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Preface 
This annotation comprises the final rapport for the Evaluation of intensified speed enforcement in 
Police Region West project. The overall aim was to evaluate new procedures regarding speed limit 
compliance tested in Police Region West during autumn 2016. The project examines police 
experiences, as well as internal and external communication, regarding the effect of average speeds 
and speed non-compliance. Anna Vadeby has been the project manager and has, together with Åsa 
Forsman and Gunilla Sörensen, authored the report. We would like to extend a special thank you to 
Nils-Åke Bergström, Jenny Wester and Sophia Sånglöf at Police Region West for support in collecting 
police data, Eva Lundberg and Maria Varedian at the Swedish Transport Administration (STA) who 
have contributed with speed limit data derived from the STA data system and Camilla Ekström, VTI, 
for help sourcing map images and work in the GIS (Geographical Information System). 

The final report has been developed with financial support by the STA Skyltfond. 

Opinions, conclusions and procedures adopted in the report belong to the authors and do not 
necessarily conform to STA opinions, conclusions and procedures regarding the subject of the report. 

 

Linköping, August 2018 

 

Anna Vadeby 
Project Manager 
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Summary 

Evaluation of intensified speed enforcement in Police Region West in Sweden 

by Anna Vadeby (VTI), Åsa Forsman (VTI) and Gunilla Sörensen (VTI) 

 

Speed compliance in Sweden is rather low and many drivers exceed current speed limits. Speed 
monitoring on state roads in 2016 showed that only 44 percent of drivers kept the speed limits. The 
national target for speed compliance in year 2020 is 80 percent. Increased compliance and lower mean 
speeds have significant potential to reduce the number of fatalities and serious injuries in traffic. The 
Police are an important stakeholder for enhancing speed compliance and reducing mean speeds. The 
recently implemented traffic strategy within the Swedish Police has adopted the same vision as Vision 
Zero, i.e., that no one should die or be seriously injured in traffic. As a part of implementing the 
strategy in Police Region West in Sweden, a new method was tested during three weeks in autumn 
2016. The intervention entailed intensified speed enforcement on 13 designated routes with the aim of 
reducing mean speed. The intervention focused on three different actions: 

• Short manual speed controls (20 minutes) on roads exposed to high speeds and a high accident 
record. 

• Unmarked police cars (so-called pilot cars) focusing on aggressive driving. 

• Mobile speed camera monitoring as a complement to manual speed controls. 

The aim of the present study was to evaluate new procedures for enhancing speed compliance. Both 
police experiences, as well as internal and external communication, on the effects on mean speeds and 
speeding offences were studied. 

Overall, according to police experiences, the results show that most police officers involved were 
positive to the intervention. It was appreciated that traffic issues appeared on the agenda and the Police 
received a positive response from the citizens. Essentially, their experience is that the “20 minutes 
method” is a good procedure which leads to increased visibility of the Police. The effort also led to 
more controls than would have been expected, which was considered important by the Police. 
Suggestions for improvements include local police officers becoming more involved in the selection 
of routes for enforcement and it was suggested that several shorter interventions instead of one long 
should be carried out.  

Regarding communication on social media, a total of 26 speed related posts were made on Police 
Region West´s Facebook pages during the intervention weeks. The responses to speed related posts 
about speeds were predominantly positive. However, based on this study it has not been possible to 
determine whether this also reflects the attitude of the public. 

Regarding the effects on mean speeds and speed compliance, the results show a clear tendency for 
greater reductions where speed compliance was poor before the intervention. Looking at metrics 
where the amount of speed violations was higher than 40 percent prior to the intervention, enhanced 
speed compliance was seen. Also mean speeds decreased slightly (less than 2 km/h) during the 
intervention period. After the intervention period, the proportion of speed offences tended to increase 
again 

In conclusion, it can be noted that the procedure was generally well accepted by the officers and that 
speed compliance improved during the intervention period, especially where compliance was poor 
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before the time of the intervention. To achieve the desired effects on enhancing speed compliance, it is 
therefore important for future speed enforcement interventions to select locations for speed 
enforcement exposed to a relatively high proportion of speed offences. Since a regression was seen 
after the end of the intervention, it is important to repeat speed enforcement interventions or 
implement continuous enforcement. 
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Sammanfattning 

Utvärdering av intensifierad hastighetsövervakning i polisregion Väst  

av Anna Vadeby (VTI), Åsa Forsman (VTI) och Gunilla Sörensen (VTI) 

 

Hastighetsefterlevnaden på vägarna i Sverige är låg och många trafikanter kör över gällande 
hastighetsgräns. Hastighetsmätningar på det statliga vägnätet under 2016 har visat att endast 44 
procent av trafikanterna håller hastighetsgränsen medan det aktuella målet för hastighetsefterlevnaden 
är att 80 procent av trafiken ska hålla hastighetsgränsen år 2020. En ökad hastighetsefterlevnad och 
därmed lägre medelhastigheter har stor potential att minska antalet dödade och allvarligt skadade i 
trafiken och i det arbetet är polisen en viktig aktör. I Polismyndighetens nya strategi för trafik beskrivs 
att visionen för polisens trafiksäkerhetsarbete är att ingen ska dö eller allvarligt skadas i 
vägtrafikmiljön, vilket är samma som för Nollvisionen. Som en del i att implementera strategin har 
Polisen i region väst testat en ny arbetsmetod under en trafikinsats veckorna 43–45, 2016. Insatsen 
innebar intensifierad hastighetsövervakning på 13 utpekade vägsträckor och syftet var att sänka 
medelhastigheten på utvalda vägavsnitt.  Insatsen innebar fokus på tre olika åtgärder: 

• korta hastighetskontroller (20 minuter, rapportering från 6 km/tim över hastighetsgräns) på 
olycksdrabbade vägar 

• civila polisbilar (så kallade pilotbilar) som fokuserade på aggressiv körning  

• övervakning med mobil ATK (Automatisk trafiksäkerhetskamera) som komplement till de 
manuella kontrollerna.  

Syftet med föreliggande projekt är att utvärdera de nya arbetsmetoder som testades i polisområde väst. 
Såväl polisens upplevelse, som intern och extern kommunikation och effekter på medelhastigheter och 
hastighetsöverträdelser studeras i projektet.  

Resultat avseende polisens upplevelser visar att de flesta är positiva till insatsen som helhet. Man 
tyckte det var bra att trafikfrågorna kommit på agendan och man har fått positiv respons från 
medborgarna. I grunden tycker man också att 20-minutersmetoden är ett bra arbetssätt som får 
acceptans bland personalen och kan leda till ökad synlighet. Insatsen ledde också till fler kontroller än 
vad som annars hade skett, vilket polisen tyckte var viktigt. Som förbättringsmöjligheter till 
kommande insatser lyftes att man önskar att medarbetarna skulle vara mer delaktiga vid val av 
sträckor samt att man hellre såg fler kortare insatser än en lång. 

Vad gäller kommunikationen på sociala medier gjordes totalt 26 hastighetsrelaterade inlägg på 
polisens Facebooksidor i region väst under insatsveckorna. Reaktionerna på inläggen om hastigheter 
är övervägande positiva. Med denna undersökning går det dock inte att avgöra om detta även speglar 
allmänhetens inställning i stort. 

Vad gäller effekten på andelen som överträder hastigheten visar såväl de mätningar som gjordes 
speciellt för insatsen som hastighetsdata från Trafikverkets fasta punkter på en tydlig tendens att det 
var större minskningar av andelen överträdelser där efterlevnaden varit låg (under 60 %) under 
perioden före insatsen. När andelen överträdelser studerades vid fasta mätplatser där andelen 
överträdelser var högre än 40 procent i före-perioden skedde en minskning av andelen överträdelser 
vid samtliga av dessa mätpunkter under perioden då insatsen pågick. Efter insatsperioden tenderade 
andelen överträdelser att öka igen. Även medelhastigheterna minskade något (knappt 2 km/tim) under 
insatsperioden.  
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Sammanfattningsvis kan konstateras att metoden generellt togs emot positivt av polisen och att 
hastighetsefterlevnaden framför allt förbättrades där efterlevnaden varit dålig innan insatsen. För att få 
bra effekter är det därför viktigt inför kommande insatser att välja platser med låg hastighets-
efterlevnad. Det är också viktigt med återkommande hastighetsövervakning eftersom vi såg en 
återgång efter insatsens slut. 
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1. Introduction  
Speed compliance on Swedish roads is poor and many road-users exceed posted speed limits. Speed 
monitoring on the state road network during 2016 has shown that only 44 percent of road-users keep 
to speed limits (Forsman och Greijer, 2016). Enhanced speed enforcement has been identified as one 
of the most significant areas for reducing fatalities and serious injuries in traffic (Amin et al., 2018). 
The target for speed compliance during the next few years is that 80 percent of traffic will adhere to 
posted speed limits by 2020. Enhanced speed compliance and consequently reduced mean speeds has 
a significant potential of reducing traffic fatalities as well as serious injuries. The Police is a major 
force in boosting compliance and reduce mean speed on our roads. The number of speed enforcement 
controls by the Police have, however, been reduced significantly over the last few years (Amin et al., 
2018). 

The recently introduced traffic strategy by the Police Authority outlines that Police duty includes 
enhancing safety and reducing crime. Like Zero Vision, the vision for Police safety efforts is to 
prevent death and serious injuries in the road traffic environment. Additionally, any efforts undertaken 
by the Police regarding the traffic environment must, as far as is possible, be founded on research and 
evidence-based procedures. As such, Police Region West, has tested a new procedure as a step 
towards implementation of the new strategy. The procedure was tested during a traffic intervention 
involving intensified speed enforcement of 13 targeted routes in autumn 2016, during three weeks in 
autumn 2016. The routes were selected in consultation with the Swedish Transport Authority (STA) 
and inclusion criteria included the route being high risk for fatalities and serious injuries and/or high 
mean speeds and/or high AADT1. To give patrolling officers the opportunity to carry out as many 
controls as possible, 24 hours a day, the selection process took geographical proximity to relevant 
community police areas into consideration. The aim of the intervention was to reduce mean speeds on 
selected routes to achieve the goal of reducing fatalities and serious injuries in traffic. 

Cameron (Nd) defines speeding as a temporary state since adapting and reducing the speed to keep 
within legal speed limits can be achieved instantaneously, in contrast to driving under the influence or 
illegal driving which are more about lasting states which take longer time to change. This means that 
the effect of speed enforcement on high-risk roads will only be good locally, while the effect for larger 
areas would not be significantly better in general. To achieve the latter, the sense of being exposed to 
the potential of getting caught ”whenever, wherever” would have to be conveyed, which can be 
accomplished by enforcement procedures that are simple to move between difference locations. 
Utilising a combination of mobile speed cameras and mobile radar units (radar instruments mounted 
on patrol cars), have been suggested by Cameron and Delaney (2006) as a component in the 
development of a strategy for speed enforcement in Western Australia.  

The approach used in the Police Region West intervention focused on three different measures: 

• Speed enforcement on routes particularly affected by accidents in all the five police areas in 
the region, explicitly targeting speeding spanning 6-9 km/h to reduce mean speeds, which 
entails reporting any speeding offences above 6 km/h. 

• Unmarked police cars (also known as pilot cars) targeting aggressive driving through traffic 
monitoring. 

• Complementing manual monitoring with Automatic Traffic Controls (ATCs), speed cameras. 
These are utilised 24 hours a day although uptake differed on different routes. Fixed cameras 

                                                      
1 Annual Average Daily Traffic 
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were also present on, or in the vicinity, of many of the targeted routes, although they are not 
integrated into the new procedure.  

To ensure the success and effectiveness of the implementation, significant resources have been 
committed to dissemination of information within the different police areas. 

During the intervention, 485 controls and 1,535 speeding offences were reported, of which 983 were 
by manual controls, 299 by mobile ATC and 253 by unmarked police vehicles. The intervention has 
partly been evaluated by the NTF2, which measured speeds on five (out of 13 selected routes) selected 
reference routes before and after the intervention. The results of the evaluation show a reduction on all 
routes, some marginal while others are more significant. Indications that speed levels changed in the 
whole region during the weeks of the intervention has been noted but require closer analysis.  

Measuring by the NTF presents a picture of the change in speeds during, and a few weeks after, the 
intervention. However, a more comprehensive evaluation must be carried out, since this working 
method is partially new for the police force, which if successful, will be disseminated to other parts of 
the country.  

1.1. Aim 
The aim of the present project is to evaluate the new procedures, as well as any combination of 
procedures, regarding enhanced speed compliance tested in the Police Region West, with focus on 
why some routes were more successful than others. Of particular interest is studying the 20-minute 
method as an approach to working procedures, mobile ATC to ensure reduced speeds are adhered to 
following the considerable reduction in police resources since the end of the intervention. The study is 
limited to evaluating the traffic intervention in place during autumn 2016. At a later stage, plans to use 
this project as foundation for a more substantial project aimed at developing a model for evaluating the 
procedure adopted by the Police regarding traffic and speed compliance. 

 

                                                      
2 The National Society for Road Safety 
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2. Method 
The traffic intervention during three weeks in autumn 2016 by Police Region West is being evaluated 
in the project as well as if, and in that case why, intensifying monitoring was more successful on 
certain routes is also being investigated. Below is an outline of the route selection process, both how 
the information about the intervention was communicated and established as well as how the external 
communication was planned and implemented. 

Police Region West comprise the following five police areas: 

• Greater Gothenburg 

• Älvsborg 

• Skaraborg 

• Fyrbodal 

• Halland 

2.1. Route selection 
The regional traffic intervention was enforced on the state road network. The idea was to select several 
routes targeted for monitoring in advance, with the ambition of selecting routes particularly exposed to 
accidents. However, it appeared that it was not viable to single out routes particularly affected by 
accidents when selecting which routes to monitor. The Police collaborated with STA during the 
selection process based on the following information: 

• Annual Average Daily Traffic 

• Mean speed 

• Road type (curved, width, etc.) 

• Accident statistics from Strada3. 

In cases routes were not selected based on high accident risk, the other parameters, mean speeds, were 
included. A further determining factor taken into consideration while selecting which routes to 
include, was the proximity to the police office within each community police area to avoid long 
distances in connection with monitoring. A consequence of selecting routes relatively close to the seat 
is that most patrolling police within each community police area would be able to join the traffic 
intervention. 

What is known as a reference route, where mean speeds were measured pre and post the intervention 
(see Section 2.3.1), was established for each police area. In addition to these reference routes, each 
community police area was allocated at least one further control route. All reference and control routes 
for each of the five police areas are reported in Vadeby, Forsman and Sörensen (2018), Appendix 1. 

                                                      
3 The Swedish Traffic Accident Data Acquisition  
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2.2. Communication 
The regional traffic intervention also comprised a communication plan. The communication plan 
(Wester, 2016 and Sånglöf, 2016) describes both internal communications, as well as external 
communication procedures.  

The overall communication goal for the intervention was that it would contribute to the reduction of 
mean speeds, and consequently reduce fatalities and serious injuries in traffic. 

2.2.1. Internal 

Communication goals and main message 

The following communication goals had been established by the Police for increasing knowledge 
internally, about the effect speed has on the outcome of a traffic accident: 

• Contribute to an understanding for, and establish the importance of increasing the number of 
speed enforcement interventions, particularly for speeding offences spanning 6-9 km/h. 

• Reach long-term attitude changes in patrolling police attitude regarding the importance of 
speed in reducing fatalities.  

• The communication measures must contribute to the implementation of the 20-minute method 
as a procedure in accordance with the national traffic strategy.  

Challenges described in the communication plan include the perception amongst police officers that 
priorities clash and that other serious crimes ought to be prioritised before speed enforcement. 

Internally, the police focused on two main messages ahead of the intervention: 

1. Speed enforcement in the 6-9 km/h span save lives.  

2. Traffic monitoring during shorter periods of approx. 20 minutes are also effective.  

Following the intervention, focus was on feedback to the police officers involved. They were informed 
both of the number of reported offences and other crimes, as well as the effect on mean speeds. 

Educational measures 

Included in internal communication was the production of a support film. The film was made in 
collaboration with researchers at STA and brought up, amongst other issues, information regarding 
traffic fatalities during 2015, accident scene images, as well as police efforts in the traffic. 

A researcher at STA, talks about the importance of speed in traffic accidents, and that reducing mean 
speeds by approx. 2 km/h, reduces the number of fatalities by approx. 10 percent. He also discusses 
the importance of visible police presence in traffic, as a measure for reducing mean speeds, as well as 
the importance of enforcing minor offences. The head of local Police District Nyköping talks about his 
experience of applying the 20-minute method to enhance the subjective risk of being caught all hours 
of the day. He also emphasises the importance of low tolerance thresholds during enforcement 
activities.  The film was available on the police intranet before and during the enforcement activities 
and it was also utilised for internal educational sessions carried out by the police. 

In each of the five police areas, educational measures for patrolling staff were held during two weeks 
before the intervention. The Chief of Operations and her Deputy were responsible for training and 
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visited each police area with to meet department heads, which resulted in a total of nine meetings. In 
turn, each head was responsible for disseminating the information to their staff. Furthermore, several 
information updates were uploaded to the internal police website, Intrapolis, of which several 
examples can be seen in Vadeby, Forsman and Sörensen (2018), Appendix 4.  

• The number of enforcement activities performed 

• Date and time of day 

• Location of the enforcement 

• The number of reported speeding offences and other crimes discovered  

• Time used for each enforcement activity 

• Reason given in the event of control being discontinued before 20 minutes  

In addition, intervention instructions, giving a more detailed description of how the actual 
implementation should be carried out was available. The intervention instruction details that reports 
ought to be made when speed exceeds 6-9 km/h. It also clarifies that the speedometer shows a speed of 
82-84 km/h for any road user stopped and reported at 76 km/h, on a road with posted speed limits of 
70 km/h, since a reduction of 3 km/h on account of the laser gauge must be made as a precaution as 
well as the built-in error display, regulated by law for all speedometers (3-5 km/h). The intervention 
instruction also details each enforcement route in the police area in question.  

It was also described that the results reported by the would be made public on a local Facebook page 
in conjunction with any enforcement activities, and that all results would be reported following each 
enforcement week in accordance with the above bullet point list. Each police area was also asked to 
write a story of their experiences, “experience stories”, following each completed enforcement 
activity, which should contain both positive and negative experiences during the weeks of enforcement 
activities, as well as suggestions for improvement.  

2.2.2. External 

Communication goal and main message 

The police would like to raise public awareness about the reason for these types of activities, due to 
the public perception that this type of traffic control sometimes is regarded unnecessary, as well as the 
view that the Police should only report serious speeding offences. External communication goals 
include the following: 

• Any communication efforts are predominantly in view of crime prevention. The aim is to 
contribute to a change in road user attitudes regarding the importance of mean speeds; 
speeding offences spanning between 6-9 km/h is the range contributing to most fatalities on 
the roads. 

The main message is that ”Reduced mean speed saves lives” and that the primary aim is to reduce 
mean speeds on roads particularly affected by accidents. Reducing mean speeds by 2 km/h reduces the 
traffic fatality rate by approx. 10 percent. 
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Media efforts 

On the same Monday regional traffic interventions were introduced, a debating article was published 
in eight major local newspapers, distributed to each of the five police areas (see Vadeby, Forsman and 
Sörensen (2018), Appendix 3). The external communication goal was to reach a wide audience 
through media attention, to inform ahead of the intervention weeks, but also to initiate a dialogue and 
eventually a change in public attitude regarding speeding offences. The debating article was published 
in Göteborgs-Posten, Hallandsposten, Borås Tidning, AlingsåsKuriren, Skövde Nyheter, Skaraborgs 
Allehanda, Trollhättans Tidning – Elfsborgs Läns Allehanda and Bohusläningen, and the article lead 
to two responses replied to by the Chief of Operations. 

The results of the intervention were presented weekly through local Facebook pages, see Vadeby, 
Forsman and Sörensen (2018), Appendix 5, for status update examples.  

A joint statement had been prepared in association with the enforcement activities to safeguard that the 
same main message broadcast throughout the police force. The Chief of Operations in charge answers 
most questions and potential contact in each police area will answer any questions regarding the 20-
minute method, for instance. The importance of all spokespersons being fully aware of the main 
message has also been emphasised. 

2.3. Data 
The following data have been used for the evaluation: speed data derived from three different sources: 
five screening points selected especially for the evaluation of the intervention (NTF4, 2016), STA 
fixed screening points and speed data sourced from ATC in the area. In addition, a compilation has 
been made from police experiences of the intervention as well as which communication efforts were 
made. 

2.3.1. Speeds 
Results from the three different speed measurements described above were used to study the routes in 
greater detail to find reasons for, and why, the effects were greater and longer on some of the routes. 
For example: Could the reason be that Police monitoring was more comprehensive there? Or that the 
level of speed offences was high in that area from the start, and therefore the effect of the monitoring 
was greater?  Below follows a short description of the data sources: 

NTFs speed measurements 

To study the effect of mean speeds and the level of offences, the NTF has performed laser speed 
monitoring (SR4, Skyltar och märken, (2018)) on five routes in Police Region West. A full account of 
the results can be found in NTF (2016). The measurements took place at the following screening 
points, see Figure 1 as well;   

1. Police area Skaraborg: Road 44, 17 km SE Lidköping 

2. Police area Fyrbodal: Road 42, 300 m N the roundabout at Brunnered, Trollhättan 

3. Police area Greater Gothenburg: Ellesbovägen, Rönnings Sörgårdsbacka, 3,5 km S 
Jordfallsmotet 

                                                      
4 The National Society for Road Safety 
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4. Police area Älvsborg: Road 180, Göstereds fjäll, 6 km NW Landalarondellen Borås 

5. Police area Halland: Road 25, Tofta Axelbrott, 7 km NE intersection Halmstad E 

 
Figure 1. Map image of NTF screening points (in red). 

 

The measurements were made before and after the period of intervention. Each screening occasion 
lasted 1 – 2 days and speeds in both directions were measured. None of the screening points are 
equipped with ATC cameras. All screening points are located at two lane roads. Speed information 
previously gathered by STA, amongst others, was used in the process of selecting screening points. 
According to these assessments, mean speeds was 4-8 km/h above posted speed limits at the four 
screening points with available speed information. According to NTF’s pre-screening, performed the 
week before the intervention, shows that the proportion of non-compliance is highest at Screening 
Points 1, 3 and 4, see Table 1.  
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Table 1. Information regarding speed limits, mean speeds during the process of selecting screening 
points, mean speeds and proportion of non-compliance the week before the intervention. 

Screening 
Point No. 

Road Speed limit Mean speed 
at time of 
selecting 
screening 

point (km/h) 

Mean speed 
before (km/h) 

Proportion 
of non-

compliance 
(%) 

1 44 70 - 82 90 

2 42 80 87 76 31 

3 Ellesbovägen 70 77 77 76 

4 180 70 78 72 59 

5 25 70 74 69 38 

 

STA fixed screening points 

To follow up the speed levels and development on the state road network, the STA utilises a speed 
index based on measuring data collected from continuously measured speeds at 83 fixed screening 
points throughout the year. The present study has utilised speed data from fixed STA screening points 
in Police Region West, to explore potential spill-over effects in the region, totalling analysis of 23 
fixed screening points. The location of these points is shown in Figure 2. 
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Figure 2. STA fixed screening points in Police Region West (in green). 

 

ATC speed data 

Many roads in Sweden are equipped with ATC (traffic safety cameras), of which some are situated 
within Police Region West. The ATC cameras continuously monitor the speed of passing vehicles and 
the data have been utilised to study speeds in proximity to the police reference routes. Approx. 30 
ACT cameras have been identified near police screening points, see Figure 3.  
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Figure 3. ATC cameras in Police Region West (in blue). 

 

2.3.2. Police experiences 
In conjunction with the intervention, each police area collected views and experiences of the 
procedures, referred to as “experience stories”. The compiled data comprise both positive and negative 
experiences of the weeks of enforcement efforts, as well as suggestions for improvement for future 
interventions. The aim is to highlight positive experiences, as well as any perceived or imagined 
obstacles for keeping to the procedures. Data was provided by the Police.   

Further information regarding where, when and how many 20-minute interventions were performed in 
each police area was collated, as well as statistics of the number of speeding drivers issued with a fine, 
and statistics about other crimes discovered and reported in association with the intervention.   

Data concerning police communication efforts have been collected related to the question of how 
communication via social media and/or other media, for instance, might influence the consequences of 
police interventions. 

All status updates posted on the Police Region West Facebook page during the intervention weeks in 
2016 (24/10-13/11), published on each respective Facebook account, have been reviewed. All 
reviewed Facebook accounts are shown in Table 2.  
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Table 2. Reviewed Facebook accounts, Police Region West 

Facebook page (name) per police area 
Police Region West 
Police West – traffic police 
Police West – boarder police 
Fyrbodal 
Police West Fyrbodal 
Halland 
Police Halland 
Police Falkenberg and Hylte 
Police Halmstad and Laholm 
Police Kungsbacka 
Police Varberg 
Skaraborg 
Police West Skaraborg 
Police East Skaraborg 
Greater Gothenburg 
Police Gothenburg City 
Police Gothenburg North East 
Police Gothenburg South 
Police Hisingen 
Police Kungälv and Ale 
Älvsborg 
Police Dalsland 
Police Sjuhärad 
Police Alingsås, Lerum, Herrljunga and Vårgårda 

The analysed data, besides content, also takes data provided by Facebook into account; both provided 
for each status update as well as for each Facebook account. Occasionally, details of the number of 
people who have been reached by the status update has been provided by the Facebook page 
administrator. Details have been sourced from an internal Police compilation (”Published on 
Facebook. Regional Traffic Safety Week 2016”) which includes 21 speed related status updates 
published on Facebook during the screened period, as well as another five updates published before or 
after the screening period. The following variables have been applied.  

• the number of followers per Facebook account 

• the number of Facebook users liking the Facebook page  

• the number of likes per update  

• the number of comments per update 

• the number of shares 

• update category  

The updates have been divided into two main categories, associated or not associated with speeds. 
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3. Results 

3.1. The number of screenings 
As mentioned earlier in the report, the procedure focused on three different measures: 

• 20-minute screening on routes particularly exposed to accidents in the five police areas. 
Principal focus was on speed offences spanning 6-9 km/h, including reporting speeding 
offences from 6 km/h.  

• Mobile ATC (Automatic Traffic Control) complementing manual screenings.  

• Unmarked police cars (referred to as pilot vehicles) focused on aggressive driving through 
concealed traffic surveillance.  

Table 3 accounts for the number of reported speed offences per category; the 20-minute method, 
mobile ATC and unmarked police vehicles. In total, 1,535 speed offences were reported during the 
screening, of which 983 were visible police surveillance performed in accordance with the 20-minute 
method, 299 were mobile ATC and 253 from the unmarked surveillance. A total of 71 driving licenses 
were confiscated.  

Table 4 accounts for detailed statistics from the 20-minute screenings. In total, 485 20-minute 
screenings were carried out, out of which 52 had to be terminated early due to 50 prioritised alarms 
and in two cases due to drivers refusing to stop. A total of 983 speed offences were reported, of which 
194 (20%) includes non-compliance in the interval 6-9 km/h exceedance of speed limit. The 
proportion of offences ranging between 6-9 km/h varied between 9 percent in the Skaraborg police 
area and 28 percent in the Halland police area.   

Table 3. The number of reported speeding offences categorised into method; the 20-minute method, 
mobile ATC and unmarked police vehicles. 

Intervention Number of reported 
speeding offences 

Number of 6-9 
km/h 

Proportion 6-9 
km/h 

Confiscated driver 
licences 

20-minute 
method 983 194 20% 33 

Mobile ATC 299 137 46% 2 

Unmarked 
vehicles 253 

 
 36 

Totalt 1,535 331 26%* 71 

*Calculations based solely on the 20-minute method and mobile ATC.  
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Table 4. Statistics from the 20-minute screenings categorised into police area. 
Police area Number of reported 

speeding offences 
Number of 
6–9 km/h 

Proportion 
of 6–9 km/h 

Confiscated 
drivers’ 
licences 

Number of 
screenings 

Number of 
terminated 
screenings 

Fyrbodal 232 48 21% 3 124 8 

Halland 137 39 28% 3 80 22 

Skaraborg 86 8 9%  60 - 

Storgöteborg 387 78 20% 24 159 15 

Älvsborg 141 21 15% 3 62 7 

Total 983 194 20% 33 485 52 
 

3.2. Speeds 
The aim of the Police is to reduce mean speeds on regional roads and consequently reduce fatalities 
and serious injuries in traffic. Data have been derived from three different sources to facilitate 
studying the effect of average speeds; the results accounted for by NTF following radar assessments 
performed in association with the intervention, data derived from the STA fixed screening points and 
ATC speed data.  

3.2.1. Measurements by the National Society for Traffic Safety 
NTF measured speeds one week before the enforcement intervention and five weeks post completed 
intervention. Mean speed results are reported in Table 5 and Figure 4. The results reveal, when 
comparing mean speeds pre and post the intervention, that mean speeds have been notably reduced in 
particular at Screening Point 3 (Ellesbovägen) where mean speeds have been reduced by 8 km/h or 10 
percent. This screening point also used mobile ATC during the period immediately after the 
intervention. Mean speeds by Screening Point 1 (road No 44) and Screening Point 4 (road No 180) 
have been reduced by 2-3 km/h and approx. 3 percent. Hardly any changes in mean speeds have been 
recorded at Screening Point 2 and 5. Screening Point 4 also used mobile ATC during the period 
immediately following the intervention. It has been noted that screening points where mean speeds 
have been reduced were locations where previous mean speeds were higher than posted speed limits. 

Table 5. Mean speeds at each Screening Point (1-5) pre and post the traffic intervention. Source NTF. 

   Mean speeds (km/h)  

Screening 
Point Nr.  

Road Speed limit 
(km/h) 

Pre 

(w 42) 

Post 

(w 46 – 50) 

Change  Change (%) 

1 44 70 82 79 -3 -3% 

2 42 80 76 76* 0 0% 

3 Ellesbovägen 70 77 69 -8 -10% 

4 180 70 72 70 -2 -3% 

5 25 70 69 69 0 -1% 

*Two screening weeks have been removed from the analysis for Screening Point 2, one due to adverse results and the other 
due to reduced average speeds due to ice on the road. 
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Figure 4. Mean speeds at each Screening Point (1-5) pre and post the traffic intervention. Source 
NTF. 

 

Table 6 and Figure 5 shows the results of any speeding offences. These results also show that it is 
Screening Point 3 (Ellesbovägen) where pronounced improvement regarding speed limit adherence 
was noted during comparison between pre and post screening, whereby non-compliance with posted 
speed limits have reduced by 31 percentage units. Speeding offences have reduced by 7 and 15 
percentage units at Screening Point 1 (Road 44) and Screening Point 4 (Road 180), respectively. These 
routes were both monitored by mobile ATC in the period immediately following the operation. Only 
minor reductions in the proportion of non-compliance was observed at Screening Point 5 while at 
Screening Point 2, no changes were observed. Improvement has predominantly been noted at 
Screening Points previously exposed to poor speed compliance. 

Table 6. Proportion of speeding offences at each Screening Point (1-5) pre and post the traffic 
intervention. Source NTF. 

   Number of speeding offences (%) 

Screening 
Point Nr.  

Road Speed limit 
(km/h) 

Pre 

 (W 42) 

Post 

(W 46–50) 

Change 

 (% units) 

1 44 70 90 83 -7 

2 42 80 31 31 0 

3 Ellesbovägen 70 76 45 -31 

4 180 70 59 44 -15 

5 25 70 38 35 -3 

*Two screening weeks have been removed from the analysis for Screening Point 2, one due to adverse results and the other 
due to reduced mean speed (leading to higher speed compliance) due to ice on the road.  
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Figure 5 Proportion of non-compliance at each Screening Point (1-5) pre and post the traffic 
intervention. Source NTF. 

 

3.2.2. Fixed screening points 
To study speed levels and the level of non-compliance, STA fixed screening points within Police 
Region West have been used, as well. Speeds at these points are measured continuously throughout 
the year, hence we decided to study speed levels from the week before the intervention, and the three 
weeks during the intervention, as well as five weeks following the intervention. Data was available for 
22 screening points in the region. Figure 6 accounts for the proportion of speed non-compliance in 
Police Region West, pre, during and post the Police traffic intervention during the intervention weeks 
in 2016, as well as the corresponding period in 2015, during which time traffic interventions did not 
take place. Only screening points (14) showing a proportion of speed non-compliance above 40 
percent are shown in Figure 6. A reduction in offences during the period of the traffic intervention was 
noticed at each screening point. After the period of intervention, the proportion tended to increase 
again. In comparison to the corresponding period during 2015 (right hand side in the figure) a similar 
reduction was not noticed, although the level of non-compliance reduced later in the year, possibly due 
to adverse weather conditions. Levels of mean speed and proportion of non-compliance at each 
Screening Point are accounted for in Appendix 1, and speeds were reduced by an average of barely 2 
km/h during the period of enforcement in 2016, at said 22 screening points. The reduction in mean 
speeds would be virtually similar, should only the 14 screening points where non-compliance was 
above 40 percent be analysed. However, it is not possible to assign the full reduction to police 
enforcement, since adverse weather conditions, including snow fall, was prevalent in certain parts of 
the region at the time, which might explain the reduction to some degree, although the tendency is 
positive.  
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Figure 6. Proportion of speed offences in Police Region West pre, during and post the police traffic 
enforcement weeks in autumn 2016 (left image). The right image accounts for the proportion of non-
compliance during the corresponding period in 2015. STA fixed screening points. 

 

The effect of speed enforcement is to a large degree due to mean speeds in correlation to posted speed 
limits, and the level of speeding non-compliance, at the point of enforcement. Swedish Road 
Administration (2009) studied the effects of automatic speed cameras and shows that the greatest 
effect is achieved in places of high non-compliance, those driving the fastest tends to reduce their 
speed the most. The same tendency has been noted in other national (Vadeby and Forsman (2012), 
Vadeby and Forsman (2017)) and international studies (Soole et al., 2013). Figure 7 accounts for how 
the proportion of non-compliance has changed in correlation to the level of non-compliance before the 
period of enforcement was initiated. The y-axis accounts for the change between the enforcement 
period (during) and the period before, while the x-axis shows the proportion of non-compliance before 
the enforcement period. The figure shows that the level of change is spread at the different screening 
points, although the tendency of the most significant reduction in the proportion of non-compliance 
tended to be in areas of high non-compliance during the period before the enforcement.  
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Figure 7. Change in the proportion of offences due to the level of non-compliance before the 
enforcement period. STA fixed screening points. 

 

In conjunction with the analysis of the STA fixed screening points, analysis as to whether any 
significant differences were present between the effect regarding speed limit compliance achieved in 
the five different police regions, was also carried out. An analysis of variance (ANOVA) applying 
change in the proportion of non-compliance as dependent variable and police area as independent 
variable, did not reveal any significant differences between the different police areas. Table 7 accounts 
for the change categorised into police area. The number of fixed screening points differ significantly 
from area to area, only one point in Greater Gothenburg compared to eight points in Skaraborg. The 
analysis reveals that pairwise significant differences between the regions do not exist.   

Table 7. The change at STA fixed screening points (during the period of enforcement in comparison to 
before) categorised into police area. 

Police area 

Number of 
screening 

points 

Difference 
number of 
non-
compliance 
(% units) Standard deviation 

95 % confidence 
interval lower 

limit 

95 % 
confidence 

interval 
upper limit 

Fyrbodal 4 -7.4 2.2 -12.2 -2.7 

Halland 7 -3.6 1.7 -7.1 0.0 

Skaraborg 8 -4.1 1.6 -7.4 -0.7 
Greater 
Gothenburg 

1 
-0.8 4.5 -10.3 8.6 

Älvsborg 2 -3.8 3.2 -10.5 2.9 

 

3.2.3. ATC 
Thirty-one ATC cameras have been identified within, or in the vicinity, of the police screening and 
reference routes, the focus of police screening during the enforcement period. Speed data were 
available for 28 of the cameras during the period pre, during and post the enforcement period.  
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Figure 8 reports the difference in the level of non-compliance at these cameras. It is shown that the 
level of speeding at the ATC cameras, an average of approx. 3 percent, is generally low in comparison 
with the NTF fixed screening points, for instance, where 30 to 90 percent of drivers were speeding 
before the enforcement period. The differences are small between the pre, during and post period, with 
only one camera (3) displaying a difference greater than 1 percentage unit.  

Figure 9 accounts for average speeds at the cameras, which shows that the difference in mean speeds 
at the cameras is negligible. Since speed compliance was satisfactory at the cameras before the 
enforcement period, no change is to be expected. 

 
Figure 8. Proportion of non-compliance pre, during and post the enforcement period at ATC cameras 
near police screening and reference routes. 

 

 
Figure 9. Average speeds pre, during and after the period of intervention at ATC cameras near police 
control and reference routes. 
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3.3. Police experiences 

3.3.1. General 
Analysis of the police´s experiences, “experience stories” revealed that most of the comments were 
positive toward the intervention, and they are satisfied that traffic issues have been brought up as well 
as the positive response by the public. Mostly they also have faith in the 20-minute model as a 
procedure which has gained staff acceptance and has the potential to contribute to the police becoming 
more visible. The significant impact the intervention has made in media has also been brought up.  

In addition, it was revealed that the enforcement intervention had contributed to an increased number 
of screenings than usual, which the police thought was important. A further positive issue brought up 
is that the documentation procedure following screenings was made easy, although they would have 
liked the follow-up results disseminated to everyone involved in the intervention.  

3.3.2. Internal communication 
Comments regarding internal communication are somewhat mixed. Positive issues brought up include 
that the initial information meetings for heads of different departments, attended by the Head of 
Traffic, was good, rewarding and contributed to an understanding of the assignment. There were also 
comments praising the film that had been produced and that most screenings were carried out by those 
who had watched the film during the planning day. Positive comments about the information on the 
Intranet and via the communication system called RAKEL were also included.  

Any critical points of view indicate that the information for individual police officers in the team was 
not overall enough. Wider dissemination of the information is required to create a better understanding 
of the enforcement intervention. Not everyone had grasped the point of the intervention and some 
were sceptical of targeting 6-9 km/h. Some found the aim of the intervention unclear (number of 
screenings, number of penalties, mean speeds, etc.), and their wish of setting their own, clear goals 
next time, emerged. 

They would also like the forward planning to be improved to include the intervention in the plans for 
the organisation appropriately. The new focus (6-9 km/h) is also a process that needs time.  

One “experience story” revealed a sense that there had been a hidden agenda, once the intervention 
was completed and the story appeared in media. A feeling of the intervention having been 
implemented to increase traffic police resources, which was perceived negatively.   

3.3.3. Selected route sections, timing, period of intervention  
The route selection was questioned by some who thought the routes were wrong based on local issues, 
or that the routes were not perceived as particularly exposed to accidents or problems. Comments were 
also made by some about the procedure not being fuelled by the staff, as they had not been consulted 
during the route selection process. However, others were satisfied to be told which routes to screen 
and that the selection was well founded. Regarding the number of routes, increased flexibility and 
more routes to choose between were requested, otherwise there is a risk that other routes will be 
screened making the intervention too diverse. Some comments pointed out that it did not feel safe to 
patrol certain selected routes and that some screening points were relocated due to occupational health 
and safety.  

There were different opinions about the length of the intervention, predominantly that the period was 
too long although some believed the length was right. In some cases, the weather conditions were 
adverse due to the time of year. Some thought that the intervention was too late in the year, although 
others opined that screening would still be needed in adverse weather conditions since people drive 
too fast then as well. 
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3.3.4. Implementation 
Some issues disrupted the implementation process, such as clash with scheduled training and illness. 
Due to designated screening points being covered in snow it was difficult to position mobile ATCs. 
The consensus was that weather conditions were perceived as a problem leading to less uptake. There 
were issues around speeds reducing in adverse weather conditions anyway, making screening 
superfluous, as well as the occupational health and safety aspect. It was also pointed out that to 
evaluate relevant effects, it is desired that the weather and the road surface is similar throughout the 
whole period.  

Few screening points can make the task be perceived as monotonous.  

The traffic department responsible for unmarked screening faced problems with illness and other 
issues, and consequently the number of screenings was lower than expected. Furthermore, the opinion 
that unmarked screening is better suited to larger roads and the belief that traffic police would have 
been making a bigger difference had they carried out visible laser controls instead, were brought up.  

3.3.5. Continuation and improvements 
Ahead of future interventions, requests were made to improve forward planning and that information 
be forwarded to department heads ahead of scheduling of the period question. It has also been 
requested that information is provided to staff during a planning day, only receiving information via 
email is not enough as it is too easy to miss. Requests for further opportunities to receive information 
about the importance of speed was also brought up.  

Furthermore, the collaboration between the traffic department and local police areas have been well 
received, a working relationship worth developing further. However, the general view is that the work 
ought to be instigated by staff and that they should be involved in the route selection process, as well 
as consulted on which traffic issues they would like to concentrate on or issues they have noticed their 
efforts are required. Another view brought up was that if the Region would like to prioritise 
implementation of enforcement activities, enough time and staff resources must be reflected in general 
operations plans. To avoid individual police officer’s being exposed to feeling that they are being 
allocated additional duties, the Region must be transparent about prioritising the importance of 
implementing the intervention. 

Since a proportion of involved officers lack valid laser training, there is a need for increasing the 
number of trained officers. The enforcement interventions are suitable for being shortened, rather more 
shorter interventions than one long. Additionally, there is room for improvement within the Police 
regarding using social media.  

Lastly, it is important to consider occupational health and safety for staff deployed for screening. 
Mobile speed cameras (ATCs) might be suitable on roads dangerous for officers to attend.  

3.4. Communication - social media 
For Police Region West, Police presence on Facebook has been analysed. The Police describe their 
aim for remaining present on social media as follows: 

• Enhanced dialogue: be more visible and approachable in a forum attended by many people. 

• Share crime prevention information and crime reducing tips. 

• Communicate Police efforts for improving security. 

• Express that the Police welcome tips and witness statements to solve crimes. 
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Facebook is the media predominantly used by the Police to disseminate information in conjunction 
with the traffic intervention, hence the communication efforts analysis being focused on this media. 

Police Region West is partly comprised of the Halland county, including the Halland police area, and 
partly by Västra Götaland including: Fyrbodal, Halland, Skaraborg, Greater Gothenburg och 
Älvsborg5. Sixteen relevant Facebook pages active during the period have been identified within these 
police areas, with an additional two Facebook accounts having been identified in the region. Status 
updates published during the weeks of enforcement activities, week 43-45 (24/10-13/11) in 2016 have 
been included in the analysis. The analysed accounts are accounted for in Table 8, as is the number of 
updates during the campaign weeks, while data was gathered during the period April to June 2018. 

  

                                                      
5 https://polisen.se/om-polisen/organisation/ 
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Table 8. Facebook accounts used in conjunction with the weeks of intervention (week 43-45, 2016) 
within Police Region West. The account name, number of followers, number of people who like the 
page, number of updates (regarding speeds and other issues) and the proportion of updates about 
speed distributed centrally over the police region and each police area. Source: Facebook, April – 
June 2018. 

Facebook page (name) 
Followers 
(number) 

Likes 
(number) 

Speed 
updates. 
(number) 

Other 
updates 
(number) 

All 
updates 
(number) 

Proportion 
of updates 
by 
everyone 
regarding 
speed 

Police Region West   7 1 8 88% 
Police West – traffic police 7,038 6,773 7 0 7 100% 
Police West – border police 1,555 1,489 0 1 1 0% 
Fyrbodal   1 2 3 33% 
Police West Fyrbodal 8,798 8,596 1 2 3 33% 
Halland   7 13 20 35% 
Police Halland 19,435 19,378 2 2 4 50% 
Police Falkenberg and Hylte 4,928 4,831 1 3 4 25% 
Police Halmstad and Laholm 9,213 9,133 2 2 4 50% 
Police Kungsbacka 7,875 7,629 1 3 4 25% 
Police Varberg 4,978 4,764 1 3 4 25% 
Skaraborg   2 8 10 20% 
Police West Skaraborg 16,525 16,198 0 7 7 0% 
Police East Skaraborg 17,345 17,429 2 1 3 67% 
Greater Gothenburg    7 11 18 39% 
Police Gothenburg City 22,488 22,329 2 0 2 100% 
Police Gothenburg North East 10,742 10,662 1 3 4 25% 
Police Gothenburg South 10,078 9,815 2 5 7 29% 
Police Hisingen 17,566 17,432 0 1 1 0% 
Police Kungälv and Ale 8,376 8,168 2 2 4 50% 
Älvsborg   2 8 10 20% 
Police Dalsland 9,890 9,788 0 4 4 0% 

Police Sjuhärad 14,950 14,832 1 2 3 33% 
Police Alingsås, Lerum, Herrljunga and 
Vårgårda 7,476 7,292 1 2 3 33% 

Total Police Region West   26 43 69 38% 

 

The table shows that the Police Gothenburg City has the highest number of followers (22,488), 
followed by Police Halland, Police Hisingen, Police East Skaraborg and Police West Skaraborg, with 
15,000–20,000 followers each. The Police in Sjuhärad, Police Gothenburg North East and Police 
Gothenburg South each have 10,000–15,000 followers while the remaining each have less than 10,000 
followers. The number of users liking each Facebook account follows a similar pattern.  

The table also shows that the number, as well as the proportion, of speed related updates during the 
campaign weeks vary between the different Facebook accounts. In total, 26 speed related updates were 
published out of a total of 69 published updates. This means that almost every third update was speed 
related during the period in question, which makes speed related updates the most common type of 
update during the period, see Table 9. 
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Table 9. The number and proportion of updates per subject matter in the police region during seek 43-
45 in 2016. 

Subject 
Number of 

updates 

Proportion of 
subject out of all 

updates 
 

Traffic safety – speed 26 38% 
Neighbourhood watch 8 12% 
Dialogue 6 9% 
Traffic safety – other 5 7% 
Drugs 5 7% 
Crime prevention 3 4% 
Fatal shootings 3 4% 
Theft/robbery 3 4% 
Found animal 3 4% 
The dog group 2 3% 
Hate crime 1 1% 
Sexual abuse 1 1% 
Vandalism 1 1% 
Security meeting 1 1% 
Opening hours 1 1% 
Total 69 100% 

 

The table shows that the subject speed was more than three times as common as either of the other 
subject matters. It has been noted that the period of intensified speed enforcement unintentionally 
coincided with the annual neighbourhood watch meeting, which is reflected in the number of updates. 

Table 10 shows how many times the updates have been liked, commented on and shared, respectively, 
per police area. Speed updates and other updates have been categorised into two different categories.  

Table 10. The number of users who have liked, commented or shared updates, categorised centrally 
for the region and per police area depending on type of update during the intervention period in 2016. 
Source: Facebook, April – June 2018. 

  Number of likes Number of comments per update Number of shares per update 

  Speed Other Total Speed Other Total Speed Other Total 

West 1,085 180 1,265 195 27 222 286 19 305 
Fyrbodal 73 61 134 12 18 30 12 108 120 
Halland 1,745 4,290 6,035 126 153 279 291 148 439 
Skaraborg 112 764 876 7 55 62 8 485 493 
Greater Gothenburg 653 2,681 3,334 138 226 364 314 231 545 
Älvsborg 67 423 490 10 59 69 1 550 551 
Total 3,735 8,399 12,134 488 538 1 026 912 1,541 2,453 

 

The speed updates have in total been liked more than 3,700 times, been shared closer to 500 times and 
received around 900 comments. The reason for the significant difference between police areas is due 
to the number of updates per area, and the interest in each update. The speed updates have on the 
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average been liked 144 times, received 19 comments and been shared 35 times. Other types of updates 
have been liked and shared more frequently (in average 195 and 36 times each) but been commented 
on less frequently (on average 13 times).  

Two film clips from the Police pod channel have been uploaded, both as a general film about speed 
enforcement ’What the police do during speed enforcement” as well as a film about the campaign in 
Region West ” Save lives – reduce your speed”. YouTube provide details of the number of times each 
film has been opened. The national film ”What the police do during speed enforcement” was opened 
approx. 55,500 times until the 4 June 2018 and the local campaign clip ”Save lives – reduce your 
speed” was opened 4,275 times on the same date. At this stage we are not aware how large or small 
the proportion of ”openers” have accessed the link through the Police update.  

An Australian clip about Zero Vision, highlighting the thought behind Zero Vision and bringing up the 
issue of how many fatalities we will tolerate in traffic, appears in one of the updates. A man is asked 
that same question, and when he replies with a number he thinks is acceptable, the same number of his 
closest relatives approaches him, and he is then asked the same question again. His new reply is that 
we should not tolerate any fatalities. This YouTube clip has been opened 684,715 times, although how 
many have reached it via the Police link is unknown.  

Updates regarding speeds – content and reactions 

Updates regarding speeds provide information about the campaign week, of risks involved in excess 
speeds and that many lives can be saved by reducing mean speeds. The updates also highlight that 
minor speed offences causes fatalities. Most of the updates (21 of 26) can be found in an internal 
document compiled by the Police.  

It highlights that a reduction in average speeds would be achieved by getting anyone exceeding posted 
speed limits by at least 6-9 km/h to reduce their speed. Some updates point out that if 8 out of 10 kept 
to posted speed limits, 40 lives per annum would be saved. The updates refer to research, usually 
without providing the source. However, in one case reference is made to STA estimates that a 
reduction of average speed by 2 km/h would reduce fatalities by 10 percent. Penalty fees for different 
levels of non-compliance appear in some updates. 

The focus of the campaign appears to vary between the areas. In one case it says that the routes 
particularly exposed to accidents will be screened, as well as locations suggested in dialogues with 
citizens, for instance. A different case says that state roads, with a focus on minor offences, will be 
screened, and in another case, it says that any activities will be short, but frequent, and will occur all 
hours of the day, and that Police enforcement should be seen frequently to influence drivers to drive 
slower. One Police comment reveal that focus during the weeks of intervention is on 70-80 routes 
unlike screening by schools which are carried out throughout the year.  

The Police YouTube channel ”What the Police do during speed enforcement” and ”Save lives – reduce 
your speed” has been linked to in many cases. It is more challenging to measure the effects of these 
updates just by checking how many people have liked, commented on or shared the update. It would 
have been interesting to find out how many had opened the link and how far they have watched the 
video update. Some of the updates refer to the debating article published in numerous newspapers the 
same Monday the regional traffic intervention was introduced, see also Section 2.2.2, below the 
heading Media efforts. It would have been interesting, in this case as well, to know how many people 
had followed the link. 

The campaign is followed up in many updates during the period, whereby the Police both establishes 
that traffic has calmed down during the campaign period and results of different activities were 
presented. 
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The updates having received the most reactions are a couple somewhat humorous/ironic updates. The 
question: 

” Don’t you have anything better to do?” 

begins one of these updates which in this case has been posted by Police Halmstad and Laholm. This 
recurring question is here answered by a few officers, and one of their arguments is that more people 
die in traffic due to traffic accidents than the number of people who are murdered in Sweden. 
Furthermore, they point out that many other crimes are also exposed in conjunction with speed 
enforcement. They say that focus is on changing bad behaviour and book the worst offenders. 
Information that school proximity is one location category where screenings will be implemented. 
Finally, it is said that should anything more urgent than speed enforcement occur, the speed 
enforcement will be discontinued. This update has been liked by more than a thousand people.  

Another example is the update by Police West – the traffic police, beginning: ” This is how you avoid 
speeding fines”, see Figure 10.  

 
Figure 10. Update by Traffic Police in Police Region West. 
Source: Facebook. Photo: Traffic Police, Region West. 

 

One of the comments about the tip points out that it seems instruction on how to use the indicators is 
also needed. The Police replies with an image of a can of indicator oil.  

Dominating the type of like reaction for speed updates is the thumbs up. Twenty-two of the updates 
have only received this type of reaction. This reaction was given by 19 out of 20 users for five of the 

This is how you avoid speeding fines 

1. Look at the signsposts showing the 
speed limits. Black digits on a 
yellow background appear inside 
the red circle. The digits 
announces the maximum speed. 

2. Find the speedometer on the 
dashboard in your car. There is an 
arrow showing the speed the car is 
travelling at. Take note of this 
figure.  

3. The last and most difficult point: 
Adapt the speed of your car to the 
posted speed limit on the road. In 
fact, the Police are not in a 
position to charge you if you don’t 
drive too fast. Clearly.  

And still, today, it’s obvious many people are 
unaware of this tip, so please feel free to 
share this with your friends and help give 
them a safer journey in traffic.  

 

Håkan/Head of Department 
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updates. The only exception is the update above, where closer to five of 20 have put a 😆😆 (ha-ha). This 
is how the speed updates differ from the other updates, in which the category of likes varies somewhat 
more, although thumbs up is predominantly used. For other types of updates, burglary for instance, 
several people will click 😡😡 (angry), and for updates regarding fatal shootings some people click 😢😢 
(sad). The information refers to updates in April 2018. 

Common comments for the speed updates include: 

• General positive comments, encouragement and thanking the Police 

• Suggestions for locations to screen, appropriate screening times, the type of road users who 
should be screened. 

• Views on other behaviours than speed that ought to be monitored in traffic 

Only a few cases dominate the questioning comments and then generally about a couple of updates 
which only received a small amount of comments. Some negative views occurring include: 

• That the Police ought to spend time on more important issues and/or examples of which 
crimes are more important to prevent than speeding offences and other traffic crimes 

• That speed limits are too low in some areas 

• That the signposts disclose that ATC is down 

• That slow drivers should also/rather be prosecuted. One argument is that they fuel irritation 
and overtaking unnecessarily. 

A third comment category is warning that speed enforcement is taking place tagging friends, often 
arranged slightly humorously.  

Positive comments generally predominate the updates, if comments such as ”Good, but should you not 
monitor XXX route as well....” are included. We are not able to state whether the results mirror the 
view by everyone who have read the updates. For six of the speed related updates by ”Police West – 
Traffic Police” details about how many users have been reached by the updates (between 1,355 and 
8,889 users) are available. It has been established that the proportion of likes for the updates, out of 
everyone who has been reached, amounts to 1-3 percent and the corresponding share for anyone who 
has shared the update is less than one percent.  

 



VTI notat 13A-2018 

  37 

4. Summary discussion 
Enhanced speed compliance has significant potential to reduce the amount of fatalities and serious 
injuries in traffic and the Police have a very important role in this work. Traffic monitoring by the 
Police have diminished significantly during the last few years, both regarding speed and other 
violations. Police traffic screening resources are also likely to be very limited in the foreseeable future. 
Therefore, it is very important that police resources are used correctly and that new, effective, methods 
are developed. This project has evaluated a procedure tested within Police Region West during three 
weeks in the autumn of 2016. 

The overall aim for the Police regarding the intervention was to reduce average speeds on regional 
roads and consequently reduce the number of fatalities and serious injuries in the traffic. 
Approximately 64 people die within Police Region West each year. Theoretical evaluations show that 
reducing speed by 2 km/h will reduce the number by 7 lives per annum (Power model, Elvik et al. 
(2013, 2014).  

To evaluate the effect of the intervention on average speeds, three different data sources have been 
used, results accounted for by the NTF of radar assessments carried out in conjunction with the 
intervention, speed data derived from STA fixed screening points as well as speed data from ATC. 
Figure 11 shows an image of all screening points distributed throughout police area West.  

 

 
Figure 11. Map image of NTF’s screening points (red), STA fixed screening points (green) as well as 
ATC cameras (blue) in Police Region West. 



38  VTI notat 13A-2018 

The results of the NTF assessments show that speed compliance was predominantly enhanced at 
screening points with high non-compliance before the intervention (the comparison refers to before 
and after, not during). Hardly any change was seen at two screening points with fairly good 
compliance before the intervention (Table 6). Mobile ATC was used near two of the screening points 
after the intervention had ended, as well, and the reduction continued these two routes even once the 
assessment weeks were finished. For the fixed screening points, a general reduction in mean speeds by 
about 2 km/h was found when average speeds were compared during the intervention with before the 
intervention. At locations exposed to non-compliance by 40 percent or more in the pre-period, a 
reduction of the proportion of non-compliance at all screening points was seen during the period of the 
intervention (week 43-45). After the period of enforcement, the proportion of non-compliance tended 
to increase again. In comparison to the corresponding period during 2015 a similar reduction was not 
seen, although the proportion of non-compliance reduced later during the year, which can probably be 
explained by adverse weather conditions and darkness. Like findings at NTF screening points, the 
STA fixed screening points revealed a tendency of greater reduction in the proportion of offences on 
routes exposed to a high incidence of non-compliance during the period before the enforcement 
activity. This finding correlate well with previous research within this area (SRA6, 2009; Vadeby and 
Forsman, 2012; Vadeby and Forsman, 2017; Soole et al., 2013). 

Studying the speed and the proportion of non-compliance at the ATC cameras near the Police control 
or reference routes, reveals that the proportion of speeding at the cameras is low, averagely approx. 3 
percent, in comparison with NTF screening points, for instance, where 30 and 90 percent were 
speeding before the weeks of enforcement activities. We also found that the difference between the 
pre, during and post period, was insignificant. Hardly any change in average speeds were found at the 
cameras either. Since speed compliance at the cameras already is very satisfactory it is not strange that 
change has been minimal.  

The police focused on two main messages regarding internal communication goals: 

1. Speed enforcement spanning 6-9 km/h exceedance saves lives  

2. Even traffic screening that is shorter timewise, at about 20 minutes, has an effect  

The results of the Police “experience stories” show that most are positive to the enforcement activity 
(see Section 3.3.1). The consensus is that it is good that traffic issues have come up on the agenda and 
that the public has responded positively. Essentially, there is agreement that the 20-minute method is 
an appropriate procedure which has gained acceptance amongst staff which has the potential to lead to 
enhanced visibility. The intervention also leads to more screenings than usual, which the Police 
thought was important. The experience stories, however, indicate that not everyone has grasped the 
point of the enforcement activity and a certain amount scepticism toward targeting 6-9 km/h. Some 
also thought the aim of the intervention was unclear (number of screenings, number of fines, mean 
speeds, etc.) and it also transpired that in future the officers would like to set their own, clear, goals. 
Many requested that forward planning was extended to suitably include the intervention in the general 
scheduling for the organisation. A new focus was introduced (6-9 km/h) which is a process that 
requires time to develop.  

To improve future interventions, a request for enhanced involvement by colleagues was raised, as well 
as many preferring shorter interventions to one long. In view of future interventions, requests were 
made for satisfactory forward planning and that department heads would be forwarded information 
ahead of scheduling for the period. Collaboration between different traffic departments and the local 
                                                      
6 Swedish Road Administration 
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police areas is positive and something the force would like to continue to develop. That more officers 
should receive further laser training became apparent, valid training is lacking for some of the officers 
involved. Shorter enforcement activities were welcomed, rather more shorter activities than one long. 
The issue of considering occupation health and safety for staff involved in monitoring. Mobile speed 
camera (ATC) may be a suitable option on roads too dangerous for the Police to be on.  

The aim of the external communication was to contribute to a change in attitudes toward the 
importance of mean speeds by road users. It has not been possible to evaluate this aim within this 
project since pre and post assessment of attitudes were not made in association with the intervention.   

Regarding communication on social media, a total number of 26 speed related updates were made on 
Police Facebook pages in Region West during the weeks of enforcement activities. These updates 
concerned the weeks of activities, risks of excessive speeds and that lives can be saved if mean speeds 
are reduced. It was also brought up that even minor speed offences cause fatalities. Reactions to 
updates regarding speeds are predominantly positive. However, it is not possible to ascertain if this 
mirrors the prevailing attitude of the public, or just those who have commented on the updates. It is 
reasonable to believe that followers of the Police Facebook page have a more positive view of the 
Police than the average Facebook user, and that Facebook users can differ from those not on 
Facebook.  

Although we are not able to say anything about road user attitudes in this study, the Police updates on 
Facebook may bring many other possible benefits. Facebook does not just allow Police messages to 
reach out, the public will also perceive that the Police is approachable and that in some cases their 
questions might even be answered. This is not inconsequential considering many users have pointed 
out the problem in reaching the Police on their telephone number 114 14. Hence, Facebook appears to 
be a suitable channel for contact with the public (although some questions remain unanswered). This is 
shown by the positive reactions received regarding the update about why the Police are not involved in 
more ”important” issues than monitoring that road users do not exceed posted speed limits. The 
question remains though, if the right target group is reached or mainly those who already believe 
posted speed limits should be adhered to and tries to do just that? 

The overall aim of the intervention is to reduce average speeds on regional roads and consequently 
reduce the number of fatalities and serious injuries in traffic. The results of this project show that the 
mean speeds reduced by only 2 km/h during the enforcement period. It is not possible to say whether 
the whole reduction depend on the Police efforts, since the weather conditions at the end of the project 
were bad. Some parts of the region experienced snow fall, which might explain the reduction, 
however, the tendency is positive. In summary, it was found that the method was positively received 
in general by the Police and that speed compliance was principally seen on routes exposed to bad 
speed compliance before the enforcement intervention. To achieve as good effect as possible it is 
therefore important in view of future activities to select screening points with low speed compliance, 
and that it is important to continue monitoring regularly since we noticed that drivers regressed once 
the enforcement activity had ended.  
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5. Recommendations for future evaluations 
It is important to find new working procedures that will work in the current Police organisation and 
utilises available resources in an effective way and regular evaluations are required to ascertain that 
the procedures are successively improved. This project has evaluated an activity carried out by Region 
West during autumn of 2016. The long-germ goal is to develop a more general method that the police 
can adopt for continuously evaluate and enhance their procedures regarding speed enforcement.  

The overall aim by the Police for the enforcement activity in 2016 was to reduce mean speeds on the 
roads in the region and consequently reduce the number of fatalities and serious injuries in traffic. The 
results of this project show that regional average speeds were reduced by only 2 km/h during the 
period of intervention. It is not possible to apportion the whole reduction to police activities, although 
the tendency is positive.  

In a previous project, a suggestion for an evaluation method was developed to assess the subjective 
risk of being discovered regarding DIU crime (Forsman and Vadeby, 2017). Based on the results of 
Forsman and Vadeby as well as the results of the evaluation in the study reported herein, the following 
approach is suggested for evaluation of speed related activities within the police force.  

The suggested evaluation comprises four sub-studies focussed on different issues. All sub-studies are 
important to get the whole picture, although adjustments may be needed depending on what is 
included in the activity and its goals, actual conditions, available resources and other limiting factors.  

All sub-studies recommend assessments before and after implementation as well as both trial and 
control regions. Which data should be gathered is based on requirements to carry out satisfactory 
evaluations. This might entail some of the suggested variables being unavailable.  

Sub-study 1: Evaluation implementation by the Police 

This sub-study is divided into two levels where the aim of Level 1 is to study how the Police changed 
their procedures and the aim of Level 2 is to study what has worked well and less well during the 
implementation form the Police perspective. Level 1 is necessary to interpret results of other parts of 
the evaluation and Level 2 is an extended evaluation.  

To answer the aim in Level 1 it is suggested the following data is collected: 

• Controls aimed at speed enforcement: 

o where, when and how long the controls are conducted as well as type of screening  

o how comprehensive the control is (i.e., number of police patrols) 

o results of the controls (i.e., number of speeding tickets, level of non-compliance (i.e. more 
than 6 km/h above posted speed limit), number of reported crimes  

o total number of vehicles passing 

• Dissemination to the public 

o Social media activities (i.e., number of updates and content)  

o Articles in newspapers and news sites 

o Any other dissemination of information (i.e., in schools or larger events)  
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To answer the aims for Level 2 it is suggested the following data is collected: 

o a description of how the changes have been established within the organisation (changes can 
be about both police controls and external dissemination of information): internal 
information meetings, written information, which resources have been allocated 

o Experience stories by officers having attended the implementation 

o Interviews with police of different rank who have attended the implementation  

o Possible collaboration with the Police might have had with other organisations 
(governmental agencies, charities, etc.) 

Sub-study 2: Assessment of speed levels  

Screening of speeds before, during and after the intervention. Where to locate the screening points 
should be decided depending on the boundaries and goals of the intervention. If possible, fixed 
screening points in the vicinity should be used.  

Sub-study 3: Questionnaire study 

To assess if the attitudes of the public have changed in conjunction with the Police altering their 
procedures regarding speed enforcement a questionnaire study is suggested. Collection of data will be 
decided each time and may involve a questionnaire being sent at random to a selection of drivers or 
answers might be derived from a web panel.  

Sub-study 4: Evaluation of communication on social media 

If the enforcement activity is followed by an information campaign or other communication on social 
media, this ought to be evaluated as well. The aim of the evaluations is to ascertain the level of success 
in disseminating the message, the result thereof can be used to enhance current communications 
strategies if needed. 

We suggest the following information is collected and that any changes are observed over time: 

• Police activities on social media: number of accounts in different media and the number of 
updates, images, films, etc. 

• Distribution indicators: reach, exposure, number of likes per update, number of shares and 
number of comments (predominantly relevant for Facebook but similar indicators can be used 
for different types of media).  

• Content and comments: Going through and categorising updates referring to the actual 
intervention, both regarding content and comments.   

The suggested evaluation assumes that it is viable to carry out assessments both before and after 
implementing changed Police procedures. The approach may need modifying in accordance with the 
conditions at the time of carrying out the evaluation.  
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Appendix 1 Speed levels and compliance – fixed screening points 
In Figure 12 och Table 11, the proportion of speed offences in Police Region West pre, during and 
post the police traffic enforcement weeks in autumn 2016 (left image). The right image accounts for 
the proportion of non-compliance during the corresponding period in 2015. Speed data from STA 
fixed screening points. Table 12 shows mean speeds for the corresponding screening points.  

  

Figure 12. Proportion of speed offences in Police Region West pre, during and post the police traffic 
enforcement weeks in autumn 2016 (left image). The right image accounts for the proportion of non-
compliance during the corresponding period in 2015. STA fixed screening points. 
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Table 11. Proportion of speed offences in Police Region West pre, during and post the police traffic 
enforcement weeks in autumn 2016 and in the corresponding period in 2015. STA fixed screening 
points. 

 2016  2015 
Id Pre During Post  Pre During Post 
9446 11.9% 12.0% 12.0%  14.3% 15.6% 15.2% 
9453 46.0% 40.6% 39.4%  47.9% 44.5% 36.0% 
9454 52.4% 50.5% 44.1%  57.6% 53.7% 44.9% 
9490 12.0% 9.9% 9.7%  11.5% 11.0% 10.8% 
9544 11.5% 8.1% 8.6%  46.1% 43.9% 37.8% 
9545 65.2% 46.7% 55.5%  60.6% 62.5% 55.0% 
9561 85.9% 81.1% 80.6%  83.6% 80.8% 79.0% 
9563 59.1% 49.6% 52.2%  59.7% 58.5% 51.4% 
9564 83.7% 72.2% 75.0%  83.0% 82.1% 73.0% 
9565 83.3% 74.8% 78.0%  83.0% 84.2% 77.4% 
9610 88.3% 85.1% 86.8%  87.8% 87.9% 86.3% 
9620 89.0% 86.3% 84.8%  87.3% 87.4% 85.8% 
9623 27.5% 29.3% 24.7%  30.6% 29.4% 25.2% 
9675 98.0% 92.5% 96.9%  98.6% 98.4% 96.8% 
9685 67.4% 62.0% 62.5%  70.2% 67.6% 58.4% 
9686 67.7% 61.6% 61.4%  70.4% 69.4% 62.7% 
9687 76.2% 70.7% 73.9%  62.6% 76.4% 79.3% 
9688 3.5% 2.7% 2.9%  3.9% 3.4% 3.8% 
9689 72.9% 59.6% 65.3%  72.4% 71.4% 65.3% 
9690 0.0% 0.0% 0.0%  0.0% 0.0% 0.0% 
9692 30.8% 30.6% 22.7%  35.3% 34.5% 29.0% 
9697 81.1% 78.0% 78.0%  3.4% 3.5% 3.5% 
Total 55.2% 49.3% 50.0%  52.6% 52.4% 48.3% 
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Table 12. Mean speeds in Police Region West pre, during and post the police traffic enforcement 
weeks in autumn 2016 and in the corresponding period in 2015. STA fixed screening points. 

 2016  2015 
Id Pre During Post  Pre During Post 
9446 63.2 62.5 62.5  63.2 63.4 63.2 
9453 110.3 108.9 107.9  110.8 110.1 106.7 
9454 112.8 113.1 108.8  114.3 113.3 109.5 
9490 74.4 73.3 73.5  73.8 74.0 73.8 
9544 66.6 64.6 65.1  69.3 68.7 67.1 
9545 83.7 78.4 81.4  82.8 83.3 81.1 
9561 58.4 56.8 56.7  57.2 56.4 56.1 
9563 96.6 94.0 94.9  97.0 97.1 94.7 
9564 80.7 76.5 77.1  80.5 79.9 76.7 
9565 98.6 95.4 96.6  98.8 99.3 96.5 
9610 80.6 79.3 80.0  80.7 80.9 79.7 
9620 60.5 59.8 59.0  59.4 60.0 59.3 
9623 44.8 45.0 44.1  45.3 45.1 44.1 
9675 88.0 83.8 86.3  88.6 88.5 86.6 
9685 110.4 108.5 108.3  110.9 110.5 107.2 
9686 109.9 108.4 108.0  111.0 111.0 108.6 
9687 76.8 75.4 76.3  74.5 77.0 77.8 
9688 67.1 66.8 66.6  68.6 68.6 67.8 
9689 75.7 71.4 73.7  75.4 75.0 73.2 
9690 40.3 39.9 39.6  40.3 40.7 40.0 
9692 85.0 84.7 82.4  86.1 85.8 84.2 
9697 55.4 54.5 54.7  55.0 55.4 55.3 
Total 79.1 77.3 77.4  79.2 79.3 77.7 
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Appendix 2 Facebook posts 
Table 13.  The number of users who have liked, commented or shared updates, categorised centrally 
for the region and per police area depending on type of update during the intervention period in 2016. 
Source: Facebook, April – June 2018. 

  

 
Number of likes 

 
Number of comments 

 
Number of shared posts 

 
Facebook 
page (name) Speed Other Total Speed Other Total Speed Other Total 
Police 
Region West 1085 180 1265 195 27 222 286 19 305 
Police West – 
traffic police 1085  1085 195  195 286  286 
Police West – 
border police 0  180 180 0  27 27 0  19 19 

Fyrbodal 73 61 134 12 18 30 12 108 120 
Police West 
Fyrbodal 73 61 134 12 18 30 12 108 120 

Halland 1745 4290 6035 126 153 279 291 148 439 
Police 
Halland 173 3547 3720 9 127 136 20 91 111 
Police 
Falkenberg 
and Hylte 6 122 128 0 7 7 0 13 13 
Police 
Halmstad and 
Laholm 1297 445 1742 100 15 115 215 6 221 
Police 
Kungsbacka 145 140 285 10 2 12 24 24 48 
Police 
Varberg 124 36 160 7 2 9 32 14 46 

Skaraborg 112 764 876 7 55 62 8 485 493 
Police West 
Skaraborg 0  710 710 0  43 43 0  458 458 
Police East 
Skaraborg 112 54 166 7 12 19 8 27 35 
Greater 
Gothenburg 653 2681 3334 138 226 364 314 231 545 
Police 
Gothenburg 
City 145 0  145 33  33 13 0  13 
Police 
Gothenburg 
North East 134 188 322 78 20 98 268 5 273 
Police 
Gothenburg 
South 104 362 466 5 4 9 5 47 52 
Police 
Hisingen 0  1075 1075  0 48 48  0 16 16 
Police 
Kungälv and 
Ale 270 1056 1326 22 154 176 28 163 191 

Älvsborg 67 423 490 10 59 69 1 550 551 
Police 
Alingsås, 
Lerum, 
Herrljunga 
and Vårgårda 0 209 209 0 49 49 0 478 478 
Police 
Dalsland 37 98 135 3 8 11 0 61 61 
Police 
Sjuhärad 30 116 146 7 2 9 1 11 12 

Total  3735 8399 12134 488 538 1026 912 1541 2453 
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