cameras and an additional 200 kilometres of separated road are planned.
Work is also to continue to separate unprotected road
users from vehicle traffic.
Climate issues were at the centre of the social debate
in 2007. Many stakeholders, both private and public,
have contributed with measures to limit climate gas
emissions. SRA projects have included Ecodriving
and Sustainable Travel and Transports. This work has
intensified during the year and become more international. The SRA has drawn up a climate strategy as

part of its strategic plan. Several state authorities,
including the SRA, have together presented basic data
towards a Swedish strategy for efficient energy systems and transports. The EU has presented proposals
for energy efficiency and renewable fuels. But industry
and the business community have also highlighted the
issue. This can be seen in the project Climate-Neutral
Goods Transports which was started by Schenker, with
Volvo Trucks, Preem, the SRA, and Chalmers as partners.
Work tackling noise has entered a new phase as the
first stage, to remedy the most exposed residential
areas, is largely complete. On state roads this work
was largely completed in 2007. Work is now focusing
on maximum noise levels, but we are also planning to
support local authorities to improve the noise situation along municipal roads.
The SRA and Banverket (Swedish Rail Administration)
together with public transport stakeholders have
drawn up an action programme to develop public transport, Koll framåt. The programme places the customer
at the centre and shows the potential to use public
transport as a tool for regional development. Public
transport should be easy to use and traffic should
depart and arrive on time. The programme is a good
foundation for implementation planning ahead of
2010 – 2019. This also includes concrete measures that
have already begun, such as a booking and payment
system for all modes of transport as well as better
routines and support for disruption management.
An increase in the proportion of cycle journeys is
good for both the environment and public health.
During 2007 the SRA has together with Banverket and
NUTEK concretised requirements for increased and
safer cycling. This work has been established with
national players and stakeholders, and has included a
review of the need for cycle paths along the state road
network in accordance with a uniform model. These
results can be used in future planning.
From July 2007 the SRA has earmarked resources
to assist the government investigator studying a new
Transport Inspectorate. This work is to be implemented
in accordance with the directive in two stages where
the investigator during the year is to propose which
activities are to be transferred to the new authority. In
a second stage the investigator is to suggest measures
required so the new authority can begin operating
from 1 January 2009.

Ingemar Skogö

FACTS ABOUT THE TRANSPORT SECTOR

Developments in the Swedish economy and population
have a great impact on transport. In 2007, GDP in
Sweden rose by about 3.51 per cent and the population
grew by about 0.82 per cent. Vehicle mileage on state
roads rose by about 2.4 per cent for passenger cars and
by 5.3 per cent for heavy traffic.
Definitions:
Vehicle mileage: Total distance driven by all vehicles (vehicle
kilometres).
Human transport mileage: Total distance travelled by all passengers (passenger kilometres).
Goods transport mileage: The total quantity of goods transported
multiplied by the number of kilometres (tonne kilometres).

Transports in Sweden
Road traffic accounts for 87 per cent of all human
transport mileage in Sweden. [Fig. 1]
Since 1998, human transport mileage on the roads
has increased by 10 per cent, air transport by 5 per
cent, rail transport by 35 per cent and maritime transport by 32 per cent. In 2007, passenger transport mileage on roads rose by 2.2 per cent compared with 2006,
by air 4.7 per cent, by rail 6.6 per cent and maritime
transport by 5.8 per cent.
Road traffic accounted for 41 (41) per cent of the
total goods transport mileage in 2007 (1998), maritime
[Fig. 1] PROPORTION OF HUMAN TRANSPORT MILEAGE
IN SWEDEN PER MODE OF TRANSPORT

traffic for 37 (37) per cent and rail traffic for 22 (22)
per cent. [Fig. 2]

Road traffic
Passenger car mileage has increased by 2 per cent
since 2006. Since 1998, car mileage has risen by 12 per
cent. Bus mileage has fallen by 10 per cent since 1998.
For motorcycles, mileage has more than doubled.
Lorry vehicle mileage has increased by 44 per cent
since 1998. For light and heavy lorries, this increase
was 59 and 26 per cent respectively. This relatively
large increase in light goods vehicles is in part a result
of an increase in sales of light goods vehicles, and in
part because some passenger cars have been reclassified as light goods vehicles. [Fig. 3]
On the state road network, vehicle mileage has increased by 17 per cent since 1998. This increase has
been greatest on European highways, by 22 per cent.
In 2007 vehicle mileage increased by about 2.8 (0.2)
per cent. Vehicle mileage for passenger cars rose by 2.4
(-0.1) per cent while vehicle mileage for heavy vehicles
rose by 5.3 (2.1) per cent.
Energy-efficiency for passenger transports3 has
improved by almost 2 per cent over the past five years.
This is largely a result of more energy-efficient passenger cars. Figures for goods vehicles are less certain.
[Fig. 4]
[Fig.2] GOODS TRANSPORT MILEAGE IN SWEDEN
Billion tonne kilometres

[Fig. 3] Vehicle mileage
Million vehicle kilometres
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Södra länken is an integral part of the
road network in the Stockholm region.

1998

1999

2000

2001

2002

2003

2004

2005

2006

2007

57 670

58 931

59 654

60 247

61 961

62 549

62 971

63 188

62 979

64 390

Light goods vehicle ≤ 3.5 tonnes

4 267

4 496

4 705

5 002

5 412

5 656

5 909

6 191

6 403

6 788

Heavy goods vehicle > 3.5 tonnes

3 649

3 808

3 894

3 963

4 095

4 118

4 155

4 230

4 337

4 591

Bus

978

976

945

919

927

913

890

876

872

876

Moped

109

109

119

143

160

184

201

242

283

323

Motorcycle

392

426

468

511

578

625

674

712

755

812

Passenger car

Source: VTI (Swedish National Road and Transport Research Institute), SCB (Statistics Sweden), SIKA and SRA.
Data are based on a revised vehicle mileage model which also uses the mileage database.
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Source: SIKA and Banverket.
Road transport,
passenger car 76.5%

Source: SIKA (Swedish Institute for Transport and Communications Analysis).
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1. Forecast from the National Institute of Economic Research.
2. Preliminary figure for 2007.
3. Energy use per person and distance and per tonne and distance respectively.

[Fig. 4] Road traffic energy efficiency

Passenger transport (MJ/passenger km)
Goods transport (MJ/tonne km)

2003

2004

2005

2006

2007

1.72

1.72

1.72

1.70

1.69

1.3

1.4

1.4

1.4

1.5
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Road-users

heavy vehicles (heavy buses and heavy goods vehicles)
were diesel powered. The remainder used petrol (1.7
per cent), ethanol (0.5 per cent) or gas (1.3 per cent).
The proportion of renewable fuels2 in the entire road
transport sector in 2007 amounted to about 4.5 (3.5)
per cent. Increases since 2006 are mainly a result of an
increased mixing of RME/FAME in diesel and a growing use of E85 fuel. [Fig. 6]
The percentage of newly registered light goods vehicles3 that can operate on alternative fuels4 rose by
about 25 per cent in 2007. Almost 11 per cent of all
vehicles registered in 2007 can operate on alternative
fuel. [Fig. 7]
The amount of engine petrol delivered (excluding
ethanol mix) was for the first eleven months 2007
about 2.1 per cent lower than for the corresponding
period of 2006. This is mainly because petrol-fuelled
passenger cars and light lorries have been replaced
with diesel and ethanol vehicles.
The amount of diesel fuel delivered was about 3.8
per cent higher during the first eleven months 2007
compared with the same period 20065. In the road
transport sector diesel consumption has risen in part
because petrol-fuelled vehicles have been replaced
with diesel-fuelled, and partly because vehicle mileage
with heavy trucks has risen. An increased admixture of

Swedes travel an average 39 km each day, 28 km of
which are by passenger car. On average, men travel
44 km per person and day, while women travel 35 km.
Total travel distance in 2007 amounted to 105 billion
passenger kilometres, 58 billion for men and 47 billion
for women.1
Slightly more than 81 per cent of the population aged
18 and over owned a driving licence in 2007, a total 5.8
million people. 75 per cent of women and 88 per cent of
men had a driving licence.

Vehicles
The number of new car and lorry registrations has
increased by 8.0 per cent and 11.9 per cent respectively
compared with 2006. The number of directly imported
cars rose in 2007 and totalled 29 900, which is 0.2 per
cent higher than 2006. [Fig. 5]
Of light vehicles (passenger cars, light lorries and
minibuses), 84 per cent operated on petrol (of which
0.2 per cent were electric hybrid vehicles) and 14 per
cent diesel. The remainder primarily used ethanol (1.7
per cent) or natural gas (0.3 per cent). 96.5 per cent of

[Fig. 5] Number of vehicles on the roads at the end of respective years
In thousands
			

2003

2004

2005

2006

2007

Passenger car

4 078

4 116

4 157

4 207

4 264

Bus
Light goods vehicle (≤3.5 tonnes total weight)
Heavy goods vehicle (>3.5 tonnes total weight)

14

13

13

14

13

346

365

385

401

425***

75

75

76

79

Trailer

781

805

834

863

898

Snowmobile

148

156

170

177

184

Tractor

327

327

327

327

324

Motorcycle (as at 30 June)****

217

235

250

269

287

30

48

72

94

118

114*

104**

87*

83*

EU moped Class I (as at 30 June)****
Moped Class II

80***

2003

2004

2005

2006

2007

1.4

2.4

2.6

3.5

4.5

Light vehicles
Petrol

2003

2004

2005

2006

83.5

81.9

78.4

63.9

of which electric hybrids 0.0
Diesel

0.3

0.7
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49.8
1.8

14.5

15.9

18.3

27.5

40.3

1.6

1.8

2.7

7.4

9.3

Gas

0.4

0.4

0.6

1.2

0.6

Electric

0.0

0.0

0.0

0.0

0.0

Heavy vehicles					
Diesel

98.0

97.2

95.6

94.5

96.7

Gas

1.5

2.5

1.9

2.7

1.9

Ethanol

0.0

0.0

0.0

1.5

0.1

Petrol

0.4

0.3

2.5

1.3

1.3

1995*

1998

1999

2000

2001

2002

2003

2004

2005

2006

2007

9.3

8.7

8.5

8.3

8.4

8.4

8.3

8.3

8.2

8.0

7.8

Diesel l/100km

7.5

6.5

6.5

6.5

6.7

6.9

7.1

7.1

7.0

6.9

6.6

Total petrol and diesel l/100km

9.3

8.5

8.3

8.2

8.3

8.3

8.2

8.2

8.1

7.8

7.3

CO2 g/km for petrol driven

222

208

203

199

199

198

198

197

194

190

185

CO2 g/km for diesel driven

199

174

175

176

178

183

188

189

188

183

176

Total petrol and diesel CO2 g/km

221

204

201

197

198

197

198

197

194

189

181

Source: Bilindustrin, ACEA, JAMA, KAMA (1995 – 2004) and SRA (2005 – 2007). Figures for 2007 are preliminary.
*1995 is the base year for the European agreement on reducing carbon dioxide emissions from new cars.

Carbon dioxide emissions for new passenger cars in
2007 averaged 181 g/km. In 2006 carbon dioxide emissions averaged 160 g/km for new cars in EU-25. [Fig. 8]

[Fig. 9] Road length and vehicle mileage 2007
Category
Road length, km*
			
State roads

Number of vehicle
km (billions)

98 400

52

Road category		

Fuel consumption for new passenger cars
in 2007 was an average 7.3 l/100 km, a
reduction by 0.5 l/100 km since 2006.

European highways

6 400

20

Other national roads

8 900

13

Primary county roads

11 000

8

Other county roads

72 100

11

Speed limit		

The Swedish road network comprises 98 000 km of
state-owned public roads and 41 000 km of municipal
streets and roads. In addition to public roads there are
about 76 000 km of private roads receiving state subsidies and a large number of private roads without state
subsidies, most of which are forest roads. [Fig. 9]

120 km/h

50

0

110 km/h

5 400

13

90 km/h

24 450

21

70 km/h

60 650

14

50 km/h

7 600

4

30 km/h

250

0

Road type		
Motorways
Undivided motorways
of which traffic flow separated
4-lane roads
Ordinary roads

1 800

14

400
350

1
1

200

1

96 000

36

of which traffic flow separated 1 400

3. Vehicles registered for the first time in the EU. In 2007 a total 393 000
(362 000) vehicles were registered. Some 42 000 (33 700) of these can
be operated using alternative fuel.
4. Includes all types of fuel with the exception of petrol and diesel.
5. Relates to the total amount of diesel delivered. This also includes
diesel for other purposes than as fuel in the road transport sector.

2007

Ethanol

Municipal streets and roads

1. Domestic trips for persons aged 15-84. Source: RES (measurement
period 1 October 2005–30 September 2006). No travel habit survey
has been carried out in 2007.
2. Includes RME (both diesel mix and pure), biogas (not natural gas)
and ethanol (ethanol mixed in petrol, in E85 and almost pure as bus
fuel). Only the renewable share of the fuel is counted.

1.3

Petrol l/100km

Infrastructure

[Fig. 6] Proportion of renewable fuel in the entire road transport sector

[Fig. 7] Percentage new vehicle registrations per fuel type
Per cent

[Fig. 8] Fuel consumption and carbon dioxide emissions for new passenger cars

80***

Source: SIKA (unless otherwise specified).		
* Vehicles with mandatory insurance as of 30 June. Source: Swedish Insurance Federation.
** Vehicles with mandatory insurance as of 31 Dec. Source: Swedish Insurance Federation.
*** Estimated figures.
**** Source: SCB,

Proportion of renewable fuel in the entire road transport sector, %

fatty-acid methyl ester (FAME) in diesel meant the rise
in diesel deliveries slowed slightly. This rise including
FAME totalled 5.7 per cent
Fuel consumption for new passenger cars in 2007
averaged 7.3 l/100 km, a reduction by 0.5 l/100 km
since 2006. This is the largest annual reduction of fuel
consumption since records began in 1978. Contributing
factors to the reduced fuel consumption were the
carbon-dioxide differentiated vehicle tax that was
introduced in 2006, together with the green car premium and tax deduction for diesel cars with very low
particulate matter emissions. Sweden is one of the EU
countries with the highest share of biofuel. In 2005
this was 2.2 per cent, compared with about 1 per cent
in EU-25 countries.6

41 000**

3
22

Source: Swedish Association of Local Authorities and Regions, VTI and SRA.
* Rounded figures.
** Figures for 2005.

6. EU-25 are countries that have been EU members since 2004.
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REPORT OF RESULTS
Goal in letter of appropriations 2007

Goal achievement

Transport quality

Summary
The SRA is a national authority assigned with the
overall sectoral responsibility for the entire road
transport system. The SRA is to work to ensure that the
transport policy goals are achieved and to coordinate,
support and stimulate these areas in relation to other
stakeholders.1
The SRA is in accordance with the letter of appropriations for the budget year 2007 to give an account and
comment in the Sectoral Report on the goal achievement of the overall transport policy goal, the six subsidiary goals and their long-term interim goals. The
interim goals relating only to SRA activities in 2007
are reported in the Administration’s Annual Report.
The SRA is also to report on important agreements

with other parties, participation in EU framework
programmes in research and technical development,
integrating a child’s perspective into its activities, in
addition to measures for efficient and safe IT infrastructure and queries from operators to use SRA infrastructure.
Results for 2007 are reported under each subsidiary
and interim target.
A goal achievement assessment from the SRA is that
6 of 18 transport policy subsidiary and interim goals
have been achieved, 6 have been partially achieved
and 6 have not been achieved. The balanced result for
the overall goal of transport policy is considered to
have been partially achieved. This is the first time goal
achievement for a gender-equal transport system has
been assessed.

Subsidiary goal
A high level of transport quality, where the design and performance of the road transport system

Yellow

contributes to high transport quality for individuals and the business community.
Interim goal 1
The quality of the Swedish road transport system is gradually to improve.

grönt

Safe traffic
Subsidiary goal
Safe roads, where the long-term goal of road safety is that nobody is to be killed or seriously

rED

injured as a result of accidents on the road transport system. The road transport system is to
be adapted to the conditions required to meet this long-term goal.
Interim goal
The number of deaths and serious injuries in road traffic is to fall and the number of deaths in road

rED

traffic accidents is to be less than 270 persons in 2007 for the entire road transport sector.
Environment
Subsidiary goal
A good environment, where the design and performance of the road transport system is to

Yellow

contribute to achieving environmental quality targets.
Interim goal 1
Carbon dioxide emissions from road transports in Sweden should have stabilised at 1990 levels by 2010.

rED

Interim goal 2
Goal achievement

Levels of nitrogen dioxide and particulate matter along state roads are not to exceed established

Green Goal has been achieved. Yellow Parts of the goal have been achieved. Red Goal has not been achieved.
Goal in letter of appropriations 2007

Interim goal 3
Goal achievement

The overall goal of transport policy
Transport policy is to safeguard the provision of socio-economically efficient and sustainable.

Yellow

transport for individuals and the business community throughout the country

The number of people exposed to noise levels from road traffic exceeding values recommended

rED

by Parliament for noise in dwellings is to fall by 5 per cent by 2010 compared with 1998. The most
effective reduction in disturbances and people exposed to most noise are to be prioritised in
order to achieve this noise goal.
Interim goal 4

Accessibility

By 2010 at the latest, all major water catchment areas (more than 10 m3 per day on average or

Subsidiary goal
An accessible transport system, where the road transport system is designed to meet

rED

environmental quality standards.

Yellow

the basic transport needs of individuals and the business community.

rED

that are used by more than 50 people per year) along the state road network, that are used for
drinking water, are to fulfil current Swedish standards for good quality drinking water in terms of
pollution caused by roads and road traffic.

Interim goal 1
Accessibility for citizens and the business community within regions and between regions

grEEN

and surrounding areas is gradually to improve.

Interim goal 5
Infrastructure is to be planned based on a holistic approach that includes a striving to preserve

grEEN

and develop ecological functions, cultural values and accessible outdoor leisure activities with

Interim goal 2
Accessibility within metropolitan areas and between urban areas is to improve.

Yellow

Interim goal 3
The proportion of functionally disabled persons who can use the road transport system,

grEEN

including public transport, is to increase. Public transport should be accessible for people

a minimal impact on the environment.
Regional development
Subsidiary goal
A regional development, where the design and function of the road transport system is to

grEEN

contribute to achieving the goal for regional development policy and to counteract the

with functional disabilities by 2010 at the latest.

disadvantages of long transport distances.

Interim goal 4
The proportion of children and young people who can use the road transport system

grEEN

unaccompanied is to increase.

Gender equality
Subsidiary goal
A gender-equal road transport system, that is designed to fulfil the transport needs of both.

Interim goal 5
The proportion of pedestrian, cyclist and bus passengers of total short distance travel is to increase.

Yellow

Yellow

women and men. Men and women should have an equal opportunity to influence the formation
of the transport system, its design and management, and their values are to be accorded
equal importance.

1. Ordinance 1998:1825.
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[Fig. 10] Steps for goal analysis
All steps are required for a complete goal analysis.

[Fig. 11] method for assessing the overall goal
Environment
Road safety
Goals are
time-limited

Transport quality
Gender equality
Regional development
Acssesibility

All effect relationship
are known

Measurement methods,
measurement instruments
and measuaring parameters

Goals are translated
into comprehensive
parameters

Socio-economic efficiency

Long-term sustainability

Three parameters:

Two parameters:

(1) Net present value ratio for
road projects larger than
SEK 100 million and for
projects opened to traffic
in 2006 GREEN

(1) Parameters for socio-economic
efficiency ~ YELLOW

(3) Level of repairs

Transport policy is to safeguard the provision of socio-economically efficient and sustainable transport for individuals and the
business community throughout the country.

Government control of the transport
system
The aim of the overall goal is to achieve a transport
system that is socio-economically efficient, and environmentally, economically, culturally and socially
sustainable. The goal also means we are to achieve a
transport system that in the long-term and in a sustainable way fulfils the subsidiary goals for accessibility, positive regional development, transport quality,
safety, equality, and good environment.
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- Accessibility

YELLOW

- Transport quality

YELLOW

- Road safety
- Environment

RED

Part of the goal were achieved ~

The overall goal of transport policy

(2) Results for the six transport policy
subsidiary goals

(2) Degree of internalisation for
externa margin costs YELLOW

Intentions and aims of
the goals are known

Analysis of results
The SRA’s reporting includes developments in the road
transport system and results and analyses of its goal
achievement. The Sectoral Report uses a model where
the result is reported using fixed parameters and goal
achievement is assessed based on established criteria.
In order to offer a complete goal analysis, a clearly
formulated aim for the goal is needed, as well as a
target year, and knowledge about how various measures have influenced the result, i.e. clear effect relationships. It is also important that parameters reflect
the goal and its aims. A complete goal analysis is difficult to achieve, in part as all goals are not concrete
and some relevant parameters, measurement methods
and instruments are not available. The steps below
symbolise how far we believe we have come towards
complete goal analysis. Conditions for carrying out
goal analyses vary between the goals and are dependent on which step the subsidiary goal is on. Our ambition is to continuously develop these goal analyses and
methods. [Fig. 10]

Overall assessement

RED
YELLOW

- Regional development

YELLOW

- Gender equality

GREEN
YELLOW

Part of the goal were achieved ~

Requirements for sustainability take
into account coming generations.

The overall goal contains requirements for both a
socio-economic efficient and long-term sustainable
transport system. The goal covers individuals and
the business community in the entire country and the
requirements for sustainability take into account coming generations
How well have the transport policy
intentions been fulfilled?
Yellow

Parts of the goal have been achieved.

An assessment of goal achievement is based on an
overall assessment of the result for the three chosen
efficiency parameters, and also a balanced assessment
of efficiency parameters with results for the different
transport policy subsidiary goals. [Fig. 11]
SRA report of results compared with
the overall goal
The overall transport policy goal has several dimensions. For this reason proposed measures in the transport system must be analysed based on targets for all
dimensions if these efforts are to help to achieve goals.
This means basic data for decision-making should include analyses of socio-economic efficiency, long-term
sustainability, effects over time and impact on distribution, as well as an analysis considering subsidiary
goals. This report of the outcome of the overall goal
particularly highlights the socio-economic dimension and the dimension for long-term sustainability.
[Fig. 12]

Part of the goal were achieved ~

YELLOW

YELLOW

[Fig. 12] The socio-economic dimension

Socio-economic
Something termed socio-economic refers to economic relationships in society as a whole, as distinct from business-economy or
private-economy, which refer to businesses or individuals respectively.
Socio-economic analysis
A collective term for all types of socioeconomic analysis.

Socio-economic estimate
A socio-economic calculation that also
includes estimates of relevant effects that
cannot be quantified or given a value in
monetary terms.

Socio-economic calculation
Calculation of the socio-economic cost and
benefit of a particular measure. All effects are
presented quantitatively and given a value.
This calculation is often summarised in a net
present value ratio (NPVR).

Cost-effectiveness
A situation where quantified goals are achieved
at the lowest possible socio-economic cost.

Socio-economic efficiency
A measure is deemed to lead to improvements
in the welfare of the community if the profits for
those who benefit from a change can compensate the losses of those who lose out on it,
so that a net improvement occurs. The democratic decision system must also consider the
new distribution of welfare to be acceptable.
Socio-economic efficiency in the transport
sector assumes that the cost of investments is
matched by individuals’ willingness to pay and
that only those types of transports that can
cover their marginal costs are executed.

Degree of internalisation
Quantification of how large a part of total
external costs are internalised. External effects
are totally internalised (degree of internalisation 100%) if tax levels are at the same level
as external costs. Full internalisation means
road users pay for all of the costs they are
responsible for, including air pollution, wear,
and noise. There are therefore no differences
between the cost to society and the cost to the
road user (external effect) and road use can be
seen as socio-economically efficient.

Socio-economic profitability
Positive current value of all costs and income
that are associated with resource use or with
effects and benefits that citizens and companies are willing to pay for.
Net present value ratio, NPVR
If a measure is to be socio-economically profitable then according to the socio-economic
cost-benefit calculation it should have a net
present value ratio greater than 0.
NPVR =

benefit – cost
investment cost

Report of results
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The socio-economic dimension
A socio-economic calculation also includes all effects
that can be identified, quantified or given a value in
monetary terms. The effects normally included in the
calculations for road investments are currently timesavings, accident risks, air pollution emissions, carbon
dioxide emissions, vehicle costs, operation and maintenance and the costs of financing through taxation.
[Fig. 13] All relevant effects cannot be quantified and
evaluated but should be made visible in some other
way. There are no theoretical obstacles (though some
practical) to developing socio-economic calculations
that include the concept of long-term sustainability to
a much greater extend than currently. One method has
been created to describe various effects of a proposed
road transport measure in a structured and collected
way. The method is called Overall Impact Assessment
and describes both priced and non-priced effects and
distributive effects as well as an assessment of goal
achievement for the transport policy goals.

Effects difficult
to quantify

Goal achievement for socio-economic
efficiency

Other
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effects

Yellow
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Long-term sustainability dimension
Sustainable growth includes ecological, social and cultural as well as purely economic aspects. The concept
of a long-term sustainable transport system includes
the aspects justice and equality, welfare, employment,
regional development and the environment and health.
The concept of sustainable growth includes a time-perspective and the dimension justice between and within
generations. This has not been fully taken into account
in current socio-economic benefit calculations.
There need not be a conflict between socio-economic
efficiency and long-term sustainability. But in practice,
all the essential requirements for long-term sustainability have not been identified and made concrete in
such a way that they can be fully taken into account in
current calculations.
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Socio-economic efficiency is measured using three
parameters:
• net present value ratio for road investments
greater than SEK 100 million and for projects
opened to traffic in 2007
• degree of internalisation for external marginal
costs
• level of repairs.
Long-term sustainability is measured using:
• parameters for socio-economic efficiency
• results for the six transport policy subsidiary
goals.

[Fig. 13] socio-economic effects

-E

How do we measure the result for
the overall goal?
Today the overall goal is measured using both a parameter for socio-economic efficiency and a parameter
for long-term sustainability. Together these various efficiency parameters, including those that apply to the
subsidiary goals, create indicators of whether community measures lead to the achievement of the overall
goal or not. The measurements illuminate different
aspects but are not complete.

Parts of the goal have been achieved.

The assessment of goal achievement is based on a
total assessment of the results of the three selected
efficiency parameters. Socio-economic efficiency is
considered to have increased through profitable investments and it can be assumed that the degree of
internalisation has increased slightly following measures such as the launch of congestion tax in Stockholm. The level of repairs in maintenance work is also
believed to have increased. These indications give an
overall assessment that the goal for socio-economic
efficiency has been partially achieved.
Parameter for net present value ratio
If a measure is to be socio-economically profitable in
accordance with a socio-economic benefit calculation,
then it must have a net present value ratio (NPVR)
greater than 0. Implementing socio-economically
profitable projects increases efficiency.
Net present value ratio estimates are based on the
results of follow-up calculations for road investments.
The requirement limit for follow-up calculation has
been raised from an investment cost of SEK 50 million
in 2006 to SEK 100 million in 2007. This means there
are fewer follow-up calculations for these estimates in
2007 compared with previous years.
In 2007 seven projects costing more than SEK 100
million were opened to traffic. Total investment volume
for these projects was SEK 5 961 million. Investment
costs have been made over a number of years and cannot be attributed solely to 2007. Socio-economic profit-

ability has been calculated for six of the projects. The
difference between follow-up calculations and original
calculations is that the final actual investment cost is
included in the follow-up calculation.
Total profitability has been calculated by using an
average net present value ratio. The average net present
value ratio was 1.7. We consider therefore that major
projects on average are socio-economically profitable.
[Fig. 14]
During 2007, a follow-up of major projects that
opened to traffic in 2004 was conducted. This enables
a comparison between the benefit in the follow-up
calculation with that of the original calculation. The
estimated average NPVR for these projects is positive
and amounted to 0.9, which is slightly higher than pre-

vious estimates. This is in part a result of changes to
effect relationships during the period and that actual
traffic developments are different from those used in
the calculation. [Fig. 15]

In 2007 seven projects costing more
than SEK 100 million were opened
to traffic.

[Fig. 14] Follow-up of costs and calculated socio-economic benefits for road projects with an investment cost
	above SEK 100 million which were opened to traffic in 2007
Type of project

Road and stretch

Motorway

Uppsala – Mehedeby incl. Bärbyleden		

Final cost SEK million *

NPVR **

4 000		 2.1

Bärbyleden		

472		

Brämhult – Rångedala		

693		 0.3

-

Rv 40 Haga – Ljungarum incl. interchange Ljungarum		

225		 0.7

Separated road

Rv 51 past Svärtinge		

201		 1.2

Non separated road

Past Malmköping		

125		 0.2

Non separated road

225 Moraberg – Lövstalund		

Total

Total		

5 961		

Quantifiable

Total		

5 489		 1.7

245		 1.0
-

* All costs are reported at 2007 price levels.
** NPVR = Net present value ratio (calculated socio-economic benefits). Based on final cost.

[Fig. 15] Follow-up of costs and a presentation of the calculated socio-economic benefit for road projects opened
	to traffic in 2004 (2004 price levels)
Road number

Stretch

		

Total			
Cost SEK million

Net current value ratio *

Estimated 2004

Follow-up 2007

E4

Kåge – Byske

166

0.2

-0.1

E4

Norrfors – Brattby

100

-0.2

-0.3
1.1

E4

Noran – Söderhamn

89

1.1

E4

Junction Noran

59

-

-

E 20

Härad – Grundbro, past Strängnäs

460

2.3

2.3

Södra länken, Årsta – Värmdöleden
44

Råsseröd – Väne – Ryr

41

Skattegården – Berghem

Rv 29

Hoka – Hakafors

Rv 35

Through Åtvidaberg

E4

Past Örkelljunga

E 22

Past Bromölla

E 65

E 65 junction Fina

21	Önnestad – Ringelikors

7 600

-

-

414

1.3

1.7

60

0.1

0.2

220

-0.6

-0.7

109

0.2

0

1 072

0.4

0.5

243

1.3

1.3

9

-

-

35

0.4

0.4

11

Knivsåsen – Vomb

21

1.8

1.8

118

Hammar – Rinkaby

11

1.4

1.4

22

2.8

2.8

8

-

-

15

-

-

21

Åstorp – Klippan

946

Lund – Gårdstånga

E 22

at Gualöv

Total

Total

10 713

-

-

Quantifiable

Total

3 081

0.8

0.9

* NPVR = Net present value ratio (calculated socio-economic benefits). Based on final cost.
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Parameter for degree of internalisation for
external marginal costs
In order for road use to be socio-economically efficient
road users should pay all of the external marginal costs,
i.e. the degree of internalisation should be 100 per cent.
The Swedish Institute for Transport and Communications Analysis (SIKA, PM 2007:1) has previously made
calculations of the degree to which the tax on vehicle
fuels (energy tax) is sufficient to cover (internalise) the
external marginal costs incurred by wear and deformation, accidents, noise and air pollution emissions. No new
estimates of the degree of internalisation have been made
in 2007 but this is believed to have increased slightly as
a result of measures such as the introduction of the congestion tax in Stockholm. The table below therefore compares the degree of internalisation for 2006 with 2004. It
does not include carbon dioxide tax, marginal costs for
climate gases, nor congestion effects in the form of travel
time uncertainty and delays. [Fig. 16]

Goal achievement for long-term
sustainability
Yellow

Parts of the goal have been achieved.

The assessment of goal achievement for long-term
sustainability is based on an overall estimate of the
results from the two efficiency parameters and the
degree of goal achievement in accordance with the
six parameters for the road transport policy subsidiary goals. The results for parameters used to measure
socio-economic efficiency are reported above under
goal achievement for socio-economic efficiency.
The results for the various road transport policy parameters are reported below as a degree of goal achievement:
Accessibility
Transport quality
Road safety
Environmen
Regional development
Gender equality

Parameter for level of repairs
A functional and socio-economically efficient level of
road standard is achieved when there is no systematic
maintenance backlog. The level of repairs is measured
by assessing if maintenance backlog has increased or
decreased during the year. The goal has been achieved
when it is considered that there is no systematic maintenance backlog. Maintenance backlog is deemed to
have increased in 2007.

yellow

Partially achieved

yellow

Partially achieved

red

Not achieved

yellow

Partially achieved

green

Achieved

yellow

Partially achieved

A detailed presentation of the results can be found
under each subsidiary goal.
There is today insufficient data to make a full report
on the current status concerning the dimensions of the
overall goal for long-term sustainability. Current dependency on fossil fuels and the climate impact from
these has a negative impact on long-term sustainability, for ecological, social and economic aspects.
We have still chosen to use these three efficiency parameters and report the results for these and subsidiary goals as indicators of the road transport system’s
long-term sustainability, pending the development of
additional measurement parameters.

How can socio-economic efficiency be
assessed?
These partial analyses are not sufficient alone to
evaluate whether or not the combined improvement
and investment measures, together with operation and
maintenance measures on the road and street network
during the past year, have contributed to an increase in
socio-economic efficiency. We have chosen to use these
analyses as indicators, pending the development of additional parameters.
There are also many uncertainties in the estimates of
external marginal costs and how these are internalised
in what road users are willing to pay. These can still
be seen as an indication of current status and trends.

The need for developing parameters,
methods and analyses
Basic data produced for various types of road transport measures need to be developed to contain a
socio-economic efficiency analysis, an analysis of
cost-effective goal achievement, and a distribution
analysis. The distribution analysis should be devel-

[Fig. 16] Degree of internalisation, tax/marginal costs at 2005/2006 prices
Per cent (Values in brackets are estimated degree of internalisation in 2004).
Type of vehicle		Energy tax rural areas
Passenger car, petrol with catalytic converter

Energy tax urban areas

104

(103)

64

(64)

Passenger car, petrol without catalytic converter

48

(48)

31

(31)

Passenger car, diesel with catalytic converter

30

(22)

13

(9)

Passenger car, diesel without catalytic converter

31

(22)

6

(4)

Lorry, 3.5 –16 tonnes

25–26

(18)

8

(6)

Lorry, > 16 tonnes

27 – 32

(19 – 23)

9 – 12

(6 – 9)

Higher figures mean greater degree of internalisation. 100 = full internalisation.
This refers to marginal costs for wear and deformation, accidents, noise and air pollution emissions.
The table does not include carbon dioxide tax or marginal costs for climate gases or congestion tax in the form of travel time uncertainty and delays.
Source: SIKA.
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oped to include regional, social, gender, and generation perspectives. Methods should also be developed
to measure the consequences for road user groups
with special needs, such as children, the elderly and
functionally disabled.
There are clear indications that current efforts in
operation and maintenance measures may be insufficient to maintain the efficient provision of transport
on all parts of the network. There is therefore a need
to develop parameters, and to balance operation and
maintenance measures against other measures in the
road transport system on the basis of the overall goal.
A method for an impact assessment of investments
in the cycle path network is to be introduced at the
SRA in 2008. The assessment will also include the
health effects of cycling.
Ahead of future Sectoral Reports we are planning to
continue to develop methods to analyse goal achievements in relation to the overall goal. The method to
analyse the effect of improvement and investment
measures is to assess the impact of differences between
the road network for two different years using data
from the national road database and the forecasting
and analysis tools Sampers and Samkalk.
Gender equality
Gender equality aspects in accordance with the overall goal are partly integrated into the six subsidiary
goals and their interim goals and are presented under
goal reporting. We are to introduce methods for separate reporting of benefits associated with travel time
reductions, as a result of transport system measures,
divided into women and men.

International comparisons
Norway has as part of its control of the transport
system a target structure for transport policy goals
similar to the Swedish system. The Norwegian target
structure is hierarchical with an overarching goal
that is above other goals. The overarching goal is “to
provide an efficient, accessible, safe, and environmentally-friendly transport system that meets the needs of
society and promotes regional development”. There are
four main goals below this. The main goals are in turn
divided into 13 subsidiary goals that are in addition
divided into a number of indicators.
Traffic authorities also participate in international
harmonisation work in socio-economic impact analyses.

Accessible transport system
SUBSIDIARY GOAL FOR ACCESSIBILITY
An accessible transport system, where the road transport
system is designed to meet the basic transport needs of
individuals and the business community.

The subsidiary goal for accessibility is about the actual
purpose of the transport system, i.e. our mission to provide for the transport needs of the business community
and individuals. This subsidiary goal means the provision of transport services that satisfy all the transport
needs that must be met in a healthy society. However, the
transport system alone cannot create accessibility to
all important functions. This subsidiary goal is closely
related to the subsidiary goals of regional development
and transport quality. These three subsidiary goals complement each other.
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Goal achievement
Yellow

Parts of the goal have been achieved.

The result for the subsidiary goal is judged using an
overall assessment of goal achievement for its interim
goals. Of the five interim goals monitored, three have
been achieved and two have been partially achieved.
[Fig. 17]

Accessibility refers to the needs of both
individuals and the business community.

[Fig. 17] Goal achievement
Goal

Goal achievement

Interim goal 1
Accessibility for citizens and the business community within regions and between regions and surrounding

green

areas is gradually to improve.
Interim goal 2
Accessibility within metropolitan areas and between urban areas is to improve.

yellow

Interim goal 3
The proportion of functionally disabled persons who can use the road transport system, including
disabilities by 2010 at the latest.
Interim goal 4
The proportion of children and young people who can use the road transport system unaccompanied is to increase.

green

Interim goal 5
The proportion of pedestrian, cyclist and bus passengers of total short distance travel is to increase.

yellow

Green

Main town: Built-up area with more than 3 000 inhabitants.
Urban areas: Swedish towns and cities
Metropolitan areas and national centres: Stockholm, Göteborg
and Malmö.

What is accessibility?
The concept of accessibility is defined by the SRA and
other traffic authorities as “the ease with which facilities and activities in a society can be accessed”. Accessibility refers to the needs of both individuals and the
business community. This definition emphasises that
the purpose of the transport system is to enable various groups of individuals and businesses to reach
their desired destinations, and thereby access various
facilities and activities in a society. This means the
perspective should cover the entire journey, from door
to door. Individual transport solutions could include
chains of travel using different means within the road
transport system as well as in combination with other
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Residents in rural areas require access to an efficient
labour market and public and commercial services,
in particular grocery retail outlets, as well as a varied
selection of cultural and recreational activities if these
areas are to remain dynamic. It also requires that the
business community can reach a large enough labour
market and a market for its products.
Goal achievement

Definitions

Sparsely-populated areas: Rural areas and sparely-populated areas with
more than 45 minutes by car to the nearest town with more than 3 000 inhabitants and islands without a fixed link to the mainland (Swedish National Rural
Development Agency).

INTERIM GOAL 1 – ACCESSIBILITY WITHIN REGIONS
AND BETWEEN REGIONS AND SURROUNDING AREAS	
Accessibility for citizens and the business community within
regions and between regions and surrounding areas is gradually to improve.

green

public transport, is to increase. Public transport should be accessible for people with functional

Regional centres: 32 towns that offer major public services (county hospitals, universities, etc), commercial and cultural facilities and which the National
Public Transport Agency has identified as important nodes for the different
types of traffic.

to measure accessibility include the number or percentage of persons who according to statistical studies
state that conditions to carry out journeys are good or
less good.
The SRA measures accessibility through an overall
assessment of goal achievement within the five interim
goals. Our measurements do not provide comprehensive
information, but new parameters and methods are constantly being developed. One parameter that measures
the total socio-economic change in the road network is
under development.

Division of Sweden
into regions
(Swedish National
Rural Agency)
Forest counties – inland
Forest counties – other
City regions
Remainder of Sweden
Municipal border

modes of travel such as rail, air and sea.
A transport system that allows good accessibility
means speedy, inexpensive, safe and comfortable
travel and transports to desired destinations.
Different ways to measure accessibility
There are several different ways to measure the accessibility target. The most common method is to
measurement sacrifices in terms of costs or time that
are linked to transports. One parameter for changes in
accessibility is the number of people who have experienced changes in travel time to important destinations. Another type of parameter is the average speed
on certain transport links. Additional parameters used

The goal has been achieved.

The result has been assessed using a comparison
between changes in travel time in accordance with
analyses and established limit values. To summarise,
accessibility in rural areas is largely unchanged, while
accessibility between regions and surrounding areas
has improved. The net number of people that have
noted travel time decreases amounts to 1 180 000. Substantially more people have received improved accessibility than those whose accessibility has deteriorated.
Measures that have contributed to goal
achievement
Changes in accessibility in rural areas are mainly
changes in road bearing capacity and speed limit
changes. Most bearing capacity measures have been
implemented during the year in north Sweden. The aim
has mainly been to increase bearing capacity from
class 2 to 1. This increases accessibility for both passenger and goods transports, in part as roads need to
be closed less during the spring thaw.
Changes in accessibility to regional and national
centres result from both changes in speed limits and
rebuilding the road network. As the less-used roads
are often of a lower standard, in terms of road safety,
speed limits on some stretches have been lowered. On
several stretches of road across the country speed limits have been reduced, raised or variable speed limits
have been introduced. In cases where speed limits have
changed without any physical measures then the most

common changes have been speed limit reductions,
which have resulted in longer travel times and poorer
accessibility.
Raised speed limits have been introduced on some
roads as these were rebuilt to motorway standard or
were fitted with median guard rails or rumble strips.
This is most often the case on larger, busier roads.
These types of measures can have a significant impact
on travel time as they often concern a long stretch of
road and impact many travellers and transport providers. These roads also serve large geographical areas.
A number of reconstructed roads have been opened
for traffic in 2007, improving accessibility through
shorter distances and higher speed limits. Through
both physical measures and speed limit changes travel
time has been reduced on about 80 km of the E 4 and
17 km of motorway between Brämhult – Rångedala and
more than 10 km of the national highway 51, and more
people have noted improved accessibility to regional
and national centres on this road network.
Measuring accessibility and changes
The SRA measures accessibility changes using three
parameters:
1. The number of people with changed travel time
between rural areas and main town.
2. The number of people with changed travel time
between place of residence and regional centre.
3. The number of people with changed travel time
between place of residence and national centre.
Differences in accessibility between years can depend
on changes in the transport system, as well as society’s
geographical structure. We have assumed that the localisation of homes and workplaces is unchanged for the
years analysed in this report. In this way we can isolate
in the analysis how accessibility has changed focusing
solely on changes in the road transport system. For obvious reasons, changes during one year are quite small
as the road transport system already has a relatively
high standard. For this reason, we have also commented
changes seen over the past four years.
Changes in travel time between rural areas and
main town
This calculation relates to people who have a travel
time of more than 30 minutes from their place of residence to a main town, and whose travel time changed
during the year by more than 30 seconds. The result is
that in rural areas, i.e. inland forest counties, some
3 000 people have noted a reduction in travel time to
the nearest main town and about 3 000 people have
noted increased travel time, which means accessibility
has remained unchanged, but is within the interval
to be judged as partially achieved. A slight improvement has been noted over the past four year period,
2004 – 2007. Some 27 000 people have seen accessibility
improved and 21 000 people have seen accessibility
deteriorate.

Report of results

17

When conditions between travel times using public road transport and travel times by car
increase for the same journey, then there is a greater tendency to choose the car.

[Fig.20] TRAVEL TIME BY CAR AND PUBLIC TRANSPORT RESPECTIVELY
Median in minutes
160
140

[Fig. 18] AcceSsibility to regional centre
Difference between 2007 and 2006 by car

!

!

!
!

!

Changed travel time between place of residence
and regional centre
This calculation relates to people who have a travel time
of more than 30 minutes to a regional centre, and whose
travel time changed during the year by more than 30
seconds. The result is that about 100 000 inhabitants
have noted a reduction in travel time to their nearest regional centre and about 150 000 people have noted a rise
in travel time, which means accessibility has deteriorated,
but this is in the interval to be partially achieved.
An improvement has been noted over the past four
year period, 2004 – 2007. About 1 330 000 people have
seen accessibility improved and 150 000 people have
seen accessibility deteriorate. [Fig. 18 – 19]

120

Accessibility for public road transport
A project has been ongoing at the SRA over the past few
years that aims to enable accessibility analyses for car
traffic and public road transport. The method is based
on a development of the road network model in GIS.
Input-data to the model is from population statistics,
and the road and public transport network. The term
public transport used below refers to public road
transport.

When conditions between travel times using public road
transport and travel times by car increase for the same
journey, then there is a greater tendency to choose the
car. Differences could be a result of the percentage of inhabitants that live in urban and rural areas respectively
as well as other geographical and demographical conditions. [Fig. 20]
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Gender equality
There are currently no methods to measure gender
equality for this interim goal.
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[Fig. 19] AcceSsibility to regional centre
Road network 2007 by car
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Analysis model
All estimates have been carried out on a road network
that only includes the main road network. In rural
areas population squares of 500x500 metres have been
used and 250x250 metre squares have been used in
urban areas.
The analysis results contain no information about
real journeys but the analyses aim to describe potential
journeys for inhabitants in a county. Various types of
analysis are possible. One interesting analysis is to estimate travel times inhabitants in the county have to a
regional centre. Equivalent travel times can also be estimated for car journeys. This enables a comparison for
travel times by car and public transport. The model can
also be used to estimate the number of jobs that can be
reached within 45 minutes by car or public transport.
Analyses have been carried out in five counties: Värmland, Jämtland, Skåne, Västerbotten and Norrbotten.
Analysis of travel times to a regional centre
For Värmland and Jämtland the hospitals in Karlstad
and Östersund have been chosen as destinations in the
analyses. In Skåne, travel times have been measured to
one of the four regional centres Malmö, Helsingborg,
Lund or Kristianstad. In Västerbotten and Norrbotten,
central stations in Umeå and Luleå have been used as
central locations. The diagram shows how the median
for travel time to a regional centre varies between counties and between the modes of transport.

travel time changed by more than 4 minutes. The reason the limit is higher than for trips to regional centres
is justified by the lower frequency of trips to metropolitan areas in cases where these are not considered
regional centres. For certain areas, a metropolitan area
is also the closest regional centre. The result shows
that about 1 230 000 inhabitants have noted a reduction in travel time to the nearest national centre while
no-one has noted an increase in travel time, which
means accessibility increased for both this parameter
and a balanced assessment with the parameter for
Changed travel time between place of residence and
regional centre. An improvement has been noted over
the past four year period, 2004 – 2007. About 1 250 000
people have seen accessibility improved and 310 000
people have seen accessibility deteriorate. [Fig. 21– 22]

Changed travel time between place of residence
and national centre
The calculation included people with a travel time of
more than 1 hour to the nearest national centre whose

International comparisons
The Danish Road Directorate assesses accessibility
based on the experiences of road users. It believes
accessibility increased in 2006. One important factor
in this was the introduction of variable speed limit
boards at road works.
The Finnish Road Administration assesses accessibility based on a flexible and safe road network. However, no difference was noted between 2005 and 2006
in this area. Norway does not measure accessibility
between or within towns.

[Fig. 21] Accessibility to main city
Difference between 2007 and 2006 by car

[Fig. 22] Accessibility to main city
Road network 2007 by car
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INTERIM GOAL 2 – ACCESSIBILITY WITHIN METROPOLITAN AREAS AND BETWEEN URBAN AREAS
Accessibility within metropolitan areas and between urban
areas is to improve.

If society is to function then residents require access
to an efficient labour market and public and commercial services, in particular grocery retail outlets, with
reasonable sacrifices in terms of travel time. Good
accessibility between urban areas is also important
for the business community which then has better conditions to reach a large enough labour market and a
market for its products.
Accessibility within metropolitan areas refers to accessibility within the main city areas Stockholm, Göteborg and Malmö. Accessibility between urban areas
refers to travel time changes between selected nodes
on the national road network.
Goal achievement
Yellow

Parts of the goal have been achieved.

The result has been assessed by analysing how travel
speeds have changed in the three main cities and how
travel times between urban areas have changed between years.
Accessibility changes in metropolitan
areas and between urban areas
Accessibility changes within metropolitan areas are
measured using speed changes that are measured on
a number of highlighted commuter routes. Accessibility changes between urban areas are calculated using
modelling estimates of travel time changes for passenger car journeys and typical journeys.
Changes to accessibility in metropolitan areas are
dependent on general changes to traffic volume as well
as measures that have been implemented on the road
transport and public transport systems.
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If society is to function then residents
require access to an efficient labour
market and public and commercial
services, in particular grocery retail
outlets, with reasonable sacrifices in
terms of travel time.
Accessibility in Stockholm has deteriorated during the
year. Car congestion tax was introduced during 2007.
This led to a reduction in car traffic and increased
accessibility in the city centre but accessibility deteriorated on main routes just outside the inner city. Accessibility has improved at particularly sensitive points in
Stockholm, mainly through an increase in the number
of lanes and road information systems.
Accessibility in Göteborg is considered unchanged.
This is because at the same time as road traffic volume
has increased during the year, measures have been implemented to reduce congestion. These include minor
measures, such as an increase in the number of traffic
lanes and improvements to road traffic management,
as well as reduced fares, more bus and trams routes,
new bus lanes, and commuter parking that improves
accessibility for public transport.
Accessibility in Malmö is considered unchanged.
Congestion is deemed to be less than in Göteborg and
Stockholm. In inner city areas car traffic has remained
unchanged for many years, while traffic has increased
on approach roads.
Accessibility between urban areas is largely the
result of physical improvements to the national road
network. Some of these are the results of major road
reconstruction projects, while others involve the construction of median barriers, sometimes in combination with speed limit changes. These measures have
often resulted in higher speeds and improved accessibility.

Speed changes in metropolitan areas
The impact of congestion on travel speed has been
measured during three autumn months in Stockholm
and Göteborg. These measurements are carried out
weekday mornings on several major arteries, though
they also indicate how well traffic is flowing on approach roads and the minor street system. The measurements show that travel speeds overall have fallen in
Stockholm and are unchanged in Göteborg. Congestion
in Malmö is considered unchanged.
Average speed for car traffic in Stockholm in 2007
was measured on three commuter routes with a total
length of about 40 km. Car traffic is estimated to have
increased by a total 3 per cent during the year and
public transport’s share of journeys has risen by an
estimated 0.9 percentage points. Measurements were
taken after the introduction of the congestion tax. Two
of the roads were impacted by the congestion tax and
traffic on these increased by 5–10 per cent in total. This
has meant accessibility in Stockholm has deteriorated
in 2007. [Fig. 23]
Even if overall accessibility has deteriorated, improvements were noted at particularly sensitive
points in Stockholm, mainly through an increase in
the number of road lanes and information systems.
Measures have had a positive impact on accessibility.
Stockholm Transport, SL, has extended public transport with several new bus routes.
Average speeds for car traffic have been measured on
nine commuter routes, in total about 150 km.
Several measures have been implemented in Göteborg to reduce congestion, such as commuter parking,
new bus lanes, and rebuilding work at terminals and
stops. Public transport has been improved through fare
reductions, more buses and trams and more routes. The
end of cash handling on trams is believed to have reduced delays at tram stops and improved punctuality.
Public transport has noted a significant rise in passengers during the year, by about 4 per cent. [Fig. 24]
Systematic measurements of speeds and travel time
are planned in Malmö beginning 2008 and results are
not yet available from here. Public transport travel
increased by about 9 per cent in 2007.
Travel time changes between urban areas
The road network is the primary connection between
regional centres in Sweden and urban areas. Consequently, travel times on this road network have been
analysed. Several changes have been noted in 2007.
Among these is a net travel time reduction of about 3
minutes for the typical journeys analysed. Over longer
time periods, travel times have fallen significantly
between towns along the national road network.

[Fig. 23] Commuting, typical routes, stockholm
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Planned measures as a result of the findings
Preparation is underway in Stockholm to widen the
E 4 between Järva Krog and Häggvik in both directions,
which is expected to reduce congestion for road users.
Measures are also linked to the opening of the major
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project Norrortsleden (E 18 Rosenkälla – Häggvik)
which is to open autumn 2008. Norrortsleden should
reduce pressure on the E 18 Norrtäljevägen where
there is significant congestion, though this has not
been calculated.
Gender equality
There are currently no methods to measure gender
equality for this interim goal. Short distance, daily
travel in total in Sweden for all modes of transport excluding air is characterised by the fact that men travel
much greater distances per day than women, while
travel time is largely the same1.
International comparisons
There are different definitions of the term congestion.
In London the definition is “extra travel time or delay
produced in reference to a reference level”. Congestion
measurements are carried out in London every second
month. One congestion parameter used is to report the
effect of congestion charges on central London. Congestion charges were introduced in February 2003. A
fee is charged between 07.00 and 18.30. Parameters for
“excess delay”, i.e. how much longer a journey takes per
kilometre, have been used. Congestion decreased when
the congestion charge was introduced in 2003.
INTERIM GOAL 3 – ACCESSIBILITY FOR FUNCTIONALLY
DISABLED PEOPLE
The proportion of functionally disabled persons who can use
the road transport system, including public transport, is to
increase. Public transport should be accessible to people with
functional disabilities by 2010 at the latest.

In the national action plan for disability policy the
Government states that obstacles to the full participation of functionally disabled people in society are to be
removed. The objective is a social community based on
diversity, where society is designed so that women and
men, girls and boys with functional disabilities participate fully in social activities and are offered equal living conditions.
In a special ordinance (2001:526), the Government
states that state authorities have a particular responsibility to implement disability policies. Authorities
are particularly to act so that activities, information
and premises are available for persons with functional
disabilities.
The Modern Transportation bill (2005/06:160) stipulates the interim goal: Public transport should be accessible for people with functional disabilities by 2010
at the latest.

each year between 2002 and 2005. These measurements
have been relatively consistent and show that about 85
per cent of functionally disabled people can travel, 70
per cent without difficulties and 15 per cent with some
difficulties. No measurements have been carried out in
2006 and 2007.
Goal achievement for 2007 has been judged using
a parameter for the proportion of highlighted public
transport routes that have been adapted for functionally disabled people
Result and analysis
The Government conducts annual follow-ups of the
national action plan for disability policies using feedback reported to Handisam, an authority that coordinates disability policies. It coordinates and supports
efforts by sectoral authorities and provides feedback
to the Government (Handisam 2007/0278, 15 October
2007). This is in part by using an annual survey about
conditions, and in part by describing activities that
have taken place during the year to implement disability policies. The Handisam report shows that progress
has been achieved during the year but that there are
still shortcomings that require continuing effort, such
as training in accessibility requirements, opportunities to communicate with authorities, and adapting
premises.
Among highlighted public transport routes on the
national trunk road network, 452 per cent have been
adapted for functionally disabled people. On the regional road network 313 per cent have been adapted.
In 2007, 92 highlighted public transport routes were
adapted on the national trunk road network, while 49
were adapted on the regional road network. A total 141
(21) highlighted routes have been adapted during the
year 4. The main reason so much has been achieved during the year is the concentrated effort began together
with other stakeholders as a result of a Government
commission to develop public transport. Measures
during the year have largely concerned rebuilding bus
stops.
Public transport facilities have been adapted for
disabled persons using state subsidies from the SRA
totalling more than SEK 20 million during the year.
Measures have included bus stops, lifts designed for
disabled people, lifts, information and payment systems and rebuilding terminals.
The SRA has also collaborated with other players in
quality assessments of on-demand traffic as well as
appraising the number of buses available. The Swedish
Public Transport Association (SLTF) carries out regular
surveys of purchasing, reception and overall opinion
of journeys using on-demand traffic. Figures for 2007
show that 93 per cent of the polled were satisfied.

Goal achievement
Green

The goal has been achieved.

Opportunities for functionally disabled people to
travel on the transport system have been measured

22

Report of results

1. Travel habit survey RES 2005 – 2006, SIKA 2007:19.
2. Limit value for goal achievement is 30 per cent.
3. Limit value for goal achievement is 5 per cent.
4. Figures for 2003, 2004 and 2005 are not available.

A review of the percentage of adapted buses shows
that the number with a ramp or lift has increased
from 36 per cent to 51 per cent, buses with space for
a wheelchair has increased from 66 per cent to 73 per
cent, automated stop announcements from 12 per cent
to 48 per cent and onboard information signs from
23 per cent to 55 per cent. The proportion of low-floor
buses is largely unchanged compared with last year.
In summary, we believe a larger share of functionally disabled people can use the road transport system
compared with last year. As a result of the implemented
measures during the year, we believe the target was
achieved. The SRA’s target is that 100 per cent of highlighted public transport routes on the national road
network should adapted by 2010. We believe this can
probably be achieved.
Planned measures
Work implementing the disability policies is to be
more clearly stipulated in a revised action plan with
time-limited measures. Adapting public transport for
functionally disabled people is to continue in accordance with the final report on the national action plan
for the long-term development of public transport.
Work with the “Enkelt avhjälpta hinder” [Easily Removed Obstacles] is to continue and will result in the
adaptation of more rest areas, bus stops and other
transfer points.
Gender perspective
Gender equality cannot be measured using current
assessment methods and preconditions as functional
disabilities are not registered. The division between
men and women can however be noted in areas of responsibility at other authorities, such as special transport services and car allowances that are specifically
intended for persons with functional disabilities. Twice
as many women as men have special transport service
licences and men accounted for 57 per cent of approved

car allowances and women 43 per cent. In addition,
applications from more women than men were rejected.
International comparisons
Nordic countries are cooperating to draw up common
indicators for determining accessibility for functionally disabled people on the road and rail system. In
comparisons it can be seen that Sweden and the SRA
are at the forefront in efforts to create an accessible
public transport.
INTERIM GOAL 4 – ACCESSIBILITY FOR CHILDREN
The proportion of children and young people who can use
the road transport system unaccompanied is to increase.

The background for this goal is a study that shows that
children’s mobility has fallen in recent decades5. The
objective aims to increase opportunities for children
to move independently, primarily to get to and from
school on their own.
Goal achievement
Green

The goal has been achieved.

The assessment is based on the number of children affected by measures to increase road safety for children
along school routes. Goal achievement is assessed using
the number of children that can safely get to school
as a result of physical road measures. Evaluations are
carried out in part by asking parents to assess whether
their children have a safer school route, and in part by
estimating how many children can safely make their
own way to and from their nearest school. We also
measure the number of road safety measures for children.

5. Spolander 1981 and Intermetra 2006.
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More children can feel safe on roads
The situation has improved for many as a result of the
400 (more than 300 in 2006) traffic safety measures
implemented on the state road system. These measures
affect more than 4 000 children, which is an increase
by 700 compared with 2006.
An inventory has been made of opportunities for
children to make their own way to and from school in
Kungsholm and Lilla Essingen in Stockholm. Analyses
from this inventory will be complete in 2008. Inventories of safe and accessible school routes have previously been made in seven urban areas. The analyses
show that 20 per cent of children aged 7–9 and 20 per
cent of children aged 10–12 have a safe and accessible
walking route to school.
In order to increase knowledge about the situation of
children in traffic, the SRA has financed a survey targeting 6 – 15 year olds. Children were asked in the survey
to report journeys they made during a day. More than
4 000 children answered the survey. It shows that travel
habits are affected by where children live and whether
the road environment is seen as safe. The survey also
showed that far more children, 49 per cent, are driven
to recreational activities than to school, 23 per cent.
Measures that have contributed to goal
achievement
The situation has improved during the year through
more than 400 road safety measures implemented on
the state road network. These include the construction
of pedestrian and cycle paths, speed limit reductions
at pedestrian crossings, and the construction of pedestrian passages and pedestrian and cycle tunnels.
A child impact assessment is a method to systematically illuminate how children and young people are
affected by decisions and to test and describe which designs and measures are best for children. Child impact
assessments have been carried out in part or entirely
on eight projects that have concerned improving main
roads, new interchanges and access roads to the E 4, the
impact of a discontinued bus route, building pedestrian
and cycle paths, planning a new residential area, as well
as making an inventory of school transport stops. As
part of these analyses, children have provided information that has been added to basic planning data. A publication, “Schools cooperating in child impact analyses
– studies in local communities”1 has been produced to
support children participating in these assessments.
Gender equality
A new study shows that girls travel more by car than
boys and also use school transport more, while boys
cycle to a greater extent. See also the section on equality for interim goal 5, short-distance travel.
International comparisons
Comparisons with other countries are not available, but
one can still say that Sweden is at the forefront in terms of
taking into account the child perspective in traffic issues.
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INTERIM GOAL 5 – ACCESSIBILITY FOR SHORTDISTANCE TRAVEL
The proportion of pedestrian, cyclist and bus passengers
of total short distance travel is to increase.

The goal is to improve conditions for pedestrian, cycle and bus travellers in terms of accessibility. These
types of measures also contribute to opportunities to
achieve environmental and public health goals.
Goal achievement
Yellow

Parts of the goal have been achieved.

The assessment is based on measurements of the
number of pedestrians, cyclists, and bus passengers
of total short-distance travel. Short-distance refers to
journeys up to 5 km.
The proportion of pedestrians, cyclists and bus
passengers of total short-distance travel has been
relatively constant for several years and no signs of
significant changes were noted in 2007. No measurements took place in 2007, but with regard to the previous trend it is realistic to assume that percentages are
roughly at the same level as 2006. [Fig. 25]
What has happened in 2007?
A comprehensive project has been run together with
NUTEK, Banverket and cyclist organisations to draw up
an action plan for increased and safer cycling. Among
other things, the need for cycle paths along the state
road network has been studied using a uniform model. A
proposal has been given to the Government that includes
about fifty activities over the next few years aimed at
achieving more and safer cycling.
The SRA and Banverket, in a broad collaboration
with public transport stakeholders, have drawn up
an action programme for the long-term development
of public transport, Koll Framåt. A full report of work
was presented to the Government in late 2007. The
action programme offers conditions for healthy dialogue and collaboration between stakeholders at all
levels and between state, local authorities and the
business community. This work has provided a broad
consensus that the competitiveness of public transport is to grow and travel increase.
Planned measures as a result of the
findings
Work has been ongoing during the year to draw up
an action plan for public transport development and
measures to achieve increased and safer cycling. The
SRA has together with other players and parties described problems and opportunities to achieve the
desired improvements. The analysis shows that public
transport requires both a significant input of resources
and a cultural change that would signify a move from a
1. Publication 2006:11.

[Fig. 25] Proportion of journeys on foot, by bicycle or bus of total short-distance travel
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focus on production to a focus on service. In addition to
improved infrastructure, a wider range and more clientadapted information and other services is needed to
make travel easier and more reliable. The public transport sector must also become better at listening to the
needs of passengers and that players work together to
promote an increase in public transport travel.
Gender perspective
Travel surveys include details about travel patterns
divided into men and women. These statistics can be
used as basic data in order to study short-distance
travel from a gender perspective but to date no such
analyses have been carried out in this area.

International comparisons
The scale of cycle traffic varies significantly in Europe.
The Netherlands and Denmark have the highest proportion by far, and Sweden is in the group below these.
It is difficult to provide exact figures and comparisons
between countries as these use different statistical
definitions of a journey. However, a very rough estimate
would be that cycle travel in the Netherlands and Denmark accounts for 20 – 30 per cent of travel, the group
including Sweden accounts for about 10 per cent, followed by several European countries with 2 – 5 per
cent.
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riences depending on time of day and weather.
Road managers describe the operating and maintenance standard that road-users can expect from
various types of road and stipulate permitted loads.
Information about this is described in service commitments, current information in the media, sign posts
with permitted bearing capacity etc.
Goal achievement
Subsidiary goal:
Yellow

Parts of the goal have been achieved.

The degree of goal achievement is assessed using an
overall appraisal of the results in relation to standards
for four parameters. Longitudinal smoothness on paved
roads and bearing capacity restrictions during the
spring thaw meet standards, while standards were partially achieved for rut depth on paved roads and winter
road conditions.
Interim goal:
Green

The goal has been achieved.

Goal achievement is calculated using an overall appraisal of results in 2007 in relation to results in 2006.
Standards have been met for all parameters, i.e. for
smoothness, bearing capacity restrictions, and winter
road conditions.
Necessary data on municipal and private roads are not
available. Therefore the review of goal achievement is
based on data from the state road network.

Transport quality
SUBSIDIARY GOAL FOR TRANSPORT QUALITY
A high level of transport quality, where the design and performance of the road transport system contributes to high transport quality for individuals and the business community.

INTERIM GOAL
The quality of the Swedish road transport system is gradually
to improve.

Transport quality can be seen as the relationship between a road-user’s experience of a journey and his or
her expectations of the journey. Road users experience
transport quality as high when this experience is as
expected or better than expected. High transport quality may be said to have been achieved when a journey
on a pedestrian or bicycle, a gravel or paved road can
be completed in a reasonable time, safely, comfortably,
with low environmental impact, and without unpleasant surprises. There are substantial variations in expe-
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Key reasons for the 2007 results
There are several reasons why the 2007 subsidiary
goal for high transport quality was only partially
achieved. The first is the difference between the economic framework in the National Plan for the Transport System 2004 – 2015 (which was used to set standards) and actual allocated appropriations. The second
is insufficient compensation for price developments in
road maintenance. The third is rising costs for new and
improved road infrastructure as well as tougher environmental and road safety requirements. Significant
improvements in efficiency have not compensated for
these circumstances.
The 2007 interim goal for gradually improving transport quality has been achieved despite the circumstances named above. This interim goal has been
achieved thanks to a continued prioritisation of road
smoothness at the expense of technical status. Followup methods are being developed for technical status.
The following general cost increases between 2006
and 2007 have been identified:
• Costs for road management materials have risen
by more than 3 per cent for operation and
maintenance (expressed as an operational index).

• New and improved road facilities, road information
and median barriers have meant new costs of
about SEK 70 million.
• Tougher environmental and road safety requirements relating to road measures have meant new
costs of about SEK 30 million.
In addition, vehicle mileage, especially for heavy vehicles, has increased during the year, increasing the rate
of damage to the road network. However, as the rate of
damage is small, its effects will not be noticed in the
short term.
Functional condition
The way road users experience transport quality is
mainly dependent on the functional condition of the
road network, in particular qualities that directly impact road users. The short-term condition is influenced
by operational measures, such as snow and ice clearance, cleaning, grading of gravel roads and maintaining
rest areas and road-side areas. In the longer-term the
functional condition is upheld through maintenance
measures, such as new surfacing, bridge repairs and
replacing worn road equipment. Load bearing measures
that adapt the construction of roads and bridges to
meet current load requirements are important for the
condition of the road network and transport quality.
The road network has been built over many years and
bearing capacity demands have gradually risen. This is
why permitted loads are often much higher than load
capacity when the roads were originally built. [Fig. 26]
Road characteristics
Road characteristics that have the greatest impact on
transport quality for public transport, goods transports and individual road users (including pedestrians)
are winter road condition, road surface smoothness
and friction, and bearing capacity restrictions.
Winter road condition impacts transport quality in
various ways. Travel speed is slower to reduce the risk of

an accident, comfort is lower in difficult road conditions,
and vehicle costs increase when there is deep snow.
Road smoothness and surface structure influences in
various ways travel time, road safety, vehicle costs and
travel comfort and also noise levels from traffic.
Road bearing capacity has both technical and economic aspects. It is relatively easy to stipulate the
technical maximum bearing capacity for a bridge. It is
more difficult for roads as these are less homogenous
and more dependent on weather conditions. Higher
loads and rising traffic volume increases wear (damage) on both bridges and roads. The highest permitted
load agreed on by road managers is therefore based on
economic factors, where maintenance and societal costs
are both considered. Road bearing capacity also changes
when the ground is frozen or thaws. It is therefore important for the forest industry, among others, that road
managers are flexible and offer hauliers an opportunity
to drive heavier transports when the road allows this.
National plan stipulates requirements,
standards and targets
The SRA has specified an operational and maintenance
standard on state roads based on the Government planning frame in the National Plan for the Road Transport
System 2004 – 2015. The standard offers an optimal balance between various transport policy subsidiary goals
and road-user desires, i.e. external efficiency. The goals
also include the preservation of road capital, which
means long-term economic sustainability and consideration of the interests of future road-users.
In addition this plan contains the requirement that
the standard should be achieved at the lowest road
maintenance cost (i.e. internal efficiency). Internal
efficiency for operations and maintenance should be
increased by 1 per cent per year. The plan includes six
goals for reinforcing existing roads, two of which are
time-bound. The purpose is to prevent and reduce bearing capacity restrictions on different types of roads.
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The long-term plan also includes the following prioritisation:
• Operating conditions are to be kept at current
levels, i.e. maintain the same operating standard
as previously.
• Maintenance of paved road is used as a regulator
when there is a lack of resources in the short term.
However, this means smoothness deteriorates, in
particular on minor and medium-sized roads, and
the accumulated maintenance needs (i.e. backlog in
relation to the maintenance standard) increase.
• Bearing capacity appropriations are to be used
gradually to reinforce those roads that risk bearing
capacity restrictions. This will reduce the amount
of restricted road. However, where maintenance is
neglected, other roads may end up in this risk zone.
The amount of road subject to bearing capacity
restrictions is largely dependent on the weather.
Measuring transport quality
Measurements of transport quality use both objective
parameters of the condition of the road and subjective
experiences of journeys by road users. The parameters
are used to provide a national standard, i.e. a desired
condition, and to follow-up the current condition in
comparison with this standard.
Rankings by road users reflect their experiences of
the road condition in relation to their expectations. Expectations can change quickly depending on information efforts by road managers, mass media reporting,
weather conditions and other factors. Several cases
have been noted where road user rankings have worsened at the same time as evaluations of the operation
and maintenance standard have shown improvements,
and vice versa. Road user rankings are therefore used
for an internal analysis of our efforts but are not suitable as a parameter for goal achievement.
Road roughness
SRA standards for longitudinal roughness on paved
roads are dependent on stipulated speed limits and
traffic flow. Roughness is currently measured using an
international index called the International Roughness Index (IRI), and can be converted into vehicle
costs and travel speed. Transverse roughness is mainly
measured as rut depth in millimetres. Additional parameters are used on narrow roads. Both longitudinal
and transverse roughness are compared with maintenance standards. Shortcomings in relation to the
standard is recalculated as a cost to rectify deficiencies and is reported as a backlog (accumulated maintenance needs).
Road roughness is measured in the summer, when
roads are smoothest. Measurements in the spring
show much more roughness. Average IRI values are
sometimes 30 per cent higher. On gravel roads, it is
generally more difficult to maintain smoothness and
surface structure than on paved roads. This difference
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Rankings by road users reflect their
experiences of the road condition in
relation to their expectations.

disappears however on snow roads. The condition of
gravel roads is subjectively evaluated using a special
methodology. Using dialogue projects and specific road
user councils the SRA is attempting to improve understanding for local adaptation and increase the number
of satisfied road users.
The percentage of paved roads is also a rough parameter of transport quality. Since the 1980s, the percentage
of gravel roads has been halved, as many gravel roads
have been paved. The goal is to pave all roads where
traffic volume exceeds 250 vehicles per day or 125 vehicles per day if the road serves ribbon developments.
Road and bridge bearing capacity
Bearing capacity is the maximum load that can use
roads and bridges. It is based on static and dynamic
estimates of the structures and economic evaluations
of maintenance costs.
Bridge bearing capacity has improved over the past
15 years as a result of various bearing capacity projects.
According to the long-term plan for 2004 – 2015, by 2012,
all the bridges on the road network highlighted by the
business community should cope with gross weight up
to 60 tonnes.
Road bearing capacity has been improved at a much
slower rate through reinforcement measures. Important
roads for the business community are to be strengthened
so that they have full bearing capacity all year round,
while the smallest roads have only a bearing capacity
that allows light traffic at low speeds during the spring
thaw. Bearing capacity is monitored in terms of normal
permissible load (bearing capacity class), and through
bearing capacity restrictions during the spring thaw.
Winter road conditions
The winter maintenance standard determines when
snow removal or skid prevention measures should
begin and end. Winter road conditions are monitored
as “operating conditions achieved compared to current
operating standards”, i.e. as a percentage of approved
observations. [Fig. 27]
Municipal streets, and pedestrian and cycle paths
The larger municipalities have all specified various
operational and maintenance standards for streets,
roads and pedestrian and cycle paths they manage.
Smaller municipalities have clear operational and
maintenance standards to varying degrees. Municipal
standards for operation and maintenance are however
not summarised at national level.
It is not yet possible to draw up uniform descriptions
of conditions on municipal streets and pedestrian and
cycle paths.

Private state-subsidised roads
Most of the subsidies paid were for operation and
maintenance. Subsidies for maintenance can be used
for bearing capacity measures on roads and bridges
and also road safety measures. In 2005 – 2007, subsidies have been paid for repairing road damage resulting from the Gudrun storm. Subsidies have also been
paid for investments and ferry operations.
The SRA makes inspections of all bridges on the private state-subsidy road network. By the end of 2007, 80
per cent of bridges on this road network had received
a major inspection. Bearing capacity classification of
bridges began in 2007. An inventory and classification of
state-subsidy roads is being carried out based on accessibility requirements from the forest transport sector.
The SRA is participating in a joint venture with the
National Private Roads Association and the National
Land Survey to train representatives from road organisations in administration and operational issues. In
2007, 20 training courses were held for 857 participants.
What is the quality of our roads?
Necessary data on municipal and private roads are not
available. Therefore the review of goal achievement is
based on data from the state road network.
State roads
To summarise, longitudinal roughness is considered to
have improved. Transverse roughness has deteriorated
slightly on major roads but improved on minor roads.
The proportion of roads that are not open to the heaviest bearing capacity has since 2005 fallen by almost
15 per cent. The extent of bearing capacity restrictions
during the spring thaw has halved since 2005.
Longitudinal roughness (in terms of IRI) on paved
roads has gradual improved on all roads over a number

of years. The percentage of wide roads with a rut depth
exceeding 15 millimetres has increased slightly since
2004 on major roads. On narrow roads the parameter is
not relevant, but we have noted the same trend. Overall,
differences between forest counties and the rest of the
country have almost disappeared. [Fig. 28– 29]
The length of road not open to the highest bearing
capacity has fallen by 938 km in 2007. It now amounts
to 5 204 kilometres. This percentage still remains
larger in the forest counties, 8 per cent compared with
3 per cent for the rest of Sweden.
The extent of bearing capacity restrictions during
the spring thaw varies significantly from year to year
depending on the weather. Since 2005 bearing capacity
restrictions on state roads have halved to about 246 000
day-kilometres, of which 95 000 day-kilometres were on
important roads for the business community. Favourable weather conditions played a key part, but the SRA
has also limited its use of thaw restrictions, and conducted extensive strengthening measures using funds
from bearing capacity appropriations. During 2007 we
have also implemented vigorous efforts to offer light
traffic all-year access to the state road network. [Fig. 30]
Winter operating conditions are monitored through
random checks. Results from monitoring operating standards in 2007 have not met with reliability requirements
and can therefore not be reported. As a result, we have
begun sweeping changes to the application of follow-up
systems. According to a subjective assessment, the operational standard is still approved to more than 95 per cent.
Road user rankings dropped during the period
1996 – 2000 and have since risen slightly. Rankings
have since stabilised at a slightly higher level than in
the mid 1990s. Ahead of the 2007 survey the road network has been redefined and it is therefore difficult to
draw any conclusions. [Fig. 31]
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[Fig.28] PROPORTION OF ROADS WITH IRI >4

[Fig.29] PROPORTION OF ROADS WITH A RUT DEPTH > 15 MM
ON ROADS WITH ADT* > 2 000
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[Fig. 30] Road bearing capacity (BK)
Parameters

2003

2004

2005

2006

2007

91 584

92 050

92 255

92 176

93 067

Non Class 1 roads, km

6 624

6 262

6 045

6 156

5 204

Class 1, proportion, %

93.2

93.6

93.9

93.7

94.7

Class 1, proportion in forest counties, %

90.1

90.4

90.8

90.5

92.2

10 535

14 449

13 888

14 008

7 045

Class 1, km

Restriction during spring thaw, km
of which forest counties, km

6 465

7 664

7 603

5 193

2 977

of which important roads to business community, km

4 122

5 162

4 502

4 162

22 280

Restrictions during spring thaw, thousands of day-kilometres
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[Fig. 31] ROAD USER RANKING SUMMER 1999 – 2007
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Municipal roads and streets
Since the mid 1980s several municipalities carry out
customer surveys every third year focusing on municipal engineering. One of these questions is about standards (smoothness, holes and ruts) on streets, roads and
pedestrian and cycle paths. More than 80 municipalities carried out customer surveys in 2007, coordinated
by the Swedish Association of Local Authorities and
Regions. Seen over time the percentage of municipal
residents that are very or quite satisfied with standards on the municipal road network has fallen from 50
per cent in the early 1990s to about 35 per cent in 2007.
Resident opinions are to some extent connected with
how much municipalities invest in paved road maintenance. Like many municipal operations, there was a
decline during the period 1998 to 2001, when the level
from 1988 was restored. At most, this decline was almost 20 per cent of annual investments in paved road
maintenance. The return to 1988 levels of resources
earmarked for paved road maintenance is not reflected
in the experience of residents about the condition of
streets, roads, and pedestrian and cycle paths.
Planned measures as a result of the findings
The most important measures for the quality of the
Swedish road transport system are operation and
maintenance measures on the existing road network.
Bearing capacity improvements and exemptions from
thaw restrictions also influence transport quality and

30

572

of which forest counties
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goal results. A very important part of measures that
influence goal results, though indirectly, are implemented efficiency measures. Improvements and new
building lead to transport quality improvements at a
local level.
Increased efficiency in operation and maintenance
activities are ongoing. The time from a decision to
the full impact on activities varies depending on the
character of a measure. It can take up to 10 – 20 years
to fully integrate certain maintenance measures. Efficiency achievements are a result of all measures since
the early 1990s. Efficiency improvements must also be
seen over several years if temporary changes and data
errors are to be eliminated.
Our estimates show that internal efficiency in operations and maintenance in recent years has increased
by about 2 per cent per year, compared with our commitment in the National Plan for the Road Transport
System 2004 – 2015 of at least 1 per cent per year. Appropriations to operations and maintenance have however been below the planning frames used as a basis for
decisions on operations and maintenance standards.
The SRA has in addition not received compensation for
price developments for road management materials
and services, nor additional costs for new traffic installations, traffic growth, and rising environmental and
road safety demands on implemented measures. Total
efficiency measures have not been able to compensate
for cost developments, which is the main reason why
goals have only been partially achieved.
The long-term trends must be met with long-term
external and internal actions.
Externally the SRA must continuously report to the
Government and its customers about the actual costs
for stipulated operation and maintenance standards
and how various factors influencing costs are changing. This should offer the Government good basic data
for its decisions.
Internally the SRA is to ensure gradual increases in
efficiency of at least 1.5 per cent per year through the
following measures:
• A holistic approach is to be strengthened in
various respects within the framework for the
Road Asset Management concept. In particular,

improved follow-up of activities and their effects
are to create opportunities to discover potential
efficiency measures using impact analysis.
• Partnership with contractors is to be extended to
stimulate a steady development and utilisation of
their skills. In particular, an extended and efficient
functional tendering is to convince contractors to
improve production efficiency.
• Operation and maintenance standards are to be
regularly adapted as a result of improved customer
dialogue.
• The regions are to play a more active role in identifying and achieving potential efficiency savings
and in increasing knowledge exchange between
regions.
• Research and development is to become more
focused on targets and practical application.
Gender perspective
Operations and maintenance aims to maintain the existing road network at an established standard and as
a result to fulfil previous decisions. Equality is created
where decisions are made, resources distributed and
standards established. A gender perspective exists in
daily work, such as the broad representation of women
in both operation and maintenance management and
in customer dialogue.
Transport quality should be equally high and adapted
for all, irrespective of gender. Operation and maintenance
targets both women and men equality and we therefore
treat it as if it was gender neutral. The values and needs
of women and men are measured using road user rank-

Transport quality should be equally high
and adapted for all, irrespective of gender.

ings of operation and maintenance and these results
show that women and men are equally satisfied with
how the roads are managed during both the summer
and winter months1.
International perspective
The definition of the state road network, requirements
for road standard, road length per person, climate preconditions, etc. vary significantly between different
countries. The closest comparisons are possible with
Finland, Norway and some federal states in northern
US and southern Canada. According to subjective assessments, conditions on Swedish roads are equivalent to
conditions in the Nordic region, Germany and North
America for roads with similar traffic volumes.
A comparison with Finland and Norway for major
roads with an annual daily traffic volume of more than
2 000 vehicles shows that:
• annual costs in Sweden and Norway currently
amount to about SEK 6.60 m2 while it is about
10 per cent lower in Finland (which previously
had higher appropriations).
• roughness in terms of IRI and rut depth was
slightly better in Finland compared with Sweden.
Norwegian data are not entirely comparable
because of measurement methods.
We are yet to analyse trends.
The SRA’s work in operation and maintenance issues is
often presented and discussed at international forums,
such as PIARC, TRB, ERANET and COST and has a good
international reputation.
1. Road user ranking autumn 2007.
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Safe traffic
SUBSIDIARY GOAL FOR ROAD SAFETY
Safe roads, where the long-term goal of road safety is that nobody is to be killed or seriously injured as a result of accidents
on the road transport system. The road transport system is to
be adapted to the conditions required to meet this long-term
goal.

INTERIM GOAL – NUMBER OF FATALITIES AND INJURIES
IN ROAD TRAFFIC ACCIDENTS
The number of fatalities and serious injuries in traffic accidents
is to fall and the number of fatalities in road traffic accidents is
to be less than 270 persons in 2007 for the entire road transport sector.

The subsidiary goal for road safety was established by
parliament in 1997 as part of a decision for a new road
safety policy and Vision Zero. The goal comprises two
parts, partly a long-term goal that the number of fatalities and serious injuries is to fall to zero, and partly
that the design and function is to be optimised so that
the road transport system develops into a safe system.
According to Vision Zero, concern for human life and
health is an absolute requirement in the design and
function of the road transport system. The design of
the safe road transport system is to be scaled to allow
for human tolerance of external impact.
Goal achievement
Subsidiary goal
Red

Not achieved.

Goal achievement for the subsidiary goal is assessed
by analysing the reduction in the number of people
killed over the past three years. If the number has
fallen by an average 25 people per year then the
goal has been achieved, while it is deemed partially
achieved if the number of traffic fatalities has fallen.
The goal has not been achieved as the number of fatalities has risen over the past three years. Parameters for
the safe system are not fully available yet.
In 2007 an estimated 490 people have been killed in
road traffic. This is 45 more than 2006, which means
the goal has not been achieved.

fallen by 40 or more in relation to the result in 2006.
The goal has not been achieved if the number of fatalities is higher than 270, or if the number is unchanged
or has risen compared with 2006.
The result shows 220 more traffic fatalities than
the target level, which means the goal has not been
achieved.

Result for fatalities and serious injuries
In 2007 an estimated 490 people were killed in road
traffic, which is 45 more than 2006.
This trend for traffic fatalities is far from the reduction required to achieve the goal. The target of 270 fatalities is based on half of the result for 1996. Between
1994 and 2002 natural causes were included in statistics, i.e. traffic fatalities caused for other reasons than
collision forces. To achieve the target a reduction of
about 25 people is required on an annual basis. Despite
the fact that natural causes have been excluded since
2003, the result in 2007 is 220 more than the target
level. [Fig. 32]
The number of people that have died on the state road
network has averaged slightly less than 400 per year for
the past decade. On non-state roads the annual number
of fatalities has averaged about 125. This is when death
from natural causes is excluded in comparisons between
1996 and 2007.
[Fig.32] NUMBER OF TRAFFIC FATALITIES, 1996 – 2007
(including natural causes)
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How do we measure road safety?
The first part of the subsidiary goal is stated as health
impact, i.e. “death” or “serious injury”. The number of
fatalities is the parameter that is currently used to
gauge developments in road safety on the road transport system. This analysis of variations in the number
of fatalities is however associated with certain problems: chance influences results and many cases lack a
relationship between an action and its impact. Work is
ongoing to refine definitions and measurement methods for serious injuries.
The second part is expressed as system safety. Parameters for the safe system are not fully available yet.
The advantage of measuring system safety is that
chance does not influence the outcome and there is
a clearer link with implemented measures.

800

Interim goal

[Fig.33] NUMBER OF TRAFFIC FATALITIES BY ROAD MANAGER, 1996 – 2007
(excluding natural causes)
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During the period 1996 – 2007 the number of road fatalities has fallen by about 40 people on the state road network but risen slightly on the remaining road network.
Compared with 1996, this was a reduction in fatalities
by about 10 per cent on the state road network and an
increase by about 20 per cent on the municipal road
network. [Fig. 33]
During the period 1996 – 2007 the number of serious
injuries rose in 2002 and then dropped in 2004 after
which the figure has stabilised. In 2007 the estimated
number of serious injuries amounted to about 4 000,
which is unchanged compared with 1996. The introduction of a new reporting system (STRADA) for data
on traffic injuries in 2003 is the most probable explanation for the fluctuations. [Fig. 34]
There is a significant non-response in official statistics for the number of serious injuries in road traffic accidents. According to patient statistics from the
National Board of Health and Welfare, every year some
13 000 people are injured seriously enough to require
admission to hospital. Patient statistics are however
not detailed enough to act as a source for official road
accident statistics.
We are currently working with STRADA to supplement police statistics with healthcare figures. Studies
indicate that police statistics cover only about 60 per
cent of serious injuries, and that there are classification problems regarding their degree of severity. In
2006, about 65 per cent of the country’s hospitals were
registered with STRADA. Once the reports of all emergency hospital departments are included, the quality
of these official statistics will improve significantly.
It will then also be possible to introduce a new health
parameter for medical disability, which is defined as
a person who has not regained previous health levels
following a traffic accident within a reasonable timespan and can therefore be deemed seriously injured in
accordance with the Vision Zero approach.

Why did we not achieve the target?
A series of external factors influence injury outcome.
The economic situation is highly important for the
total driving distance and is the single most important
external factor for the number of injuries. Other external factors include the age structure of the population,
the climate, and indirect factors such as alcohol consumption.
Subsidiary goal
The result is far from the target of zero fatalities and
zero serious injuries, which also means that the road
transport system is not designed in line with the
Vision Zero decision and its functionality is far from
adapted to this decision.
In recent years, the SRA has analysed in detail the
number of fatalities and serious injuries for the period since
traffic switched to driving on the right side. From this perspective a clear stair can be discerned with a falling curve
for the number of fatalities.The number has fallen by an
average 3 per cent per year, despite a constant increase in
vehicle mileage by an average 1.5 per cent (included in the
forecast model). If road safety continues to be a priority in
community planning, indications are that we can ultimately
get close to the goal of zero fatalities. [Fig. 35]

[Fig.34] NUMBER OF SERIOUS INJURIES IN ROAD TRAFFIC, 1996 – 2007
5 000
4 000
3 000
2 000
1 000
0
1996 1997 1998 1999 2000 2001 2002 2003 2004 2005 2006 2007

Report of results

33

[Fig. 35] FORECAST MODEL AND RESULTS
– NUMBER OF FATALITIES
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Interim goal
The National Plan for the Road Transport System
2004 – 2015 includes a calculation of various status
changes required to achieve the interim goal 2007 of a
maximum 270 road fatalities. The follow-up below (see
the heading Development of safety-related conditions
and actual measures between 1996 and 2007) clearly
shows that only the target level in the parameter for
seat belt use has been achieved.
The parliamentary road safety goal of a maximum
270 road fatalities by 2007 has not been sufficiently
central. Results from the annual follow-ups for the
road safety situation were not sufficiently highlighted,
which meant efforts to achieve the interim goal were
weak at the outset and a concentrated effort came too
late. Basically this is a sign that setting a quantifiable
goal is not enough. It is as important to clearly decide
who is to do what and when in order to accomplish
major changes in society.
The goal to halve the number of traffic fatalities
between 1996 and 2007 was initiated in a recession.
Fewer young people had driving licences, fewer had
jobs to commute to, and industrial transports declined.
The boom in recent years has had the opposite influence on road safety developments.
The extension of separated roads, automated speed
surveillance using road safety cameras, and safer urban environments have been real successes. Despite
this it is clear that overall the measures have not been
implemented quickly enough to compensate for the
rise in vehicle mileage and growth for additional risk
groups such as motorcyclists and young drivers.
The three main areas that have witnessed deterioration or no improvement during the period 1996 – 2007
were: speed, alcohol, and two-wheeled motor vehicles.
International statistics show that motorists in Sweden
are poor at following speed limits. In 2006 fines for
speeding were significantly raised, the police lowered
their tolerance levels and a modern camera system
was installed. Measurements indicate a reduction in
driving speeds in 2006 and 2007, though it is still the
case that if all vehicles maintained the correct speed
then there would be 100 fewer road fatalities each year.
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Sweden has an obsolete system of speed limits that
does not take road condition into account. The leading
point of Vision Zero is to adapt speed to an individual’s
tolerance taking into account car and road safety levels.
A new speed limit system, which is gradually to be
introduced beginning 2007, will enable this principle
to be applied at a more acceptable level for society.
The second major area that has not improved is road
traffic sobriety. The percentage of drivers under the influence of alcohol has fallen slightly over the past two
years. Despite this the proportion of drunk drivers is
largely unchanged compared with the beginning of the
period. Alcohol consumption has risen substantially in
Sweden since the mid 1990s. Implemented road traffic
measures have counteracted this rise in consumption,
but were still not sufficiently effective.
The number of fatalities and serious injuries for
motorcycles and mopeds has increased. Ten years ago
about 50 moped riders and motorcyclists were killed.
In 2007 an estimated 75 moped riders and motorcyclists have been killed. The number of motorcycles
has more than doubled and the number of EU mopeds
(Class1) has increased to 170 000 vehicles since these
were introduced in the early 2000s. The risk of being
killed or seriously injured per vehicle has fallen during
the period, but the number of vehicles has risen by so
much that the number of road deaths has risen.
Development of safety-related conditions
and actual measures between 1996 and 2007
To focus on analysing variations in the number of fatalities is associated with certain problems as chance
influences the results and a link between measures
and effects is often lacking. A better way to follow road
safety developments from year to year is to use status
parameters (such as seat belt use, cycle helmets, and
kilometres of rectified road).
Results for 2007 are presented below using status
parameters that are compared with the target level in
accordance with the National Plan for the Road Transport System 2004 – 2015.
Road safety measures on the state road network
According to the National Plan for the Road Transport
System, 100 per cent of traffic volume on busy state
roads should be on roads that are protected from serious head-on collisions and single accidents. The target
level for 2007 for the percentage of traffic volume on
state roads with little traffic was that 100 per cent
should be on roads protected from serious single accidents. If these target levels are achieved then this is
expected to result in 100 – 150 fewer fatalities per year.
By the end of 2007 there were a total 3 800 kilometres of
separated road. This meant 38 per cent of traffic volume on
busy state roads was protected from serious head-on
collisions and to some extent from serious single
accidents. Almost 10 per cent of traffic volume on the road
network with little traffic takes place on roads that have
been adapted to reduce the risk of serious single accidents.

[Fig. 36] Separated road, number of km, at year-end
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[Fig. 37] Roads equipped with ATC, number of km, at year-end
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Median barriers are fitted on almost none of the state road
network with little traffic, where speed limits would result
in serious accidents in the event of a head-on collision.
These figures for the percentage of rectified road in
2007 show that significant potential remains to reduce
serious head-on and single accidents through physical
road safety measures.
During 2007, 330 kilometres of separated road has
been built. In addition, 540 kilometres has been fitted
with road safety cameras for Automatic Traffic Control
(ATC). Work with safety measures at roadside areas,
rumble strips on central road markings, and at intersections has continued.
By year-end there were a total 3 800 km of separated
road and 2 500 km of road equipped with ATC. About 50
per cent of vehicle mileage on the state road network
takes place on these roads. [Fig. 36 – 37]
Road safety measures on the municipal road network
There is no parameter for road safety measures on
the municipal road network in the National Plan for
the Road Transport System. The SRA Strategic Plan
2004 – 2015 includes the following target: The number
of road traffic fatalities is by 2007 to have fallen by
5 persons per year as a result of better planning and
safer traffic in urban areas. The number of fatalities on
municipal roads fell by about 25 people between 2004
and 2006. However, the high figure for 2007 meant that
this target was not achieved.
No overall picture exists of how large a percentage
of traffic uses safe streets and roads on the municipal
road network. Figures are not available for the number
of implemented municipal measures. The Swedish Association of Local Authorities and Regions has started
work to identify implemented measures.
Data are available that municipalities have systematically invested in physical measures on the street
environment, which significantly contributes to increasing safety for unprotected road users.

in about 45 fewer deaths.
In 2007, 96 per cent of car drivers and 96 per cent of
front seat passengers used a seatbelt. This is a 7 percentage point increase for drivers and a 5 percentage point increase for front seat passengers since 1996. More than 94
per cent of children rear-seat passengers used seat belts.
Seat belt use for adults in rear seats was 80 per cent.
In urban traffic, seat belt use for drivers and frontseat passengers was about 89 per cent in autumn 2007.
Among passenger car fatalities 4 of 10 were not wearing seat belts, which has been relatively constant since
the beginning of the period. The percentage of deaths for
passenger car drivers not wearing seat belts has fallen
slightly, while the percentage of deaths for passengers
not wearing seat belts has remained largely unchanged.
Seat belt use is different for women and men. In the
18 – 25 age group, seat belt use among women is about 15
percentage points higher than among men. This difference
narrows in the older age groups. Seat belt use is higher in
the older age-groups compared with the younger.
Seat belt use among taxi drivers has risen substantially in recent years and was 92 per cent in 2007. Commercial drivers in heavy traffic still only use seat belts to
a limited extent, despite the fact that this has been compulsory since 1999. In 2007 about 40 per cent of heavy
truck drivers used a seat belt. No measurements for
heavy trucks have been taken between 2004 and 2007.
Seat belt use in buses has not been studied in these
measurements. [Fig. 38]
[Fig.38] SEAT BELT USE
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[Fig. 41] Number of breathalyser tests (million) 1997–2007
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Source: Police statistics.

[Fig. 42] Number of reported drink driving offences, 1997–2007
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Source: BRÅ.

Travel speed
The following target level was given for travel speed
in the National Plan for the Road Transport System:
Travel speed on the state and municipal road network is to fall by 6 and 4 km/h respectively in order
to achieve the goal of a maximum 270 fatalities. This
would mean 60 and 40 fewer deaths respectively.
Comprehensive speed checks were carried out until the end of 2004 on state roads and until the end of
2003 on municipal roads. Average travel speed on state
roads was largely unchanged in 2004 compared with
1997. On municipal roads the percentage had fallen by
about 2 percentage points by 2003.
A speed index has been created in 2007. This index
reflects changes in speed and is based on data from 83
fixed measurement points. These measurement points
are not representative for the entire road network.
Measurements from these fixed points in 2007 indicate
a reduction in travel speed over the past two years on
state roads, though not in line with the target level.
The effect of automated speed camera surveillance
(ATC) is not visible in the measurements carried out for
all roads. Travel speed has however changed significantly on ATC roads. Speed reductions are estimated at
about 8 per cent. ATC aims to reduce speeds on roads
that have the greatest number of serious accidents.
Driving under the influence of alcohol
The National Plan for the Road Transport System stipulates the following target level for the percentage of
drunk drivers involved in fatal accidents: The proportion of drunk drivers involved in fatal accidents is to
fall by 11 percentage points if the goal of a maximum
270 road deaths is to be achieved. This would mean
about 20 fewer fatalities.
Figures from SRA in-depth studies show that 23
per cent of passenger car drivers killed in 2006 (most
recent data available) had alcohol in the blood above
the level for drink driving (0.2 promille). In 2005 and
2006 the percentage of drunk passenger car drivers
has fallen to about 2 percentage points above the level
reported in 1997. A reduction by 11 percentage points
from 2002 has not been achieved. [Fig. 39]
The percentage of alcohol-related fatal accidents
has remained relatively constant since 1997. An analy-
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sis of in-depth material from the SRA shows that more
than 15 per cent of fatal accidents include at least one
vehicle driver under the influence of alcohol. If all road
users involved are taken into account, including cyclists and pedestrians, then alcohol-related accidents
account for about 20 per cent of all fatal accidents.
[Fig. 40]

[Fig.39] PERCENTAGE OF DRUNK PASSENGER CAR DRIVERS KILLED
(ALCOHOL > 0.2 PROMILLE), 1997–2006
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[Fig.40] PERCENTAGE OF ALCOHOL-RELATED ACCIDENTS OF TOTAL
NUMBER OF ACCIDENTS (ALCOHOL > 0.2 PROMILLE), 1997– 2006
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The SRA has estimated that 15 000 – 20 000 car trips
take place in Sweden each day in which the driver is
under the influence of alcohol. In 2007 studies in the
field have been conducted by the VTI together with the
police. These showed that 12 000 – 13 000 journeys each
day are made by drivers under the influence of alcohol.
The number of breathalyser tests has more than
doubled between 1997 and 2007, from 1.1 million to 2.5
million tests. However, the entire growth was during
the second half of the period. The proportion of positive
tests has been largely constant during the entire period
(about 1 per cent).
In March 2001 the National Police Board stated in
a national strategy for police traffic surveillance that
each police meeting with a motor vehicle driver should
in principle include a breathalyser test. It also highlighted the importance that via mass media to inform
about current surveillance activities and to carry out
tests at locations and at times where experience indicated that drink driving was prevalent. [Fig. 41]
On 1 July 1999 drug legislation was introduced that
meant this was also included in statistics. Excluding
drug offences, the number of alcohol-related traffic offences has risen by 37 per cent during the period 1997
to 2007. [Fig. 42]

2006

Cycle helmets
The target level for cycle helmet use in the National
Plan for the Road Transport System was 80 per cent
(people covered by helmet legislation). This would
mean about 20 fewer fatalities per year.
An average 27 per cent of cyclists used a cycle helmet
in 2007. Measurements show that helmet use has increased by more than 10 percentage points since 1996.
The greatest increase has been over the past five years.
On 1 January 2005 a new law came into effect making
the use of cycle helmets compulsory for children under
15. Cycle helmet use among younger children who cycle
in residential areas has increased substantially since the
law was introduced. Children that cycle to school also
use helmets more often since the middle of the period.
Children use cycle helmets to a greater extent than adults.
[Fig. 43]
There are no significant differences in helmet use
between women and men. One exception is elderly
cyclists, where helmet use is twice as common among
women.

Vehicles
The National Plan for the Road Transport System stipulates the following target level for crashworthy passenger cars: The percentage of vehicle mileage using
crashworthy cars with at least 4 stars is to increase to
50 per cent if the goal of a maximum 270 fatalities is
to be achieved. This is estimated to result in about 40
fewer fatalities.
No summary is currently available for how large a
share of vehicle mileage is made by cars with at least
4 stars.
About 95 per cent of all new passenger cars sold in
Sweden have been tested in the European crash test
programme Euro NCAP. Two thirds of cars sold in 2007
received the highest rating. Since Euro NCAP began its
tests in 1996 average results have improved by more
than 2 units (stars) on a scale of 1-5. This improvement
in cars is estimated to lead to 6 fewer fatalities per year.
Of cars tested in 2007, 30 of 31 had seat belt reminder
systems. Two models had reminders that did not meet
with Euro NCAP requirements. In Sweden more than 80
per cent of new cars sold had these systems.
The proportion of new cars sold in Sweden equipped
with electronic stability programs (ESP) rose from 15
per cent in July 2003 to 96 per cent in December 2007.
The SRA has previously taken part in a study that
shows that accidents in slippery road conditions are
reduced by almost 40 per cent when cars are equipped
with ESC. This increased percentage in 2007 is estimated to prevent about 3 road fatalities a year.
[Fig.43] CYCLE HELMET USE
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Implemented measures in 2007
It is very difficult to assess the importance of measures by individual parties in a specific year based on
changes in the number of fatalities. If we instead use
status parameters (such as seat belt use, cycle helmets,
and kilometres of rectified road) we can more reliably
link annual changes to measures by individual stakeholders. The theoretical impact of activities can be
shown using measurements of changes in various conditions and knowledge about relationship models. The
distribution of the effects calculated as fewer fatalities
in 2007 for each respective condition and activity area
is reported in the diagram. [Fig. 44]
Comments on changes that have affected safety in
2007 can be found below. These comments concern both
changes in the safety status and implemented measures.
Road safety measures on state roads
Efforts targeting traffic flow separation have continued.
During the year 330 kilometres of separated road has been
opened, 70 kilometres of which was motorway. In total,
safety measures at road-side areas, intersection measures,

rumble strips on central road markings, and speed limit
reductions are estimated to have led to 11 fewer road fatalities and 33 fewer serious injuries per year.
Road safety measures on municipal streets
and roads
No overall picture exists of measures implemented on
the municipal road network in 2007.
Seat belt use
Measurements taken of seat belt use in 2007 indicate
that belt use by passenger car drivers has increased by
about 2 percentage points and for front seat passengers
by about 2 percentage points. This improved seat belt
use is estimated to result in about 5 fewer road fatalities and about 40 fewer serious injuries.
Efforts to increase seat belt use have continued in
cooperation with the police and NTF ( The National
Society for Road Safety). Police surveillance has been
supplemented by information efforts at national,
regional and local levels. These efforts have targeted
driver groups where there is greatest potential for

[Fig. 44] Theoretical contribution from different activity areas and condition changes to results in 2007.
Area and volume
of measure
(design)
Road safety measures on state
road network
Separated roads (+about 250 km)
Other physical measures
Speed reductions. (+300 km)
Road safety measures on the
municipal road network
Traffic separation (?)
Speed controls (?)
Information (?)
Measures to increase seat
belt usage
Police surveillance (?)
Seat belt reminders (+80 %)
Seat belt infringements (-x %)
Speed controls
ATC (+540 km)
Police surveillance (+x %)
Information (?)

Usage permit
(function)

Consequences
for community

- Vehicle mileage on state
roads that meet good road
safety criteria (? %)

11 fewer fatalities

- Vehicle mileage on municipal
roads that meet good road
safety criteria (?)

? fewer fatalities

- Vehicle mileage where seat
belt is used (?)
- Seat belt usage
(+2 percentage points)

- Vehicle mileage exceeding
speed limts (? km/h)
Average travel speed(? km/h)

5 fewer fatalities

3 fewer fatalities (ATC)

Alcohol on the roads
Police surveillance
(Breathalyser tests +15 %)
Alcolocks (?)
Information (?)

Cycle helmet use
Information (?)

Safer cars
ESC (+ 96 % i nya fordon)
Euro NCAP (+2,5 betyg i dag i
förhållande till 1996)

38

Report of results

- Vehicle mileage by drunk
drivers (?)

- Vehicle mileage with
cycle helmet (?)
- Cycle helment use
(+2 percentage points)

- Vehicle mileage with cars
achieving five Euro NCAP
stars (?)

10 fewer fatalities
(breathalyser tests)

0 fewer fatalities

9 fewer fatalities

Total theoretical improvement
38 fewer fatalities

improvements – young drivers and commercial drivers –
and in urban traffic.
During 2007 the police reported more than 40 000 drivers and passengers in passenger cars for not wearing seat
belts, which is 20 per cent fewer than 2006. This is probably linked to the relatively large increase in seat belt use.
A growing number of new passenger cars are
equipped with seat belt reminders. Among cars tested
by Euro NCAP 2007, more than 80 per cent of new cars
sold had this type of system.
Speed surveillance
The National Police Board and the SRA are working on
a joint project for automated traffic surveillance using
cameras (ATC). In 2007 about 550 kilometres have been
equipped with cameras for automated speed surveillance.
This is estimated to result in 3 fewer fatalities per year.
The police is according to its new surveillance strategy to carry out more speed checks in order to reduce
average speeds and is also to reduce the margin of error for speeds measured at speed checks.
Alcohol
According to the new police strategy its ambition is to
take 2 million breathalyser tests per year. In addition
to routine checks when cars are stopped on the road,
the police has in 2007 also conducted a number of
targeted campaigns.
During 2007 the police has carried out 2.5 million
breathalyser tests, which is a 15 per cent increase on
2006. This increase is estimated in current assessment
models to have reduced fatalities by 9 –12 people.
“Don’t drink & drive” is a joint nationwide project
that aims to influence young people into refraining
from using alcohol when on the roads. Attitude surveys
have shown that the project has been very effective with young people. Important partners in the
project are the SRA, MHF (Swedish Abstaining
Motorists’Association), NTF and the police.
The “Skellefteå model” is a project run jointly by the
SRA, the police, health services and social services.
The model aims to offer drunk drivers a meeting with
health services within 24 hours.
Cycle helmet use
27 per cent of cyclists used cycle helmets in 2007, an increase by 2 percentage points since 2006. Cycle helmet
use has increased slightly for almost all cyclist groups.
Safe vehicles
Higher safety standard in new cars is increasingly
important for the risk of being killed or seriously injured in road traffic. Since Euro NCAP started its tests
in 1996, the average result has improved by almost 2
units on a scale of 1 – 5. This improvement is estimated
to lead to 6 fewer fatalities per year.
The proportion of new cars sold in Sweden equipped
with electronic stability programs rose from 15 per
cent in July 2003 to 96 per cent in December 2007. The

SRA has previously taken part in a study that shows
that accidents in slippery road conditions are reduced
by almost 40 per cent when cars are equipped with
ESC. This increased percentage in 2007 is estimated to
prevent about 3 road deaths per year.
Planned measures as a result of the findings
During 2008 the SRA is planning several measures to
continue its work to reduce the number of fatalities and
injuries in road traffic. A new speed limit system with
10 km/h steps is to be introduced in 2008. This will mean
speed limits will be better adapted to the safety standard of the road. At least 100 new ATC cameras and an
additional 200 kilometres of separated road are planned.
The SRA is planning to continue work to separate unprotected road users from vehicle traffic.
Gender perspective
Injury risks
Men run twice the risk of being killed in traffic compared
with women, even if differences in travel patterns for
men and women are taken into account. The relative risk
of serious injury is largely the same for men and women.
According to an analysis by the Swedish Institute for
Transport and Communications Analysis, the number
of road fatalities would decrease significantly if men
travelled in the same way as women, for all aspects
that are important for road safety. If men had the same
risk of being killed as women than about 180 fewer men
would have been killed on roads in 2006. This would
have meant the interim goal of a maximum 270 fatalities would have been achievable.
The greatest risk of being killed as a passenger car
driver is in the 75 – 84 age group. In other age groups
men are twice as likely to be killed as women. Male
passenger car drivers aged 18 – 24 run three-times the
risk of being killed as men aged 25 – 74. The high-risk
group 75 – 84 should be viewed with some caution, as
the relatively short driving distance impacts the figures to some extent. In elderly groups reduced mobility and greater frailty are also important. [Fig. 45]
[Fig.45] RELATIVE RISK OF BEING KILLED DIVIDED BY GENDER AND
AGE GROUP (LOWEST RISK 1.0, WOMEN AGED 35–44)
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Risk of being killed for cyclists and pedestrians is
greater for men. It is 2.5 and 2.0 times greater respectively compared with the risk for women. Among motorcyclists the risk of being killed is 1.5 times greater
for men compared with women. Among moped riders
the risk of being killed is 3 times greater for men compared with women.
Men expose themselves to greater risks
Men are in general more inclined to take risks than
women. This is also true in road traffic. Men are worse
at complying with speed limits, driving sober, and using seat belts.
Women account for slightly more than 10 per cent
of passenger car drivers killed in single accidents,
despite the fact that mileage by women is half that of
men. The main reason is that men drive under the influence of alcohol to a far greater extent than women.
Motorcycles are the vehicles that are linked to the
greatest risk of being killed in road traffic. The tendency among men to take greater risks is also clear
here, as almost all motorcycle riders are men.
Women have a positive attitude to road safety issues
This difference in willingness to take risks is reflected
in attitudes to road safety About two thirds of women
and half of men believe it is unacceptable that people
are killed in traffic. More than seven in ten women and
five in ten men believe traffic risk has increased in recent years. About 70 per cent of men and 50 per cent of
women believe it is more important to follow the traffic rhythm than speed limits.
More women than men are positive to measures to
promote road safety. One example is that 60 per cent of
women and 40 per cent of men believe it is reasonable
to reduce speed limits in order to improve road safety.
International comparisons
The number of fatalities has fallen significantly in many
EU countries, mainly in 2002-2005. One common explanation for this is that police surveillance of speeds and
traffic sobriety has risen substantially. Several countries,
including Denmark and the Czech Republic, have also introduced a demerit system for driving licences. There has
also been a clear reduction in the number of road fatalities in other industrialised countries in the world.
The number of road fatalities fell in 2006 in many
countries. Preliminary statistics available for 2007
show that the positive trend has changed in almost all
European countries. In some countries, the Netherlands,
UK and Norway, the number of road fatalities is unchanged compared with 2006. For other Nordic countries the number of fatalities has increased, particularly
in Denmark and Finland which in 2007 returned to the
same level as 2002 – 2003. Rising traffic volume as a result of the economic boom is named by many countries
as one important reason for the trend break.
The EU has established a target: that the number of
road traffic fatalities is to be halved between 2000 and

40

Report of results

[Fig.46] FATALITIES IN SOME EU COUNTRIES
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2010. This means for the EU-25 countries before its expansion in 2007 about 25 000 deaths by 2010. The level
for 2006 was about 37 000. [Fig. 46]

Good environment
SUBSIDIARY ENVIRONMENTAL GOAL
A good environment, where the design and performance of
the road transport system is to contribute to achieving
environmental quality targets.

The Swedish parliament has adopted 16 environmental quality objectives for Sweden. These goals are to
help to develop a direction that solves the main environmental problems. The goals describe the quality
and environmental status that is sustainable in the
long-term and aim to:
• promote public health
• protect biodiversity and natural environments
• preserve cultural environments and natural
heritage values
• preserve the long-term production capacity of
the ecosystem
• ensure good management of natural resources.
The transport policy subsidiary goal for a good environment has been more closely linked to environmental policy targets through the transport policy Modern Transportation bill (2005/06:160), approved by parliament. The
subsidiary goal means that the road transport system
is to be designed and offer functionality that results in
a long-term sustainable condition and an environment
with the desired quality. The road transport system impacts 15 of the 16 environmental quality goals.
Goal achievement
Yellow

Parts of the goal have been achieved.

SRA experts responsible for each respective environmental quality goal assess the extent and how measures on the road transport system impact each environmental quality goal. This assessment covers all measures, both those aiming to reduce environmental
impact and measures with other aims. The assessment judges whether overall measures on the roads
transport system contribute positively to achieving
the environmental quality goals, do not contribute
or reduce opportunities to achieve the goal (negative
impact). The goal is considered achieved if measures
make a positive contribution towards the achievement
of 9 or more environmental quality goals, is considered
partially achieved if it makes a positive contribution to
5 –8 goals, and is considered not achieved if it contributes to 4 or less environmental quality goals.
The assessment for 2007 is that measures in the road
transport sector have made a positive contribution to
6 of the 16 environmental quality goals. [Fig. 47]

The analysis for 2007 is the first overall assessment
in the SRA’s Sectoral Report of how the road transport
system contributes to achieving environmental quality
goals. This assessment shows that significant challenges remain, at the same time as some road transport measures influence the environmental situation
in the desirable direction. But these contributions are
not sufficient and changes are not fast enough. Rising
traffic volume and an increasing number and larger
roads raises both emissions and the barrier effect of
roads and reinforces the road transport sector’s negative impact on the 16 environmental quality goals.
Implemented measures
During the year extensive efforts were made at the SRA
and other authorities collect basic data for an in-depth
evaluation of environmental objective efforts (FU08).
This will form important input for the 2008 climate

[Fig. 47] Assessment of contributions to goal achievement for each environmental quality goal
	from measures on the road transport system
Environmental quality goal

Contribution to goal

1. Limited climatic impact

Negative contribution

2. Fresh air

Positive contribution

3. Only natural acidification

Positive contribution

4. Toxins-free environment

No contribution

5. Ozone layer protection

No contribution

6. Safe radiation environment

No influence on goal

7. No eutrophication

Positive contribution

8. Living lakes and waterways

Negative contribution

9. Good quality ground water

Positive contribution

10. Sea in balance and living coast and archipelago

No contribution

11. Swarming wetlands

Negative contribution

12. Living forests

Negative contribution

13. Rich agricultural landscape

Negative contribution

14. Outstanding mountain environment

Positive contribution

15. Good environment in built-up areas

Positive contribution

16. Rich plant and animal life
Total

Negative contribution
Measures make a positive contribution to 6 subsidiary targets
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bill and 2009 environmental bill. FU08 comprises several areas, including three strategies:
• a strategy for efficient use of energy and transports (EET), which focuses on environmental
work for the climate, air and noise
• a strategy for non-toxic and resource-efficient
cocycles (GRK), which focuses on material and
chemical issues
• a strategy for management of land, water and
built-up environments (HUM), which focuses
on planning and landscape.
The SRA has also written a report about environmental
objective efforts in the road transport sector.
Part of the SRA’s strategic plan 2008 – 2017 includes
five detailed documents concerning important environmental aspects identified in SRA activities: limited
climatic impact, fresh air, less noise, water and material, and landscape. The documents contain prioritised
areas of activity and control mechanisms to focus on
in future efforts if the objectives are to be achieved.
The following report of the interim goal includes more
about measures implemented.
Gender equality
Gender equality aspects are described under each
respective interim goal.
International comparisons
In its efforts in the road transport system to achieve the
national environmental quality goals, Sweden is dependent on acts by surrounding countries, at the same time as
lifestyle and Swedish politics influence the environment
in other countries. The goal’s relationship to international
environmental efforts has meant that the Environmental
Objectives Council has chosen this year to highlight problems in the EU and worldwide. To achieve these goals an
international environmental policy is required that also
contains development policies and security policies.
INTERIM GOAL 1 – CARBON DIOXIDE
Carbon dioxide emissions from road transports in Sweden
should have stabilised at 1990 levels by 2010.

The interim goal is based on the interim goal for the
transport sector, which was presented for the first
time as part of the transport policy bill 1998. The goal
was confirmed in the transport policy bill 2006 and is
formulated to include the entire transport sector. The
SRA’s letter of appropriations is formulated to include
road transports. Goals beyond 2010 are not available.
To limit climate impact to a maximum global rise in
temperature by 2 degrees requires the industrialised
parts of the world to reduce their emissions by about
80 per cent by 2030 and about 90 per cent by 2050.
These significant reductions mean all major sectors
must reduce their emissions by this amount.
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The environmental impact of road traffic depends
on vehicle mileage, the proportion of various fuels,
and emissions per driven kilometre.

[Fig.48] ESTIMATED EMISSIONS OF CARBON DIOXIDE FROM ROAD TRAFFIC
Million tonnes per year
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The assessment is based on the results of emission
calculations in relation to target levels. The goal has
been achieved if the forecast emissions of carbon dioxide from the road transport system 2010 have stabilised at 1990 levels. The forecast used for vehicle and
fuel development in emissions calculations for carbon
dioxide are conservative, highly simplified and have
been based on current conditions. The forecast uses
low-content mixtures of ethanol in petrol and FAME
in diesel at current levels, a continued high proportion
of diesel-fuelled and green vehicles in new car sales,
and a reduction in fuel consumption by 1.5 per cent
per year for light vehicles and by 1 per cent per year
for heavy vehicles. A new forecast for traffic developments has not been made but this is still based on an
oil price of USD 50 per barrel. Higher oil prices make
many alternative fuels more competitive, particularly
in the long-term, something that has not been included
in the forecast.
Result from estimates 2007
Total carbon dioxide emissions in 2007 have increased
by 2 per cent compared with 2006. Since 1990 emissions have increased by 12 per cent.
Estimates for the interim goal are based on the
ARTEMIS model checked against fuel deliveries. The
ARTEMIS model has been developed by the EU Fifth
Framework Programme and has been used in SRA reports since the Sectoral Report 2005. Input data include
vehicle mileage according to the SIKA and VTI vehicle
mileage model, emission factors for various types of vehicles, and deliveries of different types of fuels. [Fig. 48]
What has contributed to the result?
Emissions must drop by 3.6 per cent per year in the
future if the interim goal for carbon dioxide emissions
is to be achieved. This requires tough control mechanisms that lead to fuel-efficient vehicles, a slowing of
traffic growth and an increased use of renewable fuels.
The environmental impact of road traffic depends
on vehicle mileage, the proportion of various fuels, and
emissions per driven kilometre. During the 2000s the rise
in carbon dioxide emissions from road traffic has been
slowed by an increased use of alternative fuels and more
fuel-efficient vehicles. However, this has not been sufficient to compensate for the growth in traffic volume.
Carbon dioxide differentiated vehicle tax, tax deductions for diesel cars with very low particulate matter
emissions, and the green car premium have together
with high fuel prices pushed the percentage of diesel-
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powered passenger cars in new car sales to more than
35 per cent, which compares with 20 per cent in 2006.
At the same time, fuel consumption for new passenger
cars dropped from 7.8 to 7.3 litres per 100 km. This has
also together with state procurement demands, municipal parking rules and congestion tax resulted in a
substantial growth in the number of green cars in new
car statistics, from 13 per cent in 2006 to 18 per cent in
2007. The proportion of biofuel in the road transport
sector grew from 3.5 per cent in 2006 to 4.5 per cent in
2007. This growth was mainly through an increased
use of RME mixture in diesel and ethanol as E85. The
positive developments in terms of lower fuel consumption and an increased use of biofuel have however not
been sufficient to counteract the significant growth in
traffic volume. [Fig. 49]
In 2007, the SRA undertook measures that reduced
emissions from road traffic by about 40 kilo-tonnes. The
target for SRA measures was included in the letter of appropriations for the first time in 2001. Since 2001 the SRA
has implemented measures that have reduced carbon di-
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oxide emissions by a total 186 kilo-tonnes. SRA measures
that have contributed most to reducing carbon dioxide
emissions in 2007 are ecodriving, measures for sustainable travel and transports, road safety cameras, and other
measures for improved compliance with speed limits.
The results have taken into account emission increases
amounting to about 6 000 tonnes from new roads resulting
from a growth in vehicle mileage and speed limit raises.
Planned measures as a result of the
forecast
Strong measures and control mechanisms are required
if the interim goal for the road transport sector is to be
achieved. To achieve the interim goal, the following is
required:
• a reduction in fuel consumption for new passenger
cars, which can be achieved through EU demands
on carbon dioxide emissions from new cars and
strong national control mechanisms such as
carbon dioxide differentiated benefit

[Fig.49] DISTRIBUTION OF FUEL USE IN THE ROAD TRANSPORT SECTOR 2007
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Air is to be so clean that public health and animal, plant and cultural values are not damaged.

• an increased percentage of biofuel, primarily through
an increase in low-level mixing of ethanol and FAME
to 10 per cent in petrol and diesel respectively.
• a controlled growth in traffic volume, through raised
fuel taxes and kilometre taxes for heavy vehicles as
well as measures and control mechanisms to promote
a transfer from passenger cars to public transport,
walking and cycling.
In the longer term impending climate changes and a shortage of fossil fuels will make significant demands on the
transport sector to increase efficiency and reduce its use
of fossil fuels. Major reductions are possible using energy
efficient vehicles. Biofuel can also contribute to a lesser
extent. However, this is not sufficient. A new approach to
society and the transport system is also required, where
one’s own car has a less important role as a means of
transport compared with today, and where accessibility
is created through a transport-efficient society with good
public transport, and good opportunities to walk and cycle.
Goods transports must also be optimised and reduced.

but this is not the case for particulate matter at street
level. Environmental quality standards continue to be
exceeded and the subsidiary goal for the environmental
quality goal Fresh air will be difficult to achieve by the
stipulated date. Environmental quality standards for outdoor air is one of several control mechanisms to achieve
the long-term goal for fresh air, the generation goal to be
achieve by 2020: Air is to be so clean that public health
and animal, plant and cultural values are not damaged.
The aim of the interim goal is to comply with directives
that regulate the highest permitted levels of several substances in outdoor air. Threshold values (and in some
cases target values) for substances were introduced in
Swedish legislation in the ordinance (2001:527) on environmental quality standards for outdoor air. Currently,
Swedish legislation includes environmental quality
standards for sulphur dioxide, nitrogen dioxide, nitrogen
oxides, particulate matter (PM10), lead, benzene, carbon
monoxide, ozone, arsenic, cadmium, nickel, and B(a)P.
Goal achievement
Red

Gender equality
There are several differences between men and women
and how their travel patterns impact the environment.
Women car buyers chose in 2007 cars that were an average 8 per cent more fuel-efficient compared with those
chosen by men. Women also use public transport to a
greater extent than men, both during leisure time and for
work. However, more men than women have been trained
in ecodriving. In 2007 the National Association of Swedish Driving Schools, STR, trained 3 864 men and 1 691
women in ecodriving for passenger cars. The equivalent
figure for heavy vehicles was 1 828 and 79 respectively.
International comparisons
Between 1990 and 2005, carbon dioxide emissions from
road traffic rose in the 15 old EU countries (EU-15) by
25 per cent. Emissions from road traffic in Sweden rose
during the same period by 11 per cent and it is one of
the countries with the lowest rise in emissions. In 2005
Sweden accounted for 2 per cent of road traffic emissions
in EU-27. Fuel consumption per kilometre for new passenger cars in Sweden was in 2006 the highest in EU-25
(18 per cent higher than an average for these countries).
The differences are explained by heavier cars, a smaller
proportion of diesel engines and higher engine output.
INTERIM GOAL 2 – AIR QUALITY
Levels of nitrogen dioxide and particulate matter along state roads
are not to exceed established environmental quality standards.

Air pollution from road traffic has a substantial impact
on public health and the environment. Air quality in
Swedish towns has generally improved since the 1980s,
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Not achieved.

The assessment of goal achievement is based on estimates,
primarily using the air quality model SIMAIR. The goal
is achieved if 0 km of state road exceeds environmental
quality standards for nitrogen dioxide and particulate
matter. The following sectors report the results for levels
of nitrogen dioxide and particulate matter, i.e. the concentration of each substance in relation to the environmental
quality standards, and also estimated emissions.
Nitrogen dioxide
According to SRA estimates there is a risk that the standard for nitrogen dioxide (NO2) is exceeded on 16 km of
state road. Environmental quality standards in Stockholm, Göteborg and Mölndal were exceeded in measurements of levels at street level in 2007. Emissions of nitrogen oxides from road traffic have fallen by 3 per cent since
2006. The percentage of nitrogen dioxide of total nitrogen
oxide emissions has risen for several years as more people
choose diesel vehicles with oxidation catalysts. NO2 emissions are expected to reach a peak between 2007 and 2010
and then fall back rapidly as nitrogen oxide emissions fall
in total and as the percentage of nitrogen dioxide is reduced when new purification technology (SCR1) becomes
more widespread (see diagram). [Fig. 50]
Particulate matter
According to SRA estimates particulate matter levels on the
state road network risk exceeding standards for particulate
matter (PM10) on 107 km of road. Street-level measurements
in 2007 show that environmental quality standards for
1. SCR, selective catalytic reduction converters. A purification technology where urea is used as a reducing agent in catalytic converters.

particulate matter (PM10) were exceeded in Stockholm. In
urban areas of Göteborg the standard is reported to have
been met in 2007. Complete data are available later this
year. The standard is probably exceeded on streets in many
other towns where levels are not measured.
External factors that impact results
The impact of road traffic on air quality depends on vehicle mileage and emissions per driven kilometre. The
composition of the vehicle fleet is also important, as
older vehicles generally emit more than new. Air quality is also affected by the amount of particulate matter
generated by tyre-road surface wear and the whirling
up of this matter from the road area.
Vehicle mileage is highly influenced by the economic
situation and developments in the rest of society. Air
pollution levels are also impacted by pollution that has
been transported over long distances from other countries. It is not easy to influence these parameters, but this
requires many coordinated measures and international
collaboration over many years.
Nitrogen dioxide levels in urban areas have fallen in
the long term. This is mainly a result of tougher exhaust
requirements for vehicles and turnover in the vehicle
fleet. However, earlier significant improvements in urban
air have slowed, and there is a tendency towards rising
levels in recent years. Calculated emissions from road
traffic have continued to decline in recent years, despite
higher traffic volume. The causes of the trend break are
not clear, but rising levels of global ozone is one probable
explanation. The fact that environmental quality standards for particulate matter (PM10) are exceeded during
the spring on narrow streets and main roads is mainly
a result of our winter climate and use of studded tyres.
Using sand to improve grip on winter roads and small-

scale wood burning may also contribute to higher levels
in some towns. Meteorology is highly important for air
quality and levels are impacted by local ventilation conditions. Precipitation leads to a substantial reduction in
particle levels and strong winds mix the air and dilute
levels. A stable layer of air can however lead to significantly higher levels in some urban areas.
The Swedish National Environmental Protection
Agency has in a progress report on the implementation
of the EU directive for an emissions ceiling shown that
there is risk that the target for nitrogen oxides is exceeded by about 4 per cent. This is a major reduction
compared with previous estimates. This positive forecast is primarily a result of improvements in assessing
emissions from machinery in additional to other road
traffic measures. This goal is also in line with the Swedish
environmental goal for only natural acidification.
Implemented and planned measures
Model systems to calculate air quality
SIMAIR2 has been developed during the year, in part
with the European emissions model ARTEMIS. The
SRA has estimated levels on problematic stretches of
the state road network using the model. It has also
been used for forecasts about whether the long-term
goal for Fresh air can be achieved.
Measures targeting wear particles
The SRA has together with the Swedish Association of
Local Authorities and Regions and the Swedish National
Environmental Protection Agency replied to a Government commission about potential measures to reduce
particulate emissions from wear and the whirling up
of this matter in road traffic.3 The measures that reduce

[Fig.50] ESTIMATED EMISSIONS OF NITROGEN OXIDES FROM ROAD TRAFFIC
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2. http://www.luftkvalitet.se.
3. http://www.vv.se/templates/Pressrelease____20124.aspx.
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particulate emissions most are a reduction in studded
tyre use, better adaptation of road maintenance and
lower speeds. Dust binding can be used as an emergency measure for very high levels, but is not a longterm measure to combat this problem.
The SRA and several local authorities, including
Stockholm, Göteborg, Norrköping, and Linköping have
during the year used dust binding to reduce particulate levels near some roads. The results show that dust
binding reduces particulate matter (PM10) levels for
a few hours and up to a few days. This contributed to
fewer incidents where environmental quality standards were exceeded on Essingeleden in Stockholm
during early spring 2007.
The SRA has during the year drawn up advice for
choosing surfacing with regard to the environment.
Environmental parameters included in this advice
include noise, wear, particle formation, and rolling
resistance to reduce carbon dioxide emissions.
As a result of the high levels of particulate matter in
many urban areas we have also provided information
on the health effects of particles and the negative impact of studded tyre use in urban areas. This information is a joint venture between the SRA, certain local
authorities and the Swedish Tyre Industry Information
Council.

came into force on 1 October 2006. The next stage, Euro
V, has been agreed on and will come into force on 1 October 2009. Work on Euro VI has begun during the year.
As part of the sustainability programme for car
exhaust purification, 14 passenger car and light lorry
models have been tested. The main problem is in the
system in petrol cars to protect against fuel evaporation A special project is to study the reasons for this in
2008. A method is under development for sustainability testing of heavy vehicles.
Action programme to achieve environmental
quality standards
Action programmes to achieve environmental quality
standards for outdoor air have been agreed on in
Stockholm (particulate matter, PM10 and nitrogen dioxide, NO2), Göteborg (PM10 and NO2), Malmö (NO2), Helsingborg (NO2), Norrköping (PM10) and Uppsala (NO2 and
PM10). A proposal for Umeå (NO2) has been referred to
the Government for ratification. Several additional local authorities have in 2007 reported a risk that values
could be exceeded to the Swedish National Environmental Protection Agency, including Jönköping (PM10),
Örebro (PM10), Falun (NO2) and Skellefteå (NO2).

Measures that reduce particulate emissions most are a reduction in studded tyre use,
better adaptation of road maintenance, and lower speeds.

Vehicles and fuel
The carbon dioxide differentiated vehicle tax includes
a particle filter discount for diesel passenger cars
with very low levels of particulate matter emissions
that comply with the new vehicle environmental class,
Mk2005PM. This is the same level for particulate matter that has been proposed for the future EU emission
requirements Euro 5 and 6. The particle filter discount
ended on 31 December 2007. Of new diesel passenger
cars registered in 2007, 72 per cent complied with
Mk2005PM. Work with these requirements and future
requirements, Euro 6, have been ongoing during the
year. In addition to tougher particulate matter demands,
the requirements also call for reductions in hydrocarbon and nitrogen oxide emissions. Euro 5 and 6
also contain demands that ethanol cars are driven
using ethanol, a requirement that has previously been
lacking. Euro 6 requirements for nitrogen oxides are
at such a level that new technological solutions are
needed for nitrogen oxide purification in diesel cars.
Work is continuing to revise the fuel quality directive
98/70/EG which influences ethanol mix among other
things. A new Swedish standard for E85 was introduced autumn 2006 which meant higher petrol levels
during the winter months to facilitate cold starts.
The new Euro IV requirements for heavy vehicles
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Congestion tax in Stockholm
The congestion tax system has been reintroduced
in Stockholm and will probably improve air quality
slightly, according to evaluations carried out during the
trial. The result of less traffic is expected to have some
impact on levels and above all health effects, because of
the significant size of the affected population.
Gender equality
According to surveys women tend to be more disturbed
than men by air pollution. A study as part of health-related
environmental monitoring found that it was twice as common for women, compared with men, to feel disturbed by
air pollution. About 10 per cent of women said they were
very disturbed by exhaust fumes from road traffic, while
the equivalent figure for men was 5.7 per cent.
International comparisons
Air pollution levels in Sweden are in an international
comparison relatively low, particularly in terms of regional background air pollution. However, in heavy traffic and on narrow streets levels of inhalable particulate
matter (PM10) at some times of the year can be among
the highest in Europe. Many European countries are
working with action programmes in major cities to meet
limit values stipulated in the air quality directive.

[Fig. 51] Noise – Number of people with improved indoor sound environment
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INTERIM GOAL 3 – NOISE
The number of people exposed to noise levels from road traffic exceeding values recommended by Parliament for noise in
dwellings is to fall by 5 per cent by 2010 compared with 1998.
The most effective reduction in disturbances and people exposed to most noise are to be prioritised in order to achieve this
noise goal.

Noise is a major environmental disturbance and many
people in Sweden report that they are disturbed by
noise. Recent research suggests that the risk for cardiovascular disease increases for people exposed to
long-term, high noise levels from road and air traffic.
The transport policy interim goal for noise has been
linked more closely with the subsidiary environmental
quality goal for a Good urban environment and has
been complemented with a detailed direction in the
Modern Transportation bill (2005/6:160), which has
been accepted by parliament. Target values1 in the
interim goal are
• 30 dBA equivalent level indoors
• 45 dBA maximum level indoors at night.
People exposed to most noise are in the group when
noise levels are in excess of 10 dBA above target values.
The interim goal intentions are to create a society
with a better sound environment. Despite investments
in noise protection measures over several years the
number of people exposed to noise in excess of target
values has not fallen to any great extent. This is because traffic volume has grown. New people exposed to
noise have however a noise exposure level only slightly
above target values, while people that have had their
living environment improved had noise levels far in
excess of target values. This means disturbance levels
have still been reduced.
Goal achievement
Red

2003

The goal is considered achieved if 70 000 people have
their living environment improved, is partially achieved
if 30 000 – 70 000 people have their living environment
improved, and is not achieved is fewer than 30 000
people have their living environment improved.
The interim goal for noise is followed up by calculating the number of people with noise levels in excess of
target levels indoors that have had noise levels reduced
in their living environment. A total 7 400 people have
received sound environment improvements. [Fig.51]
Analysis of results
The rate of implementation for measures to protect
against noise was in 2007 slightly lower than over the
past three years. On state roads this was because work to
improve the indoor sound environment for people with
very high equivalent levels is largely complete. The next
stage is to improve the indoor sound environment for
residents with very high maximum noise levels. An inventory is to be completed in 2008 as a basis for these efforts.
Local authorities have used state subsidies to improve the indoor sound environment for 2 500 people.
Local authorities also implement measures without
subsidies, though this is to a lesser extent.
In 2007 an additional 6 750 people are estimated to
have received noise levels in excess of stipulated target
values. The main reason for this is a rise in vehicle mileage by passenger cars, motorcycles and heavy trucks.
Road traffic noise is dependent on a series of factors.
The most important of these factors are the number
and type of vehicles, speed, driving style, tyres and road
surfacing. Noise increases with speed and a smooth
driving style produces less noise than an erratic.
Heavy vehicles make more noise than light vehicles.
Noise emissions can also vary between different types
of tyre, even if these have the same driving characteristics. Different types of road surfacing also have
varying noise characteristics, where the size of stones
used in standard surfacing is a crucial factor for noise
levels. Larger stones produce more noise.

Not achieved.

The interim goal for 2010 that 5 per cent fewer residents are to be exposed to road traffic noise exceeding
target values indoors means that a total 280 000 persons2
require a better indoor noise environment during the
2007–2010 period. This means at least 70 000 people per
year are to have their living environment improved.

1. Additional target values for outdoor environment are:
55 dBA equivalent outdoor (by façades)
70 dBA maximum level on patios near housing.
2. Including new people as a result of the growth in traffic volume.
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The aim of this interim goal is that the road transport
system should not endanger access to high quality
drinking water for the Swedish population. Primarily
this concerns two very different types of risk. One is the
risk of impact from substances found in road surface
water, such as road salt and pollution from traffic. In
practice the only known cases have been from higher
chloride levels from road salt. The second risk is pollution as a result of emissions caused by accidents
or spillage. This type of damage can be very difficult
to repair and can remain for generations. This is the
reason for damage prevention measures, which is also
called for by principals for water catchment areas. The
interim goal only treats the first risk category. This
report also includes issues relating to risk management
concerning accidents.
Goal achievement
Red

Implemented and planned measures
The SRA has primarily focused on improvements to
façades, such as additional window panes and new
windows, to improve the sound environment, though
noise screens have also been erected. In recent years
more attention has been paid to noise at source and
trials are underway using low-noise road surfacing.
There are also trials using a mixture of rubber granulates in asphalt binder, mainly to increase the lifespan
of the road surface. Other measures include a 1 km
stretch of Gudöbroleden (Tyresö) which has received
a double porous asphalt surface that has resulted in
significant improvements to the sound environment
for 150 people.
The future direction of the SRA is to focus on reducing noise at source and to implement measures for
people exposed to high maximum noise levels along
state roads. In 2008 we are also planning to increase
support to local authorities in their noise efforts as
noise problems are greatest on municipal roads.
The SRA has during the year compiled advice for
choosing surfacing and this is to be used from 2008. To
improve measurements, follow-up and influence developments in noise from vehicles we are planning to assemble data and statistics about noise characteristics
of new vehicles. International efforts to create tougher
limit values for vehicles and tyres are to continue.
The EU directive for ambient noise has been included
in Swedish legislation in the ordinance on ambient
noise (2004:675). During 2007 transport authorities
and the three main municipalities have studied their
areas of responsibility and reported the number of
people exposed to noise to the EU via the Swedish
National Environmental Protection Agency. In 2008
an action plan is to be drawn up to treat noise.
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Gender equality
It is not certain if there are any differences between
how women and men are impacted by noise. A few separate studies indicate that women feel more disturbed
than men. Another study suggests that men are more
likely to suffer from cardiovascular disease if they are
exposed to high noise levels from road traffic for long
periods. The study did not find the same difference for
women. The studies reported significant uncertainty
about conditions that can influence results, including
actual exposure to noise. Based on the findings of current research it is not possible to determine if there
are any differences between how men and women are
impacted by noise.
International comparisons
Noise is an environmental disturbance that is very
widespread across Europe. It will be possible to conduct better comparisons as a result of the EU directive
on ambient noise and EU reporting. In some European
countries target or limit values for noise exposure are
tougher than in Sweden. These countries also invest
significantly more resources in noise measures, also in
outdoor environments. Sweden is neither at the top nor
bottom in this area.
INTERIM GOAL 4 - WATER
By 2010 at the latest, all major water catchment areas (more
than 10 m3 per day on average or that are used by more than
50 people per year) along the state road network, which are
used for drinking water, are to fulfil current Swedish standards
for good quality drinking water in terms of pollution caused by
roads and road traffic.

Not achieved.

The assessment of the degree of goal achievement uses
data about how many major water catchment areas are
affected by road salt and how many of these have been
rectified. The SRA has reported that 19 (20) water catchment areas have been affected by road salt and that 0
(0) of these have been rectified. However, 7 water catchment areas have been protected, which aims to reduce
the risk of being affected by accidents or spillage. In
addition, measures on east Mälaren have meant that a
reasonable protection has been achieved for 25 per cent
of the water catchment area.
Why have we not achieved the goal?
Measures to combat higher chloride levels must be
chosen individually for each water catchment area.
These can include everything from waiting and monitoring conditions, limited measures to reduce salt
use or strengthen infiltration, to physical measures to
stop salty road surface water from reaching the area.
A total 183 000 tonnes of salt was used on state roads
winter 2006/2007, which is the lowest value since
1989/1990. However, the ground water system is so
sluggish that irrespective of the type of measures its
condition changes slowly. It is therefore not realistic
that the interim goal will be achieved by 2010.
Implemented and planned measures
Basic measurement data from water catchment areas
will gradually improve in part through the database for
ground water monitoring (DGV) which the Geological
Survey of Sweden (SGU) is about to introduce. Monitoring the condition of water catchment areas in terms of
road salt must continue and the database is expected
to facilitate this. New and improved condition and deficiency inventories are needed for risk reduction measures. In addition a systematic methodology is needed
for choosing type of measure. Several projects that contribute to these efforts have been carried out in 2007 and
this work is expected to continue. Work implementing

the EU water directive is expected to lead to clearer and
extended requirements, which may require an expansion
of this interim goal or the additional of further goals.
Gender equality
Comparisons from a gender perspective are not relevant for this target.
International comparisons
In an international comparison, then Sweden’s situation for drinking water provision is very unusual.
Drinking water supplies are spread across a few
larger and a large number of smaller water resources.
Most of these resources are situated close to roads and
built-up areas and often lack, partially or entirely,
a natural barrier against negative impact. In an international comparison then Sweden has a very large
need for measures in relation to the number of users
of the water. Furthermore it should be mentioned that
the raw water quality in many Swedish water catchment areas is so good that no treatment is necessary
before water is delivered to customers.
INTERIM GOAL 5 – NATURE, CULTURE AND
ARCHITECTURE
Infrastructure is to be planned based on a holistic approach that
includes a striving to preserve and develop ecological functions,
cultural values and accessible outdoor leisure activities with a
minimal impact on the environment.

The transport policy interim goal for natural and cultural environments was changed following the Modern
Transportation bill ( 2005/2006:160). The new interim
goal emphasises a holistic approach to landscape, and
highlights opportunities to develop ecological functions and natural heritage values through use. Roads
are through their location and design to be adapted
to the surrounding landscape and buildings. A road is
part of a greater whole, where natural and cultural environments offer preconditions for interaction between
the road and its surroundings.
Goal achievement
Green

The goal has been achieved.

The degree of achievement for this interim goal is based
on how large a proportion of established project plans
constitute appreciable damage on areas with national
and regional natural and cultural heritage values. The
goal is considered achieved if 90 per cent or more of
established project plans are quality assured and do not
result in appreciable damage of values in the area.
What has happened in 2007?
During the year 69 project plans were established.
Special adaptation or measures were carried out in 20
of these to counteract negative impact in areas of highlighted natural and/or cultural environmental values.

Report of results

49

[Fig. 52] Number OF Rectified animal passages
Type of measure
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In 4 cases (about 6 per cent) the planned road is still
expected to result in appreciable damage. The total
road length with negative impact is about 2 kilometres.
The impact is in a protected biotope area, three areas
of national interest, and at a bridge rebuilding project
in a Natura 2000 area. The projects that are expected
to result in appreciable damage include investments
totalling about SEK 80 million.
During 2007, 44 animal passages, including road
culverts, were built or rectified, in 2006 29 animal passages were rectified and in 2005 31. Design programmes
have been created for about 60 per cent of investment
projects completed in 2007 (22 per cent in 2006 and 32
per cent in 2005). The number of rectified animal passages for otters and fish has risen in 2007 compared
with earlier years. The percentage of design programmes created has also tended to increase. [Fig. 52]
The current situation is that the road transport system
has a negative impact on the landscape, despite implemented measures and efforts made during planning.
More migration obstacles are created in watercourses
than are removed, and more barriers are created for people and animals than are removed. More living environments are destroyed for animals and plants than created.
The continuation of this negative situation is a result of
unclear targets and demands as well as attitudes and
perspectives towards natural and cultural environments
at relevant authorities. This is why basic data is required
to analyse ecological and cultural heritage systems and
functions, instead of descriptions of highlighted areas
of natural and cultural environments. If a holistic approach to the landscape is more clearly integrated and
this knowledge is consciously used in the process then
changes can be positive. They could perhaps strengthen
an ecological system and contribute to sustainable use.

International comparisons
Biological diversity in Sweden is on the decline in the
same way as across the EU for indicative species, including certain bird and butterfly groups. This means
the number of individuals in each species is falling
as is the number of species. There is a general belief
that Sweden has a large amount of untouched nature
in comparison with other EU countries. In actual fact
very little of this untouched nature is naturally or ecologically cultivated. The intensity of cultivation is on
the increase. This is one important reason why Sweden
is following the same negative development as the rest
of the EU. At the same time, this generally accepted
image may be the reason why Sweden is today in many
ways far behind many other European countries in
terms of rectifying serious problems. This is particularly true of the transport sector, where many countries are far ahead of Sweden in rectifying the barrier
effect of roads on the landscape.

Positive regional development
SUBSIDIARY GOAL FOR REGIONAL DEVELOPMENT
A regional development, where the design and function of the
road transport system is to contribute to achieving the goal for
regional development policy and to counteract the disadvantages of long transport distances.

Several concepts and definitions are used in this chapter that are explained in the section “Accessible transport system”.
Goal achievement
Green

Implemented or planned measures
The SRA’s objective is that by 2015 to create a road
network that is in harmony with surrounding natural
and cultural heritage landscapes by ensuring that 90
per cent of new construction projects on the state road
network fulfil project targets and all operation areas
are to meet operational objectives for natural and cultural criteria. During the planning period the highest
priority shortcomings for natural and cultural values
on the state road network are to be rectified (Strategic
Plan 2008 – 2017, Publication 2007:37).
Gender equality
Comparisons from a gender perspective are not relevant for this target.
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The goal has been achieved.

An assessment of the degree of goal achievement is
based on an overall appraisal of the results for the five
parameters. All criteria have been achieved and the
result is therefore positive.
Total accessibility to the labour market, and regional
and national centres has increased for 2 113 000 persons. The number of employed and income levels are
estimated to have increased as a result of changes to
the road system.
• Accessibility to the labour market 2004 – 2007
The number of people living in areas with an
increase in the number of work places within
45 minutes amounts to about 700 000 and slightly

Sagavägen between Kittelfjäll
and Skalmon in Västerbotten.
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fewer people live in areas with a reduction. There
has been a slight increase in net accessibility to
the labour market.
• Accessibility to regional centres 2004 – 2007
The net number of residents that have shorter travel
time to a regional centre amounts to 296 000.
• Accessibility to national centres 2004 – 2007
A net 1 817 000 people have shorter travel time to
national centres. Most of these changes are less
than 15 minutes.
• Impact on number of employed
About 3 000 jobs are estimated to have been
created as a result of changes to the road system.
This effect is expected to materialise within 20 years
of the changes.
• Impact on income level
The total wage and salary bill is estimated to have
a slightly positive effect, equivalent to 0.6 promille.
This effect is expected to materialise within 20 years
of changes to the road system.
In general changes in recent years to the transport
system have benefited the Norrland coast and parts
of south Sweden, while the main cities and inland
Norrland have been affected to a lesser extent.
Method for assessing goal achievement
Travel times by car to various social services are monitored and analysed. In order for an area to be included
in estimates then travel times to a regional centre
should be longer than 30 minutes and have changed by
more than 30 seconds. The assessment of accessibility
to national centres concerns areas with a travel time
longer than 1 hour and where changes are greater than
4 minutes. The higher limit for national centres is justified by the lower frequency of trips to cities in cases
where they are not considered regional centres. In
some cases a national centre is also a regional centre.
Of the various accessibility parameters, changes
to accessibility to the labour market – workforce and
work places – have the greatest impact on conditions
for growth and economic development.
What is positive regional development
Issues about the importance of the transport system for
growth and vitality have a prominent place in transport
policy and are directly linked to regional development
policies. The goal for regional development policies is
efficient and sustainable local labour market regions
with a good level of service in all parts of the country. Key
concepts are growth and vitality in the entire country. According to the Modern Transportation bill ( 2005/06:160)
growth is to be “sustainable in the long term”. This concept includes economic, ecological and social sustainability.
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Key concepts are growth and vitality
in the entire country.

The requirement of sustainability gives the concept of
growth a content far beyond a merely economic one.
An interpretation of the social dimension is that it
relates to good living conditions for all individuals in
the form of access to various social services and activities that are important for a good quality of life. The
social dimension also includes important issues that
we associate with human rights. The ecological dimension relates to issues such as the conservation of finite
natural resources so that future generations can be
offered good living conditions.
According to the growth policy perspective conditions
for a positive regional development are influenced by
several policy areas. These conditions are influenced
by economic policy, labour market policy, educational
policy, rural policy, as well as agricultural and forestry
policies. Positive development is achieved most efficiently when the various policy areas cooperate to
achieve common goals. It is therefore important that
transport issues are developed in coordination with
other sectors of society.
A dimension of resource distribution policy is also
included in the new transport policy in accordance with
Modern Transportation by counteracting “the disadvantages of long transport distances”. The goal is that
politics is to contribute so that women, men and the
business community should have access to adequate
commercial and public services.
Overall economic growth in Sweden is entirely dependent on developments at a regional level in various
parts of the country. This is particularly important
when parts of the country with the highest business
and population density develop in competition with
other areas in Europe and the world.
Development in Sweden’s metropolitan areas is also
in a longer perspective highly important for living
conditions in less populated parts of the country. Expansive and vital metropolitan areas create increased
scope for important measures in less populated parts of
Sweden. The growth aspect plays a key role in regional
development policy.
Measuring positive regional development
The bridge between the transport system and regional
development mainly concerns the degree of accessibility to important social functions offered by the transport system. Changes in accessibility are therefore
important parameters for how changes in the transport system influence regional development.
Need for the development of parameters
The current analysis is only based on the transport
conditions for passenger car traffic. The method needs
to be developed so that the impact of congestion in

the traffic system also can be taken into account. In
addition there is a great need to analyse accessibility
via public transport. The section Accessible transport
system illustrates some possible descriptions of accessibility for public transport. The importance of the
goods transport system for regional development also
needs to be analysed.
Better knowledge is needed about how changes
influence conditions for economic development and
employment in geographical areas with different demographic and economic-geographical conditions.
This applies generally for all types of road transport,
including public transport.
In addition, we need to be more aware of the type of
demands people have on the transport system at various stages of their lives and in various environments.
This is particularly important in order to create attractive living environments in different areas, which is
vital if these areas are to develop.
The subsidiary goal for regional development is
highly complex and complete and quantifiable interim
goals and methods have not been created. Follow-up is
mainly limited to a number of indicators that describe
developments for the road transport system’s impact
on growth. The section Accessible transport system
includes comparisons between accessibility for public
transport and car traffic.
Gender equality
There are currently no methods to measure gender
equality for this interim goal.
Daily travel in Sweden for all forms of transport
excluding air mainly comprises journeys to and from
work. This is characterised by the fact that men travel
much further per day than women, while travel times
are largely the same.1
International comparisons
There have been no international comparisons of regional development or of how other countries work
with these issues in the road transport sector.

A gender equal road transport system
SUBSIDIARY GOAL FOR GENDER EQUALITY
A gender-equal road transport system, that is designed to fulfil
the transport needs of both women and men. Women and men
should have an equal opportunity to influence the formation of
the transport system, its design and management, and their
values are to be accorded equal importance.

The background to this subsidiary goal is that there
are differences between opportunities for men and
women to satisfy their transport sector requirements.
To achieve a gender equal road transport system,
then gender equality must be systematically integrated into all activities. In this way one can ensure

that gender equality is not treated separately as an
afterthought but is part of everyday operations. Gender equality is created where ordinary decisions are
made, resources distributed, and standards are created, and a gender perspective must therefore be included in everyday work. The result is that the services
offered to citizens are equally accessible, have the
same high quality, and are equally adapted to all,
irrespective of gender.
However, the most important part of the subsidiary
goal on gender equality is to be responsive to men’s
and women’s values and needs. When these values
and needs are dealt with fairly, continuously and selfevidently, then the gender-equal road transport system
has been achieved.
Goal achievement
Yellow

Parts of the goal have been achieved.

An assessment of the degree of goal achievement is
possible as statistics divided by gender are becoming
available, but data are not available from several players in the road transport sector. In many cases historical data for comparisons and trend analyses are also
lacking, and there is therefore a need for continuing
measurement as well as developing parameters and
measurement methods. We can still note that opportunities to exert an influence have developed weakly
during the year, while conditions and needs have noted
mixed results during the year. The overall assessment
is that the goal has been partially achieved.
How can we achieve a gender equal
transport system?
The SRA has interpreted Government demands for a
gender equal road transport system by using a picture of objectives clarified through five strategies.
The strategies have been created by the SRA, but are
believed to be applicable for other players in the road
transport sector.
The strategies suggest areas that are particularly important to focus on if a gender equal transport system is
to be achieved. These are relevant for several years but
are to be continually revised. The strategies are based
on the rights and opportunities for women and men to
use the road transport system and are to result in the
achievement of certain results and conditions. One prerequisite to achieve the goal is that activities focusing
on other transport policy subsidiary goals also contribute to achieving the gender equality goal.
Strategy 1: Women and men are to be equally represented in working groups, decision-making
groups, and steering groups, as well as a
gender equal allocation of responsibility
in the road transport sector.

1. Travel habit survey RES 2005 – 2006, SIKA 2007:19.
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Strategy 2: To achieve transport services that are both
socio-economically efficient and sustainable in the long term then women and men
must be offered equal opportunities to use
the road transport system.
Strategy 3: All statistics at individual level are to be
divided into women and men and the
differences are to be studied in analyses.
Strategy 4: SRA employees are to have knowledge,
competence and understanding of gender
mainstreaming, and apply a gender perspective in their areas of responsibility.
Strategy 5: SRA management systems are to be
designed to take into account a gender
perspective.
By consistently working in accordance with these
strategies the SRA will contribute to achieving the
transport policy subsidiary goal. When contributions
from other organisations are also included then the
road transport system will become increasingly equal.
In order to gauge how far an organisation has come
in its gender equality efforts then the “Ladder”1 model
can be used. It includes both strategic and operative
steps and illustrates how an organisation can attain
gender mainstreaming. The eight steps of the Ladder
are to be seen as repeated parts in an ongoing process
of change and can be used to measure both gender
equality in the road transport system and how far an
organisation has come in its gender mainstreaming.

Gender mainstreaming means that activities are
to be conducted so that services offered to citizens
are equally accessible, have the same high quality,
and are equally adapted to all, irrespective of gender. The strategy means that persons responsible for
an activity must also analyse and ensure gender
mainstreaming in operations in order for the gender
equality goal to be achieved.
The SRA considers that long-term work to achieve
gender mainstreaming at the Administration has developed during the year. This is primarily a result of an
increase in basic understanding about gender equality
goals and gender mainstreaming, mainly because more
people have attended courses and because a detailed
document has been created containing pictures of
objectives, strategies, and areas of activity. This means
that the SRA overall has moved towards the third step
on the Ladder. [Fig. 53]
How do we measure gender equality?
Access to basic facts about the situation of women and
men as well as understanding and knowledge about
equality are required in order to work with gender
mainstreaming and as a result to achieve a gender
equal road transport system. This means that all statistics at individual level should be collected, analysed
and presented based on gender and that all employees
should have knowledge about gender equality and
gender mainstreaming. One example is the SRA measurement plan2, which offers an overall view of internal
and external measurements carried out and the train-

[Fig. 53] Gender mainstreaming in eight steps Interpreting the “JämStöd Ladder”
One goes up and down the steps
until the entire organisation (overall)
achieves adequate results on all
steps.
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1. Gender Mainstreaming Manual och Gender Equality in Public
Services (N2005:02).
2. The measurement plan aims to offer an overall view of measurements carried out (internal and external for all processes), in the
short and long term, in order to describe and analyse customer and
partner needs, client requirements and the status of transport
policy goals.
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ing courses that SRA staff have attended. The measurement plan for 2007 includes 165 measurements, 58
per cent of which are individual-based and therefore
possible to divide into women and men. Of these, 60
per cent have figures divided by gender3. There are
currently a relatively large number of surveys that
include gender as a background variable, but few cases
carry out an analysis and evaluation divided between
women and men. We consider that long-term efforts in
gender mainstreaming have developed since 2006, but
that some work remains to be done.
The first part of the subsidiary goal concerns needs
and the second part influence. To offer a clearer link to
the goal we have chosen to report gender equality in
the transport sector for the two areas: opportunities to
exert an influence and equal terms and needs.
Opportunities to influence
The opportunity for women and men to influence is measured through the proportion of women and men in decisionmaking groups at stakeholders in the road transport
sector, training in equality issues in organisations etc.
The following parameters are used and analysed:
• the number of female and male managers in relation to the total number of employees
• the percentage of women mangers in relation to
the number of female employees
• the percentage of women and men specialists
• the percentage of women and men in working
groups and other collaborative forms in our
external activities
• the percentage of women and men in project
steering groups
• the percentage of employees in strategic personnel
groups that have received training in equality issues
• the percentage of women and men on public
transport boards
• the percentage of women and men that are elected
representatives on municipal and county council
specialist bodies
• the percentage of women and men in parliamentary
transport committees
• the percentage of women and men that are transport attachés at the European transport council
• the percentage of women and men that are elected
representatives at the European parliament and
that work with transport bills.

Equal terms and needs
Equal terms for women and men in traffic is measured
through the conditions on the road transport system
(travel patterns, road safety etc.). The following parameters are used and analysed:
• commuter patterns for women and men and the
size of the geographical areas where women and
men live and work
• percentage of travel by car for women and men
• type of travel for women and men (such as workrelated journeys and service journeys)
• access to car and driving licence in households
for women and men
• percentage of work-related journeys using public
transport by women and men
• type of information about the road transport
system desired by women and men
• percentage of women and men that work parttime (influences travel patterns)
• percentage of women and men that take responsibility for housework and take care of children and
the elderly (influences travel patterns)
How gender equal is the road transport
system?
Opportunities to influence
The composition of boards and political councils at
road transport sector parties with relation to gender
is one parameter for the degree that the different sexes
can influence the design of the road transport system.
The goal is considered achieved if neither gender is
represented by fewer than 40 per cent in a group. The
result shows that both genders were represented by at
least 40 per cent at 7 of 234 stakeholders.
During 2007, more people at the SRA, excluding
business divisions, have received training in gender
equality issues. A total 599 people in SRA strategic
personnel groups have participated in training. This is
equivalent to 74 per cent of strategic personnel. On the
3. Measurement plan, ratified 2007.
4. The SRA board, the SRA management, 16 boards within the Swedish
Public Transport Association (SLTF), local authority specialist
bodies, county council specialist bodies, the parliamentary transport committee, transport attachés at the European transport
council and elected representatives at the European parliament
that work with transport bills.

Report of results

55

course, participants tested a method for gender mainstreaming in various activities.
Within the SRA 18 per cent of managers are women,
which is an increase by 1 per cent compared with 2006.
The percentage of women managers in the administration section has risen slightly during the year and is
now 37 per cent (35 per cent in 2006). Since 2002 the
proportion of women managers has increased by 9 percentage points in total (from 9 to 18). A gender equality
index offers an optimal value of 1, when the percentage of women managers is as great as the percentage
of women employees. The value on this index at the
SRA is 0.7 (0.6 in 2006). 23 per cent of specialists at the
SRA are women and 59 per cent of new steering groups
for inter-unit projects have a percentage of women or
men below 40 per cent.
The percentage of women participants at about 210
external meetings amounted to 40 per cent, compared
with 33 per cent in 2006, 30 per cent in 2005 and 24 per
cent 2004. Among SRA representatives at these meetings 31 per cent were women (30 per cent in 2006). The
SRA target is that at least 40 per cent of participants
should be women by 2010.

car to and from work, women accounted for 41 per
cent (43 per cent), 39 per cent (40 per cent) of which
as driver, and men for 59 per cent (57 per cent), 61 per
cent (60 per cent) as driver. For work-related journeys
on foot or by bicycle, women accounted for 55 per cent
(57 per cent) and men 45 per cent (43 per cent). Equivalent figures for public transport are 59 per cent (61 per
cent) for women and 41 per cent (39 per cent) for men.
The percentage of women that use public transport
for their work-related journeys of total work-related
journeys was 16 per cent (15 per cent), while men accounted for 10 per cent (8 per cent). From these figures
we can see that the percentage of work-related journeys by car for men has risen slightly at the same time
as they travel more by public transport, cycle or on
foot. These changes are however minor.
There are also differences in average travel distance
by different modes of transport (excluding air). Women
travel 34 km by car (13 km of which as driver) while
men travel 41 km (19 km as driver). The length of journeys by bus and train is 16 km and 86 km respectively
for women, and 15 km and 61 km for men.
Men had to a greater extent than women access to
both a driving licence and car. Among 18-84 year old
men 82 per cent had a driving licence and access to a
car, which is 12 percentage points higher than women
in the same age group. Only 6 per cent of men lacked a
driving licence and lived in a household without a car.
The equivalent figure for women was 11 per cent.
Other factors that can influence travel patterns are
that women work part-time to a greater extent than
men. According to SCB, 35 per cent of all women aged
20–64 were employed part-time in 2005, while the
equivalent figure for men was 11 per cent. Only marginal improvements have occurred in 2007. Women
also take greater responsibility for the care of children
and elderly. Payments of child-care allowances (temporary parenting allowance) were received by 64 per

Equal terms and needs
We can gain a rough picture of equality on the road
transport system by studying and analysing how
women and men use the road system (travel patterns).
Measurements of factors that influence travel offer
some indirect information about equality. The figures
below are from the RES1 2005 – 2006 survey and figures
in brackets are from 2004. No measurements were
taken in 2007.
There are differences in the way men and women
use the road transport system. Women’s share of work,
business and school journeys amounts to 45 per cent
while the equivalent share for service and shopping
trips is 55 per cent. For all work-related journeys by

[Fig. 54] MEN AGED 20 – 64 BY LABOUR FORCE STATUS AND
NORMAL WORKING HOURS 1970 – 2007

cent of women and 36 per cent of men. This most likely
also has an affect on the transport needs of men and
women. Society’s view of the roles of men and women
changes slowly. This means that travel patterns also
change slowly. [Fig. 54 – 55]
Measurements of road user ratings of operation and
maintenance show that women and men are equally
satisfied with how the roads are managed during both
the summer and winter months.2
Summary
There is a long-term political ambition to create a road
transport system that meets the travel pattern needs
of both men and women. It can be concluded that there
is still a male dominance on forums that influence the
creation, design and management of the road transport system. Gender mainstreaming is overall low. This
has most likely meant that improvement measures to
the road transport system have been based on male
travel patterns, and that the male perspective has received greatest priority and most resources. For example measures concerning accessibility for cars have
been prioritised ahead of access to public transport.
Travel patterns for men and women are a reflection
of gender patterns in society, with 100 or 1 000 yearold roots, and are only changed slowly. Men and
women have different roles and are at different places
in society. This influences the need for journeys and
transport and also travel patterns. Examples:
• Women work part-time to a greater extent and take
more responsibility for household work and caring
for the young and elderly.
• Men have larger labour market regions.
• Men are more likely to choose larger cars.
• Women are more likely to travel by public transport.
In the short-term the road transport system is adapted
to the needs and requirements of individuals and the

Travel patterns for men and
women are a reflection of
gender patterns in society.

business community. There is however a risk that this
can lead to a preservation of gender patterns and a
lack of equality in today’s society. Greater equality is
needed today in both the short and long term. This is
why the organisations concerned should actively work
to increase gender mainstreaming. This increases our
opportunities to design a road transport system that
is efficient for both men and women. A more “feminine”
approach is to be preferred, with regard to a sustainability perspective (economically, environmentally and
socially), carbon dioxide problems, and road safety.
This latter factor refers to the fact that differences
between the sexes contributes to a higher number of
fatalities in traffic.
Planned measures as a result of the
findings
The SRA’s detailed document for gender equality
2008 – 2017 states that each area of activity should be
responsible for gender mainstreaming. This means
that all highlighted measures must be taken into account in activity planning: e-training, strategic education, developing targets and parameters, action plans
for highlighted areas etc.
International comparisons
There are currently no international comparisons for
a gender equal road transport system.

2. Road user ranking autumn 2007.

[Fig.55] WOMEN AGED 20 – 64 BY LABOUR FORCE STATUS AND
NORMAL WORKING HOURS 1970 – 2007
Per cent
100
90
80
70
60
50
40
30
20
10
0

1970

1975

1980

1985

1990

1995

2000

2005

Full-time 35 hours

Unemployed

Long part-time 20–34 hours

Not part of labour force

1970

1975

1980

1985

1990

1995

2000

2005

Short part-time 1–19 hours
Source: SCB.

1. Travel habit survey.
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THEME 2007: ROAD SAFETY WITH AN
INTERNATIONAL PERSPECTIVE

Forecasts suggest that the number of
fatalities is likely to increase by about 80 per
cent in low- and middle-income countries if
road safety efforts are not increased.

The Sectoral Report usually includes a specific theme.
This year we have chosen to deal with a topical issue,
road safety, and to look beyond Sweden’s borders. We will
look at road safety from an international perspective.
International road safety efforts
It is not always easy to see a link between road safety
efforts at a national, regional and local level and international efforts. However, one can still say that we are
living in a symbiosis with other countries and different
international organisations through our influence on
each other. The aim of this short article is to describe
how this international collaboration in road safety has
been developed and what future challenges are facing us.

that the number of fatalities is likely to increase by
about 80 per cent in low- and middle-income countries
if road safety efforts are not increased. At the same
time as the number of fatalities will drop by about 30
per cent in high-income countries between 2000 and
2020. [Fig. 57]
It is accordingly not only in the area of economics
that there is inequality between different countries. In
addition, problems with traffic injuries are different in
different countries and regions. In low-income regions
such as Africa, Asia and South America the majority of
the affected are pedestrians, motorcyclists, and passengers on buses, while in high-income countries these
are mainly car passengers. Traffic injuries are globally
one of the most common causes of premature death
among children, young people, and young adults aged
5 – 44.
Traffic injuries are also responsible for significant
direct social costs. Estimates suggest that these
amount to about USD 64 –100 billion, which compares
with total global development aid in 2005 amounting
to about USD 106 billion.

Road injuries – a global public health
problem
In an international perspective, reports from leading
international organisations in the field paint a gloomy
picture of the extent and development of road safety.
According to a global report on road injury prevention
from the World Health Organisation and World Bank
published in 2004, the estimated number of fatalities
in road traffic amounted to 1.2 million people in the
world, and the number of injured could be as many as
50 million. The problem of traffic injuries is not evenly
distributed around the world. On the contrary, the
majority, about 90 per cent, of fatalities are in low- and
middle-income countries. Unfortunately, the situation
is on the whole expected to worsen. Forecasts suggest

[Fig. 57] Predicted road traffic fatalities by region adjusted for underreporting,1990 – 2020, in thousands
			
Region

Number of

1990

2000
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2020		2000–2020
Change (%) 		

		countries					

Fatality rate
(deaths/100 000 persons)

												

2000

2020

East Asia and Pacific		

15

112

188

278

337		

79				

10.9

16.8

East Europe and Central Asia		

9

30

32

36

38		

19				

19

21.2

Latin America and Caribbean		

31

90

122

154

180		

48				

26.1

31

Middle East and North Africa		

13

41

56

73

94		

68				

19.2

22.3

South Asia		

7

87

135

212

330		 144				

10.2

18.9

Sub-Saharan Africa		

46

59

80

109

144		

12.3

14.9

Sub-total
High-income countries		
Total

121

										

35

123

110

95

156

542

723

957

Source: World report on road traffic injury prevention 2004, page 39.
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Traffic injury developments in highincome countries
The first cars began appeared on the roads in the late
nineteenth century. Roads that had previously been
built for transports by horse and carriage were now
joined by horseless carriages. As the economy improved and the number of vehicles grew, high-income
countries experienced a rising number of fatalities

during large parts of the twentieth century, developments that accelerated after the second world war.
This rising trend was however broken in the late
1960s and early 1970s. Since then most high-income
countries have had a long-term falling trend for the
number of fatalities, despite a continued increase in
the number of vehicles and traffic volume.
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The EU has adopted a target to halve
fatalities from road accidents by 2010
and adopted a European road safety
programme 2003.

The birth of the mass motoring market in
high-income countries and international
cooperation
It is no exaggeration to state that decision makers were
sceptical to the car when it was first introduced in the
late nineteenth century. Its use was therefore restricted
by tough regulations, particularly concerning speed
limits. In the UK a motor traffic law was introduced in
1903 and in 1906 the first motor traffic legislation was
introduced in Sweden. International cooperation at this
time was characterised by a desire to create order in
the field of road transport and to exchange experiences
about vehicle, road and road environment standards.
In short, the main focus for cooperation was to create a
road transport system and road safety was one of many
challenges. Several of today’s interest groups in road
transport were formed in the early 1900s. These include
PIARC in 1909, an organisation that the SRA actively
participates in. Similar cooperation was set up concerning vehicle standards.
Deeper cooperation between different
countries
A new type of international collaboration was cooperation of a more institutional character between
countries. After the first world war in 1919 the League
of Nations was founded, which was the precursor to
today’s United Nations. The League of Nations established a series of collaborations in various areas, including transport. One example is an initiative by the
League of Nations to its member countries in 1937 to
set up a special system to collect statistics about road
traffic accidents. Information about road traffic
accidents was and still is an important source of
knowledge about the size of road safety problems and
as a result a precondition for systematic road safety
efforts. Large parts of international cooperation ended
when the second world war broke out, but were resurrected with the end of the war. The United Nations
(UN) was officially created on 24 October 1945 and
Sweden became a member in 1946. Cooperation within
the framework of the UN has particularly focused on
creating common commercial traffic, road traffic, and
vehicle regulations, which is natural as road users and
vehicles move between different countries. The Vienna
Convention from 1968 is one of many concrete results
from this collaboration.
Research and knowledge exchange are also areas
with strong international elements. Among these can
be named cooperation within the Organization for
Economic Co-operation and Development (OECD).
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Originally the organisation was called the Organisation for European Economic Co-operation (OEEC) and
was formed in 1948 in order to coordinate the Marshall
Plan’s efforts to rebuild Europe after the war. In 1961
the organisation was reformed into today’s OECD,
which has since 1968 had a coordinated international
programme for various aspects of road safety. Among
other things the OECD has over the years published
several research reports on different aspects of road
safety. The research reports are usually written by
groups of experts from different countries. In addition,
the OECD has set up a database containing statistics
about traffic and accidents.
In recent years this collaboration between high-income
countries has been supplemented with a more strategic
cooperation. The EU has adopted a target to halve fatalities from road accidents by 2010 and adopted a European
road safety programme 2003. This is one example of how
road safety collaboration has moved from a concrete
cooperation in statistics and regulations to more comprehensive strategic collaboration.
Low- and middle-income countries need
support
The road safety situation in low- and middle-income
countries is highly alarming and requires speedy and
powerful action.
On 22 May 2003 Oman’s UN ambassador Mr Al-Hinai
stated to the UN’s General Assembly that for the first
time road safety was on the agenda at the Assembly
and that a first step had now been taken to strengthen
international collaboration in the field of road safety.
After this tentative start, a comprehensive cooperation
has begun that is now regularly discussed by the UN’s
Secretary General and General Assembly. One very
important milestone in international cooperation
on road safety was the global report on traffic injury
prevention that the WHO and World Bank jointly published in 2004. This report is for road safety what the
Brundtland report is for the environmental field. The
publication of the report was on the World Health Day
7 April 2004, which for the first time in history focused
on road safety. In addition, the first road safety debate
was held in the UN General Assembly on 14 April 2004.
The global report is a very comprehensive document
that has been drawn up by some of the world’s leading
road safety experts, and it is the foundation for current
international road safety collaboration. The main aim
of the report is to convince states and key players to
make greater efforts and increase investments in road
safety. The report aims to:

The report also presents the following six main recommendations aimed at countries around the world:
1. Give one authority an overall responsibility for a
country’s road safety.
2. Develop systems to collect data.
3. Draw up a national road safety strategy and
action plan.
4. Earmark both financial and human resources for
road safety efforts.
5. Implement specific measures to prevent road
accidents, minimise their damage and consequences, and evaluate these efforts.
6. Support the development of national capacity
and international cooperation.
UN Road Safety Collaboration
Even global road safety efforts are characterised by a
variety of different players that in their daily activities
influence to a greater or lesser extent the road safety
situation in the world. In an attempt to strengthen
this cooperation, WHO and UN regional commissions
have been named as responsible bodies. A coordinating group has been created, the UN Road Safety Collaboration (UNRSC), comprising some forty members
that meet twice per year. The UNRSC met for the first
time in October 2004 and has since met seven times.
The group’s character can be compared with a mixture
of the Swedish road safety council and the group for
national collaboration.
Perhaps the UNRSC’s most important role is to offer opportunities to international players to exchange
information and as a result to create a common picture
of problems and objectives. In addition, it is in the
process of assembling a series of manuals containing
good examples of how countries and organisations
work with various types of road safety issues, such as
helmet use, alcohol and driving, organising efficient
road safety efforts etc. The UNRSC is a guarantee
for continuing and hopefully deeper interest in road
safety issues among players active at a global level.
It is easy to see that international road safety collaboration has advantages on many levels. Ideas and positive results are shared between countries. The law for
the compulsory use of seat belts is one good example
of an effective road safety measure that has spread to
many parts of the world and as a result saved the lives

and health of many people. Basically, ideas are widely
shared on the international road safety market. The
greatest hope currently is of course that developing
countries will be able to use the positive experiences
from industrialised countries in road safety so that
they can shape efficient road safety efforts.
New challenges for Sweden
Sweden is one of the leading countries in terms of
road safety and has a wealth of knowledge that we can
share with other countries that have not progressed
as far in their road safety efforts. It is therefore important that Sweden in various ways participates in
international work and reliably contributes with its
know-how.
International collaboration is however not only
about aid to countries in a worse situation. Unfortunately high-income countries are still grappling with
significant safety issues and are far from solving their
own problems. This is particularly clear when one
compares the road transport sector with other transport modes and sectors in society. Few other sectors in
society are responsible for so many fatalities and injuries, so we can definitely not be satisfied.
Sweden has through the Government decision on
Vision Zero shown the way forward. It is clear that the
Swedish people do not believe it is enough to gradually
reduce the number of deaths and injuries in road traffic, but the long-term goal is to remove the road safety
problem. An exciting and unique idea, that is not only
spreading to other countries but also to other organisations active in the road transport sector. One example is the car manufacturer Volvo which has adopted a
new corporate philosophy that means no-one is to be
killed or injured in a Volvo by 2020.
The question that should be asked is if current road
safety work, with its organisational and institutional
conditions, is really suited to this challenge. Probably
not. There are many signs that safety work is entering
a new historical phase that will involve major and
revolutionary changes. By dealing with road safety issues at the same forums and in similar circumstances
to other transport safety issues then new opportunities and challenges are created. This will obviously
also make new demands on the form of international
collaboration.

Ideas and positive results are
shared between countries.

• increase awareness of the size of the problem, risk
factors, and consequences of road accidents in a
global perspective
• draw attention to the fact that road injuries can be
prevented and to present established strategies
• encourage collaboration between different sectors
in society.

Theme 2007: Road safety with an international perspective

61

OTHER FEEDBACK

Agreements with other parties
The SRA must account for the number of agreements it has
signed with parties that are expected to contribute significantly
to achieving transport policy goals, as well as for the general
content of these agreements.

Introduction
The SRA signs agreements with a large number of both
public and private bodies. These agreements are linked
to all of the six transport policy subsidiary goals and
are signed by our units and regions. They range from
service procurements to cooperation agreements to focus efforts in a specific direction. Generally speaking,
all activities that involve an external party are regulated by an agreement of some kind. The following report includes some examples of important agreements
that have been signed with other parties that have
resulted in the use of sector appropriation funds.
Examples of agreements
Speeds
The SRA has an agreement with the police force at a central and regional level to monitor compliance with traffic
regulations and vehicle speeds on roads and for automatic speed surveillance (ATC). The agreement for ATC
concerns both fixed and mobile road safety cameras.
The SRA has an agreement with the Swedish Bus and
Coach Federation and the Swedish Public Transport
Association for speed adaptation of bus traffic.
The SRA has agreements with several municipalities
and companies about the introduction of intelligent
speed adaptation of vehicles (ISA systems). The system
helps drivers to maintain speed limits and results in
better compliance with regulations. We estimate that
between 1 300 and 1 500 systems are currently installed.
Sustainable Travel and Transports
The aim of Quality Assurance of Transport and Sustainable Travel and Transports is to encourage transport and travel that is more efficient and to ensure that
travel and transports are carried out in a sustainable
way. Sustainable in this context refers to safe, environmentally friendly, economic, accessible and gender
equal.
The basis for Sustainable Travel and Transports is
together with other parties to develop and implement
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measures within stage 1 and 2 of the four-stage principle. The four-stage principle is a working strategy
where each individual stage covers various aspects
and events in the development of transports and roads.
The four stages are:
1. measures that can influence transport demand
and choice of means of transport
2. measures that make the existing road network
and vehicles more efficient
3. minor rebuilding measures
4. new road investments and major reconstruction
measures.
Quality Assurance of Transports
The purpose of Quality Assurance of Transports is
to support transport purchasers and providers in
efforts to quality assure their own and purchased
transports from an environmental and road safety
perspective and to work with a principle of constant
improvements. The main target groups are companies,
municipalities, county councils, authorities and trade
organisations.
Activities targeting the business community are
focused to a greater extent on transport purchasers
in specific sectors. Our quality assurance staff are responsible for checking and coordinating their contacts
at a national level. There are currently about 300 signed
agreements with parties and collaborative partners, as
well as agreements with consultants. These are in addition to verbal agreements.

The Sustainable Travel project aims to
support municipalities, companies, county
councils and non-profit organisations so that
these can start long-term mobility efforts.

Sustainable Travel
The Sustainable Travel project aims to support municipalities, companies, county councils and non-profit
organisations so that these can start long-term mobility efforts. It is to create good conditions for an attractive public transport system and to promote more and
safer pedestrian and cycle traffic. This can be achieved

by reducing disturbances in the travel chain and increasing efficient utilisation of the transport network.
The most important objectives for measures are to:
• reduce the need for travel by influencing
community planning
• improve the organisation of various activities
• create attractive and safe journeys for people that
choose walking, cycling or public transport
• increase freedom of choice through better information about alternatives to individual car travel
• reduce costs for day-to-day travel
• promote public health by increasing physical
activity in everyday life.
There are currently about 100 signed agreements as
part of the national project with collaborative partners
and parties as well as written agreements with consultants. These are in addition to verbal agreements.
Objective facts, Solutions and Intentions (OLA)
OLA is one example of a working approach where
various stakeholders work together to try to solve a
common problem. In OLA Level Crossings the SRA and
Banverket have agreed to work together to improve
safety at level crossings. This will include creating new
routines to improve common experience feedback in
accident inquiries. The project also includes an agree-

ment with Banverket, the Swedish Association of Local
Authorities and Regions, and Stockholm Transport to
start a joint venture to develop and improve regulations governing level crossings on tramways.
As part of OLA Senior the SRA has signed an agreement with the Swedish Consumer Agency for joint
efforts to ensure that safety information is readily
available when buying a new or used car.
The SRA together with the NTF, senior citizen organisations, and the Traffic Medicine Centre, is to draw up
targeted information for elderly road users and offer
advice and support to relatives to continue driving.
The SRA has together with the Swedish Sports Confederation carried out OLA Sport in 2007.
National, regional and local coalition for road safety
Activities focus on stakeholders in the community
that through declarations of intent promise to implement road safety improvements. These measures are
primarily in the areas of speed, seat belts and sobriety.
At a national level, there are currently about 40 stakeholders and at regional and local levels more than 450
parties involved in this work. Within the framework
for national, regional and local coalition, agreements
are in the form of declarations of intent. This is not the
same as signed agreement between parties, but rather
a pledge from parties we have been in contact with
through our road transport sector activities.
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Cooperation agreement between the National
Environmental Protection Agency and the SRA
The National Environmental Protection Agency and the
SRA have signed a cooperation agreement. This agreement emphasises the importance of an efficient collaboration between both authorities and their areas of
activity. Particularly important collaborative areas are:
• Natural and cultural values
• Vehicles and fuel
• Infrastructure issues
• Environmental objective efforts and strategies
• Work with environmental quality standards
• Work with the European mobility week.
Detailed evaluation (FU08) of work by
the Environmental Objectives Council
FU08 consists of a series of parts that the Environmental Objectives Council has assembled in a report that
is to be presented to the Government in 2009. This is to
include three response strategies:
• A strategy for more efficient use of energy and
transports
• A strategy for non-toxic and resource-efficient
ecocycles
• A strategy for management of land, water and
built-up environments.
Ecodriving
Ecodriving has experienced a renaissance in 2007.
Several years work is finally paying off. This rising
interest was reflected in the fact that the number of
people trained in ecodriving rose to about 7 000 from
slightly more than 4 500 in 2006. Together with previous courses, this means carbon dioxide emissions have
been reduced by 60 000 – 70 000 per year.
In 2007 ecodriving became a compulsory part of driving
licence training for passenger car licences. This will mean
about 100 000 new drivers per year will contribute to
reducing carbon dioxide emissions. Ecodriving for other
driving licences is scheduled to be introduced in 2008.
The SRA and other sector authorities have presented
a proposal to the Government for a project focusing on
ecodriving for large machinery.
The SRA has an agreement with the Swedish Consumer
Agency for long-term sustainable transports. This agreement is supplemented each year with an action plan.

European research and
standardisation work
The SRA is to stimulate, in its field, Swedish participation in the
EU’s Sixth and Seventh Framework Programme for research
and technical development. The SRA should also ensure that
issues particularly relevant for Sweden receive high priority
within the programme. The SRA is to report on its activities.
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European research cooperation
Sweden participates in the European Road Transport
Research Advisory Council (Ertrac). Ertrac is comprised of high level representatives from the European
Commission, national government offices, industries,
universities and colleges, and various trade organisations. The collaboration aims at knowledge transfer. All
aspects and components of the road transport system
are encompassed by the forum. Ertrac has formulated
a vision for the future European road transport system. This vision has resulted in a technical platform
for various research, development and demonstration
(RDD) needs for the road transport system, that have
had a significant impact on the EU’s Seventh Framework Programme.
The collaboration between road authorities in Europe
is coordinated by the Conference of European Directors
of Roads (CEDR), whose activities aim to influence the
development of road traffic and infrastructure. Its ambition is to:
• establish networks between personnel at European
road authorities
• offer a platform for the discussion of common
problems
• encourage commitment to the EU and interaction
with EU institutions
• enable knowledge transfer between representatives
of international bodies
• ensure that new solutions become widely known
and are used by member countries.
One result of this collaboration within CEDR is that
eleven European road authorities are participating in
the project Coordination and Implementation of Road
Research in Europe (ERA-NET ROAD). The project aims
by May 2008 to have coordinated different national
programmes for research, development and demonstration so that these can be open to RDD bodies in
Europe. The project is divided into seven subprojects,
and the SRA is heading work on two of these projects.
Results from these subprojects in 2007 are partly research reports in these subject fields, and partly a test
using common instruments and routines for multinational evaluation of programme steering between different countries.
As part of the subprojects in 2007 four workshops
have been held in various research fields. These workshops were also open to CEDR countries that are not
ERA-NET ROAD partners. As a result of these, an additional three workshops were held autumn 2007 to
create opportunities to start new projects based on existing RDD programmes and three workshops to create
common new RDD programmes. Some workshops resulted in three new RDD projects that are financed by
participating ERA-NET ROAD partners. Two of these
are managed by the SRA. Programme work is expected
to result in joint publications spring 2008.
To create strong, coordinated, and competitive re-

search environments in the EU, the SRA has taken the
initiative to start virtual RDD centres. These virtual
centres will facilitate obtaining RDD assignments
within the various EU framework programmes. A virtual RDD centre is a joint venture between national
bodies within a certain competence area. The centre is
headed by a coordinator. In total, there are 62 different
parties active within 6 virtual RDD centres.
SRA participation in European
standardisation work
Standardisation work is conducted in construction
and civil works, vehicles, IT, and operation and maintenance sectors. The SRA has a standardisation strategy (SRA Publication 2005:38). The main points in this
strategy are that participation in international standardisation is expected to have the following effects:
• It is to create access to known knowledge and known
products and methods, i.e. solutions to various
problems. Even more important is that it is to create
access to the international network of experts that
comprises each standardisation committee.
• It enables a full-scale implementation of new
research and development results.
• It contributes to removing technical trade barriers
in order to realise the EU common inner market.
In this way it increases competition and as a result
reduces costs when buying products.
The SRA has set up an internal standardisation council
that reports to the SRA management and acts as a recipient for new standardisation initiatives. The council
is also a reference group for expert commenting, deciding on the level of activity in technical standardisation
work, and for initiatives from the European Commission and from European standardisation bodies.
Road authorities in Europe cooperate through an
organisation called CEDR. This organisation has a
standardisation committee (CEDR TG Standardisation)
which the SRA has led for more than a decade. This
has created good contacts at the highest level with the
European Commission.
The main task for CEDR TG Standardisation is to create understanding for and support a correct application
of tendering and construction product directives when
these make demands referring to European standards
and European type approval (European Technical Approval, ETA). These directives in Sweden are implemented
through laws covering public procurement and construction works with associated building ordinances.
The application of these Acts by the SRA is described in
the SRA Publication 2001:25, which is a concrete result
of work within CEDR TG Standardisation.
Lead times for establishing standards are long, as we
and many other parties have noted. This has a negative
impact on both purchasers and contractors. In the construction and civil works sector many manufacturers
therefore choose to use the process offered by the Euro-

pean Organization for Technical Approvals (EOTA). This
is an organisation that draws up European Technical
Approvals. These technical approvals only relate to one
product at a time and are valid for five years. In principle the SRA has no objections to this method, and in
some cases it has proven fruitful. But if this instrument
was used fully then a wider contact network is required
between authorities and certified bodies for technical
testing and controls. For this reason using our involvement in CEDR TG Standardisation we have set up continuous contact at a high level with EOTA.

Integrating the child’s perspective
in activities
Letter of appropriations 2007: The SRA is, based on the
approved parliamentary strategy for realising in Sweden the UN
Convention on the Rights of the Child (bill 1997/98:182, bet.
1998/99 MJU6, rskr. 1998/99:171), to report how the child’s
perspective has been integrated into the various activities
during the year.

According to the strategy approved by parliament to
implement the UN Convention on the Rights of the
Child, the convention should be an active instrument
and permeate all state decision-making that affects
children. Among other things child impact assessments are to be carried out as part of state decisions
that affect children. In community and road planning
the influence and participation of children and young
people is to be increased.1
Measures implemented to discover how
children are affected or influenced by
the road transport system
The SRA, together with some municipalities, has
started trials to improve road safety for school transports. In one municipality trials were conducted as
a campaign with a recommended maximum speed of
30 km/h when cars passed a standing bus that had a
school transport sign and flashing lights.
Trials in two municipalities in 2007 and 2008 are to
test a legal maximum speed limit of 30 km/h for motorists passing a vehicle that has stopped to drop off
or pick up passengers at a bus stop. These trials will
provide basic data ahead of a possible decision to introduce the new regulation. A child impact assessment
has been started for the trials in order to study the
risks children are exposed to during school transport.
One trial has been completed surveying and analysing picking up and dropping off places for school
transports on the high-speed road network in a municipality. Trials have begun using a technical driver sup-

1. Bill 1997/98:182. Strategy to Achieve the UN Convention on the
Rights of the Child in Sweden
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Studies connected with child impact
assessments have resulted in improvements
to school routes for children.

derlag för barnkonsekvensanalys” [Evaluation Basis
for Child Impact Analysis]3 contains a background
to why analyses should be carried out and describes
certain starting points for these. The SRA’s first experiences have been documented in the publication
“Barnkonsekvensanalys – försök och erfarenheter”
[Child Impact Assessments – trials and experiences].4.
“Vägledning för barnkonsekvensanalys i vägplaneringen” [Handbook for Child Impact Analysis in Road
Planning]5 aims to offer support when carrying out
analyses. “Barnen och vägplaneringen. En kunskapsöversikt” [Children and Road Planning. An overview.]6
contains facts and brief examples.

port system aimed at increasing safety for children.
Some municipalities have received support for an inventory of school transport stops in order to increase
safety and security for children.
Studies connected with child impact assessments have
resulted in improvements to school routes for children.
The SRA has presented results of a research project
that among other things reported known knowledge
about children and road environments, their journeys
to school, which traffic environmental parameters that
are most important for child safety, and a survey of accessibility to school for children in seven towns.
Child impact assessments
The requirements that a child impact assessment be
held for all decisions that concern children is, according to the Child Ombudsman, a point of departure for a
long-term process of patient development and change
within an activity.1 In 2003, 13 child impact assessments were carried out (begun or were completed).
In 2004, 24 analyses were carried out. Since then the
number has fallen each year. In 2005, 16 analyses were
carried out and in 2006 14. In 2007, 8 analyses have
begun or been completed, one of which was the trial
limiting speeds to 30 km/h at bus stops.
During the year the SRA has published “Schools
cooperating in child impact analyses – studies in local
communities”.2 This contains examples of how children
can analyse problems in the road environment and
participate in planning based on their own situation.
Four supporting documents on child impact assessments have previously been published. “Värderingsun-
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Joint ventures with various parties in
order to improve the road transport
system for children
Collaboration is ongoing with local authorities during
the preparation of general and detailed plans. This aims
to create safe, convenient and secure school routes for
children. The child perspective has been introduced as a
criterion in assessing subsidies to increase road safety
in municipalities and on private roads.
Trials have been carried out with some municipalities to improve the road environment for pedestrians
and cyclists using painted cycle paths on existing
roads. These trials have been combined with persuasive measures targeting cycle helmet use and road
safety policy for sports trips. Dialogue with the business community and local associations aims to create
solutions using the four stage principle. Pedestrian
and cycle paths have been built to improve safety on
school routes for children.
Support has also been offered to projects in several
municipalities that aim to improve school route safety.
Both physical improvements and measures targeting
behaviour aim to increase the number of children that
can travel to school unaccompanied. Trials have begun
using technical warning systems at bus stops and outside schools.
Talks have been held with schools about school
transports and school routes used by children. This
collaboration has resulted in physical measures such
as pedestrian and cycle paths and pedestrian tunnels.
Subsidies have been paid to schools for activities for

1. Child ombudsman. (2001). Barnets bästa – från vision till verklighet
[Best for Children – From Vision to Practise]. Fritzes.
2. Publication 2006:11.
3. Publication 2003:37.
4. Publication 2004:200.
5. Publication 2005:37.
6. Publication 2005:27.

greater visibility and safety on bus journeys, safer
cycling etc., that have been implemented together with
local authorities, insurance firms and transport authorities. New parents have been informed about safety
in cars and about visibility. A seat belt project has been
carried out for future commercial drivers at upper secondary schools. The SRA has supported the “Ambulance
Tour”, where ambulance staff have met primary school
pupils and spoken of the importance of cycle helmets.
Methods so children are heard and their
ideas used
The SRA has carried out a child impact assessment in
connection with an urban project. The opinions of children are to be taken into account in continued work
with repairing the main street in the municipal centre.
A survey has been carried out as part of the trial limiting speed to 30 km/h at bus stops. Children that use school
transport have also participated in the study by presenting problems and risks they see at stops. They have documented and reported their experiences through photos,
drawing maps, making models and drawings, writing
about their experiences, writing diaries etc. Results from
these documents are to be used in evaluating the trial.
As part of dialogue meetings with the general public
a special activity was set up focusing on children’s
destinations and movement patterns. Children have
used a map to show how they move and indicate obstacles to freedom of movement. Children have received
feedback once measures using child impact assessments have been implemented.
The SRA website Hitodit addresses children directly.
It aims to offer children aged six to twelve a forum to
express opinions and ask traffic-related questions to
the SRA. These questions and opinions are dealt with
using the same routines as other opinions or suggestions for improvement received via the website.
Other measures
Information in the field mainly addressing adults is
available on the SRA website under the heading.
Information and training sessions on cycle helmets
and child safety in cars have been held. Information
about reflectors has focused on younger children, parents and teachers.
Don’t Drink & Drive is a project including a series of
activities which all aim to provide knowledge to young
people about the risks associated with alcohol and driving.

Efficient and secure IT infrastructure

The SRA can contribute to an efficient and secure IT
infrastructure by allowing cables to be laid or radio
antennas to be erected in the road area.
In accordance with 44 § Road Act, permission is required from the SRA to lay cables or work with cables
in the road area. During the year we have dealt with
1 112 (1 096 cases in 2006) applications for communications cables, where all applications were approved.
In order to achieve similar conditions across Sweden
we have for many years supplemented approvals with
agreements. Discussions have been held during the year
with major telephone and mobile operators about a new
standard agreement for placing telecom and optical
cables in the road area. The aim is to create an agreement
for communication cables similar to the one agreed with
electricity grid owners via the trade organisation Swedenergy in 2007. A previous agreement exists for tunnels.
Placing cables in existing infrastructure in the road
area has both advantages and disadvantages. Advantages
for operators include less encroachment on private land
and cost efficient installation and operation of cables.
It is also an advantage that applications need only be
made to a single party during installation, though approval is only for as long as road rights remain. It could
therefore be advantageous for cable owners to guarantee
future rights by signing supplementary contracts for cable rights or an agreement with land owners. Public road
rights are only a right to use roads and when this ends
the land is returned to its original owner. Road rights are
above cable rights and land rights.
Disadvantages for the road manager are that road
measures become more expensive and there is a risk of
a shorter lifespan for implemented measures. This is
compensated for by the payment received from operators and the conditions the SRA stipulates for the location. It is also unusual that cables are permitted in parts
of the road area that would shorten its lifespan. The
SRA can when necessary ask for a cable to be moved.
For operators there is a risk that a cable could be
damaged during road measures. A joint register of
cable placement in Sweden is not available, which has
made it difficult to locate all cable owners. This is why
the SRA and several operators are participating in a
project run by the Swedish National Post and Telecom
Agency to create a joint register for cables.
The SRA’s own communications radio network is
designed for use in emergency situations but is normally used as a complement to telephone and mobile
telephone services for operational management and
other types of communication. No request has been
received during the year to use SRA radio masts to
improve coverage.

The SRA is to report actions taken to contribute to achieving
the goal that an efficient and secure IT infrastructure, with a
high transmission capacity, is available in the entire country. In
addition, the SRA is to provide a general report about queries
from operators which are interested in using the Administration’s
infrastructure to lay cables or erect radio antennas.
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January

February

March

April

May

June

Transport forum

Better driver training for
motorcyclists

EasyGo

Driving test for taxi licence

It is easier from 1 March for commercial
road users and private motorists to pay
road and bridge fees in Sweden, Norway,
and Denmark using an electronic card
or transponder. EasyGo is the new electronic payment service resulting from a
Nordic cooperation between the SRA, the
Öresund Bridge, Sund & Baelt and the
Norwegian Public Roads Administration.

From 1 April a driving test is required in
order to receive a taxi driving licence.
The test aims to ensure a good driving
ability among taxi drivers. The test is in
the spirit of Vision Zero and applicants
must show that they can drive safely,
with good passenger comfort, and with
regard to the environment and driving
economy.

Götaleden receives community
building award

Long-term activities for
community development
and the environment

Proposal for new speed limits

More life savers on roads

The Government presented the “New
Speed Limits” bill to parliament. The
Bill proposes that current speed limits
should be supplemented with speed
limits of 40, 60, 80, 100 and 120 km/h.
Additional speed limits will help us to use
our roads more efficiently.

The SRA and police have decided to install 169 new road safety cameras along
state roads. Experience from the 700
cameras that are already in place has
been very positive. These have resulted
in lower average speeds, fewer speed
violations and serious accidents, and
lower carbon dioxide emissions.

On 10 January the Minister for Communications Åsa Torstensson opened the
24th Transport Forum in Linköping, with
the theme road safety. During the first
day discussions included the Government proposition for changes to existing
speed limits. Other interesting topics
were a new interim goal for road safety
development, an evaluation of Vision
Zero efforts, opportunities to finance
future projects using Public Private Partnership (PPP), and the need for maintenance and investments in the road network. The second day focused on road
safety from a Swedish and international
perspective.
Presentation of road safety
year 2007

On 31 January the Government, Police,
NTF, and SRA presented planned events
during the road safety year. These measures included surveillance, alco-testing,
and a focus on young people. The NTF
presented ideas for making Sweden a
trial country for compulsory alcolocks.
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The SRA presented a proposal to the
Government to introduce compulsory
introduction and risk training for students
and instructors before they begin driving
practice. Motorcycle accidents often
result in serious injuries and fatalities
and better driver training of future
motorcyclists would reduce the number
of accidents.
E 6 opened to traffic

57 days after the landslide in Bohuslän
the E 6 at Småröd was opened to traffic.
At the reopening ceremony, the collaboration between Banverket, Emergency
Services, contractors and the SRA was
praised for quickly restoring the road and
ensuring that safety aspects were not
neglected.

57 days after the landslide in
Bohuslän the E 6 at Småröd
was opened to traffic.

Götaleden in Göteborg received this
year’s Community Building award, which
is awarded by trade organisations in the
community building sector and by the
state Construction Committee. The prize
is the sector’s highest distinction and is
awarded to a building or facility that is
high quality and is the result of good collaboration between different stakeholders
in the community building process.

Götaleden in Göteborg
received this year’s
Community Building award.

The SRA proposed in its indicative plan
for long-term infrastructure planning
2010 – 2019 a focus on activities that
facilitate business transports across
Sweden and promote Swedish exports.
The proposal to the Government aims
to slow climate changes and lessen its
impact. The venture aims to improve
accessibility or raise bearing capacity as
well as adapting road maintenance and
winter operations on important goods
routes.

New road sign ordinance

The Government has decided on a new
road sign ordinance that is to replace the
existing ordinance from 1978. The new
ordinance will offer some new signs and
that certain signs will be made clearer or
change meaning.

Work begins on Norra Länken

On 11 May work began on Norra länken
at a ceremony attended by the Minister
for Communications Åsa Torstensson,
the Mayor of Stockholm Kristina AxénOlin and the SRA Director-General Ingemar Skogö.
Planning for a traffic link between
Norrtull and Värtan began in the 1960s.
Norra länken is expected to improve the
environment and accessibility and to
lead to a significant reduction in traffic
volume on several inner city roads.
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July

August

September

October

November

December

Tax on road traffic insurance
premiums and road traffic
insurance fees

Rubber asphalt tests

Safer bus journeys with
a flashing 30 sign

Final report from the Climate
and Resilience Inquiry

Award for Vision Zero

New driving licence in Sweden

Several people have been injured near
or at bus stops and many of these were
children. A decision has therefore been
taken to trial a 30 km/h maximum speed
limit for vehicles that drive past or meet
a bus that has stopped at a bus stop to
drop off or pick up passengers. When
the bus has stopped then a sign with
the figure 30 flashes and has the same
significance as a fixed road sign.

The Climate and Resilience Inquiry presented its final report to cabinet minister
Andreas Carlgren. One of the conclusions in the report was a rising risk that
roads and bridges will be washed away
when precipitation increases dramatically. Infrastructure needs investments
of SEK 10-20 billion in order to remove
these risks. Climate efforts must begin
now and become part of everyday work
in all sectors until the end of the century.

The Spanish magazine Transporte profesional presents awards in the transport
sector. This year the safety award was
given to the SRA and its Vision Zero.

On 1 December a new, more secure
driving licence was introduced in
Sweden, that will meet pending EU
standards. The licence has new security
details which have been developed together with the Swedish National Criminal Forensics Laboratory (SKL).

From 1 July a tax was introduced on
road traffic insurance premiums and
road traffic insurance fees. Insurance
firms are to pay 32 per cent tax on road
traffic insurance premiums they manage.
The tax aims to offer a clearer link between the risk of damage and the cost of
travelling and in this way promote greater
road safety.
SIKA commission to revise road
transport policy objectives

The Government has awarded SIKA a
commission to review and offer suggestions for revised transport policy objectives. The commission includes new
working and consultative forms to
achieve a broad consensus on the targets. The transport system contributes
to Sweden’s international competitiveness and should be seen as a single
entity where the different modes of transport work together and complement
each other.

A mixture of rubber and asphalt can
produce a more durable road surface,
and reduce noise and the amount of particulate matter from roads. Experiences
from other countries are positive and
rubber asphalt is now being tested in
Sweden on roads outside Eksjö, Malmö
and Lund.
Congestion tax launched

The congestion tax was introduced in
Stockholm to reduce congestion and improve the environment. Income is to be
used for measures on the road network
in the Stockholm region. Regulations are
largely the same as during the Stockholm trial in 2006.

40th anniversary of right-hand
traffic

On 3 September 1967 at 5 am Sweden
changed to right-hand traffic. This was
the culmination of efforts over many
years, which began in 1718 when Karl XII
attempted to introduce right-hand traffic.
Tylösand seminar

For the fifteenth consecutive year the
Swedish Abstaining Motorists’ Association (MHF) organised the Tylösand
seminar, a conference on road safety. The
seminar had an international character
and was believed to have been the largest road safety seminar ever in Sweden.
It was observed that while much had
been achieved in road safety, more work
was still needed. It was also noted that
Sweden is currently at the forefront worldwide with its road safety efforts and has a
responsibility to share its know-how with
other countries. Many participants highlighted the fact that road safety efforts are
the responsibility of the Government and
authorities, and not road users.

E 4 between Uppsala and
Mehedeby opens to traffic

On 17 October the new motorway north
of Uppsala was opened by Minister for
Communications Åsa Torstensson and
the SRA’s deputy Director-General Lena
Erixon. The E 4 is now uninterrupted
motorway for almost 600 km between
Värnamo and Gävle. Construction began
in 2002 and the first Uppsala-Björklinge
section opened to traffic on 21 December 2006. The 78 km stretch of the E 4
between Uppsala and Mehedeby is the
longest motorway construction project
ever in Sweden.
Seminar on environmental issues and road surfacing

Some 50 experts on the environment,
road surfacing and road engineering
met in Borlänge to discuss the choice of
surfacing taking into account environmental considerations. The choice of
road surfacing and road design is highly
important for opportunities to achieve
environmental goals for noise, particulate
matter and carbon dioxide.

Environmental initiative from
transport industry

More road transport leads to higher carbon dioxide emissions and greater climate impact. Fuel manufacturer Preem,
logistics company Schenker, Volvo
Trucks, the SRA and researchers at
Chalmers and the University of Göteborg
are planning to change this. At a seminar
led by Minister for Environment Andreas
Carlgren, a report was presented called
Climate-neutral Goods Transports by
Road, which contains a series of measures to reduce climate impact. It is aiming to halve emissions by 2020.

International theme week for
increased traffic sobriety

On 10 – 16 December police across Europe launched a joint venture targeting alcohol and drugs in traffic. Several players
took part in various activities during the
week. Statistics show that the percentage
of drivers killed while under the influence
of alcohol has risen in recent years and
young drivers are overrepresented in fatal
accidents involving drunk drivers.

Strong support for road
safety cameras

A majority of road users are positive to
measures targeting road safety. There
is strong support for the measures implemented by the SRA, the police, municipalities, the automotive industry and
many others. Women are generally more
positive than men and elderly groups
more positive than the young. This is
shown in the annual survey by SCB on
behalf of the SRA.

Beautiful Roads Award

The Beautiful Roads Award 2007 was
given to Svinesund Bridge in north Bohuslän and Södra länken in Stockholm.
The Svinesund Bridge is a symbol of
contemporary architecture. Using extensive skills and a feeling for the landscape
and location, architects and builders
have created a unique landmark. Södra
länken is a highly complex urban road
project. Skilful design of all parts of the
road space has created an attractive
road environment in both tunnels and
open sections.
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